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Regulations of 1 July 2014 No. 1072 on the construction of ships 
The Norwegian Maritime Authority (NMA) has laid down Regulations of 1 July 2014 on the construction 
of ships. The Regulations enter into force on 15 September 2014. From the same date the following 
regulations are repealed: 

- Regulations of 15 September 1992 No. 695 concerning the construction of passenger ships, cargo 
ships and barges (hereinafter referred to as Regulations 1992/695) 

- Regulations of 15 June 1987 No. 505 concerning the construction, equipment and operation of 
passenger ships of less than 15 m in overall length (hereinafter referred to as Regulations 87/505). 
 

Consultation 
The proposed new Regulations on the construction of ships were circulated for review from 6 January to 7 
April 2014.  A total of 11 consultative statements came in, whereof 5 did not include comments to the 
proposal.  
 
The Norwegian Shipowners' Association supports the proposal, and sees it as positive that the NMA is 
developing a body of rules that is clear and user-friendly for the industry. The Norwegian Shipowners' 
Association feels that incorporation, used as a method of implementing international requirements, will 
make it easier for the industry to relate to the Norwegian rules. 
 
Vard Skipsdesign comments on section 3 of the Regulations as regards the time of implementation of 
MSC.335(90) into Norwegian legislation. Vard Skipsdesign has, based on current law, priced and sent 
several ship designs to customers. If MSC.335(90) is made applicable from the time of entry into force of 
the Regulations, the company indicates that this will lead to costly conversions, make it difficult to deliver 
according to contract and could lead to a reduction in the loading capacity of concerned ships. The 
requirements pursuant to MSC.335(90) have been negotiated in the UN's maritime organization, the IMO 
(International Maritime Organization). Even though representatives from the industry have participated in 
the negotiations in the IMO, and the contents and the consequences of the Resolution are well known in the 
industry, the Norwegian Maritime Authority has decided to take Vard Skipsdesign's comment into account. 
The requirements of MSC.335(90), such as they have been laid down in the Regulations, are therefore 
either associated with the date for conclusion of a contract or with a final deadline for when the 
requirements shall apply to Norwegian ships engaged in the safety zones of offshore structures in the open 
sea. 
 
The seafarers' organisations have questions to the requirements for redundancy in the machinery space. 
The NMA notes that "back-up" machinery is in general not required. Any requirements related to 
machinery redundancy in the Regulations have been continued from current law. Furthermore, the 
organisations have questions about means of escape from machinery spaces. The NMA refers to section 3 
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of the Regulations of 1 July 2014 on fire protection on ships, cf. SOLAS regulation II-2/13, which 
stipulates requirements for means of escape on ships, including from machinery spaces. 
 
The Directorate for Civil Protection and Emergency Planning (DSB) points out, with reference to sections 
3, 4 and 5, that the DSB is the competent authority with regard to electrical installations on board ships. 
The Regulations of 4 December 2001 concerning maritime electrical installations, laid down by the DSB, 
stipulates in section 2 third paragraph that "These Regulations do not apply to those parts of the electrical 
installations on ships and mobile offshore units to which the provisions of the International Convention for 
the Safety of Life at Sea (SOLAS) apply". In the opinion of the NMA, there is no contradiction between 
provisions on electrical installations as stipulated by the new Regulations on the construction of ships and 
the requirements laid down by the DSB related to the design, construction, operation, alteration and 
maintenance of electrical installations. 
 
DNV GL comments on section 56 of the proposal, and points out that the wording may limit the design 
possibilities and result in less flexible solutions than the solutions which are desirable and common in the 
industry today. The NMA agrees with the statement from DNV GL and has changed the wording of 
section 56 accordingly. 
 
The Federation of Norwegian Coastal Shipping assumes that there is no requirement for ships to be classed 
by a classification society. As stipulated by sections 3 and 4 of the Regulations, the rules of a recognised 
classification society for construction and maintenance of hull, main and auxiliary engines, electrical 
installations and automation installations shall apply for the design, construction and maintenance of the 
ship. Even though ships shall be constructed pursuant to the rules of a recognised classification society, 
this does not mean that ships shall be classed by such classification society.  
 
General comments to the Regulations on the construction of ships 
The Regulations have been divided into nine thematic chapters. The purpose of the division is to contribute 
to a clear and organised structure. The Regulations also have two appendices. 
 
The new Regulations of 1 July 2014 on the construction of ships mainly continue the provisions of current 
law as stipulated by the Regulations being repealed (see introduction). 
 
The themes of the Regulations are limited to constructional matters, including matters related to stability 
and freeboard.  
 
The NMA has initiated a regulatory project related to special rules for the construction of cargo ships of 
less than 24 metres in length (L)1. The new set of regulations that will apply to these ships will change the 
current legislation. When this set of regulations enters into force, this will also affect the Regulations laid 
down by this circular. 
 
It is a common requirement for ships covered by the scope of application of the Regulations that the rules 
of a recognised classification society2 for construction and maintenance of hull, main and auxiliary 
engines, electrical installations and automation installations shall apply for the design, construction and 
maintenance of the ship. For ships covered by SOLAS chapter II-1, the requirement is stipulated in 
SOLAS regulation II-1/3-1, cf. section 3, whereas for ships not covered by SOLAS, the requirement is 
stipulated in section 4.  
 
The standards that follow from the rules of recognised classification societies, or equivalent provisions laid 
down by the Norwegian Maritime Authority or other national authority, make up the foundation for the 
construction of ships. The classification societies' requirements take into account, inter alia, how ships 
carrying special types of cargo shall be constructed. The remaining provisions in the Regulations represent 
requirements not regulated through the classification societies' sets of rules. That is to say, requirements 

                                                 
1 See http://www.sjofartsdir.no/om-direktoratet/aktuelt/horinger/ 
2 There are currently 6 classification societies which have been delegated authority: ABS, CLASSNK, BV, DNVGL, 
LR, RINA 
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that follow from the sets of rules of recognised classification societies have as far as possible not been 
duplicated. An example of duplicated requirements which have not been continued in a separate section, 
are provisions related to helidecks. 
 
A further clean-up of the Regulations is related to harmonisation with the Regulations for EU passenger 
ships3. The harmonisation is linked to dormant provisions in Regulations 1992/695 which apply to 
passenger ships with trade area small coasting or greater trade area, with tonnage delimitations implying 
that the ships are of 24 metres in length (L) or more.  Such ships will regardless of year of construction be 
considered Class A or Class B passenger ships, and will therefore be covered by the Regulations for EU 
passenger ships. An example of the mentioned harmonisation is section 32 first and second paragraphs in 
Regulations 1992/695, which contain provisions with a tonnage delimitation of 1,000 gross tonnage as a 
starting point. These provisions have not been continued in the Regulations as they are already stipulated 
by section 1 first paragraph (b) of the Regulations for EU passenger ships, cf. section 8. 
 
In Regulations 1992/695 the term "supply vessel" is used. A natural linguistic starting point would be that a 
supply vessel has a somewhat limited scope of application, i.e. to ensure the carriage of materials, 
equipment and consumable supplies needed primarily in the offshore petroleum industry.  
 
The meaning of the term "supply vessel" as defined and understood pursuant to current Norwegian law, 
probably does not have an international equivalent. The meaning must be seen in the context of special 
Norwegian provisions concerning requirements related to damage stability for this type of ships.  
 
In light of the development seen in recent years and the large variations in assignments and associated 
activities being carried out by ships delivering various services intended for commercial activities at sea, 
the Norwegian Maritime Authority has replaced the term "supply vessel" with the term "offshore support 
vessel". The definition of the term has furthermore been simplified. This simplification shall nevertheless 
take important aspects into account, the most prominent of which are related to risk of collision with an 
offshore installation or accident due to loss of stability. Offshore support vessels shall therefore, as 
stipulated by current law for supply vessels, have special requirements establishing effective barriers to 
prevent accidents from happening. The special requirements shall furthermore reduce the risk of escalation 
in the event of an accident. 

 
Chapter 1 Scope of application and general provisions 
Section 1 Scope of application 
The provisions indicate positively and exhaustively which types and sizes of ships that are covered by the 
Regulations. 

 
With regard to passenger ships, it is the title of the main certificate, as provided by the Regulations on the 
certification of ships4 or the Regulations for EU passenger ships, that determines whether or not a 
passenger ship is covered by the Regulations. 

 
With regard to cargo ships and barges, there is a lower delimitation of the scope of application of 15 
metres. In current law, the gross tonnage of a barge determines whether it is covered by Regulations 
1992/695. The NMA presupposes that a delimitation of 15 metres corresponds to a gross tonnage of 50 
tonnes.  

 
It follows from section 2 first paragraph second sentence of the Ship Safety and Security Act that the 
Regulations do not cover boats of less than 24 metres in overall length which are not used for commercial 
purposes. The term "not used for commercial purposes" may include recreational craft, cf. the Act of 26 
June 1998 No. 47 relating to recreational and small craft section 2 subparagraph 2 which has the following 
                                                 
3 See Regulations of 28 March 2000 No. 305 concerning surveys, construction and equipment of passenger ships 
engaged on domestic voyages 
4 This refers to new Regulations on the certification of ships which were circulated for review at the time when the 
new Regulations on the construction of ships were laid down. See http://www.sjofartsdir.no/om-
direktoratet/aktuelt/horinger/horing-ny-forskrift-sertifikater-og-tilsyn-norske-skip-og-flyttbare-innretninger/  

http://www.sjofartsdir.no/om-direktoratet/aktuelt/horinger/horing-ny-forskrift-sertifikater-og-tilsyn-norske-skip-og-flyttbare-innretninger/
http://www.sjofartsdir.no/om-direktoratet/aktuelt/horinger/horing-ny-forskrift-sertifikater-og-tilsyn-norske-skip-og-flyttbare-innretninger/
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definition of recreational craft: "any floating device which is intended for use and capable of moving on 
water, with an overall length of less than 24 metres and which is not used for commercial purposes." 
However, even ships not operated on a commercial basis, e.g. ships operated by the government, may be 
covered by the term "not used for commercial purposes". The absolute delimitation of 24 metres in overall 
length stipulated by section 2 first paragraph of the Ship Safety and Security Act, therefore raises issues 
with regard to ships of 24 metres in overall length and upwards which are not used for commercial 
purposes, and any provisions related to construction that shall apply to such ships.  
 
The ship type or the purpose of a ship can determine which set of rules applies. Section 1 subparagraph c 
stipulates that the Regulations apply to cargo ships of 15 metres in overall length and upwards. A cargo 
ship is defined by a negative delimitation against, inter alia, recreational craft (see comments to section 2 
below), and the meaning is therefore that the Regulations shall not apply to recreational craft, even if such 
craft has an overall length of 24 metres or more.  
 
Section 2 Definitions 
Section 2 first paragraph stipulates that the definitions of SOLAS regulations II-1/2 and 3 shall apply as 
definitions in these Regulations. In addition to the definitions of SOLAS regulations II-1/2 and 3, four 
more definitions are needed, the purpose of which is to remove or minimise any doubts about 
interpretation.  
 
The terms passenger ship and cargo ship are used in many of the provisions of the Regulations. The term 
"passenger ship" is positively defined in section 2 second paragraph subparagraph a, whereas the term 
"cargo ship" in subparagraph b is negatively delimited against, inter alia, recreational craft. For the term 
"recreational craft", the Norwegian equivalent of "vessel" or "craft" has been used instead of "boat" as a 
conscious linguistic choice, to give the term a broader meaning, cf. the discussion related to section 1 
above.  
 
The term "offshore support vessel" in the second paragraph subparagraph c includes cargo ships covered 
by the scope of application of the Regulations, which shall be engaged in the safety zones of or operate in 
the close vicinity of an oil platform or other offshore structures in the open sea.  
 
"SOLAS 90" is also defined in section 2 second paragraph subparagraph d, in order to delimit this set of 
rules against the consolidated SOLAS 1974 version of 2009 with subsequent amendments. Certain 
provisions in current law are based on SOLAS 90, and these have been continued in the Regulations. This 
applies, first and foremost, to special requirements for damage stability for ro-ro passenger ships engaged 
in regular service on foreign voyages - see chapter 4 of the Regulations. 

 
Section 3 Requirements for construction, stability and outfitting of cargo ships and passenger 
ships engaged on foreign voyages 
The provisions of section 3 incorporate the provisions of SOLAS chapter II-1 into Norwegian legislation, 
and make, with the exception of regulations 19 to 22, 23 and 24, the chapter applicable as regulation for 
cargo ships of 500 gross tonnage and upwards engaged on foreign voyages and for passenger ships 
engaged on foreign voyages, cf. the scope of application of section 1 and the reference to "Passenger Ship 
Safety Certificate". SOLAS Regulations II-1/19 to 22, 23 and 24, which are all operational provisions, are 
included in a new chapter 3a of the Safety Measure Regulations5.  

 
The meaning of the term "foreign voyages" is stipulated by the Regulations of 4 November 1981 No. 3793 
concerning trade areas (Trade Area Regulations) chapter 3 section 12. In Regulations 1992/695, 
international instruments such as SOLAS chapter II-1 are made applicable to "convention ships", cf. 
Regulations 1995/695 section 5 and the definition of section 2 item 29. The term "foreign voyages" is also 
used in the Regulations laid down by this circular. A similar term, "foreign trade", is defined in section 2 
item 54a of Regulations 1995/695 as "all voyages from a port of a State to a port outside that State, or 
conversely". The definition of the term "foreign trade" as defined in section 2 item 54a of Regulations 

                                                 
5 Regulations of 15 June 1987 No. 507 concerning safety measures, etc. on passenger ships, cargo ships 
and lighters 
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1995/695 is slightly different to the definition of "foreign voyages" in the Trade Area Regulations. When 
continuing current law, it was decided to use the term "foreign voyages" in relation to ships certified for 
the trade area great coasting and greater trade which may call at a foreign port, cf. chapter 3 of the Trade 
Area Regulations. 

 
The Regulations incorporate chapter II-1 of the SOLAS 1974 consolidated edition of 2009, as amended by 
resolutions laid down by the IMO's Maritime Safety Committee (MSC). SOLAS chapter II-1 regulation 1 
paragraph 1.1 stipulates that the chapter shall apply to ships constructed on or after 1 January 2009. 
 
The amendments to chapter II-1 made after the completion of the 2009 consolidation and up to the entry 
into force of the Regulations; i.e. the amendments laid down in IMO Res. MSC.256(84), MSC.269(85), 
MSC.282(86), MSC.290(87, MSC.291(87), MSC.308(88) MSC.317(89) and MSC.338(91) shall apply 
insofar as they are appropriate. 
 
In addition to the texts and the appendices (chapters) of the conventions, the IMO's rules also consist of 
underlying instruments with more detailed and supplementary provisions. Parts of or the complete set of 
underlying rules may have been made mandatory by way of provisions in the conventions implementing 
these rules. 
 
For example, part A of the IMO's International Code on Intact Stability (2008 IS Code) has been made 
mandatory by SOLAS regulation II-1/5, cf. MSC.269(85). 
 
The IMO's International Code for the Construction and Equipment of Ships Carrying Dangerous 
Chemicals in Bulk (IBC Code), adopted by MEPC.19(22), has been made mandatory by way of MARPOL 
regulation II/11 requiring that ships carrying dangerous and noxious chemicals in bulk shall be designed, 
constructed and equipped in compliance with the IBC Code. Section 7 of the Regulations of 30 May 2012 
No. 488 concerning environmental safety for ships and mobile offshore units incorporates MARPOL 
Annex II into Norwegian legislation, and thus also the IBC Code. International instruments, including 
conventions, shall as a main rule be incorporated (implemented) into Norwegian legislation only once. 
 
When stability requirements are regulated in various individual international instruments with their own 
scopes of application, the Norwegian provisions that implement these requirements should mirror this 
structure, such as is the case for the abovementioned IBC Code.  
 
As a consequence of the above mentioned, even if the entire SOLAS chapter II-1 applies as regulation for a 
cargo ship of 500 gross tonnage and upwards engaged on foreign voyages, there may be other and 
equivalent international requirements, as implemented into Norwegian legislation, that also apply to this 
ship.  
 
When SOLAS II-1 applies as regulation, this means that all ships, regardless of whether they are classed, 
in addition to other requirements that follow from SOLAS II-1, shall be designed, constructed and 
maintained according to the rules of a recognised classification society, cf. SOLAS regulation II-1/3-1. 
This means that the provisions included in Regulations 1992/695, cf. sections 5, 10, 11, 28, 29 and 40, 
which refer to the classification societies' rules on certain conditions related to construction or equipment 
of ships, are continued by the incorporation of SOLAS regulation II-1/3-1. The scope of the rules of a 
classification society, which will apply for the construction of a ship, will be based on the classification 
society's criteria which determine and limit such a scope. In most cases, the ship's purpose, as defined by 
the company (the contracting party), will decide this scope. 
 
The provisions of section 3 third paragraph continue section 43 fourth and fifth paragraphs of Regulations 
1992/695, but the Regulations refer directly to the provisions laid down in MSC.235(82).  
 
The reference in the fourth paragraph to the requirements pursuant to MSC.335(90) entails that the extent 
of damage to be included in the calculations of damage stability is increased. The longitudinal extent of 
damage is increased from 3 m plus 3% of L to 1/3L2/3.  The transverse extent of damage is increased to 
B/20 or minimum 760 mm. The Norwegian Maritime Authority suggests that the provisions pursuant to 
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MSC.335(90) are made applicable to ships for which the building contract is placed on or after 1 January 
2015 or the keel of which is laid or which is at a similar stage of construction on or after 1 July 2016.  
 
In addition to the requirements that otherwise are stipulated by SOLAS II-1 and which are incorporated by 
the provisions of section 3, the Regulations contain further requirements and modifications continuing 
current rules. The various modifications are discussed in association with the sections which show where 
exceptions have been made from, or additions have made to, the main rule that otherwise is laid down by 
section 3. 
 
Section 4 Requirements for construction of ships engaged on domestic voyages, barges regardless 
of trade area and cargo ships engaged on foreign voyages of less than 500 gross tonnage 
Ships engaged on domestic voyages, barges regardless of trade area and cargo ships of less than 500 gross 
tonnage engaged on foreign voyages shall, the same way as ships covered by section 3, be designed, 
constructed and maintained in accordance with the rules of a recognised classification society, cf. 
equivalent to the provisions of SOLAS regulation II-1/3-1. Some conditions related to the constructions, 
such as electrical installations on board ships, are furthermore regulated by provisions stipulated by the 
Regulations concerning maritime electrical installations. The same applies to the construction of drinking 
water system on board, where the Regulations concerning water supply and water intended for human 
consumption (Drinking Water Regulations) have supplementary provisions to the provisions laid down in 
SOLAS regulation II-1/3-1, cf. the classification societies' rules for the construction of ships. 
 
In this regard it is important to note that the Regulations continue current legislation as stipulated by, inter 
alia, Regulations 1992/695, but that the reference to the classification societies' rules for ships that are not 
classed, is no longer limited to DNV GL's rules.  
 
Section 5 Requirements for construction, stability and outfitting of passenger ships of less than 15 
metres in overall length engaged on domestic voyages  
The provisions provide for the possibility for passenger ships of less than 15 metres in overall length 
engaged on domestic voyages to be constructed and equipped in accordance with the Nordic Boat Standard 
for Commercial Boats less than 15 metres, 1990 (Nordic Boat Standard). The provision continues current 
legislation, cf. Regulations 87/505 section 9. 
 
Section 6 New requirements for ships constructed before 1 November 1992 
In requirements originating from international conventions and codes, which have been implemented into 
Norwegian legislation by regulations laid down by the Norwegian Maritime Authority, the principle is that 
the requirements that applied at the time of construction of a vessel, also apply for subsequent certificate 
renewals. When a ship is altered or converted, however, the requirements applicable to a new ship may be 
applied. 
 
A new ship according to current law is defined as a ship constructed on or after 1 November 1992, cf. 
section 2 item 39 of Regulations 1992/695. Section 6 of the new Construction Regulations establishes that 
for a ship constructed before this date, the NMA may require certain provisions of the Regulations to be 
met. Whether, or to which extent, the provisions of the Regulations shall apply to ships constructed before 
1 November 1992, is partly stipulated by individual provisions in the Regulations, see e.g. chapters 4 and 
7. In other contexts a notification of a conversion or alteration of a vessel will lead the NMA to carry out a 
concrete assessment with the purpose of establishing whether the conversion or alteration is so extensive or 
significant that new requirements shall be applied. Section 6 first paragraph subparagraphs a to f is a non-
exhaustive list showing typical changes that could lead to the application of the new requirements. 
 
Compared to the proposal that was circulated for review, a new third paragraph has been included in 
section 6 which corresponds to a provision in section 1 third paragraph of the Regulations for EU 
passenger ships. The wording of the new third paragraph indicates that changes made only to increase the 
stability of a ship, will not entail the application of new requirements. 

 
Chapter 2 Supplementary safety rules 
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Chapter 2 mainly contains supplementary safety rules to, inter alia, SOLAS chapter II-1 part A-1, and 
continues current law. The structure and division of the chapter has been changed somewhat compared to 
today's set of rules. 

 
Chapter 3 Stability 
Chapter 3 contains provisions on stability and is introduced by section 17 requiring stability calculations to 
be carried out. Such calculations are furthermore required to be carried out by means of a computer 
program approved by the Norwegian Maritime Authority.  
 
The conditions for the stability calculations required pursuant to section 17 and which parameters and 
variables to include have been specified in chapter 8 of the Regulations, which contains provisions on the 
required documentation in connection with the construction of ships. 
 
Section 18 Stability of ships constructed in accordance with section 4 
Section 18 of the Regulations in principle continues section 12 of Regulations 1992/695.  
 
Section 19 Intact stability for ships constructed in accordance with section 4 
The IMO's Code on Intact Stability - the 2008 IS Code - is made mandatory by section 3 of the 
Regulations, cf. SOLAS regulation II-1/5 for ships covered by SOLAS. The provisions of section 19 first 
and second paragraphs make parts of the 2008 IS Code mandatory also for passenger ships engaged on 
domestic voyages and for cargo ships of 24 metres in length (L) and upwards regardless of trade area.  
 
Section 19 third to final paragraphs otherwise continue current law as stipulated by sections 14 and 33 of 
Regulations 1992/695. 

 
Section 20 Stability of passenger ships of less than 15 metres in overall length 
The provisions of section 20 first and second paragraphs continue section 33 fourth paragraph of 
Regulations 1992/695. 

 
Section 21 Intact stability for barges 
The provisions of section 21 mirror section 50 of Regulations 1992/695. 
 
Section 22 Stability of heavy lift vessels 
The provisions of section 22 continue section 23 first paragraph of Regulations 1992/695 with one minor 
amendment. Instead of such ships needing exemption from the requirements of the Load Line Convention, 
the new Construction Regulations presuppose that such exemption from the provisions of the Load Line 
Convention has been granted. 

 
Section 23 Requirements for new stability calculations 
The provisions of section 23 continue section 20 of Regulations 1992/695. The provisions supplement 
section 6 of the Regulations. 

 
Section 24 Double bottoms for passenger ships engaged on domestic voyages 
The provisions continue section 31 of Regulations 1992/695, except that no particular ship types have been 
mentioned. The Norwegian Maritime Authority presupposes that an application for exemption is submitted 
if it turns out that the requirements as provided by section 24 are not suitable for a particular type of ship. 
 
Section 25 Watertight integrity above the freeboard deck on ships constructed pursuant to section 
4 
The provision continues those parts of section 24 and section 35 second paragraph of Regulations 
1992/695 that apply to ships which otherwise are not covered by section 3 of the Regulations laid down by 
this circular.  

 
Sections 26 and 29 on requirements for watertight subdivision and damage stability 
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Section 34 of Regulations 1992/695 has eleven in part long and intricate paragraphs which are in turn 
divided into subparagraphs. It is suggested that section 34 of Regulations 1992/695 is divided into four 
thematic paragraphs. Even after the division the provisions will be complicated to read. The NMA 
nevertheless feels that the new layout makes the provisions more readily accessible. 

 
Section 30 Openings in afterpeak bulkheads and peak bulkheads on passenger ships constructed 
pursuant to section 4 
The provisions of section 30 continue section 34 third paragraph second sentence in fine as well as the 
fourth paragraph of Regulations 1992/695. The requirements pursuant to the same section third paragraph 
first sentence are already stipulated by section 4 of the Regulations. 

 
Section 31 Ships having side thrusters with elastic mounting 
The provision of section 31 continues section 19 of Regulation 1992/695 with minor editorial changes 
only. 

 
Section 32 Loading conditions 
Section 32 continues current law as stipulated by section 15 and section 43 third paragraph of Regulations 
1992/695. The wording of the mentioned sections transforms relevant sections of the IMO's Code on Intact 
Stability (2008 IS Code). Instead of being transformed, the provisions have been continued by a precise 
reference to parts of the 2008 IS Code. In this connection, a reference is also made to MSC.235(82), which 
has been made applicable as regulation for offshore support vessels, cf. section 3 third paragraph. 
 
Section 33 Calculation of loading conditions for ships with free flooding or circulation in wells 
The provisions continue section 18 of Regulations 1992/695 with some minor editorial changes. 
 
Section 34 Intact stability for ships carrying out towing operations 
Section 34 continues section 43 second paragraph of Regulations 1992/695. The reference to section 3 of 
the Regulations applies to ships covered by the requirements of SOLAS, whereas the reference to sections 
18 and 19 of the Regulations applies to cargo ships of less than 500 gross tonnage engaged on foreign 
voyages or ships carrying out towing operations engaged on domestic voyages.  

 
Section 35 Watertight bulkheads in offshore support vessels 
The provisions of section 35 continue section 44 first paragraph of Regulations 1992/695 with no change 
in the contents. 
 
Section 36 Time of closing for watertight doors 
The provision of section 36 establishes a requirement for a minimum time of closing for watertight doors, 
cf. SOLAS regulation II-1/13 which lays down a maximum requirement of 60 seconds, cf. section 10 
fourth paragraph subparagraph a of Regulations 1992/695. 

 
Chapter 4 Special damage stability requirements for ro-ro passenger ships engaged in 
regular service on foreign voyages 
The provisions of sections 37 to 42 continue sections 24, 24a and 24c third paragraph of Regulations 
1992/695. The provisions of the new Regulations on the construction of ships divide section 24 of 
Regulations 1992/695 into thematic sections. The purpose of these changes has been to improve 
readability.  
 
Section 24b of Regulations 1992/695 is a provision that requires Norway together with one or more EEA 
countries to prepare a list of sea areas where ro-ro passenger ships are engaged in regular service on 
foreign voyages. Such a list has been prepared, and the result has been included as an appendix to 
Regulations 1992/695. The content of section 24b is not directed at the obligated parties of the Ship Safety 
and Security Act, and this provision has therefore been omitted. The appendix showing significant wave 
height as a function of sea areas has been laid down as part of the Regulations being laid down by this 
circular.  
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Chapter 5 Load lines and freeboard 
In principle, the Load Line Convention applies to ships of 24 metres in length (L) and upwards engaged on 
foreign voyages, cf. the Load Line Convention as amended by the Protocol of 1988 Annex A Article 4, see 
Article 5.  
 
Chapter 5 of the Regulations contains provisions which inter alia expand the scope of application of the 
Load Line Convention so that provisions related to openings, heights of coamings and sills, means of 
closure etc. that are laid down by the Load Line Convention, are also made applicable to ships of less than 
24 metres in length (L) and to ships engaged on domestic voyages. 
 
In the cases where certain requirements of the Convention are made applicable to ships engaged on 
domestic voyages which are, as a condition, certified for trade in less weather-exposed trade areas than 
what can be expected for ships engaged on foreign voyages, exemptions have been made in current law 
from the Load Line Convention's requirements related to dimensioning of heights of coamings and sills, 
windows and freeing port area. The exemptions are stipulated by Regulations 1992/695 section 26 fourth, 
fifth, sixth and ninth paragraphs, and are continued in chapter 5, sections 46 and 49. 
 
Section 43 Load lines and requirements for assignment of freeboard on ships engaged on foreign 
voyages  
Section 43 incorporates the Load Line Convention as regulation for passenger ships and cargo ships of 24 
metres in length (L) and upwards engaged on foreign voyages. With the exception of the reference to the 
Survey Regulations, the provisions continue section 26 first paragraph of Regulations 1992/695. 

 
Section 44 Requirements related to means of closure, coaming and sill height for all ships 
The wording of this section entails that parts of the Load Line Convention containing provisions on 
conditions for assignment of freeboard (see comment to chapter 5 above), are also made applicable to all 
ships covered by the Regulations, regardless of length and trade area. The purpose of this provision is that 
all ships shall, in principle, have heights of coamings and sills and means of closure in compliance with the 
Load Line Convention. The conditions are also used as a basis for ships not required to be marked with 
load line or freeboard markings. The provisions continue section 26 third paragraph, section 35 third and 
fourth paragraphs and section 41 fifth paragraph of Regulations 1992/695. 
 
Section 44 second paragraph establishes that a barge not carrying chemical, oil or gas cargo and which is 
used in sheltered waters, may be constructed as an open barge, i.e. without means of closure as stipulated 
by the Load Line Convention, cf. the requirements of section 44 first paragraph of the Regulations. The 
second paragraph continues section 49 third paragraph of Regulations 1992/695. 

 
Section 45 National freeboard on passenger ships engaged on domestic voyages 
Section 45 continues section 36 third paragraph, cf. section 35 third paragraph, of Regulations 1992/695.  

 
Section 46 Exemptions from the requirements of the Load Line Convention for passenger ships 
engaged on domestic voyages  
Section 46 continues section 36 fifth paragraph and section 26 fourth to sixth paragraphs of Regulations 
1992/695. In current law the term "adaptation" is used. In the opinion of the NMA, these provisions are 
meant as exemptions from the dimensional requirements pursuant to the Load Line Convention, and the 
provisions laid down in the new Regulations on the construction of ships, therefore express this. Unlike 
current law, Class D and C passenger ships are also covered by the exemptions. It is assumed that Class D 
passenger ships have trade area 3, whereas Class C passenger ships have trade area 4. 

 
Sections 47, 48 and 49  
The sections continue sections 41, 51 and 26 ninth paragraph, respectively, of Regulations 1992/695. 
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Chapter 6 Machinery installations 
Chapter 6 continues sections 11, 39, 23 third paragraph and 47 of Regulations 1992/695. 

 
Chapter 7 Electrical installations on ships covered by section 4  
With the two exceptions discussed below, sections 55 to 65 of the Regulations continue the provisions of 
chapter 5A in Regulations 1992/695. 
 
Section 30a first paragraph of Regulations 1992/695 lays down provisions requiring that electrical 
installations on board ships shall be designed in accordance with SOLAS II-1 parts C and D "to the extent 
that the Convention has been made applicable to the ship in question". With the structure chosen for the 
Regulations, such a reference is considered superfluous, cf. the provision related to incorporation in section 
3 of the Regulations. 
 
Section 30a third paragraph of Regulations 1992/695 has the following wording:  

"For all ships mentioned in the first and second paragraphs, the design shall be in accordance 
with the regulations currently in force concerning electrical plants for maritime installations, laid down by 
the Directorate for Civil Protection and Emergency Planning (DSB)". 
 
The reference to the regulations laid down by the DSB has been removed in the Regulations. The basis for 
this decision is that section 30a third paragraph of Regulations 1992/695 has been included in order to 
inform of the provisions that apply for the design of electrical installations on board ships.  
 
The NMA finds that cross-references or references to provisions of other regulations which have been 
included purely for information purposes, should be limited as far as possible. This applies particularly 
when such regulations have not been laid down by the NMA, resulting in a real risk of misinformation. 
 
Information about which provisions apply in a certain area can be given in other ways than in regulations. 
With regard to provisions related to requirements for design and installation of electrical installations on 
board ships, the DSB is the competent authority. Provisions related to electrical installations on board ships 
have been included in and are pursuant to the Regulations of 4 December 2001 concerning maritime 
electrical installations (the FME Regulations). The NMA assumes that industry representatives designing 
and constructing ships are familiar with these regulations. 

 
Chapter 8 Required documentation when constructing ships 
Sections 66 to 74 Drawings, information and other documentation 
Sections 66 to 74 have provisions related to the elements for which documentation is required when 
constructing, converting or altering a ship. The requirements for documentation are related to the 
calculations to be performed, the conditions for such calculations and the formal requirements for the 
documents to be submitted in connection with the NMA's administrative procedure. Sections 66 to 74 are 
based on and continue current law as laid down in, inter alia, section 8 of Regulations 1992/695. 
 
Since March 2012, the NMA has given companies and consultants the opportunity to submit drawings and 
other documentation electronically on a voluntary basis. This is also what happens in practice, with the 
result that the requirement of current law stipulating that the various documents shall be produced and 
submitted in a certain amount of copies, lapses. It is, however, still possible to submit drawings and 
documents on paper. Paper documents shall as a main rule be submitted in three copies, unless there is an 
agreement between the NMA and the company related to more or fewer copies.  
 
Drawings will be central documents, but other forms for documentation will also have to be prepared as far 
as required, including technical descriptions, calculations, computations, graphic curves, tables, etc., in 
order to demonstrate that a ship is constructed in accordance with the legislation. 

 
Chapter 9 Concluding provisions 
Section 75 Exemptions 
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Section 75 first paragraph is new compared to the proposal circulated for general review. The provisions of 
section 75 first paragraph implement SOLAS regulation I/5 and signal that alternative solutions may upon 
written application be considered equivalent to the requirements of the Regulations. The wording "when it 
is established" means that the applicant must convince the NMA that the proposed solution satisfies the 
regulatory requirements. Documentation of completed tests of such alternative solutions may be an 
example of how to meet the requirement. 
  
When it is not practicable or appropriate to comply with a regulatory requirement, the NMA has the 
possibility to grant exemptions from such requirements when it is found justifiable in terms of safety that 
an exemption in an individual case can be granted. The Regulations nevertheless express minimum 
requirements. It shall neither be easy nor straight forward to be granted exemptions from the minimum 
requirements. In the cases where it e.g. is not practicable to satisfy the regulatory requirements, the 
company has the possibility to apply for an exemption. In addition to ensuring that the level of safety of the 
Regulations is maintained, the exemption process will contribute to similar cases being treated equally. 
 
The provisions related to exemptions in section 75 second paragraph therefore continue the competence 
stipulated by Regulations 1992/695 section 4 regarding exemptions, which lays down that the NMA in 
individual cases may grant exemptions from the requirements of the Regulations. The latitude of the 
paragraph is limited to ships not regulated by SOLAS II-1, or by the provisions of the Load Line 
Convention, if applicable, that is to say ships engaged on domestic voyages, smaller cargo ships engaged 
on foreign voyages and barges regardless of trade area. 
 
The wording of section 75 second paragraph gives the NMA the legal basis to make decisions on 
exemptions from the requirements of the Regulations. An exemption requires that the company submits a 
written application containing information and justification, which the NMA will then consider taking into 
account the considerations and interests that the applicable requirements are meant to look after. Whether a 
decision shall be made exempting the company from certain commitments, is decided following a concrete 
assessment. Companies applying for exemptions are not entitled to have these granted even if the terms of 
the exemption provision are satisfied. The starting point is that the requirements of the Regulations shall be 
met. Only in extraordinary cases, where warranted by valid grounds, will there be an opening for making a 
decision to exempt.  
 
There are two possibilities for granting exemptions, cf. subparagraphs a and b of the second paragraph.  
 
Pursuant to subparagraph a the criteria are as follows: 
"it is established that the requirement is not essential and that the exemption is justifiable in terms of 
safety" 
 
That the requirement is not essential means that the requirement concerned is considered to be less 
essential when compared to the extraordinary reasons forming the basis for an exemption. In the processing 
of such applications it is also possible that considerations related to social economy may be taken into 
account. An exemption pursuant to subparagraph a may only be granted if a waiver of the requirement 
concerned will still provide a solution considered overall justifiable in terms of safety.  
 
The exemption pursuant to subparagraph a will also be relevant in the particular cases where, due to the 
general wording of the requirements, it is difficult to make the regulatory requirement applicable to the 
ship in question. 
 
With regard to the term "justifiable in terms of safety", assessments must take into account the safety of life 
and health, environment and material values. 
 
Pursuant to section 75 second paragraph subparagraph b the criteria are as follows: 
"it is established that compensating measures will maintain the same level of safety as the requirement of 
these Regulations" 
 
The term "compensating measures" is relatively wide, and may include a number of measures, including 
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innovative measures, as long as they are considered to maintain the same level of security as the 
requirement(s) of the Regulations.  
 
Section 76 Entry into force and repeal 
The new Regulations on the construction of ships is a part of a regulatory project that will lead to a major 
structural change for the implementation of 10 binding instruments from international law into Norwegian 
legislation. A common date for entry into force, 15 September 2014, has been set for regulations 
implementing SOLAS chapters II-1, II-2, III, IV, VI, VII and XII. 
 
Economic and administrative consequences 
The new Regulations on the construction of ships for the most part continue current law. The starting point 
is that the legislation shall be more readily available to the users and that the structure chosen shall make it 
easier and more straightforward to find the applicable requirements related to the construction of ships. 
The NMA also surmises that a new and changed structure will make the maintenance of the legislation less 
resource-demanding for the authorities.  
 
If companies and others have referred to the repealed Regulations in their normative documents, they will 
have to bear the costs of incorporating and updating new references. Then again, the new Regulations on 
the construction of ships, together with other regulations included in the NMA's regulatory project, will 
contribute to reducing the total number of regulations. As a result, companies will have a lower number of 
references to relate to. In the long term, this simplification will save time and resources with regard to the 
continuous maintenance required to keep a company's normative documents up-to-date. 
 
The Norwegian Maritime Authority presupposes that the overall gain of new Regulations on the 
construction of ships is larger than the associated costs related to their adoption. 
 
 
 
 
 
Bjørn E. Pedersen 
Acting Director General of Navigation and Shipping 

 

       
 Linda Bruås 

Acting Head of Department 
     
Appendix: Regulations of 1 July 2014 No. 1072 on the construction of ships 
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Regulations of 1 July 2014 No. 1072 on the construction of ships 
Legal basis: Laid down by the Norwegian Maritime Authority on 1 July 2014 under the Act of 16 February 2007 No. 9 relating to Ship Safety and 
Security (Ship Safety and Security Act) sections 2, 6, 9, 11, 21, 28a, 29, 30 and 45, cf. Royal Decree of 16 February 2007 No. 171 and Formal 
Delegation of 31 May 2008 No. 590 by the Ministry of Trade, Industry and Fisheries.  
EEA references: EEA Agreement, Annex II Chapter XIX point 1 (Directive 98/34/EC as amended by Directive 98/48/EC), Annex XIII point 56cb 
(Directive 2003/25/EC as amended by Directive 2005/12/EC), and point 56f (Directive 2009/45/EC as amended by Directive 2010/36/EC). 

Chapter 1 
Scope of application and general provisions 

Section 1 
Scope of application  

These Regulations apply to Norwegian: 
a)  ships required to have Passenger Ship Safety Certificate engaged on foreign voyages; 
b)  ships required to have Passenger Certificate; 
c)  class C and D passenger ships of 24 metres in length (L) and upwards, constructed before 1 May 2000, 

required to have Passenger Ship Safety Certificate (EU); 
d)  cargo ships of 15 metres in overall length and upwards; 
e)  barges of 15 metres in overall length and upwards, used for the carriage of cargoes.  

Section 2 
Definitions  

(1)   The International Convention for the Safety of Life at Sea, 1974 (SOLAS) consolidated edition 2009, chapter 
II-1, as amended by MSC.290(87), regulations 2 and 3 shall apply as definitions in these Regulations. 

(2)  In addition to the definitions of the first paragraph, the following definitions shall apply for the purpose of 
these Regulations: 

a)  "Passenger ship": A ship certified to carry more than 12 passengers or required to have a Passenger 
Certificate; 

b)  "Cargo ship": Any ship that is not a passenger ship, fishing vessel, barge or pleasure craft; 
c)  "Offshore support vessel": A cargo ship that shall be engaged in the safety zones of oil platforms or 

operate in the close vicinity of other offshore structures in the open sea; 
d)  "SOLAS 90": The International Convention for the Safety of Life at Sea, 1974, as amended by  

MSC.1(XLV), MSC.6(48), MSC.11(55) and MSC.12(56); 
e)  "Load Line Convention": The International Convention on Load Lines of 1966, as amended by the 

Protocol of 1988, consolidated edition 2005 as amended by MSC.223(82), MSC.270(85), MSC.329(90) 
and MSC.345(91). 

Section 3 
Requirements for construction, stability and outfitting of cargo ships and passenger 

ships engaged on foreign voyages  
(1)  SOLAS consolidated edition 2009, chapter II-1 as amended by MSC.256(84), MSC.269(85), MSC.282(86), 

MSC.290(87), MSC.291(87), MSC.308(88) and MSC.338(91), applies as regulation for: 
a)  cargo ships of 500 gross tonnage and upwards engaged on foreign voyages; 
b)  passenger ships engaged on foreign voyages. 

(2)  SOLAS regulations II-1/19 to 22, 23 and 24 do not apply.  
(3)  MSC.235(82) "Guidelines for the design and construction of offshore supply vessels, 2006" applies as 

regulation for offshore support vessels, the keel of which is laid or which is at a similar stage of construction before 1 
July 2016. 

(4)  MSC.235(82) as amended by MSC.335(90) applies as regulation for offshore support vessels:  
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a)  for which the building contract is placed on or after 1 January 2015; or 
b)  the keel of which is laid or which is at a similar stage of construction on or after 1 July 2016. 

Section 4 
Requirements for construction of ships engaged on domestic voyages, barges 

regardless of trade area and cargo ships of less than 500 gross tonnage engaged on 
foreign voyages  

The requirements of a recognised classification society for construction and maintenance of hull, main and auxiliary 
engines, electrical installations and automation installations shall apply for the design, construction and maintenance 
of: 

a)  passenger ships or cargo ships engaged on domestic voyages; 
b)  barges; 
c)  cargo ships of less than 500 gross tonnage engaged on foreign voyages.  

Section 5 
Requirements for construction, stability and outfitting of passenger ships of less than 

15 metres in overall length engaged on domestic voyages  
Passenger ships of less than 15 metres in overall length engaged on domestic voyages, which are constructed, 

dimensioned and equipped in accordance with the requirements of the Nordic Boat Standard 1990 for Commercial 
Boats less than 15 metres, satisfy the requirements of these Regulations.  

Section 6 
New requirements for ships constructed before 1 November 1992  

(1) Ships or barges constructed before 1 November 1992 may be issued an order to satisfy certain provisions of 
these Regulations, for instance in the event of:  

a)  initial certification upon changes in use; 
b)  modifications in the use or operation; 
c)  replacement of equipment; 
d)  major repairs or conversions; 
e)  increased draught; 
f)  extension. 

(2)  A decision on orders pursuant to the first paragraph may be taken only after a specific assessment of safety 
based on the general structural design, equipment, arrangement and condition of the ship or barge.  

(3)  The requirements of the first paragraph do not apply to modifications with the purpose of improving the ability 
to keep the ship or barge afloat.  

Chapter 2 
Supplementary safety rules  

Section 7 
Requirements for universal design of passenger ships  

(1)  Passenger ships shall comply with the requirements of MSC.1/Circ.735 for universal design and safety for 
persons with reduced functional ability with the modifications required for the ship. 

(2)  Passenger ships constructed on or after 1 January 2010 shall comply with the following requirements: 
a)  the ship shall be constructed and equipped in such a way that a person with reduced functional ability can 

embark and disembark easily and safely, and can, as far as possible, be ensured access between decks, 
either unassisted or by means of ramps or lifts. Directions to such access shall be posted at the other 
accesses to the ship and at other appropriate locations through the ship; 

b)  signs provided on board to aid passengers shall be of universal design, placed at key points and easy to 
read for persons with reduced functional ability; 

c)  the ship shall be equipped with the means to communicate important announcements to persons with 
reduced functional ability, e.g. announcements regarding delays, schedule changes and on-board services; 
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d)  the alarm systems and alarm buttons shall be so designed as to be accessible by and to alert everyone. The 
alarm signal shall be perceived by everyone, regardless of functional ability. 

e)  Handrails, corridors and passageways, doorways, doors, lifts, vehicle decks, passenger lounges, 
accommodation and washrooms shall be so constructed that they to a reasonable extent and in a reasonable 
way are universally designed. 

(3)  For passenger ships constructed before 1 January 2010 the requirements of the first and second paragraphs only 
apply when conversion and repairs entail major modifications and altered outfitting of areas where passengers have 
general access. 
 
 

Section 8 
Securing of bow ports on ferries  

(1)  Lifting bows or bow ports on ferries shall have mechanical stoppers which, together with the limit switches in 
the lifting system, shall secure the doors against falling backwards from the upright position. 

(2)  The dimensioning and arrangement of a lifting cylinder for a hydraulic lifting bow / bow port shall be such that 
a hose rupture does not cause a safety risk. One single cylinder shall be capable of keeping the port in the upright 
position. 

(3)  A port in the lowered position at the end of the vehicle deck, including any locking mechanism, shall be 
dimensioned at least as the hull in general for enclosed ferries and as the bulwarks of open ferries. 

(4) If there is an opening between the deck end and a vehicle bridge or quay or between the deck end and the inside 
lifting bow or bow port on board, the opening shall be properly secured for persons and vehicles. 

(5)  The manoeuvring system for the end port shall be located in a position from which the operator has an 
unobstructed view of the port, ferry quay and barrier boom. 

Section 9 
Securing of mooring arrangements on ferries  

(1)  A ferry shall have a mooring arrangement between the ferry and the ferry quay or the vehicle bridge with 
anchorage points on board and ashore. The arrangement shall be dimensioned to withstand a mooring force of 30 
tonnes when the mooring force is acting in the most adverse manner. If a transportable vehicle bridge with a direct 
connection to the ferry forms part of the ferry’s mooring arrangement, the vehicle bridge with its shore anchorage shall 
be capable of absorbing the mooring force. The mooring arrangement and the locking mechanisms shall be functional 
in all positions applicable for the vehicle bridge. 

(2)  If warranted by the ferry’s size or type, the Norwegian Maritime Authority may require the mooring 
arrangement to be dimensioned for a mooring force higher than 30 tonnes.. 

Section 10 
Access to cargo holds, tanks and deck, lifts and bulwarks or guard rails on ships and 

barges  
(1)  On ships and barges the access to cargo holds, tanks and to decks with cargo shall consist of permanent 

stairways, or where this is not possible, a fixed ladder or cleats of suitable dimensions, sufficient strength and 
appropriate constructions. 

(2)  The access shall as far as practicable be separate from hatch openings. 
(3)  Personnel and cargo lifts shall, in addition to the requirements of sections 3 or 4, be designed, constructed, 

installed and tested in accordance with international standard (ISO) No. 8383 "Lifts on Ships – Specific 
Requirements". 

(4)  In lieu of requirements pursuant to a recognised classification society’s rules for bulwarks and guard rails, cf. 
sections 3 or 4, the Norwegian Maritime Authority may permit ships of less than 15 metres in overall length to have 
bulwarks or equivalent fixed guard rails with a height of 750 millimetres on all exposed parts of the freeboard and 
superstructure decks when it is established that compensating measures will maintain the same level of safety.   

(5)  A manned barge shall have fixed guard rails in exposed places where people move.  



 
 

  
 F:\KompSent\Oversetter\TRANS\DOCS\TRANSLATØR\Rundskriv\RSR 06-2014 Bygging av skip\(eng) RSR 06-2014 om bygging av skip.docx 16 

 

Section 11 
Safety measures on offshore support vessels  

(1)  Offshore support vessels shall have permanent bulwarks around decks on which personnel will be engaged in 
work with deck cargo in open sea. 

(2)  Offshore support vessels engaged in anchor handling shall have an arrangement for controlled release of 
torsional forces in wires. Offshore support vessels constructed before 1 November 1992 shall satisfy the requirement 
no later than 1 July 2004. 

(3)  Offshore support vessels shall on each side of the cargo deck have a strong stowage rail or equivalent 
arrangement providing effective protection for persons loading or unloading deck cargo. Necessary side openings shall 
be provided for access from the cargo deck. The stowage rail shall be dimensioned for the relevant dynamic and static 
loads imposed by the cargo, and shall be so designed that it, in the event of damage, will be deformed without tearing 
or perforating the deck. 

(4)  Offshore support vessels shall have fixing devices arranged forward, which are dimensioned for securing a 
towing hawser from another boat that can tow.  

Section 12 
Specific safety measures on ships engaged in towing  

(1)  Ships carrying out towing operations shall have permanent bulwarks around decks on which personnel will be 
engaged in work.  

(2)  Ships engaged in towing shall be fitted with a towing winch. Spare towing wire shall be stored on a drum. 
(3)  The travel of a towing hawser shall be limited by bollards, bridles, tow rails or similar with rounded edges, if 

this is considered necessary. This outfitting shall be so designed and located as to ensure good manoeuvrability and 
prevent the towing hawser from being jammed or damaged.  

(4)  Ships not engaged in ocean towing may be exempted from the requirements of the first and second paragraphs. 
Ocean towing means tows outside the trade area small coasting. 

(5)  Ships engaged in towing which are not fitted with a towing winch in accordance with the second paragraph, 
shall have a towing hook and, if necessary, a hauling winch for the hawser.  

 Section 13 
Towing and anchor handling equipment  

(1)  Cruciform bollards, towing pins and guide pins and similar equipment for use in towing operations shall at least 
be designed for the ship’s maximum towing force in the least favourable directions from 0 to 60 degrees to either side 
in relation to the ship’s centre-line and 30 degrees upwards in relation to the horizontal plane. 

(2)  Towing or anchor handling winches shall: 
a)  satisfy the requirements for dimensioning and testing of international standard ISO 7365, unless otherwise 

provided in this section; 
b)  be capable of being emergency released from the navigation bridge; and 
c)  have winch drums with a remote-operated spooling device which can be operated from the bridge. 

Offshore support vessels constructed before 1 November 1992 shall satisfy the requirement no later than 1 
July 2004. The spooling device shall: 
(i) if it operates the main anchor handling drums, have rollers which can be split apart; 
(ii) be so dimensioned as to be capable of spooling wire at maximum winch load and with the view of 

the wire in the least favourable position in relation to the drum and towing pins or guide pins; 
(iii) have a capacity of at least ten per cent of the maximum lifting force of the winch; 
(iv) give way in a controlled fashion if the spooling device is overloaded; 

d)  have a main hawser for ocean towing with a length that at least satisfies the following formula: 
L = (BP/BL)1,800 metres where the following is given in tonnes: 
BL = documented breaking load of the main hawser 
BP = maximum continuous bollard pull; 

e)  have a main hawser with a minimum documented breaking load (MBL) as follows: 
BP (tonnes)  <40  40-90  >90 
MBL (tonnes)  3.0BP  (3.8-(BP/50)) 2.0BP 

(3)  Wire/chain stoppers, towing pins, guide pins and arrangements pursuant to section 11 second paragraph shall 
have an automatic audible alarm on the working deck. The alarm shall be activated when the equipment is set in 
motion. Offshore support vessels constructed before 1 November 1992 shall satisfy the requirement no later than 1 
July 2004. 
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(4)  Wire/chain stoppers shall be dimensioned for a safe working load (SWL) which is 20 per cent higher than the 
maximum winch power and shall satisfy the following requirements: 

a)  the elongation at break shall be minimum 12 per cent; 
b)  average impact resistance of three single tests shall be minimum 50 J at room temperature and no test value 

shall fall below 40 J; 
c)  the hardness shall be maximum 320 HV Vickers hardness value. 

(5)  Chain stoppers designed for a SWL of:  
a)  up to 120 tonnes shall be capable of being released at the specified SWL;  
b)  from 120 and up to 500 tonnes shall be capable of being released at a minimum pull of 100 tonnes + 20 per 

cent of the chain stopper’s SWL;  
c)  500 tonnes and upwards shall be capable of being released at a minimum pull of 40 per cent of the SWL.  

(6)  Wire/chain stoppers, towing pins, guide pins and similar equipment shall not be used as a strong point during 
towing and anchor handling operations. 

(7)  Offshore support vessels engaged in anchor handling shall be fitted with a remote-operated wire and chain 
stopper capable of being emergency released from the bridge or a control station from which there is communication 
to the bridge. Emergency release shall be possible in dead ship situations and without manual handling close to the 
stopper.  

 

Section 14 
Requirements for towing hook  

Towing hooks shall: 
a)  with the mounting arrangement, be designed for the maximum towing force of the ship and have a safety 

factor of not less than 5 in relation to the ultimate strength of the material; 
b)  be mounted in such a way that it can move freely in the horizontal and vertical sectors in which the hawser 

can move; 
c)  have a reliable and appropriate emergency release mechanism, the release of which shall be possible from 

all points from which the boat can be manoeuvred (wheelhouse, navigation bridge, etc.) and from a safe 
place on deck in the immediate vicinity of the towing hook; 

d)  be capable of being emergency released irrespective of the heeling of the ship, the angle and direction of 
the towing arrangement drag, etc.  

Section 15 
Towing and pushing arrangements on barges  

(1)  Barges required to have a trading certificate shall be fitted with a permanent main towing arrangement and a 
spare towing arrangement. The towing arrangements shall be dimensioned for the towing power necessary to tow the 
barge at a speed of at least five knots in calm waters and to keep the barge steady and to manoeuvre it in a safe manner 
under the maximum wind, wave and current conditions which may be expected to occur in the area in which the barge 
shall be towed. The wind resistance of the deck cargo shall be taken into consideration. 

(2)   A main towing arrangement shall consist of: 
a)  towing fastenings on the barge;  
b)  bridle which shall consist of a chain or steel wire, or a combination of these with a length that normally 

corresponds to the width of the barge; 
c)  flounder plate. 

(3)  A spare towing arrangement shall always be ready for use and a new towing connection shall be capable of 
being quickly and safely established. 

(4)  A towing arrangement and towing fastenings shall be dimensioned with a safety factor of at least three times the 
force pursuant to the first paragraph. 

(5)  The first and fourth paragraph shall apply correspondingly for pushing arrangements.  

Section 16 
Material certificates  

(1)  All movable equipment on board included in the towing arrangement or anchor handling system, such as 
shackles, rings, steel wires and ropes, shall have a material certificate. 

(2)  Material certificates for movable equipment shall be delivered with the ship. 
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Chapter 3 
Stability 

Section 17 
Stability calculations  

Ships shall have stability calculations, hydrostatics, KY curves, calculations of gross and net tonnage and supporting 
documentation carried out by means of a computer program approved by the Norwegian Maritime Authority. The 
same database shall be used for stability and tonnage calculations.  

Section 18 
Stability of ships constructed in accordance with section 4  

(1)  Ships constructed in accordance with section 4 shall in all relevant loading conditions have sufficient stability 
and satisfactory trim, and shall avoid any list. 

(2)  Ballast shall be so located and secured that it cannot shift. Permanent ballast shall not be liquid or capable of 
being pumped.  

(3)  When construction is completed, the ship shall be subjected to an inclining test for the determination of light 
ship data. 

(4)  The Norwegian Maritime Authority may upon application grant exemptions from the requirement for inclining 
test when the basic light ship data may be obtained from an inclining test for a sister ship, and the applicant 
demonstrates that such data gives reliable information on the stability of the ship for which the application for 
exemption is submitted. 

(5)  If an exemption from the requirement for inclining test is granted, a displacement measurement shall be carried 
out. If the measurement result deviates from the result for the sister ship, an inclining test shall nevertheless be carried 
out. 

(6)  The Norwegian Maritime Authority shall be contacted if there, due to the shape of a ship, are doubts as to 
whether an inclining test made according to normal procedures will provide reliable light ship data.  

Section 19 
Intact stability for ships constructed in accordance with section 4 

(1)  The International Code on Intact Stability, 2008 (IS Code of 2008) adopted by MSC.267(85) Part A applies as 
regulation for cargo ships of less than 500 gross tonnage and of 24 metres in length (L) and upwards engaged on 
foreign voyages.  

(2)  The IS Code of 2008 Part A paragraphs 2.2.1 to 2.2.4 apply as regulation for: 
a)  cargo ships engaged on domestic voyages; and 
b)  passenger ships engaged on domestic voyages. 

(3)  The requirements pursuant to the first and second paragraphs shall be satisfied for all loading conditions when 
the cross curves are calculated under free trim. 

(4)  Passenger ships are exempt from the requirements of the second paragraph when the initial metacentric height 
(GM) is equal to or above 0.15 metres and the area under the righting lever curve (GZ curve) for the loading 
conditions is equal to or above 0.055 metre radians calculated to the angle of flooding, or to a list of 20 degrees when 
the angle of flooding is greater. 

(5)  The maximum righting lever (GZmax) for ferries shall be at least twice the GZ at the angle to which the ferry 
would heel when half the total weight of vehicles for which the ferry may be approved is placed on the most adverse 
side of the deck and the other side of the deck is empty.  

(6)  When heavy vehicles are placed in an area specially marked near the centreline of the ship, this may be taken 
into account in the calculations required in the fourth paragraph. The greatest angle of heel for which GZmax may be 
calculated is the angle of flooding. 

(7)  Passenger ships shall not have an angle of heel that exceeds 10 degrees when all passengers are placed in the 
most adverse position on one side of the ship. 

Section 20 
Stability of passenger ships of less than 15 metres in overall length  

(1)  For passenger ships in the fully equipped condition, of less than 15 metres in overall length and engaged on 
domestic voyages, a practical inclining test shall be carried out with weights on board corresponding to the maximum 
number of passengers for which the ship is certified. The weights shall be placed in the most adverse position.  
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(2)   On passenger ships pursuant to the first paragraph carrying cargo with a high centre of gravity, the cargo or 
equivalent weights shall be on board during the practical inclining test. When all passengers are placed on one side of 
the ship in the most adverse position, the angle of heel shall not exceed 10 degrees. The resulting inclination shall not 
lead to a reduction of the freeboard of more than half the freeboard for ships in the uninclined position. 

(3)  Instead of the requirements of the first and second paragraphs of this section, stability calculations may be 
performed pursuant to section 17. The provisions of section 19 second, fourth and fifth paragraphs shall apply 
correspondingly.  

Section 21 
Intact stability for barges  

(1)  Barges shall have intact stability which is sufficient for intended operations, taking into consideration the most 
adverse effects of weight shifting, free liquid surfaces, environmental forces, etc. which may occur. 

(2)  Barges shall for all loading conditions have an area below the GZ curve which is greater than 0.08 metre radians 
up to the angle of GZmax or the angle of flooding when this is less than the angle of GZmax. 

(3)  Unmanned barges operating in trade area 3 or lesser trade area shall have an area below the GZ curve of at least 
0.053 metre radians up to the angle of GZmax or to the angle of flooding when this is less than the angle of GZmax. 

Section 22 
Stability of heavy lift vessels  

Submersible heavy lift vessels which have been granted exemptions from the requirements of the Load Line 
Convention shall be subject to special assessment with regard to intact and damage stability.  

Section 23 
Requirements for new stability calculations  

(1)  Ships which are assigned a smaller freeboard than previously determined shall satisfy the same stability 
requirements as for new ships with the new draught.  

(2)  When alterations of a ship affect the ship’s buoyancy in such a way that the hydrostatics and KY values are 
changed, the company shall submit new stability calculations.  

(3)  Ships altered through repair, conversion or outfitting in such a way that the ship’s stability is affected, shall at 
least satisfy the requirements for stability which applied before the ship was altered.  

(4)  In the event of major alterations due to repairs, changes, conversions or changes in outfitting, the ship shall 
satisfy the requirements for stability which apply to a new ship at the time of the alteration. 

(5)  If there are doubts about the light ship data of a vessel, a new inclining test shall be performed. 
(6)  If there are doubts about the stability of a ship, the Norwegian Maritime Authority may demand stability 

information to be submitted.  
(7)  Ships being certified for a greater trade area shall satisfy the requirements for stability applicable for the new 

trade area  

Section 24 
Double bottoms for passenger ships engaged on domestic voyages  

(1)  Passenger ships of 50 metres in length (L) and upwards engaged on domestic voyages shall have a double 
bottom in accordance with SOLAS 90 regulation II-1/12. 

(2)  The requirement pursuant to the first paragraph may be dispensed with in its entirety or for a limited area when 
the requirements for damage stability in SOLAS 90 regulation II-1/8 are satisfied for any two-compartment damage in 
the area concerned, with the extent of damage as defined below:  

a)  Longitudinal extent: The damage shall include at least one watertight transverse bulkhead and the length 
shall be calculated as 3 metres + 0.03 L, or 11 metres, whichever is less. 

b)  Transverse extent: Symmetrical on the ship’s centreline without limit. 
c)  Vertical extent: Equal to the requirement for double bottom height as set out in SOLAS 90 regulation II-

1/12. 
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Section 25 
Watertight integrity above the freeboard deck on ships constructed  

pursuant to section 4 
(1)  The requirements of SOLAS regulation II-1/12.7 apply to ships constructed pursuant to section 4 which have: 

a)  a bow port and superstructure covering the entire length of the ship;  
b)  a long forward superstructure and where the collision bulkhead above the freeboard deck is replaced by an 

inner bow port or bow ramp. 
(2)  For class C or D ro-ro passenger ships or ro-ro passenger ships operating in trade area 2 or lesser trade area, an 

inner bow port or bow ramp pursuant to the first paragraph is not required, when the ship at least satisfies the rules of a 
recognised classification society for enclosed vehicle ferries related to: 

a)  deck drainage; 
b)  the heights of coamings and sills for accesses to below deck inside the superstructure. 

(3)  Ro-ro passenger ships shall have indicators on the navigating bridge, showing whether bow and stern ports for 
superstructures on freeboard decks, and side ports on and below freeboard decks are fully closed and secured with the 
entire activating arrangement. 

(4)  Passenger ships with decks for special category spaces, e.g. enclosed vehicle decks, shall have openings for 
efficient drainage of the maximum water quantity which can be pumped on to the deck simultaneously through the 
fixed pressure water spraying system and through other systems.  

(5)  Descending accesses to below decks in special category spaces shall have coaming and sill heights preventing 
flooding through such accesses for the quantity of water pursuant to the fourth paragraph. 

Section 26 
Watertight subdivision and damage stability for passenger ships constructed pursuant 

to section 4 
(1) Passenger ships constructed pursuant to section 4 which operate in trade area 1 or greater trade area and are 

certified for 100 passengers or more, shall have a survival index "A" which is not less than the minimum index "R". 
(2) The survival index "A" is calculated by the formula: 

A = Σ pi si 
where: 
"i"  represents the case of flooding in question; 
"pi"  represents the probability that only the case of flooding under consideration may occur, disregarding the 

vertical extent of damage; 
"si"  represents the probability that the vessel will not sink or capsize in the case of flooding under 

consideration, including the effect of any horizontal watertight subdivision. 
(3) For the calculation pursuant to the second paragraph the following conditions apply: 

a) "A" shall be calculated for zero trim, unless this is inconsistent with the design and operation of the ship. 
b) The summation of pi si covers only those cases of flooding which contribute to the value of the survival 

index "A". 
c) The summation pi si shall be taken over the entire length "Ls" for all cases of flooding in which a single 

compartment or group of two or more adjacent compartments may be flooded. 
d) When the ship has wing compartments, the summation of pi si shall be taken for all cases of flooding which 

cover only wing compartments and which contribute to the survival index "A". In addition all cases of 
flooding covering the wing compartments and inboard compartments shall be calculated. A rectangular 
penetration extending to the ship’s centreline shall be assumed as basis for the calculations, but excluding 
damage to any centreline bulkhead. 

e) The vertical extent of any damage shall be calculated from the baseline upwards to any watertight 
horizontal subdivision above the waterline, or higher. When a lesser vertical extent of damage will give a 
less favourable result, such damage shall be assumed. 

f) When pipes, ducts or tunnels are situated within assumed damaged compartments, it shall be assumed that 
arrangements have been made to prevent progressive flooding of intact compartments. 

g) Only one continuous breach shall be assumed in the calculations.  
(4) The minimum index "R" is calculated by the formula:  

√0.15𝑁 + 𝐿𝑠3

10
 

where: 
Ls is the ship’s subdivision length in metres; 
"N" is the number of passengers which the ship is certified to carry. 
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  The value "s", calculated for all compartments forward of the collision bulkhead, shall not be less 
than 1 when the ship is loaded to the summer freeboard and unlimited vertical damage is assumed. 

(5) Ships satisfying the requirements of SOLAS chapter II-1 parts B and B1 to B4 with regard to watertight 
subdivision and damage stability need not comply with the requirements of the first paragraph of this section. 

Section 27 
Calculation of the probability that only the case of flooding considered pursuant to 

section 26 occurs 
(1) The probability ("pi") that only the case of flooding considered pursuant to section 26 occurs, is calculated as 

follows:  
a) if the case of flooding extends over the entire subdivision length Ls: pi = 1; 
b) if x1 coincides with the aft terminal: pi = F + 0.5 a p + q; 
c) if x2 coincides with the forward terminal: pi = 1 - F + 0.5 a p; 
d) if both x1 and x2 are inside the aft and forward terminals of the length Ls: pi = a p 

(2) In applying the formulae of subparagraphs b), c) and d) to flooded compartments where x1 and x2 are on either 
side of the mid-length, the formulae values shall be reduced by an amount determined according to the formula for "q" 
in the fifth paragraph below, in which F2 is calculated by taking y = J'/ Jmax. 

(3) Compartments with longitudinal bulkheads: 
a) For compartments fitted with longitudinal bulkheads the value "pi" for the wing compartment is 

determined by multiplying the value referred to in the fourth paragraph by the reduction factor "r" 
according to subparagraph c) of this paragraph.  

b) In cases where both a wing compartment and adjacent inboard compartments are flooded, the value "pi" 
shall be calculated by multiplying the value referred to in the fourth paragraph of this section by the factor 
(1 – r). 

c) The reduction factor "r" is determined by the following formulae: 
If 𝐽 ≥ 0.2 𝑏

𝐵
: 

𝑟 = 𝑏
𝐵
�2.3 + 0.08

𝐽+0.02
�+ 0.1,  if 𝑏

𝐵
≤ 0.2 

𝑟 = � 0.016
𝐽+0.02

+ 𝑏
𝐵

+ 0.36�,   if 𝑏
𝐵

> 0.2 

If 𝐽 < 0.2 𝑏
𝐵

: 
The reduction factor "r" shall be determined by linear interpolation between    
r = 1 for J = 0 
and 
r as for 𝐽 ≥ 0.2 𝑏

𝐵
, with 0.2 𝑏

𝐵
 inserted for J 

where 
b = the mean horizontal distance between the shell and a plane at right angles to the centreline at the 

deepest subdivision waterline. The plane is thought to intersect with the outermost point of the longitudinal 
bulkheads in the compartment considered, and shall be calculated parallel to the bulkhead between the 
transverse limits used in the individual compartment. 

(4) Combinations of compartments: 
a) For the calculation of single compartments the formulae of the first and second paragraphs shall be 

applied. 
b) To calculate "pi" for groups of compartments the following applies: 

For compartments taken by pairs: 
 pi = p12 - p1 - p2 
 pi = p23 - p2 - p3, etc. 

For compartments taken by groups of three: 
 pi = p123 - p12 - p23 + p2 
 pi = p234 - p23 - p34 + p3, etc. 

For compartments taken by groups of four: 
 pi = p1234 - p123 - p234 + p23 
 pi = p2345 - p234 - p345 + p34, etc.  

The values 
 p12, p23, p34, etc. 
 p123, p234, p345, etc. and 
 p1234, p2345, p3456, etc. 



 
 

  
 F:\KompSent\Oversetter\TRANS\DOCS\TRANSLATØR\Rundskriv\RSR 06-2014 Bygging av skip\(eng) RSR 06-2014 om bygging av skip.docx 22 

 

shall be calculated according to the first, second and third paragraphs as for a single compartment 
whose non-dimensional length J corresponds to that of a group consisting of the compartments indicated 
by the indices assigned to p. 

c) The factor "p" for a group of three or more compartments equals zero if the non-dimensional length, minus 
the foremost and aftermost compartments in the group, is greater than Jmax. 

(5) For the calculation of pi according to the first paragraph, the following applies:  
x1 = the distance from the aft terminal of "Ls " to the foremost portion of the aft end of the compartment 

being considered. 
x2 = the distance from the aft terminal of "Ls" to the aftermost end of the forwardmost limit of the 

flooded compartment considered. 
E1 = x1 / Ls 
E2 = x2 / Ls 
E = E1 + E2 - 1 
J = E2 - E1 
J' = J - E, if E ≥ 0 
J' = J + E, if E < 0. 
The maximum non-dimensional damage length: 
Jmax = 48/Ls, but not more than 0.24. 
The assumed distribution density of damage location along the ship’s length: 
a = 1.2 + 0.8E, but not more than 1.2 
The assumed distribution function of damage location along the ship’s length: 
F = 0.4 + 0.25E (1.2 + a) 
y = J/ Jmax 
If y < 1: 
F1 = y2 - y3/3 
F2 = y3 / 3 - y4/12 
If y > 1: 
F1 = y - 1/3 
F2 = y2/ 2 - y/3 + 1/12 
p = F1 Jmax 
q = 0.4 F2 (Jmax)2.  

Section 28 
Calculation of the probability that passenger ships constructed pursuant to section 4 

will not sink or capsize in the case of flooding under consideration  
(1) The probability "si" that passenger ships constructed pursuant to section 4, cf. section 26  second paragraph, will 

not sink or capsize shall be calculated as follows for each individual case of flooding: 

𝑠 = 𝐶�2𝐺𝑍𝑚𝑎𝑥 
𝑈
3

 

where:  
C = 1 if ϑe < 7° for damage to single compartments 
C = 1 if ϑe < 12° for damage to two or more compartments 
C = 0 in all other cases  
ϑe = final equilibrium angle of heel in degrees.  
U = positive range of the GZ curve beyond the angle ϑe in degrees, but not more than 15°. The range 

shall also be terminated at the angle where any openings without weathertight means of closure are 
immersed. 

GZmax = the maximum value in metres of the GZ curve within the range U, but not more than 0.1 metres. 
(2) si = 0 when openings without watertight means of closure where progressive flooding may take place, are 

immersed at the angle of equilibrium, and such flooding is not taken into account in the calculations. Such openings 
include air pipes, ventilators, and openings which are closed by means of weathertight doors or hatches, but need not 
include openings closed by means of watertight manhole covers, small watertight hatch covers, remote-operated 
sliding watertight doors and other watertight doors and access hatches normally closed when the ship is underway. 

(3) For each compartment "s" shall be weighted according to draught considerations as follows: 
si = 0.5s1 + 0.5sp 
where 
"s1" is the s-factor for the deepest subdivision waterline 
"sp" is the s-factor for the partial subdivision waterline. 

(4) For ships with horizontal subdivision above the waterline in question, the following shall be taken into account: 
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a) The s-value for the portion of the compartment or group of compartments below the horizontal subdivision 
shall be calculated by multiplying the s-value from the first paragraph by the reduction factor "v", 
calculated according to subparagraph c) below.  

b) When simultaneous flooding of the spaces above and below the horizontal subdivision will give a positive 
contribution to the survival index "A", the resulting s-value for such a compartment or group of 
compartments shall be obtained by an increase in the s-value calculated according to subparagraph a) 
above by the s-value from the first paragraph, multiplied by the factor (1 – v). 

c) The value "vi" represents the probability that the spaces above the horizontal subdivision will not be 
flooded, and is calculated as follows: 

𝑣𝑖 =
𝐻 − 𝑑

𝐻𝑚𝑎𝑥 − 𝑑
 

 
when flooding up to the horizontal subdivision above the subdivision waterline is assumed. 
"H" shall not be greater than "Hmax".  
vi = 1 when the height to the horizontal subdivision in the damaged region is below "Hmax". 
Where: 
"H" is the assumed vertical extent of damage in metres calculated from the baseline. 
"Hmax" is the maximum possible vertical extent of damage in metres calculated from the baseline, or 
Hmax = d + 0.056 Ls (1 - Ls / 500), if Ls < 250 (m) 
or 
Hmax= d + 7, if Ls > 250 (m), whichever is less.  

Section 29 
Permeability to be applied for the calculations pursuant to sections 27 and 28  

For the purpose of the calculations pursuant to sections 27 and 28 the following permeabilities shall apply for each 
individual space or part of a space: 

Space    Permeability (u) 
Appropriated to stores  0.60 
Occupied by accommodation 0.95 
Occupied by machinery   0.85 
Void spaces and similar   0.95 
Intended for dry cargo  0.70 
Intended for liquid  0 or 0.95. The value resulting in the more severe requirements shall be 

applied. 

Section 30 
Openings in afterpeak bulkheads and peak bulkheads on passenger ships constructed 

pursuant to section 4   
(1)  Passenger ships operating in trade area 4 or lesser trade area, and which are certified to carry not more than 99 

passengers, may have an opening in the afterpeak bulkhead without any securing arrangement from above the 
freeboard deck, when access to the steering gear cannot be arranged without considerable difficulty from another 
location. 

(2)  The opening shall be located close to the ship’s centreline with a sill as high as practicable. The opening shall 
not be larger than absolutely necessary and shall be capable of being securely closed with a watertight cover (manhole 
cover) or a packed watertight door or hatch opening inwards into the afterpeak. Signs shall be exhibited stating that the 
opening shall be closed watertight when the ship is underway. 

(3)  For shuttle ferries the peak bulkhead at either end shall be regarded as a collision bulkhead in which openings 
are not permitted.  

Section 31 
Ships having side thrusters with elastic mounting  

(1)  Ships having side thrusters with elastic mounting and barrier against flooding consisting of rubber lining or 
similar, shall in all loading conditions satisfy the requirements of intact stability with the side thruster space flooded 
with water. The same applies to ships with requirements for damage stability.  
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(2)  When calculating the KG limit curves, it shall be taken into account that the side thruster space is flooded with 
water.  

Section 32 
Loading conditions  

(1)  Ships shall have loading conditions prepared which are relevant for the operation of the ship. The IS Code of 
2008 Part A paragraphs 2.2.1 to 2.2.7 apply as regulation.  

(2)  In addition to the requirements of the first paragraph, offshore support vessels shall also prepare a fully loaded 
departure condition loaded to the summer load line with deck cargo the extent and weight of which is specified, with 
any cargo below deck, fully equipped, 100 per cent and 10 per cent provisions and fuel corresponding to the most 
adverse condition of stability which satisfies all requirements for intact stability and damage stability. 

(3)  In addition to the requirement of the first paragraph, relevant towing conditions shall be prepared for ships 
carrying out towing operations.  

(4)  For ships which carry out towing operations and do not comply with the towing criteria of section 34 when the 
ship is loaded pursuant to the first and second paragraphs, corrected loading conditions shall be prepared showing 
limitations in loading capacity during towing operations.  

Section 33 
Calculation of loading conditions for ships with free flooding or circulation in wells  
(1)  For ships with openings/ventilators for free flooding or circulation in wells, the following loading conditions 

shall be calculated: 
a)  ship fully equipped, with 100 per cent fuel and fresh water, empty well and without cargo in cargo holds, if 

any; 
b)  as for subparagraph a), but with 10 per cent fuel and fresh water; 
c)  ship fully loaded, with 100 per cent fuel and fresh water, full equipment, flooded well and the amount of 

water ballast necessary to obtain immersion in accordance with the load line certificate; 
d)  as for subparagraph c), but with empty water ballast tanks; 
e)  ship fully loaded, with 10 per cent fuel and fresh water; 
f)  ship with or without load, but with a distribution of fuel and fresh water which may have a less favourable 

effect on stability; 
g)  vessel with cargo well partly flooded. This condition shall indicate the least favourable stability situation 

that may occur with regard to free liquid surfaces, cargo distribution, etc. 
(2)  For the loading conditions pursuant to the first paragraph the requirements for cargo ships shall apply, cf. 

section 32.  
(3)  When the flooding or discharging of the well takes place only in port and the cargo well is either completely 

empty or completely flooded when the vessel is underway, loading conditions for partly flooded wells may have a 
GZmax of at least 10 cm and a positive GZ curve up to at least 20 degrees. 

(4)  Loading conditions shall be calculated with correction for free surface effects in the cargo well.  
(5)  Cargo holds shall be included in the calculations as an integrated part of the hull, and documented in the 

specifications for the other parts of the hull. Data on the volume, centres of gravity, moments of inertia, etc. shall 
appear from the sounding table(s) for the cargo well(s). The specific weight of the cargo shall be set at 1.025 tonnes/m3 
for the calculations. 

(6)  For a vessel with direct communication to the sea and with free flooding of the well(s), hydrostatic curves shall 
be prepared and clearly marked to the effect that it applies only when the well is excluded from the buoyancy. When 
the vessel is fully bunkered and fully equipped, and the cargo well is filled by free flooding, the draught shall not 
exceed the vessel’s load line limitations. The water level inside the well shall then be regarded as equal to the water 
level outside, and should reach well up into the trunk(s). 

(7)  Loading conditions in which the water level inside the well is below the waterline in question are not permitted. 
Loading conditions in which the water level inside the well is above the waterline in question are permitted if the 
company by means of supplementary calculations can document sufficient stability.  

 
 

Section 34 
Intact stability for ships carrying out towing operations  

Ships carrying out towing operations shall, in addition to the requirements for intact stability pursuant to section 3 or 
sections 18 and 19, comply with the following requirements: 
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a)  When the ship is exposed to a force giving the ship a transverse speed through the water of 5 knots, the 
first intersection between the righting lever curve (GZ curve) and the heeling arm curve shall occur at an 
angle which is less than the angle of flooding. 

b)  When the ship is exposed to a transverse force equal to the ship’s maximum towing force multiplied by 
0.65, the area between the righting lever curve (GZ curve) and the heeling arm curve calculated from the 
first point of intersection to the angle of GZmax or 40 degrees or the angle of flooding, shall be greater than 
or equal to 0.010 metre radians. The vertical arm of the heeling moment shall be taken from the centre of 
the propeller(s) to the fastening point of the hawser.  

Section 35 
Watertight bulkheads in offshore support vessels  

(1)  Offshore support vessels shall have bulkheads and means of closure for openings in bulkheads of such strength 
and design as to be capable of effectively withstanding the water pressure which may occur in the event of damage to 
the ship. 

(2)   All openings and pipe penetrations in watertight bulkheads or in the bulkhead deck shall be so arranged that 
they cannot result in flooding of adjacent compartments. 

(3)   An indicator to show whether a watertight door is open or closed shall be provided on the bridge. 
(4)  Watertight bulkheads may have hinged doors, when the strength, tightness and closing capacities of such doors 

are equivalent to those of watertight sliding doors.  
(5)  Pipe penetrations shall be fitted with valves operated from above the bulkhead deck. 
(6)  Emergency exits from machinery spaces to exposed decks shall be in a trunk with a clear opening of not less 

than 60 x 80 cm. A watertight door shall be provided between the machinery space and the trunk. When this door is 
hinged, it shall be fitted with centrally operated closing appliances and shall open inwards into the trunk.  

Section 36 
Time of closing for watertight doors  

The time of closing for watertight doors shall not be less than 20 seconds  

Chapter 4 
Special damage stability requirements for ro-ro passenger ships engaged in 

regular service on foreign voyages  

Section 37 
Damage stability for ro-ro passenger ships engaged in regular service on foreign 

voyages  
(1)  For ro-ro passenger ships engaged in regular service on foreign voyages, SOLAS 90 regulation II-1/B/8 applies 

as regulation in addition to the requirements pursuant to section 3. 
(2)  Ro-ro passenger ships engaged in regular service on foreign voyages shall comply with the requirements of 

SOLAS 90 regulation II-1/B/8.2.3 when taking into account the effect of a hypothetical amount of sea water which is 
assumed to have accumulated on the first deck above the design waterline of the ro-ro cargo space or the special 
category space as defined in SOLAS 90 regulation II-2/3, and the deck is assumed to be damaged. Other requirements 
of SOLAS 90 regulation II-1/B/8 do not apply. 

(3)  All ro-ro passenger ships which on 17 May 2003 were in compliance with the requirements of the SOLAS 90 
regulation II-1/B/8, shall comply with the requirements of sections 37 to 40 not later than 1 October 2015.  

Section 38 
Determination of significant wave height  

(1)  Significant wave heights (hs) shall be used to determine the height of the water surface on the ro-ro deck when 
the requirements of section 37 apply. 

(2)  When determining significant wave height, the wave heights indicated by the maps in Appendix 1 shall be used. 
Where the ship’s route crosses more than one sea area, the ship shall satisfy the specific stability requirements for the 
highest value of significant wave height identified for these areas. 
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(3)  For ro-ro passenger ships in regular scheduled service in areas other than those indicated by the maps in 
Appendix 1, a significant wave height of 4 m shall be used, unless a smaller significant wave height may be 
documented. 

(4)  For ro-ro passenger ships engaged in seasonal or time-limited service in sea areas with lower significant wave 
height than the wave height established for the same sea area for all-year-round traffic, the Norwegian Maritime 
Authority shall, when applying the special stability requirements pursuant to section 37, use the significant wave 
height applicable for this shorter time period to determine the height of the water surface on deck. The value of the 
significant wave height applicable for this shorter time period is determined by the Norwegian Maritime Authority or 
by agreement with the EEA country in which the ship will be engaged on a regular service. 

(5)  For ro-ro passenger ships engaged in regular service on foreign voyages for only a shorter time period, the 
Norwegian Maritime Authority shall determine the significant wave height to be applied by agreement with the port 
State at which the ship is to call  

Section 39 
Calculation of assumed accumulated sea water on the first ro-ro deck above the 

design waterline  
(1)  The effect of the assumed accumulated sea water, cf. section 37 second paragraph, is calculated on the basis of a 

water surface having a fixed height above the lowest point of the deck edge of the compartment on the damaged ro-ro 
deck.  

(2)  When the deck edge of the compartment on the damaged ro-ro deck is submerged, then the calculation shall be 
based on a fixed height above the still water surface at all heel and trim angles, as follows: 

a)  0.5 m if the residual freeboard (fr) is 0.3 m or less; 
b)  0.0 m if the residual freeboard (fr) is 2.0 m or less; 
c)  intermediate values are determined by linear interpolation, if the residual freeboard (fr) is 0.3 m or more, 

but less than 2.0 m. 
(3)  The residual freeboard pursuant to the second paragraph a) and b) is the minimum distance between the 

damaged ro-ro deck and the final waterline at the location of the damage in the damage case being considered, without 
taking into account the effect of the volume of assumed accumulated water on the damaged ro-ro deck. 

(4)  For a ro-ro passenger ship having a high-efficiency drainage system, the Norwegian Maritime Authority may 
allow a reduction in the height of the assumed constant water surface.  

Section 40 
Adaptations for ro-ro passenger ships in geographically defined trade areas  

(1)  For a ro-ro passenger ship engaged in regular service in geographically defined trade areas, the Norwegian 
Maritime Authority may establish the height of the assumed constant water surface pursuant to section 39 second or 
third paragraph at the following values: 

a)  0.0 m if the significant wave height defined for the area concerned is 1.5 m or less; 
b)  the value established in accordance with section 39 if the significant wave height defined for the area 

concerned is 4.0 m or above; 
c)  intermediate values to be determined by linear interpolation if the significant wave height defined for the 

area concerned is 1.5 m or more but less than 4.0 m. 
(2)  The values are established pursuant to the first paragraph provided that the following conditions are fulfilled: 

a)  the area concerned has a significant wave height which is not exceeded with a probability of more than 10 
per cent; 

b)  the trade area and, if applicable, the part of the year for which a certain value of the significant wave height 
has been established, are entered into the certificates. 

(3)  For ro-ro passenger ships exclusively engaged on voyages in sea areas where the significant wave height is 1.5 
m or less, the requirements for stability in SOLAS 90 regulation II-1/B/8 are considered equivalent to the requirements 
pursuant to section 37.  

Section 41 
Assessment of the effect of assumed accumulated sea water on damaged ro-ro deck  

(1)  When the effect of assumed volume of accumulated sea water on a damaged ro-ro deck shall be assessed, cf. 
sections 39 and 40, the following conditions shall apply: 

a)  a transverse or longitudinal bulkhead shall be considered intact if all parts of it lie inboard of vertical 
surfaces on both sides of the ship, when these are situated at a distance from the shell plating equal to one-
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fifth of the breadth of the ship, cf. SOLAS 90 regulation II-1/2, measured at right angles to the centreline at 
the level of the deepest subdivision load line; 

b)  in cases where the ship’s hull is structurally partly widened for compliance with the provisions of section 
37, the resulting increase of the value of one-fifth of the breadth of it is to be used throughout. The increase 
shall not govern the location of existing bulkhead penetrations, piping systems, etc., which were acceptable 
prior to the widening; 

c)  transverse and longitudinal bulkheads shall be of sufficient tightness to confine the assumed accumulated 
sea water in the compartment concerned in the damaged ro-ro deck, shall be so dimensioned that they are 
adapted to the drainage system, and shall withstand hydrostatic pressure in accordance with the results of 
the damage calculation. Unless the height of water is less than 0.5 m, such bulkheads shall be at least 4 
metres in height. In such cases the height of the bulkhead shall be calculated in accordance with the 
following: Bh = 8hw, 
where: 
Bh is the bulkhead height 
and hw is the height of water; 

d)  in any event, the minimum height of the bulkhead should be not less than 2.2 m. On ships with hanging 
decks the minimum height of the bulkhead shall not be less than the height to the underside of the hanging 
deck when in its lowered position; 

e)  for special arrangements, e.g. full width hanging decks and wide side casings, other bulkhead heights may 
be accepted by the Norwegian Maritime Authority based on detailed model tests. It is not necessary to take 
into account the effect of the volume of the assumed accumulated sea water for any compartment of the 
damaged ro-ro deck, provided that such a compartment has on each side of the deck freeing ports evenly 
distributed along the sides of the compartment complying with the following:  
(i) A ≥ 0.3 l where A is the total area of freeing ports on each side of the deck in m2; and l is the length 

of the compartment in metres. 
(ii) Residual freeboard is at least 1.0 m in the worst damage condition without taking into account the 

effect of the assumed volume of water on the damaged ro-ro deck. 
(iii) The freeing ports are located within the height of 0.6 m above the damaged ro-ro deck, and the lower 

edge of the ports shall be within 2 cm above the damaged ro-ro deck. 
(iv) The freeing ports are fitted with closing devices or flaps to prevent water entering the ro-ro deck, 

which allow water which may accumulate on the ro-ro deck to drain; 
f)  when a bulkhead above the ro-ro deck is assumed damaged, both compartments bordering the bulkhead 

shall be assumed flooded to the same height of water surface as calculated pursuant to sections 39 or 40. 

Section 42 
Model test as alternative verification of the requirements pursuant to section 37 

(1)  The Norwegian Maritime Authority may exempt an individual ro-ro passenger ship from the requirements 
pursuant to section 37, when verification established by model tests show that the ship in an irregular seaway will not 
capsize with the assumed extent of damage as provided in SOLAS 90 regulation II-1/B/8.4 in the worst location 
considered pursuant to section 39. The ship’s certificate shall show that the Norwegian Maritime Authority has 
accepted the model test as equivalent to compliance with section 37. The value of the significant wave height used in 
the test shall be included on the certificate. 

(2)  Ro-ro passenger ships with model tests approved in accordance with the model test method which applied 
before 10 March 2006, may be exempted from the requirements pursuant to section 37, correspondingly to the 
provisions of the first paragraph of this section. 

(3)  Model tests shall be carried out in accordance with Appendix 2.  

Chapter 5 
Load lines and freeboard 

Section 43 
Load lines and requirements for assignment of freeboard on ships engaged on foreign 

voyages  
For cargo ships of 24 metres in length (L) and upwards and passenger ships engaged on foreign voyages, the Load 

Line Convention shall apply as regulation. 
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Section 44 
Requirements related to means of closure, coaming and sill height for all ships  

(1)  The Load Line Convention Annex B Appendix I Chapter II except regulations 10 and 11 applies as regulation 
for all ships. 

(2)  Unmanned barges or barges not carrying chemicals, gas or oil engaged only on voyages in trade area 2 or lesser 
trade area, may be constructed without means of closure for cargo holds and other openings (open barge). 

Section 45 
National freeboard on passenger ships of 15 metres in overall length and upwards 

engaged on domestic voyages  
(1)  Passenger ships of 15 metres in overall length and upwards engaged on domestic voyages shall have a national 

freeboard which is assigned on the basis of hull strength, the greatest immersion for which the stability is approved and 
the location of side scuttles in the ship’s sides. Minimum freeboard shall be 100 millimetres. 

(2)   The reduction in the freeboard for fresh water shall be maximum 1/48 of the draughts corresponding to the 
assigned freeboard.  

(3)  Passenger ships shall have common markings for summer and winter freeboard and deck line on the ship’s sides 
in accordance with the marking form. 

(4)  Passenger ships which do not carry cargo and do not have holds or other spaces for the carriage of cargo, shall 
have strength and stability based on the immersion of the ship with the maximum number of passengers on board for 
which the ship is certified, including normal luggage.  

Section 46 
Exemptions from the requirements of the Load Line Convention for passenger ships 

engaged on domestic voyages  
(1)  Passenger ships engaged on domestic voyages with a freeboard exceeding the minimum freeboard (100 

millimetres), where the freeboard is given an increase in relation to the minimum freeboard which is at least equal to 
the greatest reduction in the height of coamings or sills of hatches and doors on the freeboard deck in accordance with 
section 44 first paragraph, need not comply with the requirements of the Load Line Convention for the dimensioning 
of coaming and sill height, windows and freeing port area, when the conditions pursuant to the second to eighth 
paragraphs are met.  

(2)  Passenger ships pursuant to the first paragraph operating in trade area 2 may have:   
a)  a sill height of minimum 380 millimetres for doors to machinery spaces. The doors shall be spraytight and 

shall open outwards; 
b)  a sill height of minimum 100 millimetres for doors to accommodation spaces. If the requirement for angle 

of flooding does not specify weathertight means of closure, plate doors opening outwards are permitted; 
c)  ship windows without hinged deadlights in deckhouses and superstructures on freeboard decks protecting 

passages to below deck; 
d)  windows with a strength and mounting corresponding to a recognised classification society’s rules in 

deckhouses and superstructures on freeboard decks where there are no passages to below deck. The 
distance from the lower edge of the window to the loaded waterline shall be at least 1,500 millimetres. The 
Norwegian Maritime Authority may require a certain number of loose deadlights on board or arrangements 
for draining the deckhouse and superstructure; 

e)  a freeing port area which is reduced by up to 30 per cent compared to the requirements of section 44 first 
paragraph. With a freeboard between the minimum freeboard (100 millimetres) and a freeboard giving the 
greatest possible reduction in the height of the sill (600 millimetres), the freeing port area may be reduced 
proportionately. The freeing port area may also be reduced by up to 1/3 on the one side, when the area is 
increased correspondingly on the opposite side.  

(3)  Ships pursuant to the second paragraph with a minimum freeboard may not reduce the sill height of doors 
pursuant to the second paragraph a) and b) or freeing port area pursuant to subparagraph e). 

(4)  Class D passenger ships and passenger ships pursuant to the first paragraph operating in trade area 3 or lesser 
trade area may have: 

a)  sill heights and doors to machinery spaces and accommodation spaces as specified in the second paragraph 
a) and b); 

b)  ship windows with hinged deadlights in deckhouses and superstructures on freeboard decks protecting 
passages to below deck; 

c)  a freeing port area which is reduced by up to 30 per cent compared to the requirements of  section 44 first 
paragraph, when the ship has a covered and enclosed bow area. A correction for high bulwarks is not 
required when determining the freeing port area.  
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(5)  Ships pursuant to the fourth paragraph with a minimum freeboard may not have: 
a)  a reduction in the sill height of doors; 
b)  plate doors to accommodations spaces; 
c)  a reduction in the freeing port area. To ensure efficient drainage of the deck, the Norwegian Maritime 

Authority may require that the height of the bulwarks is limited to 1 metre or that these are partly or 
entirely replaced by railings. 

(6)  Class D passenger ships and passenger ships pursuant to the first paragraph operating in trade area 4 or lesser 
may have: 

a)  a sill height of doors to accommodation spaces of minimum 380 millimetres. The doors shall be of a 
spraytight type or equivalent and shall open outwards; 

b)  ship windows with hinged deadlights in deckhouses and superstructures on freeboard decks protecting 
passages to below deck;  

c)  a freeing port area which is reduced by up to 30 per cent compared to the requirements of section 44 first 
paragraph, when the ship has a covered and enclosed bow area. 

(7)  Ships pursuant to the sixth paragraph with a minimum freeboard may not have a reduction of: 
a)  sill heights of doors pursuant to the sixth paragraph a);  
b)  freeing port area pursuant to the sixth paragraph c). To ensure efficient drainage of the deck, the 

Norwegian Maritime Authority may require that the height of the bulwarks is limited to 1 metre or that 
these are partly or entirely replaced by railings. 

(8)  Class C or D passenger ships and passenger ships pursuant to the first paragraph operating in trade area 4 or 
lesser trade area may have:  

a)  weathertight hatches on freeboard decks which are flush with the deck, without any increase in the 
freeboard being required. The hatches shall be kept permanently closed at sea and shall be opened only 
during stays in shipyards etc.; 

b)  small, weathertight hatches on freeboard decks (emergency exits and similar) with a coaming height of 
minimum 380 millimetres, without any increase in the freeboard being required. The hatches shall 
normally not be opened when the ship is at sea; 

c)  larger weathertight hatches on freeboard decks (cargo hold hatches and similar) with a coaming height of 
minimum 600 millimetres. The hatches shall not be opened when the ship is underway.  

Section 47 
National freeboard for cargo ships engaged on domestic voyages  

(1)  Cargo ships of 24 metres in length (L) and upwards operating in trade area small coasting or lesser trade area 
shall have a national freeboard. The national summer freeboard shall be a freeboard assigned in accordance with the 
rules of the Load Line Convention Appendix I Chapter III reduced by 1/24 of the international summer draught. The 
national winter freeboard shall be a national summer freeboard plus 1/48 of the international summer draught. The 
deduction for fresh water shall be maximum 1/48 of the international summer draught. The reduction in the freeboard 
for fresh water shall be maximum 1/48 of the draught corresponding to assigned freeboard. 

(2)  Cargo ships of less than 24 metres in length (L) shall have a national freeboard assigned as follows:  
a)  Minimum summer freeboard: 

(i) without a weathertight closed superstructure (flushdecked ship): 200 millimetres; 
(ii) with a weathertight closed superstructure covering the entire length of the ship: 25 millimetres; 
(iii) for a weathertight closed superstructure of a length between 0 and 1.0 x L, and with the Load Line 

Convention’s requirements for minimum standard height, the summer freeboard shall be determined 
by linear interpolation between the values referred to in subparagraphs a) (i) and (ii). For a lesser 
height the freeboard shall be increased correspondingly.  

b)  The winter freeboard shall be 50 millimetres larger than the summer freeboard pursuant to subparagraph 
a).  

c)  The deduction for fresh water shall be maximum 40 millimetres. 
d)  Cargo ships with an open connection from cargo holds or tanks to the sea shall have identical summer and 

winter freeboards, which shall be within the size limit of the winter freeboard pursuant to subparagraph b), 
cf. subparagraph a). 

(3)  The size of the freeboard referred to in the first and second paragraphs is the minimum freeboard, which shall be 
increased in accordance with the maximum draught permitted.  

(4)  Cargo ships engaged on domestic voyages shall have markings for the freeboard size and the deck line on the 
ship’s sides according to the marking form. 

(5)  Cargo ships which do not carry cargo and do not have holds or other spaces for the carriage of cargo are 
exempted from the requirements of the first or second paragraphs of this section. The strength and stability of such 
ships shall be based on the largest draught which the ship will have in its intended operation. 
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Section 48 
Freeboard and freeboard conditions for barges  

For barges required to have a trading certificate, but not an international load line certificate, section 47 applies 
correspondingly.  

Section 49 
Exemptions from the requirements of the Load Line Convention for cargo ships and 

barges certified for trade area 4 or lesser trade area  
(1) Cargo ships or barges operating in trade area 4 or lesser trade area with a freeboard exceeding the minimum 

freeboard, where the freeboard is given an increase in relation to the minimum freeboard which is at least equal to the 
greatest reduction in the height of coamings or sills of hatches and doors on the freeboard deck in accordance with 
section 44, need not comply with the requirements of the Load Line Convention for the dimensioning of coaming and 
sill height, windows and freeing port area, when the conditions pursuant to the second paragraph are met.  

(2) Cargo ships or barges pursuant to the first paragraph may have: 
a) a coaming height of minimum 380 millimetres for cargo hold hatches on freeboard decks. The hatches 

shall not be opened when the ship is underway; 
b) a sill height of minimum 380 millimetres for doors to machinery spaces. The doors shall be of a spraytight 

type and shall open outwards; 
c) a sill height of minimum 300 millimetres for doors to accommodation spaces. The doors shall be of a 

spraytight type and shall open outwards; 
d) a coaming height of minimum 300 millimetres for small, weathertight hatches on freeboard decks 

(emergency exit hatches or similar), which are not normally opened when the ship is underway; 
e) a height of coamings and sills of minimum 100 millimetres for weathertight hatches and doors on the first 

superstructure deck; 
f) ship windows with hinged deadlights on the inside in superstructures and deckhouses on freeboard decks 

protecting passages to below deck. In the front bulkhead of a superstructure or deckhouse which is 
particularly exposed, ship windows with hinged deadlights on the inside are not permitted. 

(3) Cargo ships of less than 24 metres in length (L) may have a minimum freeing port area on each side which is set 
to: 

A = 0.02V 
where V = the well volume created by the bulwark on the freeboard deck.  

Chapter 6 
Machinery installations  

Section 50 
Approval of machinery   

(1)  Propulsion and auxiliary machinery the output of which is 100 kW and upwards, with associated gear and 
control and monitoring systems shall be type-approved by a recognised classification society. 

(2)  Propulsion and auxiliary machinery the output of which is 400 kW and upwards shall, in addition to the 
requirements of the first paragraph, be produced subject to a quality assurance system satisfying the requirements of a 
recognised classification society. 

(3)  Steering gear installations, boiler installations and pressure vessels having a working pressure of 3.5 bar and 
upwards shall be type-approved by a recognised classification society.  

Section 51 
Additional requirements for passenger ships using sails  

(1)  Passenger ships using sails shall have propulsion machinery as their main means of propulsion. The propulsion 
machinery shall: 

a) give the vessel a speed of at least 6 knots in calm waters; 
b) be capable of rapid start from the manoeuvring position.  

(2)  The strength of the rigging, rigging arrangements, sails, and the ballast necessary for the spread of canvas shall 
be according to the directions of a person with previous experience and knowledge of this.  
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Section 52 
Communication between machinery space and bridge on ships where means for 

emergency manoeuvring from the machinery space is provided  
Passenger ships of less than 500 gross tonnage engaged on domestic voyages and cargo ships which have the means 

for emergency manoeuvring in the machinery space, shall have equipment ensuring communication between the 
navigating bridge and the machinery space.  

Section 53 
Automatic stop and alarm in the event of abnormal operating conditions  

(1)  Passenger ships which are engaged on domestic voyages and on which the operation and control of the 
propulsion machinery completely depend on energy from the auxiliary machinery, shall not have automatic stop 
(autostop) of the auxiliary machinery in the event of abnormal operating conditions.  

(2)  The requirements of the first paragraph do not apply when a prior alarm can be given to the engineer of the 
watch or to the officer of the watch in the wheelhouse. 

Section 54 
Manoeuvring system on offshore support vessels and ships carrying out ocean towing 

operations  
Offshore support vessels and ships carrying out ocean towing operations shall have propulsion machinery which is 

manoeuvrable from the wheelhouse and which satisfies the following requirements: 
a)  All controls required to manoeuvre the propulsion machinery shall function effectively even in case of 

damage to the wheelhouse, e.g. by broken windows and similar.  
b)  When the manoeuvrability of the ship is dependent on electrical power, measures shall be taken to prevent 

failure of the power units due to overload. A failure of the electrical power supply shall not result in a loss 
of manoeuvrability for more than 30 seconds. 

c)  Emergency control of the steering gear shall be arranged in the wheelhouse. The emergency steering 
system shall be totally independent of the main steering system and immediately be activated in the event 
of a failure of the main system 

Chapter 7 
Electrical installations on ships covered by section 4 

Section 55 
Provisions for ships constructed on or after 1 March 2008 

The provisions of sections 56 to 64 apply to the following ships constructed after 1 March 2008: 
a)  passenger ships or cargo ships engaged on domestic voyages; 
b)  cargo ships of less than 500 gross tonnage engaged on foreign voyages.  

Section 56 
Main source of electrical power 

(1)  Ships which only use electrical power in order to maintain the auxiliary services essential for the safety and 
propulsion of the ship, shall have redundancy ensuring that the auxiliary services can be operated when one or more 
generating sets are out of service. 

(2)  One of the ship’s main generating sets may be main propulsion engine driven.  
(3)  All electrical services necessary for maintaining the ship in normal operational and habitable condition shall be 

ensured without use of the emergency source of electrical power. 
(4)  The ship shall have main and emergency source of power so constructed that malfunction in one installation 

does not affect the other. 
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Section 57 
Main and emergency electrical lighting system 

(1)  Ships shall have a main electric lighting system which shall provide lighting throughout those parts of the ships 
that are normally accessible to and used by passengers or crew. The main electric lighting system shall be supplied 
from the main source of electrical power. 

(2)  The main electric lighting system shall be so arranged that the emergency electric lighting system will not be 
rendered inoperative in the event of a fire or other casualty in spaces containing the main source of electrical power, 
associated transforming equipment, the main switchboard or the main lighting switchboard. 

(3)  Ships shall have emergency electric lighting system. The system shall be so arranged that the main electric 
lighting system will not be rendered inoperative in the event of a fire or other casualty in spaces containing the main 
source of electrical power. 

Section 58 
Emergency source of electrical power 

(1)  Ships shall be provided with a self-contained source of electrical power with emergency switchboard located 
above the bulkhead deck, in a readily accessible place which shall not be contiguous to machinery spaces of category 
A or to those spaces containing the main source of electrical power or main switchboard. 

(2)  For ships where the main source of electrical power is located in two or more rooms which are not adjacent, the 
requirement for a self-contained emergency source of electrical power is considered satisfied when: 

a)  an emergency source of electrical power which at least has the capacity of supplying the services listed in 
section 59 subparagraphs b) (i) and (ii) and subparagraph c), is installed above the bulkhead deck; 

b)  every room has its own complete system for the production of electrical power, including power 
distribution and control systems, which are completely independent of each other;  

c)  fire or other casualty in any of the rooms will not affect the power distribution from the others or the 
services required pursuant to section 59. 

(3)  The emergency source of power may be a generator satisfying the requirements of the fourth and fifth 
paragraphs or an accumulator battery satisfying the requirements of section 59 without being recharged or suffering an 
excessive voltage drop. The generator shall be driven by an appropriate internal combustion engine with an 
independent supply of fuel and with automatic starting arrangements in case of loss of electrical power. 

(4)  The emergency source of electrical power shall be so arranged that it will operate efficiently when the ship is 
listed to 22.5 degrees and when the trim of the ship is 10 degrees.  

(5)  The emergency generator sets shall be capable of being readily started under all temperature conditions likely to 
occur.  

(6)  The emergency switchboard shall be situated as near as possible to the emergency source of power. 

Section 59 
The capacity of the emergency source of electrical power 

Ships shall have an emergency source of electrical power capable of operating, for a period of at least half an hour, 
power-operated watertight doors together with the associated control, indication and alarm circuits, and for a period of 
at least three hours, be capable of operating simultaneously the following services:  

a)  the ship’s emergency bilge pump and one of the fire pumps; 
b)  emergency lighting: 

(i) at every muster or embarkation station and over the sides; 
(ii) in all alleyways, stairways and exits giving access to the muster or embarkation stations; 
(iii) in the machinery spaces, and in the place where the emergency generator is situated; 
(iv) in the control stations where radio and main navigating equipment is situated; 
(v) in the form of electrical emergency light pursuant to section 63; 
(vi) at all stowage positions for firefighter’s outfits; 
(vii) at the emergency bilge pump and one of the fire pumps, and at the starting position of their motors;  
(viii) in the steering engine room; 

c)  the ship’s navigation lights; 
d)  all communication equipment; 
e)  the general alarm system; 
f)  the fire detection system; 
g)  all signal and alarm systems which may be required in an emergency, if they are electrically operated by 

the ship’s main generating sets; 
h)  the ship’s sprinkler pump, if any and if it is electrically operated; 
i)  the ship’s daylight signalling lamp, if it is operated by the ship’s main source of electrical power; 
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j)  the steering engine. 

Section 60 
Transitional source 

(1)  Ships without battery arrangements pursuant to section 58 second and third paragraphs shall have a transitional 
source of electrical power. 

(2)  The transitional source of electrical power shall consist of an accumulator battery suitably located for use in an 
emergency. The transitional source shall be capable of supplying electrical power to the following services for a period 
of half an hour, without being recharged or suffering an excessive voltage drop: 

a)  emergency lighting pursuant to section 59 subparagraphs b) (i) and (ii); 
b)  the general alarm system; 
c)  the fire detection system; 
d)  watertight doors, but not necessarily all of them simultaneously, unless an independent temporary source 

of stored energy is provided; 
e)  the control, indication and alarm circuits for watertight doors. 

(3)  When electrical power is necessary to restore propulsion, the capacity of the transitional source, in conjunction 
with other machinery, as appropriate, shall be sufficient to restore propulsion to the ship from a dead ship condition 
within 30 minutes after blackout. 

Section 61 
Electrical power to the general alarm system and public address system 

Ships shall have a main alarm system and a personal address system (PA system) which is supplied with electrical 
power both from the ship’s main source of power and from the emergency source of power. 

Section 62 
Supplementary emergency lighting for ro-ro passenger ships 

(1)  Ro-ro passenger ships shall, in addition to the emergency lighting required by section 59  subparagraph b), have 
electrical emergency lighting in all passenger public spaces and alleyways capable of operating for at least three hours 
under any condition of heel when all other source of electrical power have failed. 

(2)  The source of power for the emergency lighting shall be accumulator batteries located within the lighting units. 
The accumulator batteries shall be continuously charged from the emergency switchboard. Any failure of the 
supplementary emergency lighting shall be immediately apparent. The accumulator batteries shall be replaced at 
intervals adapted to the service life of the batteries in the ambient conditions in which they are used. 

(3)  The emergency lighting pursuant to the first paragraph may be combined with the lighting arrangement required 
by the regulations currently in force concerning life-saving appliances. 

(4)  All alleyways, recreational spaces and service spaces normally used by the crew shall be provided with portable 
and rechargeable battery-operated lamps. 

Section 63 
Escape routes with emergency lighting on passenger ships 

(1)  Passenger ships shall have escape routes which at all points shall be marked by lighting or luminescent strip 
indicators placed not more than 0.3 metres above the deck.  

(2)  The marking pursuant to the first paragraph shall enable passengers to identify all the routes of escape and 
readily identify the escape exits. When electric illumination is used, it shall be in accordance with the guidelines as 
given in IMO Resolution A.752(18). 

Section 64 
Failure Mode Effect Analysis (FMEA) on passenger ships 

(1)  For passenger ships a Failure Mode Effect Analysis (FMEA) shall be prepared in order to document the 
functionality, stability and safety of the electrical installation under conditions that may affect the manoeuvring 
limitations and the manoeuvring capacity.  

(2)  The analysis shall be based on the various operating modes, including emergency mode. The document shall 
include a description of the ship, an analysis, as well as procedures for carrying out tests. 
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Section 65 
Regarding ships constructed before 1 March 2008 

(1)  Ships constructed before 1 March 2008 shall, at the latest within the date of the first certificate survey after 1 
January 2010, install an emergency source of power above the bulkhead deck, with the capacity of supplying at least 
the services as specified in section 59 subparagraphs b) (i) and (ii) and subparagraph c). 

(2)  Ro-ro passenger ships constructed before 1 March 2008 where the lounge is located below the main deck are 
exempt from the requirements of the first paragraph when the source of power for the emergency lighting required 
pursuant to section 59 subparagraph b) satisfies the requirements of section 62 second paragraph. 

Chapter 8 
Required documentation when constructing ships 

Section 66 
Addressee and deadlines for documentation 

(1)  For ships required to have a certificate issued by the Norwegian Maritime Authority, drawings, information and 
other documentation required for the construction shall be submitted to the Norwegian Maritime Authority. 

(2)  For ships required to have a certificate issued by a recognised classification society, documentation pursuant to 
the first paragraph shall be submitted to the classification society in question. 

(3)  When the Norwegian Maritime Authority has not laid down concrete deadlines for the submission of 
documentation, drawings and other documentation shall be submitted as early as possible after the notification of a 
newbuilding has been sent. 

Section 67 
Requirements for documentation 

(1)  The company shall with regard to drawings and other documentation demonstrate compliance with the 
requirements of the Regulations for strength, stability, watertight subdivision, machinery and electrical installations.  

(2)  The documentation shall be so detailed and clear that the assessment as to whether the requirements are met can 
be made based on this and additional information, if necessary.  

(3)  The documentation shall be presented in a well-organised manner. The tonnage calculations and the stability 
data shall be submitted under the same cover, but in separate documents.  

(4)  The documentation may be submitted electronically, with the exception of drawings in a larger format than A1. 
Drawings and other documentation on paper shall be submitted in triplicate, unless otherwise stipulated. 

(5)  The Norwegian Maritime Authority may stipulate additional detailed drawings and information to be submitted, 
including the form in which the data shall be presented. 

Section 68 
Documentation to be submitted for the construction of ships without class 

(1)  For ships and barges constructed without class, which are required to have a certificate issued by the Norwegian 
Maritime Authority, the following documentation shall be submitted:  

a)  general drawings including the hull, and any weathertight enclosed superstructure when the superstructure 
has been included in the ship’s buoyancy, as well as watertight bulkheads according to the rules of a 
recognised classification society, and cargo hold and tank bulkheads. The drawings shall show the design 
and dimensions of the hull and superstructure in normal sections and planes. Dimension calculations shall 
be submitted with the drawings in accordance with the requirements of sections 3, 4 or 5, as well as 
information on the use of material qualities. Dimension calculations shall contain text which clearly 
identifies the hull elements to which the various calculations refer, or references to the corresponding 
calculation requirements set out in the individual rules; 

b)  other drawings related to hull for which strength calculations are required, including drawings of movable 
decks with associated safety arrangements and the supporting calculations;  

c)  drawings and documentation pursuant to section 69 first paragraph; 
d)  calculations for bilge and ballast systems; 
e)  copy of the type certificate for machinery and equipment for which type-approval is required pursuant to 

section 50. 
(2)  Confirmation or report concerning completed torsional oscillation check shall be submitted for ships having 

machinery with an output of at least: 
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a)  500 kW;  
b)  300 kW when the length of the shaft arrangement exceeds 6 metres. 

(3)  For ships or barges carrying fish loose in cargo holds or carrying live fish in water or in another liquid mixture 
of water, ice or similar, or carrying sand or other heavy bulk cargo, drawings shall be submitted of bulkheads in spaces 
for the carriage of such cargo along with dimension calculations. 

Section 69 
Documentation to be submitted for the construction of passenger ships 

(1)  For passenger ships with class, general drawings of hulls approved by a classification society, a confirmation or 
report concerning completed torsional oscillation check for propulsion and auxiliary machinery according to the rules 
of a recognised classification society, cf. sections 3 or 4, shall be submitted, as well as documentation showing:  

a)  machinery space arrangements with emergency exits indicated; 
b)  fuel oil, bilge and ballast systems; 
c)  sea water inlets and outlets; 
d)  arrangements for propulsion and propellers; 
e)  starting air system. 

(2)   Drawings pursuant to the first paragraph shall be approved by the classification society, with the exception of 
drawings showing the machinery space arrangement. 

(3)  For passenger ships with damage stability requirements, a drawing showing the arrangement and dimensions of 
bulkheads for watertight subdivision, and the type of means of closure and closing devices for openings in such 
bulkheads shall be submitted, when this is not shown on the general drawings pursuant to the first paragraph or to 
section 68. 

(4)  For passenger ships for which a double bottom is required, a drawing showing the height and extent of the 
double bottom, and the position and depth of bilge wells shall be submitted, when this is not shown on the general 
drawings pursuant to the first paragraph or to section 68. 

(5)  For passenger ships with special category spaces, a drawing showing drainage arrangements (scuppers) for 
special category spaces above the bulkhead deck shall be submitted. 

Section 70 
Documentation when constructing ships without special class notations 

(1)  For ships with class without a particular class notation for movable decks, section 68 first paragraph b) applies 
correspondingly. 

(2)  For vessels without particular class notations for anchor-handling and towing equipment, the following 
documents shall be submitted:  

a)  drawings and calculations of the towing and anchor-handling winch, wire/chain stopper, guide pins, towing 
hooks, cf. sections 13 and 14; 

b)  arrangement drawing of the system used for anchor-handling. The drawing shall show the wire routing, all 
equipment forming part of the ship’s anchor-handling system, and fastenings on deck which may be used 
during anchor-handling. The drawing shall indicate the SWL and breaking load for all components 
forming part of the system; 

c)  drawing of towing arrangements for ships carrying out ocean towing operations. 

Section 71 
Supporting calculation material and documentation on stability 

(1)  The hull description with any superstructures included in the stability calculations shall be plotted and submitted 
with a print-out of the hull description. In addition to body plans and isometric plots, the section area curve shall be 
plotted. 

(2)  The following documentation shall be submitted not later than 2 months prior to the date of delivery from the 
shipyard: 

a)  Supporting calculation material: 
(i) hull description;  
(ii) general arrangement; 
(iii) lines drawing and body plan; 
(iv) outline of buoyancy volumes with means of closure and flooding openings. 

b)  Documentation for use on board: 
(i) tank plans and tables/curves stating, i.a., the volume, centre of gravity, and free surface effect at 

different levels for the individual tanks; 
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(ii) hydrostatics; 
(iii) KY curves or equivalent; 
(iv) KG limit curves with examples of usage; 
(v) preliminary loading conditions. 

c)  Before the ship is put into service or does a trial run: 
(i) a report regarding the inclining test and calculation of light ship data. 

d)  Within one month of the date of delivery of the ship from the shipyard: 
(i) final loading conditions. 

e)  Hydrostatics containing the following parameters as a function of the draught with a specified reference 
point: 
(i) ∆, displacement; 
(ii) KB, centre of buoyancy; 
(iii) KM, transverse metacentre above the baseline; 
(iv) AwT , waterline area; 
(v) TP1, tonnes per unit submersion; 
(vi) MT1, moment to change trim; 
(vii) LCF, longitudinal centre of flotation; 
(viii) LCB, longitudinal centre of buoyancy. 

f)  Cross curves shall be calculated for a sufficient number of angles of heel, taking into account the shape and 
size of the ship.  

g)  For ships which are to carry grain in bulk, cross curves for angles of heel of 12 degrees and 40 degrees 
shall be calculated. 

h)  In the calculation of cross curves the ship shall be capable of trimming freely during heeling. 
i)  For ships designed in such a way that alterations of trim values will cause substantial changes of 

hydrostatics and cross curves, and for ships engaged in operations inside the safety zones of petroleum 
installations, hydrostatic curves, cross curves and KG limit curves shall be calculated for the ship without 
trim, for maximum trim and for intermediate trim values. The curves shall be calculated for a total of at 
least 3 trim values. 

j)  Suitable scales shall be selected for the layout of curves, to ensure that the curves are easy to read and 
understand. Hydrostatic tables, etc. for use on board shall be calculated with the smallest possible draught 
intervals to ensure that they are simple to read.  

k)  Superstructures, deckhouses, trunks, etc. may be included in their entirety in the buoyancy, provided that 
the openings in such volumes are fitted with means of closure pursuant to section 44 first paragraph. 

l)  When volumes included in the buoyancy have openings without weathertight means of closure, and such 
openings may lead to progressive flooding, buoyancy may be calculated up to the angle of flooding. Where 
the angle of flooding will lead to progressive flooding, such volumes shall be excluded from the 
calculations. This shall appear clearly from the course of the GZ curves (one or more steps). Curves shall 
be drawn up showing the angle of flooding as a function of the displacement/draught and trim. 

m)  If the ship will sink due to flooding through an opening, the GZ curve shall be terminated at the angle of 
flooding in question, and the ship shall be considered to have lost all stability. 

n)  Small openings, for instance for passing wires, chains, tackles, etc. and scuppers, need not be considered 
open if immersion takes place at an angle of heel of 30 degrees or more. 

o)  The KG limit curves, or equivalent tables, shall show the maximum permissible height of the ship’s centre 
of gravity for intact stability at various draughts and, if applicable, various conditions of trim. These 
curves/tables shall be based on the stability criteria applicable to the individual vessel in intact and 
damaged condition. KG limit curves shall be drawn up for trim values corresponding to those for which 
hydrostatics and cross curves have been calculated. 

p)  Preliminary loading conditions shall be calculated on the basis of theoretically calculated light ship data. 
They shall contain curves of righting levers (GZ curves), and tables showing metacentric height, trim, 
distribution of loads and tank contents. 

q)  Final loading conditions shall be calculated on the basis of the preliminary loading conditions, corrected 
for approved light ship data. 

(3)  Passenger ships of less than 5 metres in overall length shall have a report on a completed inclining test, 
containing the results of the test and data on the ship’s freeboard and trim during the test, and data on the freeboard and 
trim in the fully loaded condition shall also be available. 

Section 72 
Documentation of freeboard conditions 

For all ships documentation of compliance with the requirements for freeboard of the Load Line Convention shall be 
submitted, cf. sections 43 and 44. 
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Section 73 
Documentation of prepared loading conditions 

Prepared loading conditions required pursuant to sections 4 and 34 shall be submitted. 

Section 74 
Documentation of damage stability 

(1)  The following documentation shall be submitted regarding stability in damaged condition: 
a)  arrangement drawing showing the watertight subdivision of the ship;  
b)  damage control plan showing all penetrations, openings and means of closure for openings in watertight 

bulkheads or decks, any equalizing devices and the position of their controls; 
c)  calculations and analyses showing compliance with the requirements for damage stability or floating 

calculations; 
d)  instructions for the use of any equalizing devices and other measures presupposed in the calculations. 

(2)  For ro-ro passenger ships engaged in regular service on foreign voyages, which have undergone model test 
pursuant to section 42, documentation in accordance with Appendix 2 No. 6 to the Regulations shall be submitted. The 
documentation shall be submitted in English. 

Chapter 9 
Concluding provisions 

Section 75 
Exemptions 

(1)  The Norwegian Maritime Authority may upon written application permit other solutions than those required by 
these Regulations when it is established that such solutions are equivalent to the requirements of the Regulations. 

(2)  The Norwegian Maritime Authority may exempt a ship engaged on domestic voyages or a cargo ship of less 
than 500 gross tonnage engaged on foreign voyages from one or more or the requirements of these Regulations if the 
company applies in writing for such exemption and one of the following conditions is met: 

a)  it is established that the requirement is not essential and that the exemption is justifiable in terms of safety; 
b)  it is established that compensating measures will maintain the same level of safety as the requirement of 

these Regulations. 

Section 76 
Entry into force and repeal 

These Regulations enter into force on 15 September 2014. As from the same date, the Regulations of 15 September 
1992 No. 695 concerning the construction of passenger ships, cargo ships and barges, and the Regulations of 15 June 
1987 No. 505 concerning the construction, equipment and operation of passenger ships of less than 15 m in overall 
length are repealed. 

 

Appendix 1 

Significant wave heights 
The provisions of this Appendix are binding pursuant to section 38 of the Regulations on the construction of ships. 
This Appendix states the significant wave heights (Hs) which shall be used for determining the height of water when 

applying the technical standard contained in Appendix 2. 
The figures are provided on a map presenting the significant wave heights which are not exceeded by a probability 

of more than 10 per cent on a yearly basis for the different sea areas covered. 
Inshore areas shall be considered to have significant wave heights of less than 1.5 m unless otherwise indicated on 

the map. 
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Appendix 2  

Model test method  
The provisions of this Appendix are binding, cf. section 42 of the Regulations of 1 July 2014 on the construction of 

ships (the Construction Regulations). 
1. Purpose 
 This model test method is a revision of the method contained in the Appendix to the Annex to resolution 14 

(Stockholm Agreement) of the 1995 SOLAS Conference. Since the entry into force of the Stockholm Agreement 
a number of model tests have been carried out in accordance with the test method previously in force. As a result 
of these test a number of refinements of the procedures have been identified, which aim to provide a more robust 
procedure for the assessment of survivability of a damaged ro-ro passenger ship in a seaway. The tests pursuant 
to section 41 of the Construction Regulations shall demonstrate that the ship is capable of withstanding a seaway 
as defined in paragraph 4 hereunder in the worst damage case scenario. 

2. Definitions 
LBP is the length between perpendiculars 
HS is the significant wave height 
B is the moulded breadth of the ship 
TP is the peak period 
TZ is the zero crossing period 

3. Ship model 
3.1. The model should copy the actual ship for both outer configuration and internal arrangement, in particular 

all damaged spaces having an effect on the process of flooding and shipping of water. Intact draught, trim, 
heel and limiting operational KG corresponding to the worst damage case should be used. Furthermore, the 
test case(s) to be considered should represent the worst damage case(s) defined in accordance with SOLAS 
regulation II-1/8.2.3.2 (SOLAS 90) with regard to the total area under the positive GZ curve. The 
centreline of the damage opening should be located within the following range: 
3.1.1. ± 35% LBP from midship. 
3.1.2. an additional test will be required for the worst damage within ± 10% LBP from midship if the 

damage case referred to in No. 1 is outside of ± 10% LBP from midship. 
3.2. The model should comply with the following: 

3.2.1. length between perpendiculars (LBP) is to be at least 3 m or a length corresponding to a model scale 
of 1:40, whichever is greater, and the vertical extent up to at least three superstructure standard 
heights above the bulkhead (freeboard) deck; 

3.2.2. hull thickness of flooded spaces should not exceed 4 mm; 
3.2.3. in both intact and damaged conditions, the model should satisfy the correct displacement and draught 

marks (TA, TM, TF, port and starboard) with a maximum tolerance in any draught mark of + 2 mm. 
Draught marks forward and aft should be located as near FP and AP as practicable; 

3.2.4. all damaged compartments and ro-ro spaces should be modelled with the correct surface and volume 
permeabilities (actual values and distributions) ensuring that floodwater mass and mass distribution 
are correctly represented; 

3.2.5 the characteristics of motion of the actual ship should be modelled properly, paying particular 
attention to the intact GM tolerance and radii of gyration in roll and pitch motion. Both radii should 
be measured in air and be in the range of 0.35B to 0.4B for roll motion, and 0.2LOA to 0.25LOA for 
pitch motion; 

3.2.6. main design features such as watertight bulkheads, air escapes, etc., above and below the bulkhead 
deck that can result in asymmetric flooding should be modelled properly as far as practicable to 
represent the real situation; Ventilating and cross-flooding arrangements should be constructed to a 
minimum cross section of 500 mm²; 

3.2.7. the shape of the damage opening should be as follows: 
1. trapezodial profile with side at 15° slope to the vertical and the width at the design waterline 

defined according to SOLAS 90 regulation II-1/8.4.1; 
2. isosceles triangular profile in the horizontal plane with the height equal to B/5 according to 

SOLAS 90 regulation II-1/8.4.2. If side casings are fitted within B/5, the damaged length in 
way of the side casings should not be less than 25 mm; 

3. notwithstanding the provisions of subparagraphs 3.2.7.1 and 3.2.7.2 above, all compartments 
taken as damaged in calculating the worst damage case(s) referred to in paragraph 3.1 should 
be flooded in the model tests; 

3.3. The model in the flooded equilibrium condition should be heeled by an additional angle corresponding to 
that induced by the heeling moment Mh = max (Mpass; Mlaunch)-Mwind, but in no case should the final heel be 
less than 1° towards damage. Mpass, Mlaunch and Mwind are specified in SOLAS 90 regulation II-1/8.2.3.4. 
For existing ships this angle may be taken as 1°. 
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4. Procedures for experiments 
4.1. The model should be tested in a long-crested irregular seaway defined by the JONSWAP spectrum with 

significant wave height HS, a peak enhancement factor Γ =3.3 and a peak period TP= (4√HS(TZ = 
(TP/1.285))). HS is the significant wave height for the area of operation, which is not exceeded by a 
probability of more than 10% on a yearly basis, but limited to a maximum of 4 m. 

 Furthermore, 
4.1.1. the basin width should be sufficient to avoid contact or other interaction with the sides of the basin 

and is recommended not to be less than LBP + 2 m; 
4.1.2 the basin depth should be sufficient for proper wave modelling but should not be less than 1 m; 
4.1.3. for a representative wave realisation to be used, measurements should be performed prior to the test 

at three different locations within the drift range; 
4.1.4. the wave probe closer to the wave maker should be located at the position where the model is placed 

when the test starts; 
4.1.5. variation in HS and TP should be within ± 5% for the three locations; and 
4.1.6. during the tests, for approval purposes, a tolerance of + 2.5% in HS, ± 2.5% in TP and ± 5% in TZ 

should be allowed with reference to the probe closer to the wave maker. 
4.2. The model should be free to drift and placed in beam seas (90° heading) with the damage hole facing the 

oncoming waves, with no mooring system permanently attached to the model used. To maintain a beam 
sea heading of approximately 90° during the model test the following requirements should be satisfied: 
4.2.1. heading control lines, intended for minor adjustment, should be located at the centre line of the stem 

and stern, in a symmetrical fashion and at a level between the position of KG and the damaged 
waterline; and 

4.2.2. the carriage speed should be equal to the actual drift speed of the model with speed adjustment made 
when necessary. 

4.3. At least 10 experiments should be carried out. The test period for each experiment should be of a 
duration such that a stationary state is reached, but not less than 30 min in full-scale. A different 
wave realisation train should be used for each experiment. 

 
 

5. Survival criteria 
 The model should be considered as surviving if a stationary state is reached for the successive test runs as 

required in paragraph 4.3. The model should be considered as capsized if angles of roll of more than 30° to the 
vertical axis or steady (average) heel greater than 20° for a period longer than three minutes full-scale occur, 
even if a stationary state is reached. 

6. Test documentation 
6.1. The model test programme should be approved by the Administration in advance. 
6.2. Tests should be documented by means of a report and a video or other visual records containing all 

relevant information on the model and the test results, which are to be approved by the 
Administration. These should include, as a minimum, the theoretical and measured wave spectra and 
statistics (HS, TP, TZ) of the wave elevation at the three different locations in the basin for a representative 
realisation, and for the tests with the model, the time series of main statistics of the measured wave 
elevation close to the wave maker and records of model roll, heave and pitch motions, and of the drift 
speed. 

 
 


	Regulations of 1 July 2014 No. 1072 on the construction of ships

