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"Nothing in this document shall impair the rights, present or future claims or the 
legal opinions of the States beneficiaries of the project regarding the law of the 
sea, especially in regards to the nature and extent of marine areas, subject to their 
sovereignty or national jurisdiction, the delimitation of maritime areas between 
States with adjacent or face to face, the freedom of navigation on the high seas, 
the right and the modalities of passage through straits used for international 
navigation and the right of innocent passage through territorial seas, as well as  the 
nature and extent of the jurisdiction of the coastal State, the flag State and the port 
State.   

No act or activity performed on the basis of this document will constitute motive for 
claiming, contending or disputing of any claim to the  sovereignty or national 
jurisdiction”  
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EXECUTIVE RESUME  

This Final Report is the last stage of the Project "Risk Assessment of Navigation and 

harmonization of regulations relating to navigational safety" (Project RN in Spanish 

abbreviation), as part of the framework "Environmental Protection and Control of Pollution 

caused by the Shipping in the Gulf of Honduras (GoH). Has had a preliminary version, 

called "Draft Final Report", which received observations of the focal points of the countries 

and the counterpart, the Regional Unit Program Coordinator (URCP in Spanish 

Abbreviation). They merited a work technical meeting with the URCP at its headquarters in 

Port Cortés, on 14.08.09 and have been included with the considerations that are in this 

Final Report. 

  

As is known all the study subject of this consultancy is part of the International Waters 

Program of the Global Environment Facility (IWP-GEF). Like all projects of this Program, 

its funding is based on donations instead of loans to countries, reflecting the high 

convenience of its development and enforcement. Political considerations of the countries 

involved should expire and the superior environmental and common interest should prevail 

when final valuations are being done. 

 

Funded and sponsored by a supranational environmental body, this Project of a common 

water space that it is desired to be preserved faced the challenge of connecting with 

commercial shipping. The environment in its character of newcomer versus the historical 

transport of cargo, which require the logic harmonization demanded by modern times. It is 

not a trend or a passing emphasis, it is not volunteerism; environmental requirements are 

here to stay. All actors in this common area should take careful note of it.  

 

The introduction of new technologies designed to prevent maritime accidents such as 

collisions, groundings, fires and sinkings due to structural defects or the prevention of 

pollution from oil spills and illegal discharges of waste from ships, are other key aspects 

prioritized in this report. As it may be appreciated, this is closely linked to the rules created 

by the international conventions of the International Maritime Organization (IMO), still the 

paradigm in this respect, the Convention for the Prevention of Pollution from Ships 

(MARPOL 73/78) ratified by the three countries in this project. 

  

Other characteristics highlighted for all projects of the IWP is their update with the latest 

scientific and legal instruments pertaining, in relation to pollutants from ships, which are 

prioritized for example, interventions destined to prevent the transport of invasive species 

in ballast water of ships. The Ballast Water Convention which has not yet entered into 

force, is thus presented in this Final Report as a specific Objective, although we know that 

aside from the ratification of legal instruments, it is its successful application which will 

allow the control of the scourge and in a very gradual manner. 
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On the sensitive issue of the maritime routes of ships transiting the GoH, it has been 

worked on legally recognized protected areas in the region. It is clear that his political 

support, could not match the current characterization of the physical framework of the 

project influence area, therefore a priori this tool should be handled with caution. This 

became clear in the course of the Project, with focal points sensitized by these issues. All 

products were agreed with the focal points of the countries involved, not being less the 

return and guarantees obtained after the workshops scheduled in different countries.  

 

Right from the start of the Project, as part of the synergies meeting held in Belize in the 

month of May 2008, in which the representatives of all consulting firms with  studies in 

process within the GoH Project participated, identified the need and the benefits of 

synergies between the different activities that were being developed and their concrete 

objectives. Thus the Project "Management System, Reported Data, Establishing a 

Baseline: Preparation of a Transboundary Diagnostic Analysis and a Strategic Action Plan" 

(International Marconsult - CSI Ingenieros SA, 2008) (TDA / SAP) that was the result of 

the evaluation of the physical and bio-geochemical, socio-economic, pollution, legal and 

institutional GoH area, should specify products that allow to corroborate the alleged 

schemes of environmental sensitivity that would form the essential baselines of the GoH 

pollution. That way with integrated tools based on Geographical Information Systems 

(GIS) it was feasible resulting in sensitivity maps and thus passed to obtain, a common 

geographic information system common for both consultancies. 

  

To meet the objectives of this study, Chapter 1 provides a summary of the characterization 

of the “Physical and Bio – Geochemical Framework" conducted under Project TDA/SAP 

previously indicated. In particular, attending the effects of the objectives of the 

consultancy, a brief summary of this diagnosis based on the previous documents, 

supplemented by the bibliographic information gathered especially for this purpose. How 

can  the risks of navigation be discussed, without establishing the physical-chemical 

considerations of the area, from weather phenomena such as winds, sea currents, the 

bathymetry statements and similar. Only with them it can properly address the central 

point of the risks to navigation.  

 

In Chapter 2, by developing the risk assessment, IMC Consortium and Associates 

selected a matrix in which risk is defined as the probability of occurrence of a pollution 

incident at sea and the extent of the damage that occurred as a consequence of natural 

resources such as protected areas, coral reefs, mangroves, coastal type, birds, fish, 

marine mammals as well as socio-economic resources such as ships, docks, marinas, 

fisheries, hotels, sports and recreational activities, among others. In the First Progress 

Report, the methodology to be followed was defined for the identification of navigational 

risks.  

 

The TOR were very specific to the effect that in developing the risk matrix or another 

technique that was developed, should be included in the same Chapter 2, the detail of the 



IMC & Asociados  Final Report 

 
 October 2009  7 
 

background of port operations, inland navigation, maritime traffic, ballast water, 

navigational aids and equipment, etc.. It is understood by the Consortium that the 

description and analysis of much of this information will be very valuable in determining 

what type of ship and cargo is handled in the area of the GoH, evaluate  the procedures 

performed for handling dangerous goods, verify the procedures that take place in the port 

facilities and maritime authorities to manage waste generated from ships (MARPOL 

73/78), manage in the near future ballast water from ships; evaluate the need of 

establishing a Control System of Vessel Traffic (VTMIS) and the necessary 

recommendations for the proper maritime signaling in the access channels to ports and 

shipping routes. The content of this Chapter 2 was amply discussed between the 

Consortium and the URCP during the stage of negotiations, prior to the commencement of 

the Project. 

  

At the discretion of the Consortium, some points could be discussed in relation to the 

central objective of the RN Project and among them it may be mentioned the compliance 

with the The International Ship and Port Facility Security Code (ISPS) completely focused 

on the physical protection against damage caused intentionally, as well as the analysis of 

port infrastructure that was required in the TOR, with the aim of verifying the conditions 

under which the docks are and whether they represent a hazard to shipping. During the 

process of negotiations between the Consortium and URCP, the scope was defined and 

these have been covered by this Report. 

  

Chapter 3 undertakes the difficult task of analyzing the national and regional legal 

standards for marine coastal management, as well as legislation and regulations applied 

by the three countries of GoH. Already in the first Progress Report, a review of the 

regulatory framework as a result of the research and consultations with the various 

institutions and agencies responsible for implementation of regulations concerning the 

safety of navigation and environmental protection in the area GoH was presented. The 

regional agreements and international conventions applicable to this Project were 

identified and analyzed and that after an overall assessment of relevant legal gaps, 

resulted in the development of 10 proposals to reform the legal, institutional and policy 

framework concerning the safety of navigation and marine environmental protection. A 

completely random number, could be more or less, but the TOR were emphatic that 

number of proposals should be presented at a Regional Workshop held in Guatemala City 

(February 2009). The already mentioned proposals are listed below:  

 

A Draft Agreement on the control of ships by the port State control of the countries of the 

Gulf of Honduras. 

 

Draft Convention of the Gulf of Honduras to prevent and combat incidents of pollution of 

the marine environment by oil and other harmful substances. 
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Project for the Establishment of the Permanent Commission of the Gulf of Honduras 

Project for the Creation of Pilotage Regulations. 

 

Project for the Creation of a regulation that norm the use of Automatic Identification 

System (AIS). 

 

Project for the Creation of a regulation on Wreck Removal.  

 

Regulations governing the Investigation of Marine Casualties and Incidents and the 

Standing Committee on Investigation of Accidents and Marine Incidents. 

 

Project for the Creation of a Regulation of Navigation Aids. 

 

Project for the Creation of a regulation on port reception facilities for ship-generated waste 

and cargo residues. 

 

Draft Law Project Establishing the Compulsory Notification of ships sailing in the Gulf of 

Honduras (GOHREP). 

  

It is noted that the Workshop had a two-month delay in relation to the original date 

scheduled for December 2008, specifically requested by the delegation of Guatemala in 

order to better study of the proposed. As analyzed by the countries, after presenting the 

proposals, they  would be discussed and agreed later in the city of San Pedro Sula (June 

2009), by key actors of the different countries of the program at a forum sponsored by the 

URCP and supported by our consultant, specialist in maritime and environmental 

legislation.  

 

The following Chapter 4, is related to the Prevention and Control of Pollution in the GoH. 

We analyzed the possible contamination that corresponds to ships and port facilities, as 

any other type of pollution from urban-industrial, commercial, agricultural, livestock and / or 

forestry are considered in other projects of the GoH. Being that there is no study of 

environmental baseline that would allow to know beforehand the condition in which the 

GoH area was, in order to be compared with the consequences of an incident of pollution 

generated from ships, we chose to identify various measures of prevention that 

correspond to the proper implementation of the recommendations made in this study as 

well as the compliance with rules and regulations established in the Conventions and IMO 

codes applicable to merchant ships. In the same Chapter 4, the development of an 

Integrated Program for Safe Navigation is presented, which is based on the 

implementation of the correct use and provision of navigational aids, of an automatic 

positioning system, an integrated system communications and institutional strengthening 

in each of the member countries of the program. That same program aims at long-term 

implementation, determination of areas to avoid, tracks and circulation shafts, all to 

preserve the marine and coastal areas more sensitive to the possible pollution caused by 



IMC & Asociados  Final Report 

 
 October 2009  9 
 

ships.  

 

Chapter 5, deals with the identification and analysis of contingency plans as well as 

recommendations for a design of a structured Plan of response at regional level. During 

the field visits and activities related to the process of gathering and analyzing information 

in the different ports and institutions involved in the preparation of national contingency 

plans, such as the National Emergency Management Organization (NEMO) in Belize, the 

National Council for the Reduction of Natural and Artificial Disaster (CONRED) in 

Guatemala (from February 2009 by the CODEMAR) and the Directory General of 

Merchant Marine in Honduras, it was verified that in the three countries is being developed 

by the NCP, existing in some cases commitments before regional bodies (COCATRAM) to 

have them ready in the course of this year. Analysis on the detected advances and certain 

recommendations an identified and   presented in this Report. 

  

Once these completed, the Regional Plan may be developed, which should be framed 

within cooperation norms clearly articulated in the OPRC Convention (CAOP Project led 

by COCATRAM and RAC - REMPEITC). It was initially suggested forming a study group 

for this purpose and as an express request from URCP in its meeting on August 2009; 

guidelines have been outlined for further development.  

 

As for contingency plans in ports it was found that in some ports there are contingency 

plans that do not meet the recommended international standards (ARPEL 2005). For each 

one of them, a format is presented that indicates the content that every local contingency 

plan must have, having considered particular aspects of their SWOT analysis, from 

possible scenarios discussed in the Project of Drills (OPC Group, February-May 2009). All 

this will assist port administrations as the basis for the systematic development of local 

contingency plan, involving all concerned actors, both public and private. 

  

In relation to the subject of pollution from spills, the TORS established the development of 

an punctual Training for a port in each country. Once selected (Santo Tomas de Castilla, 

Port Cortes and Belize City), courses were taught by the Consortium's environmental 

specialist, with technical support of the assigned Facilitator specializing in Spill Control 

Operations. A detailed report of it, is presented as Annex to this Report. 

  

Finally, as a complement to enrich the content of the report, the Consortium decided to 

present as an Annex the presentation of a study by the coastal engineering specialist, 

which could analyze some of the oil spill at the points of greatest risk according to the 

traffic recorded, which may occur in the five major ports of the GoH and its adjacent 

environment. To this end, we selected a total of six points of starting of the spill: Sapodilla 

Cays, Bajo of Ox Tongue, Bajo of Potts, in the vicinity of the English Cay in Port Cortes 

and Belize City port. The criteria used to quantify the magnitude of the spill was the  

stochastic study of the potential oil spills that may occur while the Gulf ports are 

operational. The simulation software of oil spills used was the  OILMAP and the technical 
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criteria specified (stochastic model) presents the probabilities of movement of the spill at 

sea, any impacts on the coast and the arrival time of it. The stochastic runs were 

performed assuming a single type of product: fuel oil # 6 (Bunker C) at all points. In all 

simulations the same amount of product spilled was considered (300 m3, equivalent to 

1.887 bls), 1 hour of duration per spill and an extension of the simulation up to ten days. 

Runs have been prepared on a quarterly basis (every 90 days) using wind statistics for the 

year of 2008 to 2009, yielding a total of 4 stochastic simulations per point and 72 graphs of 

results. 

  

In short, these OILMAP runs will allow the port authorities of the GoH and responsible at 

national level of their NCP, estimate response times necessary to contain any spill event in 

case it happens. At the time of valuation, these tools are key for decision making. 

  

Chapter 6 provides an analysis of the communications network between the 5 ports 

integrating the GoH Project. From field visits performed at different stations of maritime 

traffic control, it was possible to verify the conditions under which communications take 

place at ship / port interface and to establish a diagnosis of the communications that take 

place between these ports. It is from this reality, that recommendations are developed for 

developing a Communications Plan between the ports of the GoH. 

  

This Communications Plan between the ports has been supplemented with information 

from the maritime traffic control specialist of the Consortium, which includes the 

recommendations regarding the necessary equipment at each port for control of ships 

navigating in the GoH prior to the establishment of a Maritime Traffic Control System  

(VTMIS). Expensive equipment in relation to their initial investment, they have returns too  

too important to the objectives of this GoH Project in general and in particular the RN  

Project. It should not be less, the implementation of a rational preventive maintenance 

system, which would amortize further costs. 

 

The different chapters converge to identify the risks of navigation and provide 

recommendations for implementing the necessary rules for the practice of safe navigation 

in the GoH. The aim is to contribute to decrease the degradation of coastal marine 

ecosystems resulting from maritime incidents, routine operations, etc. 

 

It is perhaps worth recalling here, that the topic of environmental pollution of areas as the 

GoH, involve multiple actors in addition to commercial shipping and port interfaces. Any 

Project that seeks to mitigate the degree of pollution must consider all these actors, such 

as industries, agricultural exploitations, tourism, fishing, etc.. That is the only way to 

rationally allocate responsibilities, which are carried out and from there spread the costs 

that allow reverse in  medium and long term situations that seem adamant today in the 

developing world. 

 

Attached to this Final Report, documents of Circulars and  Resolutions of the International 
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Maritime Organization, such as Resolution A.918 (22) - "Standardized phrases of IMO for 

Maritime Communications, MSC.1216-Circular" Revised Recommendations on transport 

of dangerous cargoes and related activities in port areas”  and specialized conventions on 

maritime safety such as the International Regulations for Preventing Collisions at Sea 

(COLREGS 72), which content, we consider  essential to the development of this 

consultancy, due to the fact that it represent important  tools  that members of the program 

must implement through the maritime administrations. 

 

In this Final Report, the following contents are presented in the following documents 

related to the products of the consultancy: 

  

a. Identified Navigational hazards. 

b. Presentation of the Integrated Program for safe navigation in waters of the GoH.  

c. Recommendation of local contingency plans for ports and guidelines for a regional 

OPRC plan, converging with other ventures under way at regional level (COCATRAM).  

 

As an Annex to this Final Report, the following products are submitted 

 

a. Design and architecture study of a VTMIS by Port 

b. Two demonstration projects in ports  

c. Presentation of strategies for preventing pollution in the Gulf  

d. Submission of Communication Plan between ports  

e. Manual of standards and technical operational procedures for the generation of safe 

navigation for each port  

f. Presentation of proposed navigation aids necessary for port and introducing new 

technologies.  

g. Submission of proposals to reform the legal framework on safety of navigation at the 

national and regional levels.  

h. Presentation training plan to increase navigation safety, port management and control 

and pollution prevention.  

i. Study results of likely oil spills in ports of GOH.  

j. Maps of Geographic Information Systems (GIS) containing:  

 Detailed profile of stranding areas in the Gulf and its approaches  

 Detailed profile of areas of non-anchorage 

 Proposal and mapping in the Gulf and sensitive areas.  

 Proposed area of ballast water exchange 
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ACRONYMS  

 

 ADT/TDA. Transboundary Diagnostic Analysis; 

 

 AFE-COHDEFOR. La Administración Forestal del Estado Corporación Hondureña de 

Desarrollo Forestal; 

 

 ARPEL 2005. Asociación regional de empresas de petroleo en Latinoamerica y el 

Caribe; Regional association of oil and natural gas companies in Latin America and the 

Caribbean; 

 

 ATBA. Area to be avoid. 

 

 BALLAST CONVENTION. International convention for the control and management of 

ship’s ballast and sediments; 

 

 BPA. Belize Port Authority; 

 

 Bunker 2001. International Convention on civil liability for bunker oil pollution damage 

2001; 

 

 CAOP. Central América OPRC Plan; 

 

 Cartagena Convention. Protocol  concerning cooperation in combating oil spills in the 

Wider Caribbean; 

 

 CCAD. Central American Commission for Environment and Developmen; 

 

 CELADE. Latin American and Caribbean Demographic; 

 

 CEPAL. Comisión Económica para América Latina; Economic Commission for Latin 

America 

 CESCCO. Centro de Estudios y Control de Contaminantes de Honduras; Center for 

the Study and Control of Contaminants of Honduras; 

 

 CLC. International Convention on civil liability for oil pollution damage (CLC), 1969; 

 

 COBIGUA. Compañía Bananera Independiente de Guatemala; Independent 

Guatemala Banana Company; 
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 COCATRAM. Comisión Centroamericana de Transporte Marítimo; Central American 

Commission on Maritime Transport; 

 

 CODEMAR. Comisión de Contingencia en caso de Derrames de Hidrocarburos, sus 

Derivados y sustancias Potencialmente Peligrosas en la Mar y Regiones Marino 

Costeras;  

 

 COLREG 1972. Convention on the international regulations for preventing collisions at 

sea; 

 

 CONAP. Consejo Nacional de Áreas Protegidas de Guatemala/National Council of 

Protected Area; 

 

 CONRED. Consejo Nacional para la reducción de desastres naturales y artificiales en 

Guatemala/ National council for the reduction of natural and manmade disasters in 

Guatemala.  

 

 COPECO. Comité de Prevención y Contingencias de Honduras/ Committee for 

Prevention and Contingency of Honduras; 

 

 CPN. Comisión Portuaria Nacional de Guatemala/ National Ports Commission of 

Guatemala; 

 

 CSI. Consultora de Servicios de Ingeniería del Uruguay/ Consulting Engineering 

Services of Uruguay; 

 

 CZMAI. Coastal Zone Management Authority & Institute; 

 

 DGMM. Dirección General de la Marina Mercante de Honduras/Merchant Marine of 

Honduras; 

 

 DIPSSA. Distribuidora de Productos del Petróleo S.A/ Petroleum products 

distributor; 

 EMPORNAC. Empresa Portuaria Nacional Santo Tomás Castilla; 

 

 ENP. Empresa Nacional Portuaria de Honduras; 

 

 FAL 65. Convention on facilitation on international traffic;  

 

 FUND. International convention on the establishment of an international fund for 

compensation for oil pollution damage, 1971; 
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 GdH/GoH. Golfo de Honduras/Gulf of Hondura; 

 

 GEBCO. General Batthymetric Chart of the Oceans; 

 

 GEF. Global Environment Facility; 

 

 GIS. Geographical Information System; 

 

 GOHREP. Law that establishes the mandatory reporting of vessels sailing in the Gulf 

of Honduras. 

 

 GPS. Global Position System; 

 

 HNS. International convention on liability and compensation for damage in connection 

with the carriage of hazardous and noxious substances by sea, 1996; 

 

 ICRAN. International Coral Reef Action Network; 

 

 IHO. /International Hydrographic Organization; 

 

 IMC. International MarConsult from Panamá; 

 

 IMO. International Maritime Organization; 

 

 INMARBE. International merchant marine registry of Belize; 

 

 INMARSAT. Convention on the international maritime satellite organization; 

 

 INTERVENTION. International Convention relating to Intervention on the High Seas in 

Cases of Oil Pollution Casualties, 1969; 

 

 ISPS. International Security in Ports and Ships. 

 

 ITC 69. International Convention on tonnage measurement of ships (ITC 69); 

 

 ITCZ. Zona de Convergencia Intertropical; 

 

 MACHC. Mesoamerican-Caribbean sea hydrographic commission; 

 

 MARN. Ministerio de Ambiente y Recursos Naturales de Guatemala/ Ministry of 

Environment and Natural Resources in Guatemala; 

 MARPOL. International Convention for the Prevention of Pollution from Ships; 
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 MBRS. Mesoamerican barrier reef system. 

 

 MEPC. Marine environment protection committee. 

 

 MOU. Memorandum of Understanding; 

 

 NAA. No-anchoring areas; 

 

 NAIROBI 2007. International convention on the removal of wrecks; 

 

 NEMO. Belize National Emergency Management Organization; 

 

 NCP. National Contingency Plan; 

 

 NMCC. National Maritime Communication Center (Belize); 

 

 NOAA. National Oceanic and Atmospheric Administration; 

 

 LDC. London dumping convention; 

 

 LL 66. International convention on load lines, 1966; 

 

 NGO. Non-governmental organizations; 

 

 OILMAP. Oil spill model and response system. 

 

 OPC. Ocean Pollution Control. 

 

 OPRC 90. International convention on oil pollution preparedness, response and co-

operation; 

 

 OPRC-HNS. Protocol on preparedness, response and co-operation to pollution 

incidents by hazardous and noxious substances; 

 

 PAE/SAP. Plan de Acción Estratégico/Strategic Action Plan; 

 

 PNUMA/UNEP. Programa de las NN.UU. para el Medio Ambiente/United Nations 

Environmental Program; 

 

 PSSA. Particularly sensitive sea areas. 
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 RAC-REMPITC. Regional activity center- Regional marine pollution emergency 

information and training center. 

 

 RN. Spanish acronyms for Project "Risk Assessment of Navigation and harmonization 

of regulations relating to navigational safety" 

 

 ROCRAM. Red operativa de cooperación regional de autoridades marítimas de las 

américas; Operational net for regional cooperation of maritime authorities of the 

Americas. 

 

 SAM/MRS. Proyecto Para la Conservación y Uso Sostenible del Sistema Arrecifal 

Mesoamericano/Mesoamerican Reef System; 

 

 SERNA. Secretaría de Recursos Naturales y Ambiente de Honduras/ Department of 

Natural Resources and Environment of Honduras; 

 

 SIA. Automatic Identification System. 

 

 SIGOH.  Sistema de información para el Golfo de Honduras; Information system for 

the Gulf of Hondruas. 

 

 SOLAS. Safety of Life at Sea; 

 

 SOPTRAVI. Secretaría de Comunicaciones, Obras Públicas, Transporte y 

Vivienda/Ministry of Public Works, Transportation and Housing; 

 

 STCW. International convention on standards of training, certification and 

watchkeeping for seafarers; 

 

 SWOT. Strengths, Weaknesses, Opportunities, Threats.  

 

 TDR/TOR. Términos de Referencia/Terms of Reference; 

 

 TNC. The Nature Conservancy; 

 

 TRIGOH. Trinational Alliance for the Conservation of the Gulf of Honduras; 

 

 TSS. Traffic separation shemes. 

 

 URCP/RPCU. Unidad Regional Coordinadora del Proyecto Golfo de Honduras/ 

Regional Project Coordination Unit; 

 



IMC & Asociados  Final Report 

 
 October 2009  17 
 

 UNCLOS. United Nations Convention on the Law of the Sea; 

 

 USGS. US Geological Survey; 

 VHF. Very High Frequency; 

 

 VTMIS. Vessel Traffic Management Information System.   

 

 VTS. Vessel Traffic Service;  

 

 WWF. World Wildlife Fund 
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1 CHARACTERIZATION OF THE PHYSICAL AND BIOLOGICAL 

ENVIRONMENT 

1.1 Introduction 

As establish in the main introduction of this study, chapter 1 provides a summary of the 

characterization of the “Physical and Bio- Geochemical Frame” done under the framework 

of the Data and Information Management System Project, the Establishment of a Baseline, 

Preparation of a Transboundary Diagnosis Analysis and an Integrated Action Plan 

“(International MarCorsult- CSI Engineers SA, 2008). 

This summary is based on a review of previous documents: a) "Preliminary Transboundary 
Diagnostic Analysis (Abt Associates Inc. - Woods Hole Group, 2003), b)" Analysis of 
basins of the Mesoamerican Barrier Reef System "conducted by the World Resources 
Institute (WRI) and the International Coral Reef Action Network (ICRAM) in 2006; c) the 
various reports produced under the "Project for the Conservation and Sustainable Use of 
the Mesoamerican Barrier Reef System (SAM) and especially the so-called "baseline of 
the Mesoamerican Barrier Reef System (García Salgado et al., 2006), d) the" Ecoregional 
Planning of the Mesoamerican Barrier Reef System” made by World Wildlife Fund (Kramer 
and Kramer, 2002); e) "Ecoregional Evaluation of the Mesoamerican Reef " by The Nature 
Conservancy (Arrivillaga and Windevoxhel, 2008), f) studies performed by ALATEC - 
Valencia Port on the framework of the Project "Improvement of Environmental 
Management of Ports in the Gulf of Honduras "(ATN / FG - 0264 - RS), and g) the various 
studies by NGOs active in the region including, most notably, those by the" Tri-Alliance for 
the Conservation of the Gulf of Honduras "( TRIGOH), "World Wildlife Fund (WWF), The 
Nature Conservancy (TNC) and" Healthy Reefs Initiative "). Moreover, as a rich element, 
such review was supplemented with bibliographic information specially compiled for the 
purpose of this consultancy. 
 
On the other hand, the updated and / or developed maps under this diagnosis were 

redone (at a proper scale) and supplemented with new maps produced for the purposes of 

this report and / or with additional information collected specifically for this consultancy of 

"Navigation Risks Assessment and Harmonization of Regulations relating to Navigational 

Security "(it is good to indicate that all the maps have been developed under a 

"Geographic Information System " common to both consultancies). 

 

The basic objective of this chapter is, starting from a characterization of the regional 

framework (Central America and The Caribbean Sea), to present the particular 

characteristics of the hydrographic basins that drain its waters to the Gulf of Honduras and 

of the Gulf of Honduras itself (that is the main objective of this consultancy), with special 

emphasis in the description of the marine and coastal ecosystems and in the identification 

both of the “protected areas” (defined by the International Union for Conservation of  

Nature as “ terrestrial or marine areas specifically designated to protect and maintain the 

biological diversity and the natural and cultural resources associated, manage by the legal 

tools”) as the “priority areas” (Proposed by different actors as “areas of important priority 

for the conservation of certain significant taxas”).  
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Undoubtedly, the physical characteristics of the Gulf of Honduras as well of the location of 

the “Protected areas” and/or “priority” must be especially considered both to effects of the 

definition of the most convenient routes of navigation as of the establishment of the risk 

matrix; in this way will be possible to incorporate both the environmental variable (for the 

purpose of the analysis of the evolution of potential operational or accidental discharges) 

as of the presence of habitats and organisms (that must be object of special protection). 

 

1.2 Characterization of the Regional Framework 

1.2.1 Central America 

Central America is a subcontinent which connects North America and South America and 

which develops itself as a narrow strip whose main territorial extension is approximately 

762,064 square kilometers (0.4% of the Earth's land surface area). 

Geographically, it includes the territory located in the middle latitudes of the Americas, 

between the southeast border of Mexico and the northwestern border of Colombia, 

surrounded by the Pacific Ocean and the Atlantic Ocean, and comprising seven nations 

(Table 1.2-1 and Figure 1.2 - 1). 

 
Table 1.2–1. Central America: basic information  

Country 
Surface             

(km
2
) 

Population 

(Estimate 2004) 

Density    

(hab/km
2
) 

 Belice 22.965 253.000 11 

 Guatemala 108.890 11.016.173 101 

 Honduras 112.492 7.326.000 65 

 El Salvador 21.041 7.417.000 305 

 Nicaragua 120.254 5.342.000 44 

 Costa Rica 51.100 4.492.000 87 

 Panamá 75.517 2.940.000 39 

 

http://es.wikipedia.org/wiki/Imagen:Flag_of_Belize.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_Guatemala.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_Honduras.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_El_Salvador.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_Nicaragua.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_Costa_Rica.svg
http://es.wikipedia.org/wiki/Imagen:Flag_of_Panama.svg
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Figure 1.2–1. General Map of Central America and The Caribbean

 

Taken from: http://ambergriscaye.com/maps/ 

 

 

It is dominated by a rugged and mountainous region where the topography rises abruptly 

from the coastal region of the Pacific Ocean and gradually descends toward the region 

that stretches along the Caribbean Ocean, ranging from high volcanic peaks (with more 

than 4,000 m in elevation) to lowlands covered by alluvial forests, with coasts of tectonic 

origin and presence of coastal lagoons, features of passive margins. 

Because of its elongated configuration, with narrow plains, the rivers of Central America 

have certain particular characteristics: those that flow into the Pacific Ocean are more 

numerous, small and plentiful, while those that flow into the Caribbean Sea are longer. 

Also, Central America has numerous lakes among which are the lakes of Nicaragua and 

Managua (Nicaragua) and Lake Gatun (Panama). 

 
The weather presents, in general, tropical rainy characteristics with more rain in areas with 

the highest elevation, as in the center of Guatemala, with features of a temperate climate 

with summer rains. For its part, the Atlantic zone is usually rainier as it has a greater cloud 

cover than the Pacific zone, which presents a well defined dry season and less cloud 

cover. 

 
The temperature is characterized by small marked variations between day and night and 

by being heavily modulated by the cloud cover index. 

 
The rainfall regime is variable, depending on the direction of the winds and the position of 

the areas of tropical and intertropical convergence. 

 

 

http://ambergriscaye.com/maps/
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According to Marshall (2006) the region represents an intricate mosaic of landscapes - 

highly dynamic - consisting of a wide range of processes. Indeed, few regions of the world 

present a  comparable magnitude of geomorphologic diversity: along the Central American 

isthmus - 1,500 km long, 100 km wide in the Panama Canal and more than 400 km wide 

across the interior highlands of Nicaragua and Honduras – tectonic, lithological and highly 

variable climate domains overlap and result in a physiographic settlement marked by a 

series of heterogeneous geomorphologic provinces with different forms that preserve a 

unique history of changing landscape. 

 
The physiographic architecture is defined mainly by two morph features - major tectonics 

(the Fosa and the Central American Volcanic Front) which, at their time, were affected by 

an active tectonic force, according to three main areas of deformation: a) the Motagua fault 

system - Polochic (in Guatemala), b) the Central American convergent margin (along the 

Pacific coast), and c) the collision belts along the margins of Panama and Costa Rica. 

 

In addition to the lithological contrast and tectonic domains, Central America also presents 

a wide range of ecological and climatic zones, ranging from the tropical rain forest in the 

lowlands of the Caribbean and South Pacific, with over 4,000 mm / year of rainfall, to the 

dry tropical savannas of the North Pacific coastal plains, with less than 1,000 mm / year in 

a sharp seasonal rainfall. Also vegetation in mountain regions ranges from the rain forests 

of the volcanic highlands to low shrubs of higher altitudes. 

 

The topographical extremes - coupled with variations on the slopes in the direction of wind 

and precipitation regimes - create extraordinarily diverse microclimates, ground covers and 

soil types. 

 
In this way, Central America plays a vital role in guiding the ecological evolution of the 

Americas and strongly influences the ocean circulation and global climate. 

 
Finally, a geological and geomorphologic characterization of the three countries with 

coasts on the Gulf of Honduras is presented (Agrifor Consult, 2005): 

 

 Belize has a land extension area of 22,965 km2, that including its exclusive economic 

zone on the Caribbean Ocean (width = 12 miles) reach the 46,620 km2, being its 

extreme coordinates 15 ° 53 '- 18 º 30' North Latitude and 87 º 15 '- 89 º 15 ' West 

Longitude. Nevertheless, the Belizean territory includes 1,540 km2 of lagoon areas and 

approximately 690 km2 of island areas (locally known as "Keys") totaling 

approximately 1,100. 

 
The coastline is 280 km long and, as was indicated, is characterized by the presence 

of a reef system, the "Mesoamerican Reef, which stretches from the Mexican border to 

the so-called" Sapodilla Cays in the south. The coastal zone, which accounts for over 

40% of the territory, is characterized by broad coastal plains that reach 50 km wide at 

the Belize river, but that towards the south, become significantly narrow. 
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Because the country is relatively low, the river systems are characterized by its short 

length, a pattern of well-developed drainage and steep slopes that decrease 

significantly to reach the coastal plain. 

 

 Guatemala has a land extension area of 108,890 km2, characterized by a large natural 

and cultural diversity due particularly to its geographical location. Guatemala is one of 

the few places in the world where three tectonic plates converge (Cocos, Caribbean 

and North American); accordingly, the territory presents an extensive system of 

geological faults thus found to be subject of seismic risks although with different risk 

levels: low in the extreme North of the country and high in the South coast, in the flat 

central areas and in the Motagua fault system. 

 
The topography is markedly irregular, with elevations reaching the 4,220 m above sea 

level (Tajumulco Volcano), and is characterized by the presence of a mountainous 

system that branches into the chains called Sierra Madre and Cuchumates: the first 

originates in the central highlands and has secondary systems that extend into the 

territories of Honduras and El Salvador; for its part, the second forms a system that 

crosses the country from the border with Mexico to the Atlantic Ocean. Additionally, 

there are a number of valleys and highlands, including forests and plains, all of them 

generated in the various geological processes that gave rise to the territory. Also, it 

corresponds to indicate that Guatemala has a volcanic chain that crosses the country 

from west to east and featuring a total of 37 volcanoes. 

 
Due to its topographical features, the country has three major water systems that drain 

into the Pacific Ocean (22% of the territory), the Caribbean Sea (31% of the territory) 

and the Gulf of Mexico (47% of the territory). 

 
Also, the topographic characteristics determine the main characteristics of the soil: a) 

51.4% of which presents agricultural capabilities, b) 41.2% presents non-farming 

aptitudes, c) 7.1% presents forestry aptitudes, and d ) 0.3% corresponds to water 

bodies. 

 
The coastal area offers a variety of ecosystems that sustain - and facilitate - economic 

activities relating to port services, tourism, aquaculture and commercial fishing. 

 

 

The continental territory of Honduras is located between 12 º 58 'North Latitude (Black 

river delta in the Gulf of Fonseca) and 16 º 02' North Latitude (Punta Castilla) and between 

83 ° 10 'West Longitude (East of Gracias a Dios) and 89 ° 22 'West Longitude (Montecristo 

Hill). The island territory extends up to 17 º 30 'North Latitude (Swan Islands) and 82 º 30' 

West Longitude (Half Moon Reef) and includes the islands of the Bay Islands, the Swan 

Islands, the Half Moon coral reef on the Caribbean Sea and the Islands of Zacate Grande 

and El Tigre in the Gulf of Fonseca. 
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Honduras has a land extension area of 112,492 km2, with a perimeter of 2,401 km of 

which 1,597 km are of land borders and 804 km of coastline (IGN, 1999). 

 

In particular, the coasts on the Caribbean Ocean are characterized by the presence of 

extensive plains, sandy beaches, lagoons and mangroves (1,458 km2) and more than 200 

islands between Hog Cays and the Bay Islands. 

 
The continental geomorphology is extremely irregular being characterized by a series of 

mountainous ramifications arising from the Sierra Madre, which crosses the isthmus of 

Central America and originates in Mexico. This mountain range divides the country into 

three natural regions: a) the lowlands of the Caribbean Ocean, b) the interior lands, and c) 

the lowlands of the Pacific Ocean. Over 40% of the territory possesses slopes between 30 

to 70% and more than 15%. 

 
The hydrology consists of nineteen (19) watersheds of which: a) thirteen (13) drain into the 

Caribbean Sea, with rivers whose lengths range from 25 to 550 km long, accounting for 

82.72% of the territory, b) six (6) draining into the Gulf of Fonseca (on the Pacific Ocean), 

representing 17.28% of the territory. 

 

According to studies conducted by the  Inter - American Cooperation Institute of 

Agriculture (IACIA, 1995) only 23.0% of the Honduran land is suitable for the development 

of agriculture and intensive farming, while 3,0% is suitable for cattle ranching and the 

remaining 73.0% is suitable for forestation and planting of perennials. The main historical 

and current use of the land is agricultural (Serna, 1997; Serna, 2001). 

 
 
1.2.2 The Caribbean Ocean 

The Caribbean Ocean, also called Sea of the Antilles (because it is located to the South 

and West of the island arc of the Antilles), is a semi-enclosed sea adjacent to the 

continental masses of South America and Central America (Figure 1.2-2). It covers about 

3,500 km in East – West direction  and some 2,500 km in North - South direction (Andrade 

and Barton, 2000), covering approximately 2,754,000 km2 and is located between 09 ° 

and 22 ° North Latitude and 89 ° and 60 ° West Longitude along the coasts of Venezuela, 

Colombia and Panama (towards the South), Costa Rica, Nicaragua, Guatemala, Honduras 

and Belize ( to the West), Cuba, Jamaica, Dominican Republic and Puerto Rico (to the 

North) and the Lesser Antilles (to the East). 
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Figure 1.2–2. General Map of the Caribbean Sea

 

Taken from: http://ambergriscaye.com/maps/ 
 

Its topography shows a succession of five basins, with depths less than 2,000 m, 

separated from the Atlantic Ocean by the so-called "Island Arc of the Antilles" (Figure 1.2-

3): a relatively continuous succession of banks and islands that regulates the entry of 

water from the North and South Atlantic Ocean (Murphy et al., 1999; Andrade and Barton, 

2000) through several passages whose depths range between 740 and 2,200 m. The 

greatest depths are in the Cayman pit, between Cuba and Jamaica, where depths reach 

7,500 m (although the average is 2,200 m). 

 
 

 

 

 

 

 

 

 

http://ambergriscaye.com/maps/
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Figure 1.2–3. Bathymetric feature of the Caribbean Sea 

 

In this way: a) across the so-called "Passage of Anegada" (between the Lesser Antilles 

and the Virgin Islands) and the "Windward Passage (between Cuba and Haiti) it 

communicates with the Atlantic Ocean, and b) through the so-called "Yucatan Channel" 

(located between the Yucatan Peninsula and the island of Cuba) it communicates with the 

Gulf of Mexico. It should be emphasized, moreover, its communication with the Pacific 

Ocean through the Panama Canal". 

 
The average salinity is 35.0 to 36.0 psu and the temperature ranges from 21.0 - 32.2 ºC at 

the surface, while the bottom reaches values up to 4.0 ºC. 

 
It is a highly stratified sea at the first 1,200 m of water column, slightly stratified between 

1,200 and 2,000 m of depth and almost uniform below the 2,000 m deep (Gordon, 1967). 

The origin of its waters can be determined from the characteristics of temperature, salinity 

and dissolved oxygen concentration: the waters of the South Atlantic are less saline and 

have greater concentration of dissolved oxygen than the waters of the North Atlantic of 

equal density (Wilson and Johns, 1997). 

 

The analysis of circulation patterns suggest that it is likely that South Atlantic waters enter 

the Caribbean Ocean  through passages located towards the South (Wust, 1964), but 

more recent studies have found waters of the North Atlantic in these passages (Mazeika et 
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al., 1980; Wilson, 1997). So, it is likely that some temporal variability exists (Wilson and 

Johns, 1997). 

 
On average, between 15 and 20% of the surface water entering the Caribbean Ocean 

comes from the freshwater estuary of the Orinoco and Amazon rivers, led to the NW by 

the so-called "Caribbean Current." Moreover, during the months of rain, the water 

discharged by the Orinoco River generates large concentrations of chlorophyll in the 

eastern part of the sea. 

 

The main pattern of movement of the Caribbean Sea is known as the "Caribbean Current," 

which directs waters from the Atlantic Ocean to the Gulf of Mexico, experiencing wide 

spatial and temporary variations depending on: a) the topography of the bottom (Molinari 

et al. , 1981; Heburn et al., 1982; Kinder, 1983), b) the action of the winds (Heburn et al., 

1982; Kinder, 1983), c) the characteristics of the currents (Kinder, 1983), d) the influence 

of the Brazil Current (Johns et al., 1990), and e) the Amazon and Orinoco rivers discharge 

(according to Moore et al., 1986, approximately 15 to 20% of the surface water entering 

the Caribbean Sea originates in these rivers). 

 
According to Spalding et al. (2001), in the Caribbean Ocean there is a main  current 

entering through the passage between the Lesser Antilles, South of Puerto Rico, and the 

Dominican Republic and then enters the Gulf of Mexico through the strait between the 

Yucatan Peninsula and Cuba. 

 
Figures 1.2-4 to 1.2-6 illustrate the main features of the Caribbean Ocean, and particularly 

the spatial – temporary variability, of the conditions of circulation (Figure 1.2-4), 

temperature (Figure 1.2-5) and salinity (Figure 1.2 - 6) in the Caribbean Ocean. 

 
Finally, it is to be noted that the Caribbean Ocean is the birthplace of some of the major 

hurricanes in the western hemisphere. The hurricane season is present between the 

months of June through December and, fundamentally, between August and September. 

On average, each year, there are about nine (9) tropical storms of which five (5) reach 

hurricane strength. Within the historical records, hurricanes that were more devastating 

are Hurricane San Calixto II (from 10 to October 16, 1780) and Hurricane Mitch (from 

October 22 to November 5, 1998). 
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Figure 1.2–4. Variability space- temporary “Current of the Caribbean”  

 

Taken from: 

http://www.oceancurrents.rsmas.miami.edu/caribbean/caribbean_3.html 

 

 

 

 

 

 

 

 

 

 

 

 

http://www.oceancurrents.rsmas.miami.edu/caribbean/caribbean_3.html
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Figure 1.2–5.Variability space- temporarily of the temperature in the Caribbean Sea 

 

Taken from: http://oceancurrents.rsmas.miami.edu/sfo/geoff/carib.html 

 

 

 

 

 

 

 

 

 

http://oceancurrents.rsmas.miami.edu/sfo/geoff/carib.html
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Figure 1.2–6. Variability space- temporarily of the salinity in the Caribbean Sea 

 

Taken from: http://oceancurrents.rsmas.miami.edu/sfo/geoff/carib.html 

 

http://oceancurrents.rsmas.miami.edu/sfo/geoff/carib.html
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1.2.3 The Gulf of Honduras 

The coasts of the Caribbean Ocean are characterized by the presence of different gulfs 

and bays, among which corresponds to mention the Gulf of Venezuela, the Gulf of 

Morrosquillo, the Gulf of Darien, the Gulf of Mosquitoes and the Gulf of Honduras (object 

of this consultancy). The latter represents a broad incoming with boundaries at the coast of 

Belize, Honduras and Guatemala. 

 

For the purposes of this characterization the same area of study than that of the called 

"Diagnosis of the Physical and Biogeochemical Framework" was adopted, made under the 

Project of Data and Information Management System, Establishment of a Baseline, 

Preparation of a Transboundary Diagnostic Analysis and an Integrated Plan of Action 

"(International MarConsult - CSI Engineers SA, 2008) but not including the drainage 

basins (Figure 1.2-7, plates 01 and 02). That is to say that the study area falls between the 

coastline and an imaginary line that stretches from Punta Izopo (Honduras) to the NW, in 

the direction of the Port of Belize City (Belize) covering an area of approximately 13,779 

km2. in which, for the purpose of this consultancy fall Amatique Bay and the Bay of Tela. 

Figure 1.2–7 Location of the study area in Google Earth 

 

The western part of the study area includes, or is bordered by the so-called 

"Mesoamerican Reef System" (MARS), because it represents the second largest barrier 

reef in the world ranging from Contoy Island, north of the Yucatan Peninsula, to the Bay 
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Islands of Honduras (Figure 1.2-8), over approximately 1000 km and covering four 

countries (Mexico, Belize, Guatemala and Honduras) and two cross-border areas (the Bay 

of Chetumal, between Belize and Mexico, and the Gulf of Honduras, itself). It should be 

noted that part of the barrier coral reef has been declared "World Heritage" (see: 

http://whc.unesco.org/en/list/764). 

Figure 1.2–8. Location of the “Mesoamerican Reef” in the context of the Gulf of Honduras 

 
 
In this way the waters of the Gulf of Honduras are home to an abundance of species, 

some of them threatened or endangered, as well as highly productive marine ecosystems 

such as coral reefs, sea grasses and mangroves y sandy beaches. 

 
The conditions that sustain productivity and diversity of the Gulf of Honduras are the same 

factors that, combined with elements of economic and social cultural character, make  the 

area  particularly vulnerable to terrestrial contamination (sewage, open to sky solid waste 

disposal, agro - chemical and industrial pollutants) and sea (fuel spills and intentional 

discharges of ballast water and / or bilge water ). 

 

On the other hand, the Gulf of Honduras is an area of great importance to maritime trade 

in the region. According to the terms of reference of this consultancy, of the total mobilized 
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cargo through the ports of Central America, 21% (14 million tons), is moved through the 

ports located on the Gulf of Honduras; on the other hand, at these ports berth over 26% of 

all ships arriving at the ports of the Central American isthmus. 

 
The main port facilities in the Gulf of Honduras are five (Figure 1.2-9, Foil 03): a) Big Creek 

and City Belize (in Belize), b) Puerto Barrios and Puerto Santo Tomas de Castilla 

(Guatemala) and c) Puerto Cortes (Honduras); to those facilities should be added, 

moreover, the existing facilities for loading and unloading of hydrocarbons both in the 

vicinity of the Port of Belize City (Belize) and Tela Bay (Honduras). 

 

These ports represent strategic entry and exit gateway ports, with maritime services of 

high connectivity and frequency of services to different destinations. In 2004, 

approximately 7,000 vessels passed through the five ports and the trend indicates that this 

figure is growing, both in the number of ships entering the ports and in the size of them. 

 

For its part, the layout 04, based on information available at the website of the 

Hydrographic Commission of the Mesoamerican and Caribbean Sea (MACHC) of the 

International Hydrographic Organization (IHO), presented the main shipping routes 

between these ports (see http : / / www.iho-

machc.org/maps_photos/maps/smooth_sheets/goh_marine_hwy_eric.pdf). 

 

 
Figure 1.2–9. Location of the port infrastructure the study area Google Earth 
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1.3 Characteristics of the Gulf of Honduras 

1.3.1 Climate Characterization 

According to Abt Associates Inc. - Woods Hole Group (2003): 

 

 The range of annual temperatures of the study area is quite small, with generally 

higher temperatures along the coast, with annual average values of approximately 28 ° 

C which descended to about 20 ° C at higher altitudes (between 500 and 1,000 m). 

 The average annual rainfall varies from 3,000 to 4,000 mm in coastal regions up to 

10,000 mm in the Maya Mountains (Gallegos, 1996; Heyman and Kjerfve, 2000), 

recognizing two well differentiated climatic periods:  

- The rainy season lasts from June to October and is characterized by: a) higher 

levels of precipitation and humidity, b) a reduction in wind speed, and c) higher 

temperatures.  

- The dry season lasts from November to May and is characterized by a reduction in 

temperature and precipitation. 

Such seasonal variations are caused by migration, from North to South, of the so-called 

"Intertropical Convergence Zone (ITCZ) which during the winter is located near the 

Ecuador while during the summer is located near the 10° North Latitude. 

 

At the same time, the areas near the coast of the Gulf of Honduras absorb about 40% of 

the precipitation that occurs inland (estimate based on measurements taken in Cayo 

Carrie Bow, period 1976 - 1980; Rützler and Ferraris, 1982) 

 

Porting (1976), classified the annual cycle of surface air temperature in Central America as 

tropical, predominantly maritime, with small annual changes and dependent on cloud 

cover and altitude. Recently, several studies such as Delgadillo et al. (1999), indicate that 

most of the climatic variations and the resulting impacts on the Central American 

population result from non-seasonal variations accompanying interannual and interdecade 

changes in the Tropical Atlantic and the Pacific Ocean and their interaction with the 

troposphere (Mestas - Nuñez and Enfield, 2001). 

 

Based on the analysis of monthly data (period January, 1958 - August, 1999) 

corresponding to 337 points distributed on a grid of 0.5 ° x 0.5 ° which includes the land 

area or near the Central American region generated from meteorological stations, satellite 

images and results of numerical models, Alfaro (2000) identified a pattern of distribution of 

the annual average surface temperature that accumulates 80.43% of the total variance 

(Figure 1.3-1), these findings are consistent with those Porting obtained (1976) who also 

distinguished an annual cycle dominant in the region. This cycle is described by Porting 

(1976) as a kind of monsoon, with higher temperatures before the summer rains, with a 
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minimum in January, a maximum in April and a second minimum around July (the so-

called "veranillo," " heat wave " or " mid-summer drought "). 

 
For its part, Alfaro (2002) identified two dominant cycles of annual precipitation (Figure 

1.3-2). 

 

 
Figure 1.3–1. Regime of dominant temperatures in Central America 

 
 
Note: the line with “asterisk” represents the annual precipitation pattern and the bands represent a standard 

deviation. The horizontal line is the average annual temperature (24,7 °C). 

Taken from: Alfaro (2000) 

 

Figure 1.3–2. Regime of the dominant precipitation in Central America 

 

NOTE: the lines with “asterisk” represent the first (a) and the second (b) pattern of dominant annual 

precipitation in the Pacific and the Caribbean respectively. Las bands represent a standard deviation standard. 

Taken from: Alfaro (2002) 
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Figure 1.3-2a) shows the dominant regime of precipitation explaining 86.7% of the total 

variance, with two precipitation maximums: the first in June and the second largest, in 

September. Between these two maximums occurs a minimum in July-August, called 

"veranillo", "heat wave" or "mid-summer drought" (Magaña et al., 1999). The dry season 

occurs in winter and early spring, being more intense in the Pacific region of the Central 

American isthmus. 

 
Figure 1.3-2b) shows a second regime of precipitation that explains 8.2% of the total 

variance. This regime is located near the Caribbean coast of Honduras and Costa Rica 

and also presents: a) two maximums occurring in the months of July and November, the 

second being more intense than the first, and b) two minimums occurring in the months of 

March and September, the first being less intense than the second. 

 

The authors also analyzed the dominant average annual cycle in the Central American 

region which allowed identifying some important aspects such as the beginning and end of 

the rainy season and the period of the so-called "veranillo", "heat wave" or "mid-summer 

drought”. 

 

 The dry season, which accumulates only 16.4% of total annual rainfall occurs between 

November and late May, being characterized by strong winds and high levels of total 

radiation and hours of sunlight in the low levels of the troposphere (although the 

radiation on top of the atmosphere is minimal). 

 The average date of the dominant pattern of precipitation is around May 11 – 15, with 

earlier values towards the South and later values towards the North. In mid-July ( July 

15 - 19 ), precipitation diminishes ( during the previously mentioned period known as 

"veranillo", "heat wave" or "mid-summer drought").  

 A second rainfall maximum, higher than that observed in June, begins in mid-

September (September 18 – 22) and ends around November 17 - 21, with earlier 

values in the North Pacific Ocean and later values towards the South. The latitudinal 

variation of the beginning and end of the patterns of precipitation was also observed in 

previous studies (Alfaro and Cid, 1999; Cortez, 2000). 

It also corresponds to indicate that the Caribbean Ocean is an area affected by frequent 

tropical storms and hurricanes that regularly cross the Gulf of Honduras between the 

months of August and October; the frequency of tropical storms increases from South to 

North, resulting in twenty (20) storms per century in the area of Amatique Bay and up to 

sixty (60) storms per century on the NE edge of the Gulf of Honduras (Heyman and 

Kjerfve, 2000). 

 

Alfaro (2007) studied the relationship between the variation in the annual activity of tropical 

cyclones in the Atlantic and the interannual and decade variations in sea surface 

temperature (SST) in the Atlantic and Tropical Pacific oceans contemplating, in addition, 

the study of the behavior of some tropospheric variables around intra American seas (the 
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Caribbean Sea and Gulf of Mexico) for years with low or high activity of tropical cyclones in 

the Atlantic basin. 

 

The results suggest that when the difference of the standardized anomalies of the sea 

surface temperature (SST) between the Atlantic and Pacific is negative (positive), the most 

likely scenario is a "low" ( "high") hurricane season  in the Atlantic basin with 75% (50%) of 

probabilities. 

 

The years identified with the "low" condition  were 1947, 1957, 1965, 1968, 1972, 1974, 

1978, 1982, 1986, 1991, 1992, 1993, 1994, 1997, 2002, while the years identified with the 

"normal" condition were 1948, 1953, 1959, 1964, 1966, 1967, 1975, 1981 and 1985 and 

those identified with the status of " high "were 1954, 1955, 1961, 1995, 1996, 1998, 1999, 

2000, 2001, 2004. 

 

For these years, Figure 1.3-3 shows the paths of tropical cyclones that reached hurricane 

status; it can be observed that despite the fact that fifteen (15) years were identified in the 

"low" status, the activity of tropical cyclones in the Atlantic was much smaller than those 

observed during the ten (10) years corresponding to the "high" status. 

 

Figure 1.3–3. Paths of tropical cyclones which reached hurricane status for the period 1944 – 

2004 identified in (a) Low and (b) High conditions 
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For the Atlantic basin, Alfaro (2007) confirmed some results from previous works in which 

abnormal warm (cold) periods tend to be associated with periods of higher (lower) 

hurricane activity, while warm (cold) phases of " El Niño - Southern Oscillation "(ENSO) 

tend to be associated with years of lower (higher) hurricane activity (Gray, 1984; 

Goldenberg et al., 2001; Molinari and Mestas - Nuñez, 2003; Bell and Chelliah, 2006). 

These results are also consistent with those obtained by Taylor et al. (2002): a) during the 

first part of the rainy season in the Caribbean the abnormality of the sea surface 

temperature in the Tropical North Atlantic is the main modulator of the deep convection 

associated with precipitation, and b) the positive (negative ) abnormalities of the sea 

surface temperature in this region, match with a higher (lower) area of warm waters (Wang 

and Enfield, 2003) and a higher (lower) amount of precipitation. 

 

Moreover, during the last part of the rainy season, the variability of the deep convection in 

the Caribbean is modulated both by the sea surface temperature in the Pacific and the 

equatorial Atlantic, while modulating the structure of the vertical wind shear in the 

troposphere on the Tropical North Atlantic, where warm (cold) events in the equatorial 

Pacific increase (decrease) the vertical shear in the Caribbean, which works against (in 

favor) of deep convection in the region. 

 

According to Sosa and Hernández (2002) the prevailing winds in this tropical sea, for 

almost the entire year, comes from the East region (from NE to the SE, with the highest 

frequency corresponding to the East direction) with speeds between 12,0 and 28,0 km/hr  

(Strength 3 – 4, in the Beaufort Scale), and with values in the eastern part between 20,0 

and 38,0 km/hr (Strength 4 - 5) during the months May, June and July (NOAA, 1985). This 

wind regime generates wave heights ranging from 0,5 to 1,25 m, with an increase up to 

2,5 m in the case of persisting winds with speeds between 29,0 and 38,0 km/hr (Strength 

5). 

 

These winds from the East (known as "Alisios") respond to the presence of the semi 

permanent anticyclone of the Atlantic ocean, known as the Azores - Bermuda anticyclone, 

with a stronger influence in the summer months, when its central region is located between 

latitudes 35 ° and 40 ° N. This anticyclonic system penetrates in a wedge shape into the 

Caribbean Ocean and even comes, in the month of July, to cover with its isobars the SE 

portion of the United States and the Gulf of Mexico (Sosa, 1985). 

 

The crossing of each of these waves, at a certain place, increases the intensity of the wind 

and the height of the wave. Indeed, Sosa and Hernandez (2002) studied five wave 

seasons (1985 - 1989) by subdividing the study area into two parts: a) the so-called 

"Eastern Caribbean", located to the East of longitude 75 ° W, and b) the so-called "West 

Caribbean", located West of the meridian (where the Gulf of Honduras is included). 

 

By studying the behavior of waves at the passage of tropical waves on the Caribbean 

Ocean, the authors found differences between these areas: the eastern part was most 
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affected by those systems than the western. In particular: a) when analyzing the overall 

distribution of waves it is noted that while in the first a total of 94 waves (averaging 19 per 

season) was recognized, in the second the number of waves that crossed the area was 52 

(averaging 10 per season), b) when analyzing the average monthly distribution of these 

waves it can be seen that for the eastern part, the month with the highest frequency is 

August (seven cases) while in the second the month with the highest frequency is July, c) 

such frequencies are minimal at the beginning and end of each season, namely in May-

June and in October-November, and d) it could be further noted that whenever a wave 

reached a certain place there was an increase in the height of the wave that ranged from 

0.5 to 1.0 m in the West and 1.0 to 1.5 m in the East (although in some instances it was 

found that the passage of a wave rose the waves up to 2.0 m above the level it had before 

the system was affected). 

 

In particular, when analyzing the cumulative frequency charts for the area called "Western 

Caribbean" it was found that nearly 80% of the cases presented a minimum in the height 

of the wave of 1,0 - 1,5 m before the system was affected and while affecting the wave 

system,  85% of cases had at least a minimum value of 2.0 - 2.5 m; the highest registered 

heights in this data sample gathered 85% of cases in the range of 2.0 - 2.5 m before and 

up to 90% in the range of 3.0 to 3.5 m after the system arrived to that area. 

 

Table 1.3-1 summarizes the most important statistical parameters, for its part Table 1.3-2 

presents the average heights recorded in the months of highest frequency of waves 

affection. 

 

 
Table 1.3–1. Descriptive statistics of the analyzed variables 

 

Altura t1 (m) Altura t2 (m) 

Mínima Máxima Mínima Máxima 

C. occ. C. ort. C. occ. C. ort. C. occ. C. ort. C. occ. C. ort. 

Media 1,2 1,3 1,7 1,9 1,9 2,1 2,4 2,6 

Desv. 

estándar 
0,41 0,50 0,65 0,52 0,67 0,53 0,74 0,65 

Mínimo 0,5 0,5 0,5 1,0 0,5 1,0 1,0 1,0 

Máximo 2,0 3,0 3,0 3,0 4,0 4,0 4,0 4,0 

Coef. de 

variación 
35,9 38,2 37,9 28,1 35,6 25,1 30,4 25,5 

N° casos 52 94 52 94 52 94 52 94 

Taken from: Sosa y Hernández (2002) 

 

 



IMC & Asociados  Final Report 

 
 October 2009  39 
 

Table 1.3–2.  Average highs registered in the months of more frequency of affectation of the waves of 

the Caribbean Sea 

 Altura t1 (m) Altura t2 (m) 

Mínima Máxima Mínima Máxima 

C. occ. C. ort. C. occ. C. ort. C. occ. C. ort. C. occ. C. ort. 

Julio 1,3 1,6 1,9 2,1 2,1 2,4 2,8 2,8 

Agosto 1,1 1,3 1,7 1,9 1,7 2,1 2,2 2,7 

Septiembre 1,1 1,3 1,8 1,6 1,7 2,1 2,3 2,3 

Tot. de casos 1,2 1,3 1,7 1,9 1,9 2,1 2,4 2,6 

 

According to previous studies, climatically, on the Caribbean Ocean the winds in altitude 

are from the West and low level winds are from the East associated with the North Atlantic 

subtropical anticyclone (Alvarado, 1999; Muñoz et al., 2002; Taylor and Alfaro, 2005; 

Amador et al., 2006). 

 

As a summary, Alfaro, Hernandez and Bezanilla (2007) found that the main answer, in 

terms of the abnormalities associated with the wind over the Intra – American seas are 

observed when the heat sources are of opposite sign, that is: Tropical North Atlantic 

abnormally cold (warm) and Eastern Equatorial Pacific abnormally warm (cold). The other 

experiments realized describe, in the field of abnormalities, intermediate situations. 

 

Peterson et al. (2002), from information of 30 stations for the period 1958 - 1999, observed 

that: a) the percentage of days with very hot  maximum or minimum temperatures 

increased while the percentage of days with very cold temperatures decreased, b) the 

extreme intra-annual temperature range dropped, c) the number of warm days and nights 

increased while the number of cool days and  nights decreased d) the maximum number 

of consecutive dry days decreased, and e) the number of intense precipitation events 

increased. 

 

A recent study (Borne, et al., 2007) analyzed the impacts of global climate change on 

temperature and average annual rainfall in Central America. For this purpose, information 

from seventeen (17) global circulation models was used, and run under different scenarios 

of climate change induced by greenhouse effect gases, to derive estimates of the change 

in temperature and precipitation in cells of 5 ° x 5 ° from year 2000 until 2100. The results 

indicate that: 

 

 The temperature will increase. The estimates foresee an increased range of 1.0 to 2.5 

° C in 2050 and from 3.5 to more than 4.5 ° C by the year 2100. It is expected that the 

temperature will continue to increase throughout the region at a rate roughly linear and 

slightly higher than the global rate. 
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 The average annual rainfall will decrease over the next 100 years. 

- Region will become drier, especially in the months that already show The this 

behavior. The models are predicting a reduction of between 0.0 and 9.0% by 2050 

and from 3.0 to 10.0% by the year 2100.  

- On the other hand, changes in tropical cyclones will affect the total annual rainfall in 

the Caribbean, also droughts and intense precipitation events will become more 

frequent. 

It is unclear how the frequency, intensity and space - temporary distribution of the 

precipitation events will change in the future, but the latest research indicates an 

intensification of extreme events (whether these be droughts or floods). The tele - 

connections, such as El Niño - South Oscillation (ENSO), which strongly affects Central 

America and the Caribbean region, may also be affected in a more temperate climate, 

although there are strong uncertainties about the nature of such effects. 

 

The changes in the behavior of tropical cyclones are probably due to an increased sea 

surface temperature and changes in the dynamics of the oceanic atmosphere, although 

the effects are uncertain, the most likely consequences will be an increase in: a) the 

maximum intensity of tropical cyclones and b) the rates of precipitation. 

 

The temperature of the ocean will continue to increase throughout the region. In particular, 

the ocean temperature in the Caribbean and its surroundings are correlated with 

temperatures in the “North Atlantic Oscillation", which has submitted a positive trend 

(warming) over the past decades. 

  

A rise in the sea level would strongly affect the Caribbean Ocean and its numerous 

islands; its consequences would be disastrous. The vulnerability studies indicate that an 

increase of 0.5 m of sea level would cause flooding in more than 50% of the Caribbean 

coasts (UNEP 2006). 

 

1.3.2 Drainages Basins 

The study area previously defined consists of eight primary basins (Table 1.3-3, Figure 

1.3-4 and Layer 04), making up a total area of 53,700 km2 (according to Abt Associates 

Inc. - Woods Hole Group, 2003) or 68,577 km2 (according to estimates made for the 

purpose of the "Diagnosis of a Physical and Biogeochemical Framework" developed under 

the Data and Information Management System Project, Establishment of a Baseline, 

Preparation of a Transboundary Diagnostic Analysis and an Integrated Action Plan "). Of 

them: a) one (1) basin,  formed by eighteen (18) subsidiary basins, are located in Belize 

(Table 1.3-4), b) three (3) basins are located in Guatemala, and c) four (4) basins are 

located in Honduras (Abt Associates Inc. - Woods Hole Group, 2003). 
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Table 1.3–3. Main drainage basins to the Gulf of Honduras 

Cuenca País Área (km
2
) Principales Ríos 

Maya Mountain Belice 5.800 Sietee, Swasey, Grande, Moho 

Sarstoon Guatemala, Belice 2.218 Sarstoon 

Dulce 

Guatemala 

3.485 Dulce 

Motagua 12.670 Motagua, San Francisco, Piteros, Canal de los 

Ingleses 

Chamalecón 

Honduras 

4.350 Chamalecón 

Cuyamel 2.141 Motagua 

Ulúa 21.230 Ulúa 

Lean I 3.045 Leán 

Taken from: Abt Associates Inc – Woods Hole Group (2003) 

Figure 1.3–4- Location of the main basins of the study area in Google Earth 
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Table 1.3–4.  Drainage Basins subsidiaries of Belize 

Cuenca Área Principales Ríos 

Freshwater Creek 225 Fresheater, Black Ridge, Silk Grass 

Sittee 457 Sitte, Cocoa, Pull Shoes, Blackwater 

Cabbage Haul Creek 104 Cabagge Haul 

South Stann Creek 261 Sitee, Cockscomb, Mexican, Juan, South Stann 

Santa María 151 Santa María, Silver 

Mango Creek 250 Mango 

Big Creek 59 Big 

Sennis 76 Sennis 

Pine Ridge Creek 40 Pine Ridge 

Monkey 1.290 Monkey 

Freshwater Creek 138 Freshwater, Payne 

Deep 352 Big Dry, Machaca, Warrie, Deep 

Arroyo Golden 206 Golden 

Middle 51 Middle, Seven Hills 

Grande 727 Grande, Columbia 

Moho      * 822 (1.189) Moho 

Temash  * 364 (475) Moho, Temash 

Sarstoon * 194 (2.218) Sarstoon 

Note: * Basins shared with Guatemala, in parentheses is indicated the total area in both countries          

Taken from: Abt Associates Inc – Woods Hole Group (2003) 

 

Regarding the flow of the liquid discharge of the tributary rivers to the Gulf of Honduras, 

according to Abt Associates Inc. - Woods Hole Group (2003) few measurements have 

been made and those that exist are usually of short duration (some of them were 

immediately taken after Hurricane Mitch in 1998 to assist in the planning and prevention of 

future floods). 

 

Table 1.3-5 presents the information compiled by Abt Associates Inc. - Woods Hole Group 

(2003). According to that study, the total liquid discharge of the tributary rivers into the Gulf 

of Honduras was estimated at approximately 2,200 m3/s (about 68.4 km3/yr), for their  

part, Heyman and Kjerfve (2000) estimated around 2,400 m3/s (about 74.6 km3/yr) very 

similar value to that presented by the Food and Agriculture Organization (FAO, 1996) 

which is in the range of 74.0 km3/yr distributed as follows: a) 15.0 km3/yr for the rivers of 

Belize, b) 16.0 km3/yr for rivers in Honduras, and c) 43.0 km3/yr for the rivers of 

Guatemala). 
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As for the discharge of sediment into the Gulf of Honduras the existing information is also 

scarce. In this regard it corresponds to indicate that as part of the studies conducted by 

Abt Associates Inc. - Woods Hole Group (2003) estimates were made from certain 

assumptions of values of the potential erosion in water basins and the average 

concentration of suspended sediments in Rivers (Table 1.3-6). 

 

Figures 1.3-5 to 1.3-7 present the results for the area known as the "Mesoamerican Reef  

System", the major water basins (Figure 1.3-5) as well as the characteristics of the relief 

(Figure 1.3-6) and the main land uses (Figures 1.3-7), the information on the major water 

basins and characteristics of the relief are also presented in Layer 05. 

 
Table 1.3–5. Discharge of some tributary rivers to the Gulf of Honduras 

River Country Discharge (m
3
/sec) 

Sittee 

Belize 

32 * 

Stann Creek 40 * 

Swasey 27 * 

Monkey 63 * 

Grande 26 * 

Moho 37 * 

Sarstoon 
Belize, Guatemala 

160 ** 

182 **** 

Dulce 

Guatemala 

300 ** 

Motagua 530 ** 

326,5 **** 

Ulúa 

Honduras 

690 ** 

1.400 *** 

Chamalecón 
370  * 

400  *** 

Note:     * Abt Associates Inc – Woods Hole Group (2003) 

            ** Heyman y Kjerve (2000) 

          *** Comisión Ejecutiva del Valle del Sula (2002) 

         **** López Choc (2002) 

Taken from: Abt Associates Inc – Woods Hole Group (2003) 
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Table 1.3–6.  Preliminary estimations of the average solid discharge in the main rivers of the drainage 

basin of the Gulf of Honduras 

River Country 
Average liquid discharge  

(m
3
/s) 

Average Solid 

discharge  (ton/day) 

Stann Creek 

Belize 

40 1.728 

Monkey 63 2.722 

Grande 26 1.123 

Moho 37 1.598 

Sarstoon Belize, Guatemala 160 6.912 

Dulce 
Guatemala 

300 12.960 

Motagua 530 22.896 

Ulúa 
Honduras 

690 29.808 

Chamalecón 370 15.084 

Note: * as Heyman y Kjerve, 1999 

           ** Assuming an average concentration of 500 mg/l 

Taken: Abt Associates Inc – Woods Hole Group (2003) 

Figure 1.3–5. Watershed of the Mesoamerican Reef 

 

Taken from: WRI – ICRAM / MAR (2006) 
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Figure 1.3–6. Terrain elevation models of the Watershed of the Mesoamerican Reef 

 

Taken from: WRI – ICRAM / MAR (2006) 

 

 

 

 

 

 

 



IMC & Asociados  Final Report 

 
 October 2009  46 
 

Figure 1.3–7. Coverage current soil (years 2000 – 2004) of the watershed of the Mesoamerican Reef 

 

Taken from: UNEP – WCMC (2006) 

 

1.3.3 Geomorphology  

Layer 06 presents the bathymetric features of the study area according to the Nautical 

Chart No. 1220 - ¨ Gulf of Honduras and Yucatan Channel, at 1/1.000.000 scale, 1995 

edition - drafted by the United Kingdom Hydrographic Office. 

 

For its part, Layer 07 presents the bathymetry of the area from the available information in 

the database of "General Bathymetric Chart of the Oceans (GEBCO). 
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In such layouts it is observed that the bathymetry develops, roughly, as parallel to the 

overall layout of the coastline while in the far South its configuration is drafted essentially 

by the presence, outside the area covered by this study object of this consultancy, of the 

Dorsal and basin of Cayman. 

For its part, Figure 1.3-8 presents a series of transversal cuts of the continental shelf of the 

study area (whose general location is shown in Figure 1.3-9). 

 

In these cuts it can be observed: 

 

 As a distinctive trait, the constant presence of an area called "lagoon" that develops 

between the shoreline and reef system, characterized by gentle slopes towards the 

area of the coastline and steeper towards the reef system.  

 The reef system itself, with very low depths (1.0 - 3.0 m).  

 A second "channel", located East of the reef system, which has significantly greater 

depths than the previous one.  

 A sharp descent into the depths. 

As a consequence of the morphology described before, and particularly because of the 

presence of the "lagoon" that develops between the coast and the reef system, coastal 

and oceanic processes play an important role modulating both the hydrodynamic aspects 

as the variability of the physical - chemical properties of the water 

 

It corresponds to indicate that Purdy et al. (2003) provides information on the origin and 

geology of the previous topographical conditions that controlled the distribution of the 

sedimentary holocenic faces, mainly reefs and carbonate banks. 

 

Finally, Layouts 08 to 11 show, on navigational charts with more detail, the bathymetry, the 

access channels and systems of navigational aids for the ports object of this consultancy. 
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Figure 1.3–8. Transversal cutes to the continental platform of the study area 

 

Taken from: Purdy et al. (2003) 
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Figure 1.3–9. General location of the transversal cutes presented in the figure 1.3-8 

 

 

1.3.4 Geology 

Since the decade of the 70´s, the continental shelf of Belize, Guatemala and Honduras 

has been the subject of numerous studies related to their geological and structural as well 

as depositional aspects (among the latter corresponds to indicate: Krueger, 1963; 

Mathews, 1966; Scholle and Kling, 1972; Purdy, 1974; Scott, 1975; Pusey, 1975; Purdy et 

al., 1975, 1998, 2003 a and b; Ebanks, 1975; High, 1975; Wantland, 1975; Reid et al., 

1992; Gischler, 1994 , 1999; Mazullo et al., 1995; Esker et al., 1998; Teal et al., 2000; 

Gischler and Lomando, 2000; Gischler and Zingel, 2002). 
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The first distribution map of sedimentary faces was published by Purdy (1974) and was 

based on some 250 samples taken in East – West cross profiles. Subsequently, Purdy et 

al. (1975) presented a more detailed study on the composition and textural and 

mineralogical characteristics of these samples.  

 

More recently, Purdy and Gishler (2003) published a new distribution map of sedimentary 

faces, based on some 207 samples taken in these East – West cross profiles and twenty 

one variables that reflect their compositional characteristics. In this map a total of eleven 

(11) sedimentary faces are recognized (see Figure 1.3-10 and Layer 12): a) a type of 

terrarium face assigned to sands, b) two faces of transitional type assigned to sandy loams 

and loams with presence of thin shells of bivalve remains, and c) eight faces of carbonate 

type. 

 

It is important to mention that the samples were prepared according to the techniques of 

Purdy et al. (1975) and Pusey (1975) and processed, for recognition purposes of the 

sedimentary faces, through factor analysis in Q mode (Imbrie and Purdie, 1962). 

 

In Figure 1.3-10 and in Layout 12 is observed: 

 

 As for the “sandy” faces:  

- Its composition is characterized by the dominant terrain components presenting 

average values of 72.0% and ranges of variation between 10.0 -100%. They are 

represented mostly by quartz, with smaller proportions of feldspar. The mollusks 

also constitute an important fraction with average values of 9.0%. 

- Their spatial distribution corresponds to the low-lying areas associated with the 

coast, particularly in the South and central "lagoon" area where it is expressed as 

a band of 2.0 - 3.0 km wide reaching its largest extension in the vicinity of the 

rivers where the formation of deltas is normally observed characterized by the 

occurrence of major depositional processes. 
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Figure 1.3–10. Sedimentary facies of the continental shelf of Belize, Guatemala and northern Honduras 

 

Taken from: Purdy y Gishler (2003) 
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 As for the "sandy loams" faces: 

- Its composition is characterized by a predominance of terrain sludge (grain size less 

than 0,063 mm) which represents the largest component with an average of 45.0% 

while the non – carbonate sand reaches an average of 24.0% and carbonate sludge 

reaching an average of 16.0% (hence the name of the faces in consideration) - 

Additionally, the presence of shellfish with an average of 8.5% is remarkable. 

 

- Its spatial distribution is restricted to its occurrence South of the latitude that 

corresponds to Belize City, where they represent a narrow strip located East of the 

areas corresponding to the terrain faces (except in areas further South and the Gulf 

of Honduras itself, where they reach 20 km wide). 

 

 As for the "loams with presence of fine remnants of bivalve shells" faces: 

- Its composition is characterized by: a) the predominance of terrain sludge (with 

average values of 52.0%) and carbonates (with average values of 35.0%), b) a 

decrease in the average content of grains of sandy terrains (with values averaging 

2.5%), and c) the presence of remnants of thin shells of bivalves (with values 

averaging 6.0%). Their spatial distribution is also restricted to the South of the 

latitude for Belize City, where they represent a belt of 10 km wide located East of 

the areas corresponding to the sandy loams faces (except in areas further South 

and in the Gulf of Honduras itself, where they reach a considerable larger width). 

 

 As for the carbonate faces: 

- Its composition is characterized by a predominance of: a) Halimeda and remains of 

thin shells of bivalves, b) mollusks and foraminifera, c) Halimeda d) corals and 

coralline algae, e) re crystallized grains f) Peneroplis foraminifera, g) cemented 

grains and re crystallized skeletons of foraminifera, and h) Halimeda and mollusks 

with an abundance of organic matter (facies restricted to the interior lagoon of 

Turneffe Reef). 

 

For its part, Figure 1.3-11 shows the distribution of sludge (silt and clay) of terrain and 

carbonate origin; in which it can be observed: 

 With regards to the content of terrarium sludge: 

- At the edge of the reef system in the North sector of the continental shelf, at the 

reef system and in the low carbonates banks South of the continental shelf it is 

less than 5.0%, while the barrier reef itself is less to 1.0%.  

- In the "lagoon" between the reef and the shore, it is 15% in Chetumal Bay and the 

in northern sector of the continental shelf increasing towards the latitude of Belize 

City, reflecting the river discharge from the Maya Mountains ( non – carbonate 

character ).  
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- In the central region of the "lagoon" it reaches values above the 40% that increase 

in the direction of the coast (where it changes to terrarium sands). 

- While in the area south of the "lagoon" the same pattern of distribution as in the 

central sector can be seen, it is modified by the dilution of carbonate in the vicinity 

of countless banks and lows. 

- Further South, in the Gulf of Honduras itself, the amount of terrarium sludge is 

maximized reflecting both the lack of dilution of carbonate as well as the increase 

in the incidence of river discharge. Indeed, according to (Krueger, 1963) while the 

rivers of the North sector transport, preferably, clays of smectite type , the rivers of 

the South are characterized by abundance of limestone and illite. 

 

Figure 1.3–11. Distribution of carbonate muds (size < 0,063 mm) in the continental Belize, Guatemala 

and Northern Honduras Platform,  

 

Taken from: Purdy y Gishler (2003) 
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 In relation to the carbonate sludge content:  

- Their abundance is higher, exceeding 60%, both in the "lagoon" area adjacent to 

the reef system as in the banks and lows at the South sector (including the 

Channel Victoria); it corresponds to emphasize that Gischler and Lomas (1999) 

also reported values above 60% at Glovers Reef and in the West sector and North 

of Turneffe Islands. According to Purdy and Gishler (2003) that abundance would 

indicate its origin from remnants of skeletons of biological communities and 

deposition "in situ" by pelagic organisms (cocolitos). 

 

1.3.5 Tides 

According to previous studies: 
 

 The rising sea surface induced by the tide is about 0.2 m (Kjerve, 1981). 

 The relationship of amplitudes between the daytime and semi daytime harmonic 

components (K1 + O1 / M2 + S2) is approximately equal to the unit, determining it is a 

mixed tied semi daytime type (Kjerve, 1981; Heyman and Kjerfve, 2000; Abt 

Associates Inc. - Woods Hole Group, 2003) -- 

 The tidal wave associated with the component M2 spreads, through the Gulf of 

Honduras, from north to south (Abt Associates Inc. - Woods Hole Group, 2003) -- 

 The response of the semi day components is influenced up to a 40 % by the 

meteorological forces (in relation to the theoretical values expected from the 

astronomical forces) - 

 While the extent of the tide is small, at certain times the currents induced by it can 
reach values of 0.4 m / s at the main reefs entrance (Greer and Kjerve, 1982).  

 

On the other hand, it corresponds to indicate that within the frame of the “Project of 

Improvement of the Environmental Management in the Ports of the Gulf of Honduras” 

(ALATEC Consulting Engineers and Architects – Valencia Port, 2007), an estimation was 

made from the principal harmonic components. 

The above mentioned studies were conducted from the software WXTIDE 32, which is a 

software of free distribution that predicts the tides between the year 1970 and 2037 and 

allows to generate: a) files of the daily high and low tides during time intervals of that can 

reach up to a maximum of 24 months, and b) files in which the tide level is reflected in time 

steps from 1 until 1.440 seconds, for periods of time that go from 1 to 99 days. 

The Table 1.3-7 presents the information considered by ALATEC Consulting Engineers 

and Architects – Valencia Port (2007) to the effects of his study; for his part, the Table 1.3-

8 presents the tide harmonics for the three locations considered in the developed model. 
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Table 1.3–7. Information considered by ALATEC Consulting Engineers and Architects - Valencia Port 

(2007) for the purposes of the studies tidal 

 Belice City 

M(Belice) 

Punta Gorda 

(Belice) 

Puerto Cortés 

(Honduras) 

Puerto Castilla 

(Honduras) 

Ubicación 
17° 30,00’ N          

88° 11,00’W 

16° 06,00’ N          

88° 49,00’ W 

15° 50,00’ N          

87° 57,00’ W 

16° 00,00’ N          

86° 02,00’ W 

 

 

Table 1.3–8. Armon tide for the three localities considered by ALATEC Consulting Engineers and 

Architects - Valencia Port (2007) for the purpose of the study of tides 

 Belize City      

(Belize) 

Punta Gorda      

(Belize) 

Isla Cozumel 

(México) 

breadth 

 (m) 
phase 

breadth 

 (m) 
phase 

breadth 

 (m) 
phase 

Armon 
 

K1 0,0384 288,3 0,146 281,1 0,006 222,0 

M2 0,0774 296,0 0,288 282,0 0,021 263,0 

O1 0,0393 290,0 0,150 283,2 0,009 283,0 

S2 0,0231 314,4 0,088 299,9 0,009 217,0 

K1 0,0384 288,3 0,146 281,1 0,006 222,0 

 

The results obtained indicate that the kind of tide that characterizes the area is "mixed, 
with a predominance of semi day tide" and that the tidal range barely makes it to 0.30 
metres as the maximum value (which leads to the conclusion that the currents  generated 
by the level changes are negligible compared with those produced by the action of waves 
and winds). 
 

1.3.6 Waves 

According to Heyman and Kjerfve (2000) waves that are presented in the Gulf of Honduras 

can reach heights of up to 1.0 to 3.0 m for periods of 3.0 to 7.0 seconds, for that part, 

during the passage of Hurricanes can reach heights of up to 10.0 m with significant 

periods of up to 12.7 seconds (Kjerfve and Dinnel, 1983). According to Abt Associates Inc. 

- Woods Hole Group (2003) address the main wave is ENE direction that accumulates 

87% of the addresses wave frequencies. 

 

Under the "Project to Improve Environmental Management in Port Gulf of Honduras" 

(ALATEC Consulting Engineers and Architects - Valencia Port, 2007), aiming to analyze 

the evolution of an accidental spillage in the areas near any of the ports in the region 

(Belize City Port and Big Creek in Belize, Santo Tomas de Castilla and Puerto Barrios in 

Guatemala and Puerto Cortes in Honduras) were carried out various models, with the help 
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of mathematical tools (Mike Model 21, developed by The DHI - Water & Environment), to 

simulate effects of: a) the waves near the ports, b) currents generated by the waves, c) the 

wind and tides, and d) the evolution of potential spills. 

 

For the purposes of this document it is of interest to characterize the conditions of marine 

climate in the Gulf of Honduras made by these consultants. 

 

Data from wind and maritime climate used for the purposes of analysis were predictions 

that are obtained on the site www.buoyweather.com which provides the main parameters 

of wind and wave extracted from the prediction model NOAA - WAVEWATCH II, whose 

forecasts are available at intervals of 6 hours (that is, four data during a day). 

 

The virtual buoys, which wind information is available, are along the coasts of the whole 

world and, for the project earlier mentioned, 1.3-12 we used those indicated in the Table 

1.3-9 and Figure; the Table 1.3-9 also presents the main results obtained.  

 
Table 1.3–9. Data from winds and waves for virtual buoys Site www.buoyweather.com 

 

 
Belice City 

(Belice) 

Punta Gorda 

(Belice) 
Guatemala 1 Guatemala 2 

Puerto Cortés 

(Honduras) 

Ubicación 
17,50º N  

88,00º W 

16,50º N 

88,25º W 

16,25ºN   

88,25º W 

16,00º N  

88,25º W 

16,00º N 

88,00º W 

Período de datos  26/02/2006 – 07/04/2006 

V
ie

n
to

 

Velocidad máxima (m/s) 11,24 8,76 8,24 9,27 9,27 

Velocidad media (m/s) 6,28 4,39 3,99 3,65 4,19 

Dirección dominante (°) 90 67,5 67,5 67,5 67,5 

Dirección media  (°) 99,173 96,81 97,33 107,14 100,21 

O
le

a
je

 

Hpico máxima (m) 3,3 3,0 3,0 2,66 2,33 

Hpico media (m) 1,43 1,49 1,42 1,27 1,29 

HS máxima (m) 2,1 2,0 2,0 1,66 1,66 

HS media (m) 0,98 1,02 0,95 0,86 0,85 

Dirección dominante (°) 90,0 67,5 67,5 67,5 67,5 

Dirección media (°) 93,39 73,85 68,46 66,28 64,82 

Tpico máximo (s) 14,0 9,0 9,0 9,0 9,0 

Tpico medio (s) 6,26 5,92 5,78 5,74 5,63 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

 

 

 

 

 

http://www.buoyweather.com/
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Figure 1.3–12. Location of virtual buoys used for the purposes of the study of maritime climate 

 
 

Although the information presented in Table 1.3-9 was obtained from mathematical models 

of prediction, ALATEC Consulting Engineers and Architects - Valencia Port (2007) 

considered that they are comparable with those reported in various backgrounds 

(Postfordism Duvivier Consulting Engineers, 1987; Tippetts - Abbett - Mc Carthy - Stratton 

Consulting Engineers, 1977). 

 

Figures 1.3-13 to 1.3-15 presents waves and winds roses obtained from buoys above 

mentioned (see also Plates 13 and 14), Tables 1.3-10 to 1.3-15 introduced frequencies for 

tabling the heights of waves and the wind speed depending on its direction of origin.  
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Figure 1.3–13. Wave and wind to Puerto Cortés (Honduras) 

 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Table 1.3–10. Frequency of filing the wave height in from of its orientation precedence in Puerto Cortés 

(Honduras) 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

Table 1.3–11. Frequency of presentation the wind speed in front of its orientation precedence in Puerto 

Cortés (Honduras) 

 
Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Figure 1.3–14. Waves and Wind to Puerto Barrios and Puerto Santo Tomás de Castilla (Guatemala) 

 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

Table 1.3–12. Frequency of filing the wave height in front of its orientation precedence in Puerto 

Barrios y Puerto Santo Tomás de Castilla (Guatemala) 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Tabla 1.3–13. Frequency of filing the wind speed in front of its orientation precedence in Puerto Barrios 

y Puerto Santo Tomás de Castilla (Guatemala) 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Figure 1.3–15. Waves and Wide for Belize City (Belize) 

 

 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Table 1.3–14Frequency of filing the wave height in front of its orientation precedence in Belize City 

(Belize) 

 
Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

Table 1.3–15. Frequency of filing the wind speed in front of its orientation of precedence in Belize City 

(Belize) 

 
Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

 

In summary, the results strongly suggest: 
 

 For Puerto Cortes Cortés (Honduras) 

- The wave rose shows that both the dominant wave and the reigning ones are from 

sectors ENE and East, accumulating half of all incidents occurring in the study 

area. The rest of the direction sectors have been represented, but with 

presentation frequencies below 10%.  
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- The wind rose, like dominant and prevailing direction sectors, ENE and NE, with 

more than 50% of cases. The rest of the directions have little presence in the area, 

not exceeding 10% of the occasions. 

- The swells that can create significant currents (waves over 0,5 m high) and that 

show major presentation frequency are the events of wave heights between 1,0 – 

1,5 m, both of direction 67,5th. As for the winds, the two of major frequency are 

those of 5,0 and 6,0 m/s of direction 67,5th. º. 

 For Puerto Barrios and Santo Tomas de Castilla (Guatemala): 

- The wave rose shows a clear tendency of the wave trains to present itself with 

ENE directions (more than 80 % of the occasions); the swell of the East also 

comes to the area, although with less than 10 % of frequency and with minor 

heights of 1,0 m wave. Other directions are practically despicable.  

- The wind rose direction sector is dominant both as the reigning ENE, with more 

than 50% of the cases. The NE direction is presented just over 10% of the 

occasions, although of a less energetic form, while the rest of wind directions have 

little presence in the area. 

- The wave that can create significant currents (waves greater than 0.5 m tall) they 

are of 1.5 m in height and 67.5 º direction. As to the winds, the most frequently are 

those of 4.0, 5.0 and 6.0 m / s direction of 67.5 º. 

 For Belize City (Belize) : 

1. The wave rose shows a clear trend of wave trains to stand with directions from the 

East, ENE and ESE (the rest of directions show a frequency of less than 5%). 

- The winds rose shows a wider range of directions: the prevailing winds belong to 

the first and second quadrant, being those from the east and ENE those with 

greater frequency, followed by the winds of ESE. These three sectors are at the 

same time, with winds of more energy. Other directions have a much lower 

frequency than the three mentioned, always less than 5%. 

- The wave that can create significant currents (waves over 0.5 m tall) are those that 

present the wave height of 1.5 m east direction, with twice the frequency of 

submission than any other event. The periods associated with these waves, taking 

into consideration which are the most frequent in the area according to the source 

data in question, are those of value 6.0 s. As to the winds, the ones of more 

frequency are of 5.0 m / s direction of 67.5 ° and 6.0 to 7.0 m / s direction 90 

degrees. 

 

1.3.7 Coastal and Ocean currents 

The region of the open sea of the Gulf of Honduras is affected by the characteristics of the 

circulation in the Caribbean Sea, and in particular by the "Caribbean Current" and by a 
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cyclonic eddy almost permanent, generated in the SW side of the Fosse of Cayman.  

 

Craig (1966), from various observations, described the "Caribbean Current" as: a) a flow 

with direction  North - West in areas far from the coast, b) a flow southward along the 

mesoamerican reef and of the zone between it and the coast, and c) a cyclonic circulation 

in the area of the Gulf of Honduras (Figure 1.3-16). 
 

Figure 1.3–16. Key features of the circulation of the Gulf of Honduras 

 

Taken from: Craig (1966) en: www.ambergriscaye.com/pages/mayan/geographyoffishing.html  

 

According to Brenes et al. (2001) the cyclonic circulation cell is generated by the 

combination of two different but complementary phenomena: a) a dynamic response to the 

interaction of the average current with the coast of Central America, and b) the action of 

the local wind and the cyclonic circulation governed by floatability.  

http://www.ambergriscaye.com/pages/mayan/geographyoffishing.html
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This cell is more pronounced during the months corresponding to the winter station in the 

northern hemisphere , when the "Intertropical Convergence Zone (ITCZ) changes to the 

South and NE winds intensify (Heyman and Kjerfve, 2000) and, consequently, the local 

movement - driven by the wind - can be described as a coastal current directed toward the 

South that can persist for most of the year but, at times (especially during the season 

corresponding to summer in the northern hemisphere) can be reversed (orienting towards 

the North).  

 

Studies conducted under the project "Watershed Reef Interconnectivity Scientific Study" 

WRIScS (Nunny et al., 2001) also provide information on the hydrodynamic conditions of 

the marine area adjacent to river mouths North Stann Creek, Sittle River and South Stann 

Creek (Figure 1.3-17).  

 

 

Figure 1.3–17. Study Area of the Project "Watershed Reef Interconnectivity Scientific Study"  

  in the context of the study area of this consultancy 

 

Indeed, considering that the patterns of movement and mixing of waters between the coast 

and coral reefs can vary both in space and in time, and to understand the phenomena 

involved in these processes during the period of March 1999 - March 2000 a series of 

current meters were installed-.  

The information obtained allowed to conclude that: a) does not show significant diurnal 

variations, b) the flow shows a persistent pattern in the long term with low speeds (typically 

in the range 0.05 - 0.15 m / s and rarely exceed 0.20 - 0.30 m / s), c) there is considerable 

variability space – temporary of residual currents, and d) most of the time the net flow is 

towards the south (although from September until early November 1999, the net flow was 

reversed to the north). Velocities showed semidiurnal variations in its magnitude but its 
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direction does not appear to be affected by the tides. Moreover, the effects on the speed of 

currents and particularly on its north – south component, produced by the action of winds 

and river discharge, did not resulted obvious; although it is possible that the geostrophic 

forces the main control of the flow conditions that occur between the reef system and the 

coastline while the wind action can explain the observed diurnal variations (particularly in 

the component East - West).  

It is important to indicate, in addition, the studies by Ezer et al. (2005)who  analyze the 

characteristics and variability of flow in the area of the Mesoamerican Barrier Reef System 

"from implementing a three-dimensional numerical model of the western Caribbean Sea 

based on a grid of high resolution (3-8 km). In this way, the seasonal simulations allowed 

to find seasonal variations (a meso - scale) of the velocity and temperature along the reef 

system, associated with variations of "Caribbean Current" and the propagation of the 

cyclonic circulation. The results indicate that:  

When a cyclonic eddy (given by a negative anomaly in the level of the sea surface) is 

close to the reef system: a) the "Caribbean Current" migrates away from the coast, b) the 

cyclonic circulation in the Gulf of Honduras is intensifies and c) it occurs, along the reef 

system, a strong southward flow.  

When an anticyclonic eddy (a positive anomaly in the level of the sea surface) is close to 

the reef system: a) the "Caribbean Current" migrates to the coast, and b) the flow is 

predominantly towards the west (via the reef system).  

In this way the model helps explain:  

The results of experiments performed with drifting buoys during the “World Ocean 

Circulation Experiment” (WOCE), showed the same movement in the opposite direction to 

the average circulation(Figure 1.3-18). 

 The reversal of the net flow direction observed during the 'Watershed Reef 

Interconnectivity Scientific Study " project- WRIScS (Nunny et al., 2001). 
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Figure 1.3–18 Trajectories of drifting buoys launched during the World Ocean 

Circulation Experiment (WOCE) 

 

Taken from: Ezer et al. (2005) 

 

Finally, it is worth mentioning the studies by Alatec Consulting Engineers and Architects - 

Valencia Port (2007) whose main objective was the analysis, through simulations 

performed with the numerical model MIKE 21, the consequences of potential  accidental 

spills on the adjacent coastal areas of the five ports included in the study area covered by 

this consultancy.  

It is relevant to indicate that MIKE 21 is a system developed by the Danish Hydraulics 

Institute - Water & Environment (Denmark), which consists of numerous software 

packages widely used for the analysis of the flow on free surfaces and to simulate the 

hydraulic phenomena ( and other related phenomena) in lakes, estuaries, bays and 

coastal areas. These “packages” include various modules for wave propagation studies, 

hydrodynamic studies, for studies of transport of cohesive materials and erosion and 

sedimentation studies (among others).  

The hypotheses of spilled were defined from the analysis of existing information on 

statistics of spilled; they were analyzed both accidents caused by discharges stage 

navigation (which tend to cause discharges with large quantities of hydrocarbons) as well 

as discharges produced during the operation in ports (which tend to result in discharges of 

small and medium-sized quantities). 
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Table 1.3-16 presents the characteristics of simulated spills. 

Table 1.3–16. Characteristics of spills simulated in the various ports 

 Time of the 

spill 

Flow of the spill of the 

product (kg/s) 

Product spill 

(Tons) 

Time of the 

simulation (hours) 

Spill 1 11’ 15’’ 1.5 1 24 

Spill 2 2h 30’ 3 27 24 

Spill 3 9h 15’ 3 100 24 

Spill 4 24h 5 435 24 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

 

The results indicate: 

   For Big Creek (Belize) 

- A potential spill occurred at the exterior point considered not affect (in 24 hours) to 

the near shore area and, after the above mentioned time it will continue a distant 

direction to any point located on the coastline. However, potential spills at the 

entrance of the port’s access channel, could affect the coast (on a stretch of 

approximately 5.0 km long to come up Harvest Cay).  

- The movement of a potential spill would occur mainly south, since the prevailing 

winds and currents are directed from north to south; accordingly, a spill in the 

vicinity of the channel access to Big Creek could have very damaging effects on 

ecosystems and fisheries nearby. 

- Potential spill into the inner harbour also affect the coastal edge (characterized by 

the presence of mangroves and habitats for manatees) and the rear area of the 

port (where there are shrimp farms). 

 

 For the Port of Belize City (Belize): 

- For the simulations conducted the results indicate that 24 hours after a 

potential spill occurred somewhere outside the port, the coast will not be 

affected (though if we do not act in that time, the potential spill reached the 

existing marine reserve in front of the City). 

- For a potential spill occurred in the inner harbour the coastal zone will be 

immediately affected, although at different degrees (depending on the 

magnitude of the spill) can vary from 3.0 km to 7.0 km. 
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 For Puerto Barrios y Puerto Santo Tomás de Castilla (Guatemala): 

- For the study of the Guatemalan ports three points were considered: one common 

(of approach to the ports) and another two in each port.  

- In the approach to the ports, potential spills present a similar behaviour, 

distinguished only by the magnitude of the spill. With the passage of time, the 

potential spill tends to leave the Bay of Santo Tomas de Castilla, making it a more 

dispersed in the minor pill simulated (1.0 tons), while in the worst case (spillage of 

435 tonnes), dumping reach coastal areas (reserve manatees Cerro San Gil) and 

even affect areas with mangrove forests and beaches of tourist importance, 

however, it corresponds to emphasize that the potential spill tends to move away 

from Punta Manabique (area of special ecological significance).  

- The low conditions of currents that characterize the south Bay, cause that a 

potential spill in Puerto Santo Tomas de Castilla affect, exclusively, the coast most 

next to the port. According to the results of the model, spills simulated might affect 

between 3,0 and 4,0 km of coast. simulated discharges could affect between 3.0 to 

4.0 km of coastline.  

- For his part, potential spills in Puerto Barrios, in general, tend to affect the coastal 

zone located east of the Bay of Santo Tomas de Castilla and the mouth of the Rio 

Cocoa, going so far as to affect a total of 4.0 km of coastline (within 24 hours of 

evolution of the spill). 

 For Puerto Cortés (Honduras): 

- Two scenarios of spills studied present a quite similar behaviour. So much for the 

exterior point to the port as for the interior, the different spills studied tend to move 

along with the East coast of the port and the potential affectation differs, essentially, in 

the type of spills considered: a) the stretches of coastline affected by the spills in the 

exterior point to the port reach up to 8,0 km of extension for the major spill considered 

and 4,0 km in the minor, and b) the stretches of coastline affected by the spills in the 

interior point of the port range between the 5,0 – 6,0 km.  
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Figure 1.3–19. Conditions 24 hours after an exterior spill to Puerto Cortes (Spill of 1.0 tons and 435.0 

for a wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction 67.5 º 

 
 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

Figure 1.3–20. Conditions 24 hours after an internal spill to Puerto Cortes (Spill of 1.0 tons and 435.0 

for a wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction 67.5 º 

 

  

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Figure 1.3–21. Conditions 24 hours after a spill at the mouth of the Bay of Santo Tomas de Castilla 

(Spill of 1.0 ton and 435 for a wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 

m / s direction of 67.5 degrees) 

  

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

 

 

Figure 1.3–22. Conditions 24 hours after a spill at Santo Tomas de Castilla (Spill of 1.0 ton and 435 for a 

wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction of 67.5 

degrees) 

 
 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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Figure 1.3–23.  Conditions 24 hours after a spill at Puerto Barrios (Spill of 1.0 ton and 435 for a wave of 

Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction of 67.5 degrees) 

 

 
 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

Figure 1.3–24. Conditions 24 hours after a spill at an exterior point of Port of Big Creek (Spill of 1.0 ton 

and 435 for a wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction of 

67.5 degrees) 
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Figure 1.3–25. Conditions 24 hours after a spill at an exterior point of Port of Big Creek (Spill of 1.0 ton 

and 435 for a wave of Hs = 1.5 m with an approximated direction of 67.5 º and wind 6.0 m / s direction of 

67.5 degrees) 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 

 

Figure 1.3–26. Conditions 24 hours after a spill at an exterior point of Port of Belize City (Spill of 1.0 ton 

and 435 for a wave of Hs = 1.5 m with an approximated direction of 90 º and wind 7.0 m / s direction of 

90 degrees) 
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Figure 1.3–27. Conditions 24 hours after a spill at an interior point of Port of Belize City (Spill of 1.0 ton 

and 435 for a wave of Hs = 1.5 m with an approximated direction of 90 º and wind 7.0 m / s direction of 

90 degrees) 

 

 

 

Taken from: ALATEC Ingenieros Consultores y Arquitectos – Valencia Port (2007) 
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1.3.8 Physical-Chemical Properties 

1.3.8.1 Temperature 

The water temperature is an important parameter for the entire coastal ecosystem due to 

tropical coral reefs are particularly sensitive to changes in the parameter mentioned; 

optimum temperature for growth ranges from 25 to 29 ° C and its increase can cause the 

decaying and bleaching of the coral (Kramer and Kramer, 2000). 

Regionally, the variable space - storm is well documented with satellite information, which 

shows variations from the 27 ° C in January-February, to 29 ° C in August-September 

(Figure 1.3-28). 

Figure 1.3–28. Temperature variations in Cayo Cochinos (1993 – 1996) 

 

Taken from: Koltes et al. (2002) 

 

Nevertheless, little is known about the peculiarities to local scale. As example: 

 Brenes et al. (2001) examined the temporary variation of the surface temperature of 

the Gulf of Honduras in the area adjacent to the eastern boundary of the same (Cayo 

Cochinos) using information from satellites NOAA - and NOAA 12 - 14 in conjunction 
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with measures "in situ" aimed to verify satellite information. This way a  well-defined 

seasonal cycle was observed in which the low temperatures observed during the first 

months of the year are related mainly to processes of coastal laundering of deep 

waters ("upwelling") occurring as a response to the intensification of local winds. At the 

same time, in the open sea area a similar decline was observed due to the 

intensification of the process of "upwelling" inside the cyclonic swirl.  

 Similar measurements made in the western Gulf of Honduras (Cayo Snake), indicate 

variations in sea surface temperature between 29 and 32 ° C (PROARCA - COSTAS, 

2003). 

 

1.3.8.2 Salinity 

According to Sukhovey (1980) and Gallegos (1996), the salinity of surface water of the 

Caribbean Sea is fairly uniform, with values close to the 36.2 psu, while coastal waters 

vary within a wide range between 5, 0 psu (in the vicinity of major fluvial courses) and 35.0 

psu. 

On average, the salinity values that are far from the coast are almost constant across the 

dry season (until June) to decrease dramatically in July-August and gradually increased 

between September-November (CZMAI, 1999). 

Throughout the year, the lowest salinity are in the Bay of Amatique (a semi - closed bay 

and shallow of 140.6 km long, located to the SW of the study area), which is a complex 

system of coastal lagoons, mangroves and marshes, influenced by: a) tides, b) the river 

discharges of rivers Motagua, Sarstoon and Dulce, and c) the conditions in the adjacent 

continental platform (the Gulf of Honduras) with which it communicates through various 

channels. According to Yanez - Arancibia (1994) and Salaverría and Rosales (1993), 

salinity fluctuates throughout the year goung from 10.0 psu (during the rainy season) to 

30.0 psu (during the dry season). In particular, during the rainy season it can be observed 

values ranging from almost zero in river mouths Sarstoon and Motagua and up to 16.0 psu 

in the outer part of the bay. There have also been important phenomena of vertical 

stratification, with average values for salinity, at the seafloor up to 33.7 psu. As for the 

higher values of salinity, they occur near the sea floor, due to the presence of a circulation 

of a estuary type where higher salinity waters from the Gulf of Honduras flow towards the 

coast below the superficial waters less saline that flow into the Gulf. Significantly, within 

the Bay, the circulation is a product of the density vertical gradient associated with the 

vertical distribution of salinity. 
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1.3.8.3 Transparency 

The water transparency is another parameter of particular importance for any tropical 

coastal ecosystem since the coral reefs need water with fall turbidity to support its vital 

cycle; at the same time the above mentioned parameter is an indicator of the quantity of 

solid suspended and/or of the primary biological productivity. 

Regionally, the information can be obtained from satellite images will allow to analyze the 

variability space - storm conditions of transparency, turbidity and productivity in the study 

area covered by this consultancy. 

For example, Abt Associates Inc. - Woods Hole Group (2003), show a satellite image 

(Figure 1.3-28), corresponding to a combination of bands 1, 3 and 4 satellite of AQUA - 

MODIS (Moderate Resolution Imaging Spectroradiometer "), which shows how clearer 

waters (darker areas of Figure 1.3-28) are located towards the inside of the reef system 

being transported southward, while the more turbid waters (less dark areas of Figure 1.3 -

28) Are located near the mouths of major rivers. 

Figure 1.3–28. Satellite image corresponding to a combination of bands 1. 3 and 4 of satellite AQUA – 

MODIS (“Moderate Resolution Imaging Spectroradiometer”) 

 

Taken from: Abt Associates Inc – Woods Hole Group (2003) 
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1.3.8.4 Other Properties 

Abt Associates Inc. - Woods Hole Group (2003) summarizes information collected under 

the "Program Monitoring Water Quality Belize" (CZMAI, 1999), on a regular basis, during 

the years 1998 - 1999, conducted samplings at several locations in the western Gulf of 

Honduras and, more precisely, in the region known as Puerto de Honduras. 

This information provides a description of the temporal variability (1998 - 1999) of various 

biochemical parameters: 

 The concentration of dissolved oxygen varied between 5.2 and 9.6 mg / l the lowest 

values were found in areas where sewage are discharge and corresponded with high 

concentrations of organic matter, for its part, the highest concentrations are found in 

areas near coral reefs. It is worth mentioning, Yañez - Arancibia et al. (1994) reports 

that in certain areas of the Bay of Amatique (seabed where no vegetation cover), the 

concentration of dissolved oxygen may fall to 0.9 mg / l (due to a high oxygen 

consumption as a product of the decomposition of organic matter). 

 The pH values ranged from 7.4 (in lagoons and estuaries) to around 8.8 (in the areas 

closest to coral reefs). It is worth to indicate that for the Bay of Amatique, Yañez - 

Arancibia et al. (1994) reported values between 5.8 (in seabed without vegetation) and 

7.4 (in marine seabed covered by Thalasia testundinum). 

 The nitrates and phosphate concentrations of showed values up to 7,0 μmol and 1,0 

μmol (respectively): the lowest nutrients concentrations were located in the open areas 

and in the proximities of the coral reefs, while the highest were located, sporadically, in 

the proximities of the coastline area (probably associated with the input of nutrients 

associated with rivers and tributaries / or sediment resuspension). 

 Concentrations of chlorophyll - which characterize the level of primary productivity, 

showed values of up to 0.55 mg / l. 

 

It is also of particular interest, the study performed, during the period 1997 - 2000, under 

the framework of the project "Watershed Reef Interconnectivity Scientific Study (WRIScS), 

funded by the European Union, in which several studies were conducted in the River 

Stann Creek (Belize) and its adjacent sea area (see Figure 1.3-17) and which is an 

example of an integral study that includes in-depth study of both the river and marine 

areas adjacent to it.  

These studies were aimed at obtaining scientific information to promote the balance 

between sustainable land use and conservation of the coral reefs in Belize and were 

based primarily on the acquisition of field information in relation to the transport of fine 

sediment and contaminants from terrestrial drainage basins to the areas of marine 

sedimentation.  
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In particular, in relation to the objectives of this consultancy, the project provided valuable 

information on the conditions of the study area:  

The information obtained regarding the water temperature ranged between 26.0 and 32.0 ° 

C the being the pattern of variation dominated by the seasonal cycle of insolation, with the 

lowest temperatures in January-February and the highest in September-October.  

 

The salinity patterns observed in the vertical profiles (Sampling stations by CTD) showed 

the mixture of surface waters of the Caribbean Sea (salinity of approximately 36.0 psu) 

with water discharged by rivers (salinity = 0).  

 

The distribution of salinity was dominated by the seasonal variation in river discharge, the 

higher salinities (35.0 - 36.0 psu) coincided with the lowest river discharges (March, April 

and May) while the lowest salinities (up to 27 0 psu) coincided with the highest river 

discharge (August, September and October). However, it is noted that during the months 

of June and July 1999 higher river discharges were observed that were not reflected in the 

distribution of salinity observed during these months; this "delay" can be explained by the 

residence time of the body of water considered (which was estimated at one to two 

months) and low salinity observed in the coastal zone.  

The results on the concentrations of suspended sediment, from the water sampling and 

laboratory analysis by gravimetric methods, show values in the range 0.1 - 6.1 mg / l, with 

an apparent decline during the year 1999 (during the beginning of the year the average 

values were located around  3.0 mg / l,  while  by the end of the year the average values 

were located in the vicinity of 1.0 mg / l). Such behavior was considered a consequence of 

Hurricane Mitch (October 1998) as it should have generated a significant movement of fine 

sediments, which were subsequently transported to the areas of permanent deposition.  

 

It was noted that the alternation between dry and wet seasons does not determine the 

temporal variation of the concentration of suspended sediments, this also was attributed to 

Hurricane Mitch (the increase in the concentrations generated by it would have disguised 

the pattern of temporal variation).  

The relationship of the transparency with the wind conditions prior to sampling 

(considering for such purposes the wind conditions prevailing during the previous two 

days), showed a significant relationship between high turbidities and higher wind 

conditions. Accordingly, the action of the wave was considered the primary cause of 

annual variation of the transparency and the concentration of suspended sediments.  

 

As for the vertical profiles of turbidity (measured by probes CTTD) they seem to suggest:  

a) a turbidity around 1.0 NTU (“nephelometric turbidity units”) in most of the water column, 

and b) an increase in the proximities of the bottom (2.0 - 10.0 m of it), this could indicate 

the potential presence of a “bottom layer with high turbidity” that could be generated 

associated to various phenomena. 
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The results obtained from information provided by sediment traps indicate that: a) the 

sedimentation process varies from North to South (sedimentation rates in the North are 

about ten times higher than those in the South), b) traps placed 1.0 m from the bottom 

collect more quantity of sediment than those located 5.0 m from the bottom, which could 

be associated with the effect of re suspension associated with the wave action and at the 

same time, may confirm the presence of a “bottom layer with high turbidity”), and c) the 

process of sedimentation provides minimum during May and early September and 

maximum during April and July-August (the latter is associated with maximum river 

discharge ).  

Organic matter content in the material retained by the sediment traps ranged between 1.8 

and 4.1%, while the carbonate content showed: a) in Sittee River, where the trap was 

located closest to the coastline  (with respect to the rest), ranged between 50.0 and 70.0% 

with a tendency to rise during April and August (when the turbidity maximums occurred), b) 

in Coco Plum tenors were almost constant (between 75 -- 80%) and lower to that observed 

in the sediments of the area, and c) at Cary Cay tenors were almost similar to that of 

sediments in the area (approximately 80%) . 

Also it should be noted:  

Studies by Ariola (2003) in the Placencia Lagoon, which is a semi closed located 

approximately between 16 ° 30 'and 16 ° 40' North Latitude and 88 ° 20 'and 88 ° 25' West 

longitude (Figure 1.3-30) which has about 3.4 km wide at its widest area and about 20 km 

long covering an area of about 30 km2 which is strongly influenced by the hydrological 

conditions prevailing in tributary rivers (Santa Maria Creek, August Creek and Big Creek) 

and in the Gulf of Honduras.  

The study under consideration, reports the results of four water quality samples conducted 

in April and May of 2001 and July and March 2003; according to the determined 

parameter, the main results were:  

- Conductivity: The overall average was 41.44 µS / cm with a variation range between 

37.65 and 48.98 µS / cm.  

- Salinity: The overall average was 26.82 psu with a variation range between 24.00 and 

32.09 psu and salinity differences between surface and depth, that on average, 

correspond to 0.31, 0.62, 0 , 28 and 2.87 psu for each of the samples performed. 

- Temperature: The average was 29.62 ° C with a variation range between 29.30 and 

30.08 ° C.  

 

- PH: The overall average was 8.34 pH units with a variation range between 8.08 and 8.57 

pH units.  

- Dissolved Oxygen: The overall average was 7.24 mg / L with a variation range between 

5.79 (92.40% Oxygen Saturation) and 8.02 mg / L (122.09% oxygen saturation) .  
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- Turbidity: The values were very low with an overall average was 7.15 NTU and a 

variation range between 4.32 and 10.63 NTU. 

Figura 1.3–30. Location of Placencia Lagoon (Belize) 

 

 
 

Studies conducted by Cho - Ricketts (s.f.) in the marine area adjacent to the National Park 

Sarstoonn - Temash which is a protected land area managed by the Sarstoon Temash 

Institute of Indigenous Management, SATIIM. 

Such marine area is located between Legagu Creek (near the village of Barranco) to 

Sarstoon River (on the border with Guatemala), while its marine boundary is determined 

by the width of the territorial sea of Belize (3.0 miles according to the Marine Areas Act of 

1992 - Appendix 1), so that the area  comprises  approximately 40.26 km2 (Figure 1.3-31). 
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Figure 1.2–31. Location Sarstun National Park- Temash (Belize) 

 

 
 

The study investigated the basic oceanographic characteristics of the area, considered a 

lake – estuary environment, based on the sampling in seventeen (17) stations for which 

information was recorded in every meter of depth of the water column. According to the 

determined parameter, the main results were:  

- The area is influenced by three main river basins (rivers Moho,  Sarstoon and Temash) 

who routinely carry water and sediment that impacts on the marine area into consideration, 

thus the salinity is markedly lower than in areas outside the Gulf of Honduras. The overall 

average was 25.5 psu with a variation range between 23 and 28 psu, the lowest values 

corresponding to the areas closer to the river mouths of Sarstoon and Temash.  

- Temperature: The average was 30.3 ° C with a variation range between 29 and 31 ° C; 

values were very low both in water column of each sampling station as wells as in the total 

of all the sampling points.  

- PH: The overall average was 7.9 pH units with a range of variation between 7.8 and 8.0 

pH units which is the normal range of sea water (7.5 - 8.5).  

- Dissolved Oxygen: The overall average was 6.8 mg / L with a variation range between 

5.8 and 7.7 mg / L falling below the range for coastal waters (5.0 - 6.0 mg / l). Two 

sampling points had values below 6 mg / l, while the others had higher values. In addition, 

two sampling points had important variations of the oxygen dissolved with depth of the 

water column, with values below 5.0 mg / L at the bottom of the water column, this 

indicates the presence of important processes of decomposition that quickly capture the 

available oxygen.  

- Turbidity: Most of the sampling points had low levels of suspended solids; the average 

turbidity varied between 2.9 and 7.9 NTU while two sites had greater values (38.2 and 

69.4 NTU), but these sites were interpreted as strongly impacted by the discharge of soil 

sediments supplied by the rivers and Temash and Sarstun.  

- Chlorophyll: Chlorophyll is a measure of the presence of photosynthetic algae in the 
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water column (mostly phytoplankton) and is an indicator of the productivity of marine 

waters ranging from oligotrophic (little or no activity) to eutrophic (high productivity). 

Concentrations varied widely, with an overall average of 2.4 µg / L and a variation range 

between 0.3 and 14.2 µg / L characteristic of coastal lagoons and areas with mantles of 

sea grasses.  

 

1.3.9 Water Quality and Sediments 

Under the frame of the so-called "Project for the Conservation and Sustainable Use of the 

Mesoamerican Reef" a "synoptic Monitoring Program" has been developing which, among 

other aspects, includes water, sediment and biota sampling for the purpose of carrying out 

quality analysis (all these according to procedures previously established: Almada - Villela 

et al., 2003). 

The results published to the present (Garcia – Salgado et to. 2006), they correspond to 

information of: 

 Quality of sediments in various sampling stations (Figure 1.3-32) for which were 

analyzed for concentrations of various fractions of petroleum hydrocarbons (aliphatic 

hydrocarbons, aromatic polycyclic hydrocarbons or PAHs, total hydrocarbons or "HCs" 

mixtures unresolved or "UCM"), and organochloric pesticides (including polychloric 

biphenyls or PCBs's ").  
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Figure 1.3–32. “synoptic Monitoring Program" of the "Project for the Conservation and Sustainable 

Use of the Mesoamerican Reef": location of the sediment sampling stations 

 

Taken from: García – Salgado et al. (2006) 
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 Figures 1.3-33 and 1.3-34 present the results for these sampling stations. 

 Information about the physical - chemical characteristics of water (temperature, 

salinity, dissolved oxygen, nitrite, nitrate, ammonium and orthophosphates) in eight 

campaigns (which were conducted during the year 2005) and six sampling stations; 

nevertheless those stations are found outside the study area covered by this 

consultancy and therefore were not considered for the purposes of this report.  

 Figure 1.3–33. “synoptic Monitoring Program" of the "Project for the Conservation and Sustainable 

Use of the Mesoamerican Reef": Concentrations of various fractions of petroleum hydrocarbons in 

the sediment sampling stations 

 

Taken from: García – Salgado et al. (2006) 
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Figure 1.3–34. ““synoptic Monitoring Program" of the "Project for the Conservation and Sustainable 

Use of the Mesoamerican Reef": Concentrations of chlordane in stations sediment sampling 

conducted in the study area covered by this consultancy 

 

Taken from: García – Salgado et al. (2006) 
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Also under the aforementioned project "Watershed Reef Interconnectivity Scientific Study” 

(WRIScS) various chemical analysis were carried out over twenty-five (25) samples of 

surface sediments of the bottom: the  analysis results indicated the absence of pesticides 

or aromatic poly nuclear hydrocarbons; while the trace metals, Table 1.3-17 presents the 

main results.  

Tabla 1.3–17. Average composition (ug / g) of trace metals in the bottom surface sediment samples 

analyzed  within the project "Watershed Reef Interconnectivity Scientific Study (WRIScS)  

 

Al Li Fe As Ba Cd Cr Cu Pb Hg Ni Va Zn 

15.733 52 18.310 27,4 20,3 < 1,0 33,1 5,6 16,3 < 0,1 11,5 22,9 43,5 

Tomado de: Nunny et al. (2001) 

 

Finally, it is important to indicate that the results of the campaign for environmental 

exploration conducted between  08 and August 26, 2008 under the project "Data 

Management and Information System, Establishment of a Baseline: Preparation of a 

diagnostic transborder analysis and a Strategic Action Plan "(MarConsult International Inc. 

- CSI Ingenieros SA, 2008 - 2009); in which information was obtained for 12 surface water 

samples, 12 samples of sediment and 7 biota samples (Figure 1.3 - 35).  

With regard to ports, the main results were (MarConsult International Inc. - CSI Ingenieros 

SA, 2008 - 2009):  

The sampling point corresponding to Belize Port  is the one with  the highest nutrient 

loading of all sampling points, which  also showed the highest bacterial load, the higher 

concentration of quantifiable sulfur and the highest suspended solids (these parameters 

could demonstrate the presence of sewage discharges). Additionally, it is noteworthy that 

the sediments of said sampling point revealed no evidence of contamination by metals or 

organic compounds, with the exception of aliphatic pentacosano hydrocarbons (which was 

determined at very low concentrations and is present in the diesel and gas oil).  

Sampling points for Port Barrios and Port Santo Tomás de Castilla has the greatest 

concentration of bacterias indicator of fecal contamination as well as quantifiable 

concentrations of oils and fats. Additionally, these sampling points are the ones that show 

the highest concentrations of total metals in sediments with high values, compared to all of 

the points sampled, of arsenic, mercury, zinc, copper, lead and nickel (although lower 

concentration than in other samples). These parameters are closely related to the 

discharge of sewage as well as industrial discharges and the leaching of solid wastes. It 

should be noted that there were no registry of quantifiable organic compounds (PCBs, 

hydrocarbons, pesticides, etc) in none of the two sampling points.  

Fecal contamination present in the sampling points corresponding to the ports, imply that 

the origin of it is due to sewage discharges from homes and not from vessels, because 
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such contamination is not recorded in Port Cortes, where there is an efficient treatment of 

household waste. Port Barrios is the sample point with the highest concentration, followed 

by Puerto Belize and  Santo Tomás de Castilla Port. 

Also, with regard to samples of bottom superficial sediments it is important to indicate that 

while it was detected the presence of heavy metals, in no case they  exceed the 

concentrations established by the National Oceanic and Atmospheric Administration 

(NOAA, USA) as " concentration below to which it is unlikely to cause an adverse effect on 

biota.”  

 

Figura 1.3–35. Project “Management Data and Information System, Establishment of a Baseline: 

Preparation of a Transboundary Diagnostic Analysis and Strategic Action Plan "- Prospecting 

Environmental Campaign: Location of the sampling stations 

 

 

1.4 Characterization of Coast Line 

 

According to Geo - Central America (2004) coastal areas account for almost one quarter of 

the Central American territory (23.3%), of which slightly less than 45.5% are on the 

Caribbean Sea corresponding almost three-fifths the territory of Belize (OdD - UCR, 2001).  

On the Caribbean Sea coast tends to be fairly flat and there are extensive intertidal areas 

and well-developed coastal barriers surrounding large coastal lagoons (Foer and Olsen, 
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1992, CCAD, 1998) being the ones with the largest extension the lagoons of Pearl, 

Bluefields, Karata and Wounhta (in Nicaragua), and Caratasca and Brus (in Honduras) 

and Shipstern, Northern and Southern (in Belize).  

In mid 2003, it was estimated that the population of Central America was approximately 

39.9 million (CELADE, 2002) and approximately 21.6% (8.4 million) made their living from 

coastal activities (fishing only produced about US$ 750,000,000 giving direct employment 

to over 200,000 people), on the other hand, it was estimated that at least 250,000 people 

belonging to indigenous communities, were living in the coastal zones in direct 

dependency of its resources (CCAD 1998).  

Farming systems cover 44% of the total coastal length of Central America (79% of them 

are concentrated in the Pacific coast and covers 64% of the total), broad-leaved forests, 

mostly perennials, is spread over 30% of the coastal territory of Central America (61.2% of 

them are concentrated on the Caribbean Sea and cover 40.9% of the total extension). Of 

lesser extension on the costs are: a) the swamps and savannas (which comprises 9.8% of 

the total coastal territory but concentrated on a 90% on the Caribbean Sea), b) mangrove 

(representing 4.6% of the coastal territory, being only 28% of them concentrated over the 

Pacific Ocean); c) estuaries and wetlands (representing 5.8% of the territory, being the 

estuaries concentrated on the Pacific Ocean and the wetlands on the Caribbean Sea ), 

and d) shrubs (representing 1.3% of the territory).  

Unlike the regional situation in the Central American coast, on the Caribbean Sea farming 

system is not the most important use of the land (since it only occupies 20% of the total 

coastal territory). The most important formation is broad forest (representing 41% of 

coastal land), indicating that the coast has been altered for agricultural use to a much 

lesser degree than the coast on the Pacific Ocean.  

Regarding the characteristics of the coastline of the coastal states of the area of study 

covered by this consultancy:  

The coast of Belize has three main subsystems: the coast, the reef system (with its keys) 

and atolls near shore (Foer and Olsen, 1992). The coast, with about 280 km long and a 

total area of 7611 km2, has the following formations (ODD - UCR, 2001): Perennial forests 

(2,192 km2), farming systems (1,245 km2), savannas (1,068 km2), flooded forests (930 

km2), mangroves (920 km2) and other smaller formations such as lakes or lagoons (543 

km2), wetlands (187 km2), the shrub lands (175 km2) and pine forests (165 km2).  

 

The coast of Guatemala has a coastline with a total length of 403 km and an area of 7365 

km2, of which one third (1 / 3) correspond to the coast on the Caribbean Sea (Foer and 

Olsen, 1992) where agriculture systems are the most extensive followed by far by the 

perennial forests (598 km2) and swamps (471 km2). Two major rivers flow into the 

Amatique Bay (included in the study area covered by this consultancy): The Sarstoon and 

the river- lake system formed by the river Polochic, Lake Izabal (the largest of Guatemala) 

and River Dulce. The presence of mangroves is limited by the nature of the soil of 

limestone type (Yanez - Arancibia et al., 1994). 
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The coast of Honduras has 842 kilometers of extension being larger on the Caribbean Sea 

which are about 680 km of coastline, covering a land area of 12,965 km2 (SERNA, 1997, 

ODD - UCR, 2001). Here, agricultural systems dominate the landscape, with 5236 km2 

(40.4% area), following the perennial forests (2,135 km2), wetlands (1,395 km2) and the 

rivers, lakes and lagoons (1,324 km2).  

The most extensive beaches are of "barrier" and "coastal plain" type, distributed from the 

mouth of the Motagua River (border with Guatemala) to the vicinity of the town of Tela 

(included in the study area covered by this consultancy) , then they continue on the 

outskirts of La Ceiba, Trujillo, Mosquitia and the "Bay Islands" (all of them outside the 

study area subject of this Consultancy ). It is important to point out that a characteristic 

feature is the estuaries developed in the mouths of major rivers.  

Finally, with regard to the importance and development of the coastal zone, it is noted that, 

recently, Healthy Reefs Initiative (2008) has developed: 

A “Coastal Development Index” (CDI) that "measures the degree to which humans have 

altered the landscape of coastal areas" (Figure 1.3-36), this index is composed of five 

factors: a) the coastal population, b) the area of land that is covered by major infrastructure 

(urban or agricultural), c) the amount of roads built on the coast, d) the rate of growth of 

the coastal population, and e) the rate at which land natural coastal lands are becoming 

urbanized.  

A "Tourism Development Index (TDI) that measures the growth and contraction of tourism, 

that currently, is the fastest growing industry in the region of the Mesoamerican Barrier 

Reef System (Figure 1.3-37). The index for each area or destination is calculated by taking 

into account five variables: a) the population of tourists in relation to the resident 

population, b) the number of hotel rooms is in the area, c) the rate of occupancy in hotels, 

d) the amounts of money that tourists spend a day, and e) the number of cruise ships 

arriving annually. 
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Figura 1.3–36. Coastal development adjacent to the Mesoamerican Reef System 

 

Taken from: Healthy Reefs Initiative (2008) 
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Figura 1.3–37. Baseline assessment of the degree of development of tourism in the coastal area of the 

Mesoamerican Reef System (10 km from the coast and islands) 

 

Taken from: Healthy Reefs Initiative (2008) 

1.5 Ecosystems 

The main marine and coastal ecosystems along the Gulf of Honduras include, in addition 

to river mouths (with their respective estuaries), entrances, bays, coastal lagoons and 

open ocean waters, there are three ecosystems that are of particular interest: 

 Coral Reef. Coral reefs are shallow communities of tropical and subtropical waters 

presenting complex interrelationships between species, presenting the biggest 

diversity of different marine communities. 
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As was already indicated, in the study area the so-called "Mesoamerican Reef System" 

is developed (see Figure 1.2-8) that includes a nearly continuous barrier reef that 

stretches along the coast of Belize (Burke and Maidens, 2005 ), Comprising 

approximately 6,000 km2 of coastal lagoons and more than 1,000 cays. In addition, 

eastwards there are three main atolls separated by deep water: Turneffe, Lighthouse 

and Glover that playing a fundamental role in structuring the reef system (Murray et al., 

2003; Belize, 2005).  

The “Mesoamerican Barrier Reef System ", as a whole, covers approximately 22,800 km2 

and along its entire length, it comprises a unique assembly in which it can be recognized 

areas of distinctive features (Healthy Reef Initiative, 2008; Figure 1,3-38 ): a) all along the 

Yucatan peninsula (Mexico) is a marginal reef (of band) separated by a narrow lagoon that 

runs parallel to nearly 350 km of coast, being the reefs located on the south the best 

developed and those with the greatest continuity, b) in Belize there is a complex mosaic of 

patch reefs in lagoons,  marginal  reefs, barrier reefs and atolls located near the coast that 

stretches along almost 250 km of coastline and the reef barrier of North – Central Sector is 

well developed and the lagoon separating the reef from land becomes wider and deeper 

toward the South, having sand banks and reefs of rhomboid shape while in the farthest 

south, the barrier reef is less developed, c) atolls (the  Chinchorro Bank  in Mexico and the 

Turneffe, Lighthouse and Glover Reefs in Belize) are reefs of  circular shape that emerge 

in less deep waters and that have vertical sides formed by corals and located around a 

central lagoon, and d) in the vicinity of the Bay Islands near the coast of Honduras, on 

whose coasts there are reefs more extensive and well developed (along the islands and  

forming coral walls that reach depths of up to 75 m). 
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Figure 1.3–38 Mesoamerican Barrier Reef System: Key areas and distinctive features 

 

Taken from: Healthy Reef Initiative (2008) 
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Considering the entire study area, Belize is the country which has the greatest coverage of 

coral reefs, followed by Honduras (excluding the area of the Bay Islands and Roatan) and, 

finally, with a lower incidence, by Guatemala. 

In Guatemala there are coral reefs in the form of patches (particularly in Punta Manabique) 

and in Honduras, within the study area covered by this Consultancy, there  are a few 

scattered coral communities - and with low levels of development - in the vicinity of Port 

Cortés, La Ceiba and Trujillo (Kramer et al., 2000). 

In Honduras the only highly-developed coral community is outside the study area covered 

by this consultancy: in the Bay Islands, which consist of 60 small islands and other larger 

ones, which comprises four main groups: Roatan, Utila, Guanaja and Cayo Cochinos 

(Kramer et al., 2000). 

 

 Mangroves. The mangrove forests are found in coastal and estuarine areas, as well 

as banks of rivers and lakes of tropical and subtropical regions. 

 

The term "mangrove" describes both the ecosystem as the family of plants that have 

adapted to life in the intertidal zone and represents an interface between marine and 

terrestrial communities receiving, one hand, contributions of oceanic waters input 

and, on the other hand, contributions of freshwater, nutrients and sediments from 

rivers (FAO, 2007). 

In the Caribbean Sea, the mangroves are found on the margins of estuaries as well 

as in the rim communities along the coast or even on land (FAO, 2007). In general, 

the mangroves of major complexity and wealth are on the Pacific Ocean; usually, on 

the Atlantic coast they do not exceed 5,0 m deep; nevertheless in Belize mangrove 

reaching 40,0 m deep can be found (FAO, 2007).  

 

 Sea grass. The sea grass beds are environments generally constituted of vascular 

plants that grow in shallow brackish and marine environments, which have adapted 

themselves to a life completely submerged in salt water (Fourqurean et al., 2003; Orth 

et al., 2006). These plants can be found in temperate and tropical coastal zones 

around the world, and are reported to all continents except Antarctica (Constance al., 

1997). They cover about 0.1 to 0.2% of the oceans surface and are proposed as one of 

the most productive environments with a crucial role in coastal ecosystems (Duarte, 

2002; Short et al., 2006a). 

In the tropical regions, the habitats of sea grass beds are closely linked to the 

mangroves and to the coral reefs due to the geographical proximity, as well as for the 

trophic interactions (Constance et to. 2007).  

 

In the region of the Meso American Reef these ambiences also have a wide 

distribution that can vary with seasons, being more abundant in the months of clear 

days, longer and with higher temperatures (Garcia - Salgado et al., 2006).  
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 Beaches. The beaches are formed in all kinds of sediment exposed to the action of 

waves and represent the most dynamic system on earth, being affected and modified 

by controlled processes, mainly by tides and winds, although, also conditioned by the 

type of sediment biota, the environmental temperature (for example: air and water) and 

water chemistry (Short, 1999). As a result, the beach ecosystems are not stable forms 

but they are very complex systems constantly subject to processes of erosion and 

accretion. 

The tropical beaches are formed in systems of low waves, due to the week prevailing 

winds (Heyman and Kjerfve, 2000), which generally are protected by coral reefs, and 

for presenting high temperature and salinity ranges. According to Short (1999), the 

predominant sediments in the beaches formed in these regions are very varied 

depending if they are in: a) near deltas, river mouths or low-lying areas associated with 

mangroves (where mud and clays predominate), b) coral reefs (where carbonated 

sand predominate), or c) exposed areas (where sand with abundant quartz 

predominate). 

Environmentally it is the only environment occupied by animals that are adapted to the 

constant movement of materials which constitute it (sand, gravel or fragments of 

bivalve). Many species of birds, fish, reptiles and other animals use these systems as 

nesting, breeding and feeding sites. One example is sea turtles (green turtle) using 

these systems to deposit their eggs during a certain time of year (Clark, 1992).  

 

Figures 1.3-39 to 1.3-42 show, respectively, the distribution of coral reefs, mangroves, sea 

grass and sandy beaches in the study area covered by this consultancy, these figures are 

based on the illustrations prepared under the project: “Data Management and Information 

System, Establishment of a Baseline: Preparation of a Transboundary Diagnostic Analysis 

and Strategic Action Plan "(MarConsult International Inc. - CSI Ingenieros SA, 2008 - 

2009) information that The Nature Conservancy made available to the Consortium and 

which is part of the Geographic Information System developed for the Mesoamerican Reef 

Ecoregional Assessment: Marine Conservation Plan "(Arrivillaga and Windevoxhel, 2008). 

Finally, it is noteworthy that the previously submitted ecosystems are important sites of 

aggregation of reef fish (Figure 1.3-43), nesting sea turtles (Figure 1.3-44) and feeding 

sites for whale shark (Figure 1.3-45) and as nesting sites for seabirds (Figure 1.3-46) and 

manatee habitat (Figure 1.3-47) and crocodiles (Figure 1.3-48). 
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Figure 1.3–39. Distribution of coral reef 
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 Figure 1.3–40. Distribution of mangroves 

 

  



IMC & Asociados  Final Report 

 
 October 2009  100 
 

Figure 1.3–41. Distribution of seagrass 
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Figure 1.3–42. Distribution of Sandy beaches 
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Figure 1.3–43. Aggregation sites of reef fish 
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Figure 1.3–44. Nesting sites of sea turtles 
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Figure 1.3–45. Nesting areas for whale shark feeding 

 

  



IMC & Asociados  Final Report 

 
 October 2009  105 
 

Figure 1.3–46. Nesting sites of sea birds 

 

  



IMC & Asociados  Final Report 

 
 October 2009  106 
 

Figure 1.3–47. Manatee habitat sites 
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Figure 1.3–48. Crocodrile habitat sites 

 

 

1.6 Protected Areas and Priority Conservation Areas  

 

The study area covered by this consultancy is in the eco region named by Sullivan and 

Bustamante (1999) as "Central Caribbean", within the Nor - West Tropical Atlantic 

Province (extended from the Gulf of Mexico and South Florida -- United States, to the 

south limit of French Guyana with Brazil).  

Such eco region, is defined on the basis of bio geographic characteristics and is the 

largest and most complex within the mentioned marine province presenting a great variety 
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of coastal ecosystems, including major river deltas and estuaries, mangrove forests, 

complex systems, bays, lagoons, keys, beaches, rocky peaks, coral reefs, areas of ocean 

upwelling, and islands, among others.  

The World Union for the Conservation of Nature (IUCN) defines the "protected areas" as 

"marine or terrestrial areas specially designated to protect and maintain biodiversity and of 

the associate natural and cultural resources handled through legal tools” (UICN, 1994). 

Due to the relevance of the predominant ecosystems in the study area and the potential 

threats to the preservation of the functioning of the involved ecosystems, the countries in 

the gulf of Honduras have established numerous sites that will give them some sort of 

protection (natural monuments, forest reserves, wildlife sanctuaries, private reserves and 

marine protected areas); Some of them are part of international agreements of 

environmental protection such as RAMSAR sites and Biosphere Reserves (UNESCO - 

"Man and the Biosphere"). 

The Convention on Wetlands of International Importance (Ramsar, Iran, 1971) is an 

international treaty whose purpose serves as a framework for national action and 

international cooperation for the international conservation and wise use of wetlands and 

their resources. 

There are currently 159 Contracting Parties to the Convention and 1834 wetlands, with a 

total area of 170 million hectares, designated for inclusion in the List of Wetlands of 

International Importance of Ramsar (see: www.ramsar.org); the countries of the Gulf of 

Honduras have built 15 sites (7 of Guatemala, 6 of Honduras and 2 of Belize , Table 1.3-

18) that provide protection to key wetlands in the region, giving also international status for 

the protection of flora and fauna linked to these sites. 

Biosphere Reserves (Table 1.3-19) are “zones of terrestrial or coastal / marine 

ecosystems, or a combination thereof, recognized as such at an international level under 

the Program "Man and the Biosphere (MAB) of the Organization of the United Nations 

Organization for the Education, Science and Culture Organization (UNESCO). 

 

 

 

 

 

 

 

 

http://www.ramsar.org/
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Table 1.3–18. Ramsar sites in countries bordering the Gulf of Honduras 

Site 

Number 
Country Site Name 

Designation 

Date 

946 
Belize 

Crooked Tree Lagoon Area 22/04/1998 

1562  Sarstoon Temash National Park 19/10/2005 

488 

Guatemala 

 Tigre  Lagoon 26/06/1990 

725  Manchón – Guamuchal 25/04/1995 

813  Wild Life Refugee Bocas del Polochic 20/03/1996 

1016   Manabique point 28/01/2000 

1599 National Park  Yaxhá – Nakum – 

Naranjo  

02/02/2006 

1623  Eco-region Lachuá 24/05/2006 

1667  Multiple Use Refugee Sarstún River 22/03/2007 

619  

Honduras 

Barras de Cuero y Salado 23/06/1993 

722  National Park Jeanette Kawas 28/03/1995 

812  Wild Life Refugee Punta Izopo 20/03/1996 

1000  Wetlands System of the South Zone 10/07/1999 

1254   Bacalar Lagoon 03/02/2003 

1467 Sub-basin Yojoa Lake 05/06/2005 

Taken from: http://www.ramsar.org/sitelist_order.pdf 

 

Table 1.3–19. Biosphere reserves in the countries bordering the Gulf of Honduras 

Country  Site Name 
Designation 

Date 

Belize – 

Guatemala 
Maya 

1990 

Guatemala Sierra de las Minas 1992 

Honduras Plátano River 1980 

Taken from: http://www.unesco.org.uy/mab/reser.html 

 

There are also several sites in the region to which each country has conferred different 

categories of protection, so that: 

http://www.ramsar.org/sitelist_order.pdf
http://www.unesco.org.uy/mab/reser.html


IMC & Asociados  Final Report 

 
 October 2009  110 
 

In Belize, up to the year 2005, there were 111 protected areas (Meerman, 2006). 

In Guatemala, up to the year 2004, there are 124 protected areas (CONAP, 2004). 

In Honduras there are 107 protected areas designated  of which only 57 have a legal basis 

(and are the ones making up the current system of protected areas in the country), the 

remaining are under the Presidential Accord No. 1118 of 1992; it is important to indicate 

that 34 of them have been identified as "priority protected areas" being those to which the 

main actions are oriented towards. (See: http://www.cohdefor.hn/areas_protegidas/). 

The Illustration 15, based on information provided by The Nature Conservancy (2008) 

presents the area's marine protected areas covered by this consultancy, for its part, Figure 

1.3-49 shows the conservation of priority sites identified by The Nature Conservancy           

(Arrivillaga and Windevoxhel, 2008). 

The identification of these priority sites are based on what The Nature Conservancy has 

called an "Ecoregional Assessment (Arrivillaga and Windevoxhel, 2008). 

Figure 1.3–49. Prioritary conservation sites according to The Nature Conservancy (2008) 
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2 BACKGROUND OF PORT ACTIVITY, ROUTES OF NAVIGATION; 

MARITIME TRAFFIC, BALLAST WATERS, AND NAVIGATION AIDS 

 

INTRODUCTION  

In the present Chapter, it makes reference to a brief description of the ports that are in the 

influential area of the Gulf of Honduras: Port of Belize, Port of Big Creek in Belize; Puerto 

Santo Tomás de Castilla, Puerto Barrios in Guatemala; Puerto Cortés and the terminal of 

oil reception of Tela in Honduras; referred to current and future plans for Port 

development; there are also presented port statistics, which hope to complete in the next 

field visits, the background of port activities related to movements of the type of cargo and 

ships arriving in the region, which have been provided by the National Port Company of 

Honduras, Puerto Santo Tomás de Castilla, Puerto Barrios and the National Port 

Commission of Guatemala and the Port Authority of Belize, besides other sources that 

have been consulted and come from official documents from the government of the 

Countries members of the program and regional agencies related to this kind of 

information. 

For the development of navigational risk assessment, the methodology used by the 

consultant team has been presented. The information from all the variables that are 

needed to obtain an assessment of the Risk Matrix has been gathered. 

 The consortium had made a fourth field visit on September 2008, in which will participated 

the environment specialist  in charge of develop the methodology to the evaluation and 

pondering of risks, the technical coordinator of the consultancy and the maritime specialist 

of the Regional Unit Project Coordinator. 

La Asociación Internacional de Señalización Maritima (AISM), or International Association 

of Marine Aids to Navigation and Lighthouse Authorities (IALA), by its acronym in English, 

has established a sea buoy system divided in two regions (A and B), the region of the Gulf 

of Honduras is in the region B, in this chapter it is describe the type of aids to navigation 

existing in each port and a definition and analysis of possible risks related to the current 

conditions in which are this type of navigation aids and the respective access channels. 

Through interviews with the different pilots of the port facilities, it is presented a summary 

of the basic requirements for towing and pilotage in each of the ports of the region; this is 

complemented with an analysis of the national and regional framework to the marine coast 

management/ Legislation and regulations applicable in the Gulf of Honduras, described in 

chapter 3. 

Related to the management of hazardous cargo in the ports, treatment of ballast waters 

and the elimination of vessels’ residues, it is in detail described the procedures carried out 

in each one of the ports of the program. During the field visits it was interviewed the staff in 

charge of the supervision of those activities and was carried out the sending of 

questionnaires and telephonic interviews with the functionaries whom could not be 
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interview during the first field visit. It is important to outline the necessity of fulfill with 

international standards established in the International Marine Code of hazardous goods 

(IMDG code) and the implementation of the circulars of the Marine Environment 

Committee of the IMO, related to the “Revised recommendations on the hazardous goods 

transport and related activities in the Port zones”. It is important to make note that was 

investigated the ratification of the international treaties by each one of the countries and its 

grade of commitment related to the implementation of such important instruments like the 

International Convention for the Prevention of Pollution from Ships (MARPOL 73/78) and 

its annexes. Regarding the  management of ballast water in each port, an analysis of 

international regulations on the matter and the recommended procedures for the exchange 

of ballast water from ships has been presented. 

In accordance with the established in the International Code for Ship and Port facility 

Security (ISPS Code), it has been developed a diagnostic in each one of the ports and are 

presented the recommendations to a properly implementation of the instrument.      

For the analysis to the port facilities, the specialists in charge of the development of this 

activity, made a tour in each one of the port facilities, defining the relation that exist among 

the port facilities and the navigational risks related to operations of the ships that arrive to 

the port and to the system of cargo in each port facility. 

As a result of recent events in the area of influence of the Gulf of Honduras, related to the 

effects caused by the earthquake in the early hours of May 28 2009, we stress the 

importance of conducting an assessment of port infrastructure and equipment, mainly in 

the National Port Authority of Port Cortes, in order to determine the extent of damage that 

might have been caused in the port, its docks and equipment. 

For the design of a System of Maritime Traffic Control and the Information System 

(VTMIS: Vessel Traffic Management and Information System), it has been elaborated a 

diagnostic for each one of the ports, as annex of this advance report and as product of this 

consultancy, it is presented the “Design and Study of the VTMIS architecture for port”. 

 

2.1 Brief Description of the Ports 

In the influential area of the Gulf of Honduras, are found the following port facilities: Port of 

Belize and Port of Big Creek in Belize; Santo Tomás de Castilla and Puerto Barrios in 

Guatemala; Puerto Cortés and the oil Terminal of Tela in Honduras, next is presented a 

brief description of each one of the ports and its access channels. 

Puerto Cortés, Honduras 

Puerto Cortés is the main port of Honduras, it is located in the coastline of the Honduran 

Caribbean, and its geographic location is latitude: 15º48’N and length: 87º57’W, its bay is 

of profound waters, counts with a waterfront for maneuvers of 900 meters.    
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The port counts with the following terminals: 

a) Dock Nº 1- Liquid bulk terminal, which is administrated by the transnational Texaco 

Caribbean Co.   

 

b) Dock Nº 1A- Terminal dedicated to the import/export of chemical products and 

molasses, it is administrated by several private companies. 

 

c) Dock Nº 2- former terminal of a banana company that is sunken, in this sector it is 

projected the construction of the new bulk terminal.  

 

d) Dock Nº3- destined to both solid and liquid bulk, it is estimated that the operative 

capacity is of 1.8 tons by square meter.  

 

e) Dock Nº 4- destined to bulk cargo and vessels Ro-Ro, its capacity of design is of 4 

tons by square meter.  

 

f) Dock Nº 5- Container terminal, with two gantry cranes, its capacity of design is of 4 

tons by square meter. 

 

The depths of these facilities are the following: 

Dock 1: 11.3 – 13.4 Meters 

Dock 1A: 9.2 – 11. Meters 

Dock 3: 11.3 – 12.3 Meters 
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Dock 4: 9.1 – 11 Meters 

Dock 5: 10.1 – 12.2 Meters 

It also has a dock for domestic boats, known as cabotage pier. 

 

 Access Channel  

There is an access channel in the facilities of Puerto Cortés, which has a length of 1,270 

meters and a width of 400 meters, with maximum depth that varies between 22.0 to 23 

meters. The maneuver area has a diameter of 900 meters.  

According to the interview on Tuesday, august 3, 2009 with Mr. Carlos Portillo Chief of the 

Hydrography department of the ENP, the dredging has been designed of a depth of 14 

meters. There are no plans to increase the depth of the dredging for Puerto Cortés.    

The maritime signaling is consists of:  

a) The lighthouse of Punta Caballos, consists of a metallic tower in tubular form, painted 

with red and white stripes, with an elevation of 20 meters and with a visibility range of 

19 nautical miles and light with white flashes. 

 

b) Four steel Castile buoys  that demarcate the access to the port facilities, two buoys 

color red  starboard  and two  buoys color green to port, each one with a marine 

lantern of 155 millimeters in diameter, two with red light and two with green light, with a 

visibility range of 4.0 nautical miles, solar panels and rechargeable batteries. 

Recently, the National Port  Authority ( Empresa Nacional Portuaria)  has acquired 4 

buoys with the following features: two green buoys model SB-138p-R5 and two red 

model SB-285-R3, which were identified and recommended by our specialist in 

maritime signaling for the replacement of the buoys that trace the access channel 

mentioned above.  

 

c) One steel Castile buoy identifies as being of Sea or of Pilot, painted with red and white 

colors, a marine lantern of 155 millimeters in diameter, with white light and a reach of 

visibility of 4.0 nautical miles, solar panel, and rechargeable battery, and whose 

function is to mark the approximation to the access waterway. 

 

d) Two fixed marks located at the entrance or Texaco’s dock, composed of two marine 

lanterns of 155 millimeters in diameter with yellow light. 

 

e) Four metallic mooring buoys, in front of Gases del Caribe, painted in yellow color, 

without illumination system. 
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Tela Terminal 

In the Tela Terminal is operated the Oil products distributed S.A (DIPSSA) and is located 

in the Tela bay, it is conformed of 6 mooring buoys and depth in the PLEM (pipe line end 

manifold) is of 14 meters of steel hydrographical and the width of tidal of 0.6 meters (2 

feet). The distance of the PLEM to the coast is of 880 meters and to the beaching line is 

400 meters.   

In the Terminal operate among one and two tankers by month with average unloading 

among 100,000 and 120,000 barrels among all the unloaded products. 

 

 

Santo Tomás de Castilla, Guatemala 

It is the port where it passes the busiest maritime cargo of Guatemala, its geographical 

location is Latitude 15 º 42'N and length 88 º 37'W, has a maneuver area of 906 meters 

long and 150 meters wide. 
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The port facility counts with a marginal dock with a length of 914.56 meters conformed by 

6 docks of 152.42 meters each.  

The port has the following distribution of docks: 

a) Dock 1: passenger vessels, general cargo, and other military vessels. 

b) Dock 2: passenger ships, general cargo, military boats, ships transshipment shot. 

c) Dock 3: Liquid bulks, transshipment shot. 

d) Dock 4: Container ship, multipurpose, fridge, transshipment shot. 

e) Dock 5: Bulk, multipurpose, fridge, transshipment shot. 

f) Dock 6: Liquid bulk, chemical products, container ships, transshipment shot. 

The depths of the docks are the following:   

Dock 1: 9.50 meters 

Dock 2: 9.50 meters 

Dock 3: 9.80 meters 

Dock 4: 9.80 meters 

Dock 5: 9.80 meters 

Dock 6: 9.80 meters 

Access Channel 

The access channel has a length of 12 kilometers and a width of 90 meters, with a draught 

of 11 meters of deep and a maneuver area of 906 meters by 150 meters. 

The last dredging was made in 2004, where was dredged the entire channel to the existing 

depth. The maximum velocity of ships in the channel must be of 5 to 6 knots, and the 

maximum depth of the draft of the vessel in the channel must be of 10 meters in high tide 

and 9.50 meters in low tide. The maximum breadth of a vessel to transit should be 28 

meters.    

To signaling to access to the port, exist: 

a) There are four lighthouses called: Villedo Lighthouse, Heredia Lighthouse, Cabo Tres 

Puntas Lighthouse, Ox-Tongue Lighthouse and they are steel structures (steel tubes) 

stick in the marine floor, with a platform of handrails and stairs in order to reach them, 

they are painted in white color, with a marine lantern of 155 millimeters in diameter, 

white light, solar panel and a rechargeable battery. 

 

b) Nine Castile type buoys, 4 red colored (2 plastic ones and two steel ones), 5 green 

colored (3 steel ones and 2 plastic ones), with marine lanterns of 155 millimeters in 

diameter, which mark the access waterway to the port. Due to the high theft incidence 
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of the buoys installed solar panels, as is the case of buoys #1, #2, #4, the pilot’s buoys, 

are currently without solar panels, hence weekly battery change in needed. 

 

c) A steel Castile type buoy, identified as of Sea or Pilot (ST), red and white colored, 

marine light of 155 millimeters of diameter, with white light, visibility reach of 4.0 

nautical miles, rechargeable battery is found, its function is marking the approximation 

access waterway. 

 

d) Two pairs of bearer made up of steel structures one installed in water and three in 

mainland; a pair is used as reference to the pilots to moor ferries in dock No.3 and the 

other pair to mark the center of the access waterway (Naval Base Beacon and Cerro 

Beacon, inverted triangular switchboards). 

 

Puerto Barrios, Guatemala 

This port is located in the Amatique Bay, its geographical location is Latitude: 15º44’N, 

Length: 88º36’W. 

The port facilities have four berths of 150 meters each one located in the south side; in its 

north has a berth of 205 meters and other of 68 meters.  

 

The docks are designed primarily to load and unload ships, they also engage in 

downloading and liquid bulk and general cargo. 

Access Channel 

The approximation to Puerto Barrios is made using the same access channel for the  Port 

of Santo Tomás de Castilla, with the variation that is use a ramification of the main 

channel, marked with two Castile buoys color yellow, where the draft is of 9.50 meters and 

a maneuver area of 100 meters by 290 meters. 
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The access channel aids to navigation system is used to enter Puerto Barrios, until two 

Castile type buoys are reached, they are yellow color painted, and one is made of steel 

and the other one with reinforced plastic, with marine lantern, solar panels and 

rechargeable battery that mark the entry and exit to the port. 

Two pairs of bearing switchboards in land, they lead the ships to the port of destiny. 

The depths of the four docks of Puerto Barrios are the following: 

South side (docks 1 and 2 of 150 each): 9.5 meters 

North side (dock 3, 205 meters; dock 4.68 meters): 9.5 meters 

 

Port of Belize 

The Port of Belize is the main port in Belize and is located in the following geographical 

position Latitude: 17º30’N and Length: 88º12’W. 

The Port of Belize has a main dock of 67 meters long, with three dolphins to a side of the 

dock (right side) and one on the other side (left side), the depth is of approximately 10 

meters in the approximation to the port facility.  

In the vicinity of the port, it is found the domestic terminal for local boats and the oil 

terminal of ESSO, conformed by mooring buoys.  

 

 

Access Channel 

The channel has a length of 4,600 meters and a width of 120 meters, with a draft of 10 

meters of depth, the maneuver area of 600 meters long and 340 meters wide. 
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The system of aids to navigation are composed of thirty one beacons of metallic material 

and steel piles or stakes stick in the marine floor, with heights ranging from 15 to 83 feet, 

visibility reach of 5 to 17 nautical miles, with illumination system. 

Seventeen Castile type buoys, nine green colored, seven red colored, one with white light, 

made of reinforced plastic, they mark the waterway entry and exit of the port (a lot of 

theses buoys are half destroyed and without the illumination due to the vandalism). Almost 

none of the buoys have a visible number. 

Port of Big Creek 

The port of Big Creek is located in the Stann Creek district, located 2.5 kilometers in land 

to the entrance of Big Creek, the type of dock is longitudinal with an extension of 998 feet; 

with an approximately depth of 7 meters and a maximum permitted draught of 6.5 meters; 

depending of the characteristics of the vessels that arrive to the port, they can moor twice.  

 

Access Channel 

The access channel to the port facilities has a length of 2.5 kilometers and a width of 63 

meters that allows the capacity for single ship crossing in both directions; the draught is of 

7.0 meters of depth in the first 1.5 kilometers and after is reduced to 6.7 meters. In the 

improvement plans to the port installations, there are plans to dredge the channel to a 

depth of 9.0 meters.  
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The maritime signaling consists of: 

Twenty one buoys Castile type, of combined material, steel tower and elastomeric plastic 

float buoys, without illumination system, since they have many problems with theft of solar 

panels and battery, limiting the entry to ships during the day only, and marking the access 

waterway to the Port of Big Creek. Additionally they count with six lighthouses. 

 

2.2 Port Statistics 

The port statistics presented in this report were obtained from several sources, mostly 

from the statistics departments of the ports (Puerto Cortés, Santo Tomás de Castilla and 

Puerto Barrios); from International Agencies on regional character and from the Belize Port 

Authority. 

The following is a summary of statistics, product of the study of the documents consulted. 

 General Movement of Cargo Import/Export (Thousands of Tons) 

Port 2004 2005 2006 2007 2008 

Port of Belize                                         
Belize 765.5 716 612.8 655 N/D 

Port of Big Creek                                 
Belize 116.9 118   218.1 N/D 

Santo Tomás de 
Castilla   Guatemala 4,562.3 4,318.3 4,597.3 4,706.4 4,676.9 

Puerto Barrios               
Guatemala 1,869.1 1,936.9 1,821.9 2,035.0 2,092.3 

Puerto Cortés                                       
Honduras 7,012.0 7,365.8 7,396.9 8,010.5 8,527.3 

Tela                                      
Honduras  163.9 187.8 232.7 146.6 209.4 
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 Vessels Movement (Units) 

Port 2004 2005 2006 2007 2008 

Port of Belize                                         
Belize 379 303 540 537 N/D 

Port of Big Creek                                 
Belize 100 111   161 N/D 

Santo Tomás de 
Castilla   Guatemala 1,368 1,365 1,437 1,578 1,320 

Puerto Barrios               
Guatemala 463 480 541 564 479 

Puerto Cortés                                       
Honduras 1,756 1,749 1,836 1,909 1,816 

Tela                                      
Honduras  16 24 26 15 23 

 

 Ships Served By Type (Units)/ Santo Tomás de Castilla 

Type 2004 2005 2006 2007 

Conventional 285 266 296 29 

Fridge 70 76 128 100 

Container ship 459 489 475 634 

Ro-Ro 367 355 341 337 

Bulk Solid 6 8 10 10 

Liquid Bulk 130 125 122 139 

Tanker 31 23 22 0 

Cruiser 18 16 42 51 

Others 2 7 1 278 

Total 1,368 1,365 1,437 1,578 
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 Ships Served by Type (Units)/ Puerto Barrios 

Type 2004 2005 2006 2007 

Conventional 22 61 50 55 

Fridge 58 54 65 92 

Container ship 326 329 367 368 

Ro-Ro 2   3 7 

Bulk Solid 14 15 15 20 

Liquid Bulk 23 19 23 22 

Barge 13   12   

Cruiser 5 2 2   

Others     4   

Total 463 480 541 564 

 

 

 Ships Served by Type (Units)/ Puerto Cortés 

Type 2004 2005 2006 2007 2008 

Conventional 94 91 95 72 43 

Container 470 487 447 417 351 

Bulk Solid 111 123 125 117 120 

Petroleum derivatives 99 96 133 146 144 

Wood 21 22 19 15 5 

RO-RO 240 220 229 229 216 

Fridge 17 43 7 2 45 

Container ship 617 577 682 833 819 

Ballast 19 10 38 25 22 

Cruiser 30 37 18 11 8 

Others 38 43 43 42 49 

Total 1,756 1,749 1,836 1,909 1,816 
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 Ships Served by Type (Units)/ Tela 

Type 2004 2005 2006 2007 2008 

Lquid Bulk 16 24 1    

Tanker     25 15 23 

Total 16 24 26 15 23 

 

 

 Cargo Movement by Type (Thousands of Tons)/ Port of Belize City  

Type 2004 2005 2006 2007 

Banana 73 73.2     

Bulk 1.2 1.2 0.014 2.2 

Cement 8.3       

Concentrate 19       

Container  22.3       

Ro-Ro 196.5 212.5 211.8 209.5 

Fuel 14.8 140.9 124.2 120 

Fertilizers 138.3 10.9 3.9 12.8 

Molasses 33.2 33.8 33.6 42.3 

N.C.S. Container 146.5 151.1 144.5 154 

Pine Stumps 2.7       

Steel 5.3       

Sugar 82 70 68.1 81.6 

Wheat 22.7 22.4 26.7 24.1 

Corn       8.5 

Total 765.5 716 612.8 655 
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 Cargo Movement by Type (Thousands of Tons)/ Port of Big Creek 

Type 2004 2005 2007 

Banana 73 73.2 62.4 

Fresh Citrus 5.5 8.6 1.1 

Frozen Concentrate 2.9 19.5 9.8 

Madera 0.44 1.1 0.54 

Pine Stumps 1.8     

Poles 21.8   7.3 

Culverts 0.36   0.45 

Steel 1.6   0.64 

Ro-Ro 1.1 4.7   

Fertilizer 8.4 10.9 7.6 

Fuel     90.9 

Containerized     18.1 

Bulk     19.3 

Total 116.9 118 218.1 

 

 Cargo Movement by Type (Thousands of Tons)/ Puerto Santo Tomás de Castilla 

Type 2004 2005 2006 2007 2008 

General Cargo 349.9 346.5 477.2 358 300.8 

Containerized 1,906.2 1,723.10 1,955.20 2,339.70 2,517.9 

Furgones 542.1 511.4 483.4 427.5 363.9 

Bulk Solid 161.5 209.2 231.2 241.9 208.8 

Liquid Bulk 1,602.3 1,528 1,450.40 1,339.30 1,285.5 

Total 4,562.0 4,318.2 4,597.4 4,706.4 4,677 
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 Cargo Movement by Type (Thousands of Tons)/ Puerto Barrios 

Type 2004 2005 2006 2007 2008 

General Cargo 195.4 264 260.3 320.0 331.8 

Containerized 1,443.80 1,474.40 1,363.00 1,500.0 1,605.2 

Bulk Solid 82.4 71.3 90.7 132.0 53.1 

Liquid Bulk 147.5 126.8 107.9 82.0 103.0 

Total 1,869.1 1,936.5 1,821.9 2,035.0 2,092.3 

 

 

 Cargo Movement by Type (Thousands of Tons)/ Puerto Cortés 

Type 2004 2005 2006 2007 2008 

General Cargo 1,365 1,393 1,504.30 1,869.20 1,957.33 

Containerized 1,169.30 1,418 1,387.50 1,385.20 1,393.78 

Bulk Solid 813.7 889.2 896.1 984.6 1,149.45 

Liquid Bulk 3,664 3,665.60 3,608.90 3,771.50 3,222.38 

Total 7,012.0 7,365.8 7,396.8 8,010.50 8,527.3 

 

 

 Cargo Movement by Type (Thousands of Tons)/ Tela 

Type 2004 2005 2006 2007 2008 

Liquid Bulk 163.9 187.8 232.7 146.6 209.39 

Total 163.9 187.8 232.7 146.6 209.39 
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2.3 Methodology for the Identification and Risks Assessment 

2.3.1 Methodology 

The risk is function to the Probability of Occurrence of a pollution incident and the 

Magnitude of Damages that take place on the natural resources (Protected marine areas, 

corals, mangroves, types of coasts, birds, fishes, marine mammals, etc.) and on socio-

economic resources (vessels, docks, marinas, fisheries, hotels, tourism, farms, 

recreational and sports activities, etc.). 

The decrease of the risk of pollutionn it is achieved by the reduction of the probability of 

occurrence and /or the magnitude of its consequences.  

The probability is reduced through preventive measures specific to the safety of navigation 

and operation of loading and unloading and bunkering being made on the docks, as well 

as measures that are taken for its operation.  

The magnitude can be reduced in three ways: 

 Protecting the sensitive resources present in the scenario (by example: installing 

contention booms in the water intake). 

 Subdivide, physically, the event when it is caused by man (by example: the case of 

cargo tanks of vessels). 

 Running a Contingency Plan suitable and properly implemented.  

In order to determine the Probability of occurrence of a maritime casualty, it has been 

established, five categories: Extremely Remote, Remote, Occasional, Probable, and 

frequent, according to the period of recurrence shown in the following table.   

Table No.1    Probability of Occurrence 

PROBABILITY  

CLASS RECURRENCE 

Extremely Remote > 30 years 

Remote 10 to 30 years 

Occasional 3 to 10 years 

Probable 1 to 3 years 

Frequent < 1 year 

 

To determine the Magnitude of the damages caused by a maritime casualty (spillage 

incident, fire or explosion, collision, grounding, structural failure) it has been established 

five categories: Despicable, Marginal, Moderate, Critical, Catastrophic, according to the 

damages shown in the following table.  
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Table No.2 Magnitude of Damage 

MAGNITUDE 

CLASS IMPACT DAMAGE 

Despicable 

Persons Case of First Aids or minor medical treatment, without temporary 

injuries 

Facilities Without damage or insignificant damage 

Environment Without enviroment damage  

Image Without impact  

Marginal 

Persons Minor injuries without internment 

Facilities Minor damage to equipment or facilities (low cost of repairing or 

without loss of working hours) 

Environment Emissions to the environment within acceptable values by 

legislation 

Image Local Impact 

Moderate 

Persons minor injuries with temporary internment 

Facilities Moderate damage to equipment or facilities (average cost of 

repair or loss of working hours) 

Environment Reversible damage to the environment in the short or medium 

term 

Image National Impact 

Critical 

Persons Serious temporary injuries 

Facilities Severe damage to equipment or facilities 

Environment  Reversible damage to the environment in the long term 

Image Regional Impact (Central America) 

Catastrophic 

Persons Death or serious permanent injuries 

Facilities Irreparable damage to equipment or facilities 

Environment Irreversible damage to the environment 

Image World Impact 

 

In view of the foregoing, it has been designed the table below, which provides a matrix 

with 5 categories of Risk: Very Low, Low, Medium, High and Very High. 

By categorizing the risks as well as the probabilities and magnitudes with five different 

values it allows to graduate better each scenario, with a greater discrimination of the 

different cases. 
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Table No.3 Risks Matrix 

  PROBABILITY 

  
Frequent 

5 

Probable 

4 

Occasional 

3 

Remote 

2 

Extremely 

Remote 

1 

MAGNITUDE 

Catastrophic 

5 
25 20 15 10 5 

Critical 

4 
20 16 12 8 4 

Moderate 

3 
15 12 9 6 3 

Marginal 

2 
10 8 6 4 2 

Despicable 

1 5 4 3 2 1 

 

Table No.4 Risks Classification 

Risk Index 

(RI) 

Description Actions to be taken 

1 < IR < 4 ACCEPTABLE 

LOW PRIORITY: Depending on the facility of reducing 

the level or to mitigate, appropriate measures must be 

taken. 

5 < IR < 10 MODERATE 

MEDIUM PRIORITY: Risk Reduction "as low as 

reasonably achievable" (ALARP - As Low As 

Reasonably Possible). It establishes a period of one 

year to implement corrective actions based on a cost-

benefit analysis, reduce the risk indicators. 

12 < IR < 25 

UNACCEPTABLE 

 

 

HIGH PRIORITY: We must take immediate measures 

to implement the recommended actions for reducing 

the risk indicators urgently. The timeframe for 

implementation should not exceed six months, but 

during that time, if maintaining the operation, measures 

must be taken of responses to specific emergencies 

until the final implementation. 

 

In order to be able to develop the identification of navigation risks in the Gulf of Honduras 

and its proper weighting, it has been designed the following template. 
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Table No.5 Sheet of Identification and Weighting of Risks 

N° EVENT CAUSE EFFECT PREVENTIVE 

MEASURES 

P M R RECOMEND. 

         

         

         

         

         

         

         

 

Nº: identifies the numerical form in which each risk is identified  

EVENT: are the accidental situations that have the potential of cause damage to the 

facilities, operators, public or the environment (by example: grounding, collision, fire, 

explosion, liquid spillage, gas leak, etc). 

CAUSE: It can be due to equipment failures (machine black out, rudder locked, broken 

cable of the tug, etc.). Human factor (lack of knowledge, fatigue, confusion, 

misinterpretation language) or natural features (oceanographic, meteorological, telluric, 

etc.). 

EFFECT: It identifies unintended impacts of the event (affectation of human health, 

pollution, damage to property including the interruption of the use of certain assets, 

affectation to the image of the port, region or country's maritime sector). 

PREVENTIVE MEASURES: it identifies the preventive measures adopted and in use that 

reduce the risk (procedures, manuals, contingency plans, contracted services, equipment 

and available personnel 

P: Probability of occurrence (numerical value) evaluated by the consultant. 

M: Magnitude of damage (numerical value) evaluated by the consultant. 

R: Risk (numerical value) evaluated by the consultant.  

 

RECOMMENDATIONS: in this column is incorporated the recommendation of the 

Consultant in order to reduce the identified risks (adoption of legal norms to the 

implementation of international standards, modification of procedures, instrumentation of 

contingency plans, personnel training, incorporation o new technologies). 
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2.3.2 Variables Analyzed 

The aspects under consideration, in order to perform Risk Analysis of Navigation 

generated by merchant ships, are listed below: 

a. Risks of Maritime Casualties 

 

 Type of traffic 

 Vessel type 

 Vessel routes 

 Goods transported 

 Aids to navigation 

 Statistics of spills 

 

Statistical information has been received from the ports of the Project which is located in 

the previous section. 

In general, the 5 largest ports receive container ships, conventional, refrigerated and ro-ro 

transport. The Port of Belize City does not receive oil, in Big Creek fuel oil, diesel and 

gasoline are unloaded and crude oil is loaded, in Santo Tomas de Castilla export crude oil 

is loaded and heavy and light fuel are unloaded, in Port Cortes fuel oil and light oils are 

unloaded. 

In all these ports chemicals are unloaded into plots and in Santo Tomás de Castilla and 

Cortés Ports bulk chemicals. 

The terminals of Loyola and Tela receive light bulk fuel through discharge hoses and pipes 

to  plant. 

In the region there are also tourism cruises, which mainly call port in Santo Tomás de 

Castilla, Port Cortes and Belize. 

The oil tankers that load crude oil and unload heavy and light fuels are small, less than 

60,000 tons of cargo. According to the data received, the number of tankers operating in 

the ports of the Gulf of Honduras during a period of one year, on average are as follows: 

PORT TOTAL OIL TANKERS BULK LIQUID 

Tela Terminal 20 20 --- 

Port Cortés 1.812 118 * --- 

Santo Tomás de Castilla 1.437 25 129 

 Barrios Port 512 --- 22 

Big Creek 124 24** --- 

Port Belize 440 --- --- 

Loyola Terminal 18 18 --- 
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* It includes the bulk liquid 

** The loads of oil in Port Big Creek began in 2007 

 

In February 2009, only a VTS and AIS System works in the Port of Santo Tomás de 

Castilla, meanwhile in Port Cortes, the works for the VTS are advanced. The AIS system 

has acquired and tested but is not yet operational, while the intelligent buoys of the access 

channel to such port have been put in operation in the first half of 2009.  According to the 

interview on August 3, 2009, with Mr. Carlos Portillo, the ENP acquired equipment from 

Tideland Company, corresponding of 4 buoys SB-139P-R5 (two) and SB-285-R3 (two), 

and NAVLINK monitoring equipment with electronic navigational charts, this equipment 

was tasted in the control tower and later was packed again waiting for the control tower to 

be ready. In Belize there are no such systems. 

The buoying of the access channel to the Port of Santo Tomas de Castilla has one or two 

buoys that are not perfectly lined up wide side, in particular the buoy number 7 (that is the 

one most distinguished) and the other buoy could be number 5. 1 The Buoy system of the 

access channel to the Port of Belize City is correct. At the beginning of the consultancy the 

buoy system of the acess channel of the Port of Big Creek was poor, but during the course 

of it, buoys have been purchased with lighting system and it has started its replacement in 

2009.  

In waters under the jurisdiction of Belize it would be convenient the placement of new 

signs, in order to delineate the navigation risks involved in the coral reefs, in order to avoid 

further marine casualties. 

In the access to Port Cortés and the bay of said port it would be required a bathymetric 

survey, since there have been two strandings in less than a year, indicating that there is 

accumulation of sand that are changing the depths.  

The statistics of spills are scarce and the data collected from different sources, formal and 

informal can be seen in Section 4.2 Development of the Historical Review of 

Environmental Impacts. 

The risks identified in the templates attached in this section. 

b. Global vision of the preparation state 

In this category will be analyze the preparation of the system to practice Maritime traffic 

control as much as the Flag State and the Port State Control and the capacity of give 

response to emergency situations, whether be in a public way or through privates 

companies.  

                                                
1
 Information supplied by the Captain Herbert Ortiz, Pilot of the Port of Santo Tomas de Castilla in telephone 

conversation of 18 August, 2009. 
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 National Authorities 

 Contingency Plans 

 Availability of equipment 

 International Treaties 

 Flag State 

 Port State Control. 

 

The three countries have implemented a system of Port State Control (PSC). 

In Guatemala, the Ministry of National Defense as Maritime Authority of Guatemala, 

performs the duties as Port State Control through the Commanderies and port captains of 

the Republic, performing inspections of foreign ships in national ports, through ship 

inspectors assigned to these Captaincies. 

According to the Consultant, cited PSC systems require a strengthening, in particular 

Belize. This strengthening could include, inter alia, the training of more PSC officers , 

conducting refresher courses and exchange of information between the 3 PSC authorities 

in the Gulf of Honduras, in order to achieve greater effectiveness in the number of vessels 

inspected annually.  

None of the three countries has a National Contingency Plan approved and implemented, 

nor have established standards or guidelines for companies to have their own Local 

Contingency Plan. 

Guatemala created on 20 February 2009, the National Oil Spill Contingency Commision, 

their derivatives and hazardous substances at sea and marine coastal regions, 

CODEMAR. This Commission is currently developing the National Contingency Plan, 

which is in its final review stage before approval. It should be mentioned that within the 

structure CODEMAR, there are Local Committees of contingency against oil spills, within 

which there are private companies that engage in the activities related to reception and 

handling of oil;  these local committees are responsible for verifying that companies have 

their own plan, which will be approved by CODEMAR. 

Guatemala have ventures of with oil companies that have invested in equipment for control 

of spills, but lacks a group of organized and uniform response. The equipment available in 

Belize for control of spills at sea is deficient, as it is in Honduras, except that in the latter 

country there is a company specialized in control of oil spills at sea, of recent creation 

Ocean Pollution Control, but part of a Group with a long history in Panama and with 

subsidiaries in Costa Rica, Nicaragua and Guatemala. 

At the state level there are no agreements of cooperation, but some oil companies like 

Chevron, EXXON MOBIL, SHELL and BELIZE NATURAL ENERGY  are associated with 

the Clean Caribbean & Americas (Fort Lauderdale, USA), while PERENCO is associated 

with the Oil Spill Response Limited (OSRL), headquartered in Southampton, United 
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Kingdom. These two institutions provide services to spill level of Tier 3 and have a length 

of more than 24 hours notice to position in the scene of the spill. 

 

c. Factors contributing to the occurrence of marine casualties 

This section will analyze the specific characteristics of each port environment and 

operations in them that can contribute to the likelihood of a marine casualty. 

 Amount of oil transported 

 Local characteristic of the navigation 

 Traffic density 

 Climate and marine conditions 

 Visibility 

 Depth and nature of the seabed 

 Entrance/ exit of the ports and channels 

 Load/ unload of dangerous goods 

 Load/ unload of oil 

 Fuel supplies 

 

The quantities of oil transported, both export and import, according to the characteristics of 

the global market are small. Traffic density of oil tankers is approximately one tanker each 

five (5) days throughout the region, while the total traffic density is twelve (12) ships by day 

across the region. 

Meteorological and oceanographic conditions in the zone do not involve a risk per se, 

having to take precautions regarding the navigation in the vicinity of the coral reefs. 

Loading and unloading of oil and hazardous goods in bulk could be improved in Big Creek, 

in Santo Tomas de Castilla and Puerto Cortes (piers 1a and 3) by adopting designs that 

offer greater safety. The only caveat on the subject is pier 1 of Puerto Cortés, which has 

been designed specifically as a fuel terminal, with a design tailored to the needs of 

industrial safety. 

 

2.3.3 Variables Assumed 

Any maritime terminal of loading or unloading oil and chemicals in bulk have the ability to 

conduct inspections to tankers that tie into it and can veto those that do not meet 

international standards or those standards set by the terminal itself. 

It is assumed that the variables for merchant ships (design, maintenance and crew) meet 

the standards required by international standards and that are verified by Port State 

Control randomly. 

It is necessary to bear in mind that this variable assumed is important and is represented 

by the thousands of ships sailing per year in waters of the Gulf of Honduras, for which we 
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cannot deliver an opinion because, for the purposes of this study, it has not been made 

any assessment. 

Consistent with the statistics of the International Maritime Organization (IMO), 70% of 

maritime casualties are due to failures and origin of the human factor, leaving the 

remaining 30% to structural flaws in the ship and responsibilities of third parties (lack of 

navigational aids, deep flaws in the dredging of channels, etc.).. When the ship is 

considered as a whole, crew, cargo and structure of the ship itself, many questions arise 

about the personal skills and capabilities to cope with maritime adventure. 

For the purposes of this study, can be regarded as valid, without going to deliver value 

judgments about their real abilities, all certificates of Captain and his crew issued under 

the STCW 95, as well be considered valid Certificates issued to merchant ships, under 

existing international conventions (SOLAS, MARPOL, LL) in their amended versions, by 

the  flag authorities. 

It must be bear in mind that there are many shipping companies that meet in a rigorous 

provision of international conventions emanating from the International Maritime 

Organization (IMO), but there are also substandard ships sailing in the world without 

achieving levels of efficiency required in these times. 

Starting from this premise, of how to recognize the valid certificates issued by sovereign 

States, but without having a thorough knowledge of the ability to navigate of the merchant 

vessels, should be interpreted that there is a small "gap" that cannot be properly 

assessed, reason why there is a minimum real uncertainty about the results of this study. 

Accordingly, the recommendations of the consultant will focus on those aspects that can 

be implemented by the maritime of port authorities to uphold safer navigation in order to 

preserve the natural environment in the Gulf of Honduras. 

 

2.3.4 Templates of Identification and pondering of risks  

 

Next are inserted the templates which summarizes the risk events, the causes that might 

lead to it and the eventual effects. 
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HONDURAS 

 

Phase approximation of vessels through normal shipping routes to access to ports and terminals 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

1 Grounding of a vessel in the 
waters of the Gulf 

Loss of rudder control.  

Lock the ability of rudder 
movement  

Selection of the incorrect route 

Wrong positioning of the ship 

Adverse weather conditions   

Fire on board 

Failure of propulsion 

Failure of the energy on board 

 Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

 Do not exist in 
outer waters, 
before the taking 
of the pilots. 

1 4 4 Implement AIS and VIS systems  

2 Collision of two vessels in the 
Gulf 

Selection of the incorrect route  

Wrong positioning of the ship 

Failure of the radar  

Failure of the communication 
system 

Wrong decisions of the personnel 
guard of the bridge. 

Failure of the energy on board 

Structural design of 
the hull 

 Sinking 

 Oil Spill 

 Spill of hazardous 
cargo 

Obstruction of critical 
routes 

 Do not exist in 
outer waters, 
before the taking 
of the pilots 

1 5 5 Implement AIS and VIS systems 
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PUERTO CORTÉS 

 

Access Channel to enter the port 

 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

3 Grounding in the Access 
channel to the port  

Loss of the  rudder control 

Lock of the capacity of rudder 
movement 

Selection of the incorrect route by 
the pilot 

Wrong positioning of the vessel 
by fog   

Adverse weather conditions  

Pilot error 

Machine failure 

Failure of the energy on board 

Failure of the aids to navigation, 
mal function of the illumination 
system, wrong location of the 
aids to navigation 

Aids to navigation out of place 

 Structural damage of 
the hull 

 Sinking 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
critical routes  

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugs  
 

1 5 5 Perform bathymetric surveys and 

dredging of access channel and in 

the bay 

 

Make the proper maintenance to 

the aids to navigation  

 

Assign tugs with the proper power 

for the type of vessel to tow  

 

Implement AIS and VTS 

4 Collision of two vessel at the 
Access channel  

Incorrect rout selection  

Wrong positioning of the vessel 

Failure of the radar 

Failure of the communication 
system 

Wrong decisions by the pilots of 
both vessels  

Failure of the energy on board 

Structural damage of 
the hull 

Sinking 

 Oil Spills 

 Spill of hazardous 
cargo 

Obstruction of the 
critical routes 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugs 

 Navigation in 
one way with 
large vessels 
 

1 5 5 Make the proper maintenance to 

the aids to navigation  

 

Assign tugs with the proper power 

for the type of vessel to tow  

 

Implement AIS and VTS 
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PUERTO CORTÉS 

 

Docks, Mooring and Unmooring 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

5 Collision of a vessel with a dock 
during the maneuvers of mooring 
and unmooring  

 Loss of the rudder control 

 Error of the maneuver of 
machines 

 Error of the maneuver of  the 
tugboat  

 Error of the pilot maneuver 

 Failure of the machine 

 Breaking of the mooring ropes in 
bad weather  

 Failure of the energy on board 

 Failure of fences 

 Structural damage in 
the hull 

 Structural damage in 
the dock 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugs  
 

2 2 4 Assign tugs with the proper power 

for the type of vessel to tow  

 

Proper advising on the wind and 

currents conditions  

6 Fire and/or explosion on board of a 
vessel during the maneuver  of load 
and unload  

 Accident with hazardous goods 

 Accident during the discharge of 
the oil and chemical terminals  

 Error during the bunker 
maneuvers 

 Structural damage of 
the hull 

 Berth structural 
damage 

 sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Pollution with toxic 
gases in the city 

 There  are 
systems of not 
exhaustive 
control 

 

1 5 5 Keep in proper functioning 

systems to fire fighting 

 

Establish procedures for checking 

before loading of bunker (check 

list of ISGOTT) 

7 Dolphin collapse  Failure in the stilts  Vessel with unsafe 
mooring  

 1 1 1 Conduct studies of the integrity of 
the piles of the pier 
 

8 Pipes collapse or breaks of the 

hoses 

Operative damage  Pollution from spill  Conduct hydrostatic 

testing to the hoses.  

1 2 2 Hydrostatic testing of pipelines.  

 

Perform control check list of 

ISGOTT. 
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TELA TERMINAL 

Approximation maneuvers, mooring and unmoor operations 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

9 Error during the maneuvers of 
approximation, moor and unmoor. 

 Loss of the control and/or 
propulsion of the vessel 

 Error of the pilot or  tugs (if 
they are necessary) in the 
maneuvers of approximation, 
moor and unmoor  

 Failure of the energy on board 

 Grounding on the 
coast 

 Structural damage 
on the hull 

 Grounding in the 
coast 

  sinking 

  Oil Spills 

 Fire and/or 
explosion  

 There are little rigorous 
control systems by the 
pilots 

  Proper tugboats but too 
far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers 

1 4 4 The pilots should remain on 
board during all operations 
 

10 Breaking of the ropes and grounding 
of the vessel at the coast 

 Breaking of the ropes because 
of bad weather 

 Lack of control in the mooring 
ropes during the unload 
maneuvers 

 Lack of pilot on board and 
consequent lack of decision-
making 

 Lack of tugboats available in 
the vicinities of the terminal 

 Lack of energy and propulsion 
when is needed 

 

 Docking on the 
coast 

 Grounding on the 
coast 

  Structural damage 
of the hull 

 sinking 

  spill of bunker 

 Oil spill 

 Fire and/or 
explosion 

 

 There are little rigorous 
control systems by the 
pilots 

  Proper tugboats but too 
far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers. 

1 4 4 Conduct non-destructive testing 
of mooring lines and / or 
mooring cables on a regular 
basis 
 

11 Loss of fuel by the hose pipe of 
discharge that provoke accidents 

 Lack of control during the 
unload maneuvers 

 Breakdowns in the discharge 
hose 

 Rupture of the underground 
pipes 

 

 Oil spill. 

 Fire and/or 
explosion  

 There are little rigorous 
control systems by the 
pilots 

  Proper tugboats but too 
far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers 

1 5 5 Tugs must have fire-fighting 
system 
 

Perform control check list of 

ISGOTT. 

12 Loss of fuel discharge hose or pipe 
 

 Lack of control in the 
discharge maneuvers  

 Breakdowns in the discharge 
hose 

 

 Oil spills. 

 Fire and/ or 
explosion 

 Conduct hydrostatic 
testing to the discharge 
hoses  

2 1 2 Control of the ERP cargo hoses 
and piping underwater. 
 

Perform control check list of 

ISGOTT. 
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GUATEMALA 

 

Phase approximation of vessels through normal shipping routes to access to ports and terminals 
 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

13 Grounding of a vessel in the 
waters of the Gulf 

Loss of the rudder control 

Lock the ability of rudder 
movement 

Selection of the incorrect route 

Wrong positioning of the ship 

Adverse weather conditions   

Fire on board 

Failure of propulsion 

Failure of the energy on board 

 Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

 Do not exist in 
outer waters, 
before the taking 
of the pilots 

 There is a good 
AIS system 

1 4 4 Implementation of a VTS System. 

 

Maintain in proper shape the aids 

to navigation that mark the low 

bottoms or risk to navigation 

 

14 Collision of two vessels in the 
waters of the Gulf 

Selection of the incorrect route  

Wrong positioning of the ship 

Failure of the radar  

Failure of the communication 
system 

Wrong decisions of on duty 
personnel. 

Failure of the energy on board 

Structural design of 
the hull 

 Sinking 

 Oil Spill 

 Spill of hazardous 
cargo 

Obstruction of critical 
routes 

 Do not exist in 
outer waters, 
before the taking 
of the pilots 

 There is a good 
AIS system 

1 5 5 Implementation of a VTS System. 
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PUERTO BARRIOS 

 

Access channel to enter the port 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

15 Grounding in the access 
channel 

Loss of the rudder control  

Lock of the ability of rudder 
movement 

Wrong positioning of the vessel 
by fog   

Adverse weather conditions  

Pilot error 

Machine failure 

Failure of the energy on board 

Failure of the draught of the 
access channel 

Failure of the aids to navigation, 
mal function of the illumination 
system, wrong location of the 
aids to navigation 

 Structural damage of 
the hull 

 Sinking 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
critical routes 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugs  

 There is a good 
AIS system in 
STC, but this is 
not use in Puerto 
Barrios even 
when it is close  

2 4 8 Use proper tugs to the type of 

vessel to tow 

 

Use AIS 

16 Collision of two vessels in the 
access channel 

Incorrect rout selection  

Wrong positioning of the vessel 

Failure of the radar 

Failure of the communication 
system 

Wrong decisions by the pilots of 
both vessels  

Failure of the energy on board 

Structural damage of 
the hull 

Sinking 

 Oil Spills 

 Spill of hazardous 
cargo 

Obstruction of the 
critical routes 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugs  

 There is a good 
AIS system in 
STC, but this is 
not use in Puerto 
Barrios even 
when it is close 

2 5 10 Use proper tugs to the type of 

vessel to tow 

 

Use AIS 
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PUERTO BARRIOS 

 

Docks, Mooring and Unmooring 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

17 Collision of a vessel with a dock 
during the maneuvers of berth and 
casting-off 

 Loss of the rudder control 

 Error of the maneuver of 
machines 

 Error of the maneuver of  the 
tugboat  

 Lack of machines 

  Breaking of the mooring ropes in 
bad weather  

 Failure of the energy on board 

 Structural damage in 
the hull 

 Damage in the dock 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 No proper tugs  
 

2 2 4 Use proper tugs to the type of 

vessel to tow 

 

18 Fire and/or explosion on board of a 
vessel during the maneuver  of load 
and unload 

 Accident with hazardous goods 

 Accident during the discharge of 
the oil and chemical terminals  

 Rupture of the load hose 

 Structural damage of 
the hull 

 Structural damage of 
the hull 

 sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Pollution with toxic 
gases in the city 

 There are control 
systems but they 
must be 
improved 

 

1 5 5 Perform maintenance to the fire 

protection system 

19 Collision of a vessel with the “sunken 
dock” during the approximation 
maneuvers to the dock and the 
maneuvers of berth and casting-off 

Accident with collision with the 
sunken dock 

Error in the berth maneuvers 

Structural damage of 
the hull 

sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Mandatory pilots 

 No proper tugs  
 

2 3 6 Analyze the desirability of 
removing the sunken pier 
 

20 Dock collapse  
 

The current structure is in bad 
shape to handle the energy of the 
berth and unmoor  

Fall of the equipment 
into the water 

 1 1 1 Perform maintenance   
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PORT SANTO TOMÁS DE CASTILLA 

 

Access channel to enter the port 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

21 Grounding in the access 
channel 

Loss of the rudder control 

Lock of the capacity of  rudder 
movement 

Selection of the incorrect route by 
the pilot 

Wrong positioning of the vessel 
by fog   

Adverse weather conditions  

Pilot error 

Machine failure 

Failure of the energy on board 

Failure of the aids to navigation, 
mal function of the illumination 
system, wrong location of the 
aids to navigation 

Aids to navigation out of place 

 Structural damage of 
the hull 

 Sinking 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
critical routes 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 

 There are good 
communications  

 Proper tugs  
There is a good 
AIS system 

2 4 8 Relocation of the channel buoys 
which  are out of place (1 or 2 
buoys) 
 
 

 

22 Collision of two vessels in the 
access channel 

Incorrect route selection  

Wrong positioning of the vessel 

Failure of the radar 

Failure of the communication 
system 

Wrong decisions by the pilots of 
both vessels  

Failure of the energy on board 

Structural damage of 
the hull 

Sinking 

 Oil Spills 

 Spill of hazardous 
cargo 

Obstruction of the 
critical routes 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 

 There are good 
communications  

 Proper tugs  

 There is a good 
AIS system 

1 5 5 No comments  
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PUERTO SANTO TOMÁS DE CASTILLA 

 

Docks, Mooring and Unmooring 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURE 

P M R RECOMMENDATIONS 

23 Collision of a vessel with a dock 
during the maneuvers of berth and 
casting-off 

Loss of the control of the helm 

 Error of the maneuver of 
machines 

 Error of the maneuver of  the 
tugboat  

 Error of the pilot maneuver 

 Failure of the machine 

 Breaking of the mooring ropes in 
bad weather  

 Failure of the energy on board 

 Structural damage in 
the hull 

 Structural damage in 
the dock 

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 No proper tugs  
 

1 2 2 No comments 

24 Fire and/or explosion on board of a 
vessel during the maneuver  of load 
and unload 

Accident with hazardous goods 

 Accident during the discharge of 
the oil and chemical terminals  

 Error during the maneuvers of 
load of oil to vessels 

 Structural damage of 
the hull 

 Structural damage of 
the hull 

 sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Pollution with toxic 
gases in the city 

 There are control 
systems but they 
must be 
improved 

 There is a fire 
department 
 

 

1 4 4 Conduct periodic testing of fire 
fighting system  
 
Improve systems to fire fighting 
on Pier 6 
 

25 Loss of fuel by the load and 
unload hoses. 

 Lack of control in the 
discharge maneuvers.  

 Breakdowns in the loading 
and unloading hoses. 

 Broken hoses 
Broken pipes. 

 Oil or chemical 
products spills  

 Possible fire or 
explosion  

 There is little 
rigorous control 
systems by the 
pilots 

1 2 2 Hydrostatic testing of pipelines 

and hoses.  

 

Perform control check list of 

ISGOTT. 
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BELIZE 

 

Phase approximation of vessels through normal shipping routes to access to ports and terminals 
 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

26 beaching/ grounding in the 
access channel 

Loss of the control of the helm  

Lock the ability of movement of 
the helm 

Selection of the incorrect route 

Wrong positioning of the ship 

Adverse weather conditions   

Fire on board 

Failure of propulsion 

Failure of the energy on board 

 Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

Damages to the 
passengers (cruisers)  

 Do not exist in 
outer waters, 
before the taking 
of the pilots 

• Coral reefs of 

great magnitude 
and importance 

3 5 15 Improve navigational aids (buoys 
and beacons) properly marking 
the reef coral 
 

Implement  AIS and VTS 

 

Implement a communication 

system 

 

Increase the coverage of the 

pilotage area  

 

27 Collision of two vessels in the 
access channel 

Selection of the incorrect route  

Wrong positioning of the ship 

Failure of the radar  

Failure of the communication 
system 

Wrong decisions of the personnel 
guard of the bridge. 

Failure of the energy on board 

Structural design of 
the hull 

 Sinking 

 Oil Spill 

 Spill of hazardous 
cargo 

Obstruction of critical 
routes 

Damages to the 
passengers (cruisers 

 Do not exist in 
outer waters, 
before the taking 
of the pilots 

 

2 5 10 Improve navigational aids (buoys 
and beacons) properly marking 
the reef coral 
 

Implement  AIS and VTS 

 

Implement a communication 

system 
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BELIZE CITY PORT AND LOYOLA TERMINAL (LIGHT OIL) 

 

Landfall areas to enter the port  

 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

28 beaching/ grounding in the 
access channel 

Loss of the control of the helm 

Lock of the capacity of movement 
of the helm 

Wrong positioning of the vessel 
because of the fog   

Adverse weather conditions  

Pilot error 

Machine failure 

Failure of the energy on board 

Failure of the draught  and width 
of the access channel 

Lack of aids to navigation 

Mal functioning of the illumination 
system 

 Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

Damages to the 
passengers (cruisers)  

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

2 5 10 Increase the power of the tugs to 

large vessels 

 

Implement  AIS and VTS 

 

Implement a communication 

system 

 

29 Collision of two vessels in the 
access channel 

Incorrect rout selection  

Wrong positioning of the vessel 

Failure of the radar 

Failure of the communication 
system 

Wrong decisions by the pilots of 
both vessels  

Failure of the energy on board 

Structural design of 
the hull 

 Sinking 

 Oil Spill 

 Spill of hazardous 
cargo 

Obstruction of critical 
routes 

Damages to the 
passengers (cruisers 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

2 5 10 Increase the power of the tugs to 

large vessels 

 

Implement  AIS and VTS 

 

Implement a communication 

system 
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BELIZE CITY PORT 

 

Docks, Mooring and Unmooring 

 

 

N° EVENT CAUSE EFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

30 Collision of a vessel with a dock 
during the maneuvers of berth and 
unmooring  

Loss of the rudder control 

 Error of the maneuver of 
machines 

 Error of the maneuver of  the 
tugboat  

 Error of the pilot maneuver 

 Failure of the machine 

 Breaking of the mooring ropes in 
bad weather  

 Failure of the energy on board 

 Structural damage in 
the hull 

 Damage in the dock 

Sinking  

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

1 2 2 Improve the capacity of the tugs  

31 Fire and/or explosion on board of a 
vessel during the maneuver  of load 
and unload  

Accident with hazardous goods 

 Accident during the discharge of 
the oil and chemical terminals  

 Error during the maneuvers of 
bunkering to vessels 

 Structural damage of 
the hull 

 Structural damage of 
the hull 

 sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Pollution with toxic 
gases in the city 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

1 3 3 Provide to tugs of a fire protection 

system 

32 Dolphin collapse  Failure in the stilts  Vessel with unsafe 
mooring  

 1 1 1 Verify the structure of the dolphins 
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LOYOLA TERMINAL BELIZE CITY (Exxon Mobil) 

 

Approximation maneuvers, mooring, unmoor and oil discharge 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

33 Error during the maneuvers of 
approximation, moor and unmoor. 

 Loss of the control and/or 
propulsion of the vessel 

 Error of the pilot of tugs (if they 
are necessary) in the 
maneuvers of approximation, 
moor and unmoor  

 Failure of the energy on board 

 Docking on the 
coast 

 Structural damage 
on the hull 

 Grounding in the 
coast 

  sinking 

  Oil Spills 

 Fire and/or 
explosion  

 There are little rigorous 
control systems by the 
pilots 

 No  Proper tugboats but 
no far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers. 

1 4 4 Hire tugs with the proper power  

34 Breaking of the ropes and grounding 
of the vessel at the coast 

 Breaking of the ropes because 
of bad weather 

 Lack of control in the mooring 
ropes during the unload 
maneuvers 

 Lack of pilot on board and 
consequent lack of decision-
making 

 Lack of tugboats available in 
the vicinities of the terminal 

 Lack of energy and propulsion 
when is needed 

 

 Docking on the 
coast 

 Grounding on the 
coast 

  Structural damage 
of the hull 

 sinking 

  spill of bunker 

 Oil spill 

 Fire and/or 
explosion 

 

 There are little rigorous 
control systems by the 
pilots 

 No  Proper tugboats but 
no far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers 

1 4 4 Conduct non-destructive testing 
of mooring lines and / or 
mooring cables on a regular 
basis 
 

Check the weather forecast 

every 12 hours 

35 Loss of fuel by the hose pipe of 
discharge that provoke accidents 

 Lack of control during the 
unload maneuvers 

 Breakdowns in the discharge 
hose 

 Rupture of the underground 
pipes 

 . 
 

 Oil spill. 

 Fire and/or 
explosion  

 There are little rigorous 
control systems by the 
pilots 

 No  Proper tugboats but 
no far from the terminal 
during maneuvers 

 Proper pilots but they are 
not always on board 
during the maneuvers 

1 5 5 The  tugs must have  a fire 

fighting system  

 

Perform control check list of 

ISGOTT. 

36 

 

Loss of oil by the discharge hoses  Lack of control in the 
discharge maneuvers.  

 Breakdowns in the loading 
and unloading hoses. 

 Broken hoses 
Broken pipes.. 

 Oil spills. 

 Fire and/ or 
explosion 

 There is little rigorous 
control systems by the 
pilots 

2 1 2 Make hydraulic testing to hoses 

and to the submerge pipes. 

 

Perform control check list of 

ISGOTT. 
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BIG CREEK 

 

Access channel to enter the port 

 

 

N° EVENT CAUSE EFFECT PREVENT. 

MEASURES 

P M R RECOMMENDATIONS 

37 Grounding in the access 
channel 

Loss of the rudder control 

Lock of the capacity of  rudder 
movement 

Wrong positioning of the vessel 
because of the fog   

Adverse weather conditions  

Pilot error 

Machine failure 

Failure of the energy on board 

Failure of the draught  and width 
of the access channel 

Lack of aids to navigation 

Mal functioning of the illumination 
system 

 Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

2 4 8 Verify the change of the buoys  

38 Collision of two vessels in the 
access channel 

Incorrect rout selection  

Wrong positioning of the vessel 

Failure of the radar 

Failure of the communication 
system 

Wrong decisions by the pilots of 
both vessels  

Failure of the energy on board 

Structural damage of 
the hull 

 Sinking  

 Oil Spill 

 Spill of Hazardous 
cargo 

 Obstruction of the 
critical routes 

 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 There are not 
proper tugboats 
to the 
maneuvers of big 
vessels 
 

--- --- --- No operations are performed 

simultaneously. 
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PUERTO DE BIG CREEK 

 

Docks, Mooring and Unmooring 

 

N° EVENT CAUSE EFFECT PREVENTIVE 

MEASURES 

P M R RECOMMENDATIONS 

39 Collision of a vessel with a dock 
during the maneuvers of berth and 
unmooring 

Loss of the rudder control 

 Error of the maneuver of 
machines 

 Error of the maneuver of  the 
tugboat  

 Error of the pilot maneuver 

 Failure of the machine 

 Breaking of the mooring ropes in 
bad weather  

Failure of the energy on board 

Failure of the defenses or bad 
shape of the structure 

 Structural damage in 
the hull 

 Damage in the dock 

Sinking  

 Oil spill 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Mandatory pilots 

 Designated 
places in which 
the pilots must 
take the ship 

 Proper tugboats 
to the 
maneuvers of  
vessels that 
arrive to the port 
 

2 2 4 Asigne the tugs with the proper 

power  

40 Fire and/or explosion on board of a 
vessel during the maneuver  of load 
and unload 

Accident with hazardous goods 

 Accident during the discharge of 
the oil and chemical terminals  

 Error during the maneuvers of 
load of oil to vessels 

 Structural damage of 
the hull 

 Structural damage of 
the hull 

 sinking 

 Oil spills 

 Spill of hazardous 
cargo 

 Obstruction of the 
docks 

 Pollution with toxic 
gases in the city 

 There are control 
systems that 
could be improve 
 

 There are no 
systems to fight 
against fires in 
the port 

 

1 5 5 Provide a System of fighting oil 

fires  

41 Loss of fuel by the hose pipe 
of discharge/ discharge of oil/ 
fuel within the same port 

 Lack of control during the load 
and unload maneuvers of oil 

 Involuntary accidents by faults 
in the discharge hose  

 

Oil spills 

Possible fire on the 
water and in the 
vessel 

 

 There are control 
systems that 
could be improve 

  There are 
booms closing 
the port 

2 3 6 Hydrostatic testing to the load and 

unloading hoses.  

 

Perform control check list of 

ISGOTT 
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2.3.5 Conclusions 

 

The following table shows in digital form, the number of scenarios for each probability and 

magnitude for each event 

 

 

Distribution of scenarios 

 

  PROBABILITY 

  
Frequent 

5 

Probable 

4 

Occasion

al 

3 

Remote 

2 

Extremely. 

Remote 

1 

MAGNITUDE 

Catastrophic 

5 
0 0 1 4 10 

Critic 

4 
0 0 0 3 7 

Moderated 

3 
0 0 0 1 1 

Marginal 

2 
0 0 0 3 4 

Despicable 

1 0 0 0 3 3 

 

NOTE: There is an Event (No. 38) representing no risk, because currently there is no 

crossing vessels in the access channel to the Port of Big Creek. 

 

It is important to make notice that is presented a unique event of an unacceptable risk, 18 

moderate risk, and 21 events of acceptable risk. 

 

 

SCENARIOS QUANTITY PERCENTAGE 

ACCEPTABLE RISK 21 52,50 

MODERATE RISK 18 45,00 

INACCEPTABLE RISK 1 02,50 

 

 

2.3.6 Recommendations  

 

Next is inserted a table with the event summary and recommendations, to the 

unacceptable and Moderates risks. 
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N° EVENT RECOMMENDATIONS 

2 Implement AIS and VTS systems 

3 Perform bathymetric surveys and dredging of access channel and in the bay  

 

Perform proper maintenance to navigational aids 

  

Assign tugs with power for the type of vessel to be towed 

  

Implement AIS and VTS 

  

4 Perform proper maintenance to navigational aids 

  

Assign tugs with power for the type of vessel to be towed 

  

Implement AIS and VTS 

6 Maintain proper operation in the fire protection system  

 

Establish procedures for screening before loading bunker (check the list 

ISGOTT) 

11 Tugs must have fire-fighting system  
 
Perform control check list of ISGOTT. 
 

14 Implement AIS and VTS 

15 Use the proper tugs to tow every type of vessel 

 

Use AIS 

 

16 Use the proper tugs for the type of vessel to tow 

 

Use AIS 

 

18 Conduct maintenance to the fire protection system 

 

19 Analyze the desirability of removing the remains of the sunken  pier 
 

21 Relocation of the  buoy/s of the  channel which is / are running (1 or 2 buoys) 

26 Improve navigational aids (buoys and beacons) properly marking the coral 

reef - SHORT TERM 

 

Implement AIS and VTS - MEDIUM TERM 

 

Implement a communication system - SHORT TERM 
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Increase the coverage area of pilot - IMMEDIATE 

27 Improve navigational aids (buoys and beacons) properly marking the coral 

reef  

 

Implement AIS and VTS 

 

Implement a communication system  

 

28 Increase the power of the tugs to large vessels 

 

Implement AIS and VTS 

 

Implement a communication system  

 

29 Increase the power of the tugs to large vessels 

 

35 Tugs must have fire-fighting system  

Perform control check list of ISGOTT. 

 

37 Verify the change of the buoys 
 

40 foresee a system of fighting oil fires 
 

41 Perform hydrostatic testing of hoses for loading and unloading  
 
Perform control by the ISGOTT checklist.  
 

 

Event No. 26 which has a probability of 3 and a magnitude of 5, with an unacceptable risk 
of 15, and requires appropriate corrective actions can be implemented immediately, in the 
short term and medium term. 
 

2.4 The identification of all types of Facilities for Maritime Navigation 

As mentioned in the introduction to this chapter, next is described the system of 

navigational aids in each of the ports located in the area of influence of the Gulf of 

Honduras, according to the International association of Maritime Signage (AISM) Or 

International Association of Marine Aids to Navigation and Lighthouse Authorities (IALA), 

for its acronym in English, the marine buoys system corresponding to the area of the Gulf 

of Honduras  are defined in the region B, as shown in the following graphic. 
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Puerto Cortés is composed of the following Aids to Navigation, in accordance to 

IALA Regulations, Region B. 

The lighthouse of Punta Caballos, consist of a metallic tower of tubular formation painted 

with red and white stripes, with an elevation of 20 meters, and with a visibility reach of 19 

nautical miles and light with white flashes. 

During the initial part of the consultancy the ENP of Puerto Cortés counted with four steel 

Castile type buoys that demarcate the access waterway to the port facilities, two red 

colored buoys to the star board side and two green colored ones to the port side, each 

with a marine lantern of 155 millimeters in diameter, two with red light and two with green 

light, with a visibility range of 4.0 nautical miles, solar panels and rechargeable batteries. 

As mentioned above, these buoys have been replaced by buoys models SB-139P-R5 and 

SB-285P-R3 whose characteristics are presented as Annex to this report.  

 

 

One steel Castile buoy identifies as being of Sea or of Pilot, painted with red and white 

colors, a marine lantern of 155 millimeters in diameter, with white light and a reach of 

visibility of 4.0 nautical miles, solar panel, and rechargeable battery, and whose function is 

to mark the approximation to the access waterway. 

Two fixed marks located at the entrance or Texaco’s dock, composed of two marine 

lanterns of 155 millimeters in diameter with yellow light. 

Four metallic mooring buoys, in front of Gases del Caribe, painted in yellow color, without 

illumination system. 

According to the interview on August 3, 2009 with Mr. Carlos Portillo Chief of the 

Hydrography Department of the ENP, the maintenance of these buoys  will be monitored 

through the control tower once this one is ready, meanwhile they assist every two weeks 

to verify in situ the conditions of the buoys.   
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There are currently in service four tugboats for the maneuvering, two belong to ENP 

(National Port Company), and the other two are on lease from a Colombian Company. 

Four certified pilots provide the pilotage service. And it has acquired a new tug called 

Harry Brautigam which has 2088 KW. 

Puerto Barrios counts with the following Aids to Navigation, in accordance to 

IALA’s Regulations, Region B 

The access channel aids to navigation system is used to enter Puerto Barrios, until two 

Castile type buoys are reached, they are yellow color painted, one is made of steel and the 

other one with reinforced plastic, with marine lantern, solar panels and rechargeable 

battery that mark the entry and exit to the port. 

Two pairs of bearing switchboards in land, they lead the ships to the port of destiny. 

The preventive and corrective maintenance is carried out by an external contractor 

company named Servicios Metalúrgicos Mecánicos (Metallurgic Mechanical Services). 

The services of two tugboats for carrying out the maneuvering is available an two certified 

pilots provide the pilotage service. 

The Puerto Santo Tomás de Castilla counts with the following Aids to Navigation, in 

accordance to IALA’s Regulations, Region B 

There are four lighthouses called: Villedo Lighthouse, Heredia Lighthouse, Cabo Tres 

Puntas Lighthouse, Ox-Tongue Lighthouse and they are steel structures (steel tubes) stick 

in the marine floor, with a platform of handrails and stairs in order to reach them, they are 

painted in white color, with a marine lantern of 155 millimeters in diameter, white light, 

solar panel and a rechargeable battery. 

Nine Castile type buoys, 4 red colored (2 plastic ones and two steel ones), 5 green colored 

(3 steel ones and 2 plastic ones), with marine lanterns of 155 millimeters in diameter, 

which mark the access waterway to the port. Due to the high theft incidence of the buoys 

installed solar panels, as is the case of buoys #1, #2, #4, the pilot’s buoys, are currently 

without solar panels, hence weekly battery change in needed. 

A steel Castile type buoy, identified as of Sea or Pilot (ST), red and white colored, marine 

light of 155 millimeters of diameter, with white light, visibility reach of 4.0 nautical miles, 

rechargeable battery is found, its function is marking the approximation access waterway. 

Two pairs of bearer made up of steel structures one installed in water and three in 

mainland; a pair is used as reference to the pilots to moor ferries in dock No.3 and the 

other pair to mark the center of the access waterway (Naval Base Beacon and Cerro 

Beacon, inverted triangular switchboards). 

For the preventive and corrective maintenance, a weekly revision is carried out to the aids 

to navigation, since some buoys do not have solar panels and need battery change. 
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The port counts with the service of four tugboats for maneuvering and additionally with five 

certified pilots to enter and pull the ships out. 

 

The Port of Big Creek counts with the following Aids to Navigation, in accordance 

with IALA’s Regulations, Region B. 

Twenty one buoys Castile type, of combined material, steel tower and elastomeric plastic 

float buoys, without illumination system, since they have many problems with theft of solar 

panels and battery, limiting the entry to ships during the day only, and marking the access 

waterway to the Port of Big Creek. Additionally they count with six lighthouses. 

The constructions department is the one in charge of providing the port’s maintenance, 

and the sailors are the ones in charge of maintaining the waterway buoys. 

There is a tugboat in service for maneuvering and the piloting service, which is provided by 

three pilots (a certified one and two in training); the use of them is mandatory, embarking 

at buoy No.2. 

The Port of Belize counts with the following Aids to Navigation, in accordance to the 

IALA’s Regulation, Region B   

The system of aids to navigation are composed of thirty one beacons of metallic material 

and steel piles or stakes stick in the marine floor, with heights ranging from 15 to 83 feet, 

visibility reach of 5 to 17 nautical miles, with illumination system. 

Seventeen Castile type buoys, nine green colored, seven red colored, one with white light, 

made of reinforced plastic, they mark the waterway entry and exit of the port (a lot of 

theses buoys are half destroyed and without the illumination due to the vandalism). Almost 

none of the buoys have a visible number. 

The maintenance of the aids to navigation corresponds to the Port authority of Belize, 

which is interested in fortifying it since the lights which are fed by solar panels are target of 

theft.  

Physically, it can be noticed that the aids to navigation, mainly the buoys have an uncared 

maintenance. In the inserted pictures in the annexes, it can clearly be seen the color 

coming off the buoys, the bur and guano inserted in the structures. The same can be 

noticed in the lighthouses, beacons and bearers. 

It can be noticed also that a lot of buoys lack the solar panels, eroded structural elements, 

lack of paint, lack of lanterns and the towers of the buoys have been cut off from the float. 

The tugboat service is private and works with a license from the Port Authority (Two 

tugboats). The piloting service is provided by four pilots (one of Port of Belize and three 

are in training), the Port Authority regulates them. Pilot’s assistance on board is mandatory 

and should embark before approximation to the barrier reefs. 
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2.5 Definition and Analysis of Sources of Possible Risk 

In relation to the definition and analysis of sources of possible risk to navigation, it is 

necessary to count with update sensitivity maps and nautical charts that indicate an actual 

bathymetry in the area of the Gulf of Honduras, in this chapter it is going to be define the 

possible risks that can be generated with respect to the aids to navigation.  

 

The possible risks that can be generated with respect to the aids to navigation are 

the following 

Access Channel: 

 Collision of a sailing ship through the access waterway with another ship coming from 

the other direction, as a consequence of lack of illumination of lack of enough 

navigation signals installed at the canal. The ports that have aids to navigation with 

illumination systems are: Puerto Cortés, Puerto Barrios, Santo Tomás de Castilla and 

Port of Belize. In the case of the Port of Big Creek, whose system does not have 

lanterns, the navigation to and from the port is carried out during the day. 

 

 Collision of a sailing ship through the access waterway with a signal object, either a 

buoy or a mooring beacon, at the dock due to the assistance of tugboats (towing 

power). 

 

 Contact of a ship with the marine floor due to lack of draught during the journey 

through the access waterway. There are differentiated marks in the draughts of the five 

ports (6.7 meters to 23.0 meters). 

 

 It is important to define the maximum and minimum draught that the access waterways 

must have in these ports, in order to integrate maritime traffic and the dredging 

operations. 

 

The access channel must be dredged with regularity in order to maintain them accessible 

to ships with big draughts. There must be plans to expand the dredge activities in the ports 

in order to deepen and widen the waterways and the ports so ships of big draughts can 

have access to the port. 

 

AIDS TO NAVIGATION  

The lack of maritime signals, buoys, beacons and lighthouses in the approximation areas 

in the access waterway to the port of destiny is a high risk. In the waterways that are in a 

straight line, a pair of buoys can be used (one red and one green), for every 4 km. but 

more signals are needed for a hydro way access, this depending also on the amount of 

maritime traffic. 

The constant theft and vandalism that affect the normal functioning of the aids to 

navigation (solar panel theft and batteries), contribute to make navigation through the 

access waterway a high risk. 
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New technologies in signal equipments, such as self contained lanterns (lantern type LED, 

solar panel, cell photo and rechargeable battery, all in one piece), increase the ranges of 

visibility and make their destruction harder. 

A system of monitoring the aids to navigations can be established in order to register 

information about the state of operation of the signals; it would also identify any problems, 

so that preventive measures can be applied before an interruption of the function may 

occur and may cause an accident to the ships. 

The use of reinforced or elastomeric plastic buoys, in replacement of the steel buoys, 

minimizes the maintenance jobs and makes their lifespan longer and easier to carry out 

these jobs. 

The preventive and corrective maintenance jobs minimize the possibilities of mal 

functioning of the installed systems in the aids to navigation. A good policy would be to 

make a preventive maintenance to the entire system every 6 months and immediately the 

corrective one once there is a report of an abnormality. 

The lighthouses, buoys and beacons that are currently installed in the five ports reflect an 

outlined lack of the programmed maintenance work, which increase the possibilities of the 

equipment’s mal functioning and therefore increases the risk to aids to navigation. 

A fairly amount of buoys without towers was observed, without solar panels, and without 

the corresponding numeric signals, lack of color, worn batteries, rusted buoys and dirty 

which makes it difficult for their identification and reference. 

It would be necessary that in the different ports there would be a minimum amount of 

repair parts in order to be able to make the immediate necessary changes in the affected 

signals. 

 

HYDROGRAPHIC SURVEYS: 

Hydrographic surveys must be carried out in the dock areas, the inner harbor waters and 

waterways in a periodic way (annually), in order to guarantee that the information of the 

draughts is available to the users of the port facilities. 

Additionally, there must be a uniformity of all the carried out hydrographic surveys in the 

five ports in a same format, data, scale, tide reference, etc; in order to have the same 

reference framework. 

 

2.6 Investigate if there are any interface transfer of cargo in the area of the five 

ports 

 

During the interviews conducted in all ports that make up the Gulf of Honduras, it was 

established that currently no transhipment activities are made with exception of the 

following. 
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In the case of Belize, it was confirmed with Mr. Gustavo Carrillo that there are no transfer 

operations in Big Creek and related to the transfer operations in Port of Belize, it was 

obtained information in the interview with Mr. Raineldo Guerrero; this transfer of sugar 

cargo coming from refineries installed north of the country are made sporadically using 

barges for this purpose.  

 

2.7 Piloting type and sea traffic control description  

The sailing of larger vessels and with more frequency represents for this system an 

important source of potential greater risks in regards to the current expected growth of 

traffic. 

It is therefore necessary to prepare an analysis to understand and address these issues in 

a systematic, orderly and professionally fit for such purpose.  

 

The navigation in the Gulf of Honduras has two distinct phases of the type of navigation: 

 

 The first phase we can define it as the phase of approach of the ships across the 

normal routes of navigation of access to the closeness of the ports, where the ships 

sail far from the coasts, and generally in international waters or in waters of 

jurisdiction of one of the riverside countries, but in general far from risk areas of 

stranding or to other possible incidents. 

 

 The second phase is that which begins in the landfall areas to enter to port, where 

generally there is the buoy or lighthouse that the port authority has determined as a 

last point where the ship sails without pilot or practical. Every harbour has determined 

this point, and from this point on the navigation risks will be greater for obvious 

reasons of port approach ports and reduction of the area of free manoeuvre of the 

ships. 

An analysis of the situation of each port and the sources of possible risks is necessary to 

be made for each one of them. 

Basic Requests of Tow and Pilotage for the ports of the Republic of Honduras  

In Puerto Cortés, the navigation towards the docks begins at the buoy known as Boya de 

Mar (Sea Bouy), outside the manoeuvring area. This is where pilots aboard the ships to 

lead them to the docks.  

According to the information received during the visit, there are no map courses in the 

zone with the exception of a map course of the Navy of the United States of North America 

of the year 1952, which is not updated. 

Nor are notices emitted to navigators, and the conditions of operation of the ports are 

determined by a permanent committee of emergencies that determines the closing of the 

port when the winds exceed 45 km per hour. There is no official weather station of the port 

and feeds data issued by the National Agency of Meteorology. 
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Currently, is provided with five docks, three of them are marginal docks, one of them with 

two gantry cranes of 45 tonnes for specialized container movements. These cranes that 

currently do not work are replaced by three mobile cranes on wheels branded Liebherr for 

loading and unloading of containers carrying out current operations. In these docks also 

moor and operate Ro-Ro ships in normal way. 

In consultation with Eng. Zulema Reyes, chief of the Industrial Safety, Hygiene and 

Environment Department, on August 17, 2009, currently, the ENP counts with tow cranes, 

one of which suffered considerable damages due to the earthquake; the other one is 

being repaired and will be released soon, additionally, they have two mobile cranes 

leased to Venezuela.    

It has also two penetration docks, one is an oil terminal and the other is used for loading 

and unloading of liquid bulks (molasses and chemicals). According to the department of 

hydrography, the manoeuvres area is not signposted by luminous buoys.  

For assistance maneuvers to ships, the National Port Company, has made available to 

pilots, its own three tugboats, each with power of 1600 HP, of which only one is 

operative.  

Also available are two other tugs of Colombian flag (Bahaire and Olympia), of 2400 and 

2600 HP both also of equal conventional propulsion that those property of the ENP. 

The tugs of the ENP are: 

1. Marco Aurelio Soto (Out of service) 

2. Tiburcio Carías Andino, 100% 

3. General Francisco Morazán, 70% 

4. Harry Brautigan, 100% (unit recently acquired) 

In addition to the facilities here described, exists in the vicinity of the port in the area 

known as Punta Omoa, a facility for unloading liquefied gas composed of a group of 

mooring buoys "fixed" in which they operate gas vessels and are served by the same 

pilots of Puerto Cortes.  

It should be noted that this facility is operated by staff of the concessionary company, who 

carries out manoeuvres of mooring and unmooring and with support of Puerto Cortés’s 

pilot. The tasks of the pilot in this terminal are limited to the manoeuvre of positioning and 

later unmooring, without staying on board during unloading operations.  

In the Tela terminal, Concessioned to DIPPSA, the docking, casting off and pilots are 

provided by the ENP. 
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Basic Requirements of Towing and Pilotage for the Port Authority of the Republic of 

Guatemala  

Puerto Barrios 

The port is located in the Bay of Amatique, it has natural protection and the marine facility 

consist of a jetty of 304 meters breakwater with a mooring to every side and openwork’s of 

between 7 meters and 11 meters. The pier in the shape of breakwater provides four 

berths, 2 in the South Side and 1 in the North Side. The two of the south side measure 144 

meters each and on the north side, one is 190 metres long. 

 
 Starting from the extreme end of the jetty, the pier is collapsed, good waymarked, but with 

little 3 meters below the normal water level, which represents a serious danger to 

navigation. 

The approach navigation to the port already inside the Bay of Amatique, is realized 

across a channel of access 150 m wide and 6.400 m long, with a depth with values 

between 8.4 m and 10 m. Once inside the Bay, in direction to the West a buoy of red and 

white vertical stripes is visualized that indicate the entry to the channel. 

The tugs are not appropriate for the type of ships that they must assist, there are old 

American tugs of a single propeller and therefore with little manoeuvre capabilities 

appropriate to assist ships that must dock at a pier with the restrictions that has this 

terminal due to the sunken wharf. 

Santo Tomás de Castilla 

Santo Tomas de Castilla is a multipurpose port, operated by Empresa Portuaria Nacional 

Santo Tomas de Castilla.  

The port of Santo Tomas de Castilla is a marginal wharf of 915 meters long, straight in 

which operate six docks numbered from 1 to 6, with a maximum depth guaranteed of 9 

meters.  

The use of a pilot to enter the port will be considered from the entrance to the Bay of 

Santo Tomas de Castilla, embarking a mile north direction of Bajo Villedo.  

It has three good tugboats owned by the port company that is considered suitable for the 

manoeuvres being conducted at the port. 

The approach to the port and within the Bay of Amatique, is done through an access 

channel 150 m wide and 6,400 m long, with a depth with values between 8.4 m and 10 m. 

Already in the Bay, is displayed a buoy with vertical stripes of red and white indicating the 

entrance to the channel.  

It has an AIS system for identifying ships that works perfectly and makes the control of 

ships with a scope that allows receiving information from ships sailing across the Gulf of 

Honduras. 
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We affirm this concept from talks with the pilot Mr. Folfito Regalado Ruiz; we could see 

that there exists in this port a series of navigational aids such as radar and AIS, and good 

tugs. The interview with Mr. Folfito Regalado took place in the first visit, on that occasion 

we were not allowed to enter to the tower; during the second field visit, the Marine of 

Defence gave the authorization to enter the tower and the consultants were able to verify 

the existence of the equipment.   

Although pilots are external to the port, as mentioned above, we see the existence of the 

port staff dedicated to control maritime operations. 

Basic Requirements of Towing and Pilotage for the Ports of Belize   

The use of a pilot to enter port is obligatory, embarking on the external access channel 

entrance to the bay. The tugs are owned by the port company and pilots are also 

employees of the port company.  

The port requires the use of tugs, both for docking as to casting away. 

The tugs are appropriate for the type of vessel that should attend, are used and old, but 

while the vessels are the sizes that are now operating in the terminal they can be useful.  

Any further expansion of the terminal services involving larger vessels will require 

incorporating new more powerful tugboats. 

 

 

Port of Belize 

The port was constructed in 1978 with concrete beams, platform of piles that support 

moorings of big resistance constructed with grills of steel. The piers are connected to the 

coast with single-lane bridges. 

For the attention of ships, containers and general cargo, the port is provided with two 

construction mobile cranes on the moorings and other ashore equipment. 

 In the vicinity of the dock terminal, there is a terminal consists of mooring buoys for 

unloading fuel, to 1.5 miles away.  

The mooring buoys are used for mooring of tankers to unload light fuel at a distance from 

the coast around 1000 metres, towards a fleet of tanks on the coast.  

There is also, near the main dock a dock used for the domestic operation, for the operation 

of the internal cabotage vessels of Belize. This does not present disadvantages from the 

nautical operations safety point of view. 

There are two old tugboats of 1700 and 1100 HP for the manoeuvres. Cargo transfer 

operations exist on the outskirts of the port through barges with sugar that originated from 

refineries of the north and molasses cargos in the same form 
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The port is limited to smaller vessels not reaching major lines of ships due to lack of 

adequate dimensions.  

 

 

Port of Big Creek 

To port of Big Creek one gains access through a channel that crosses the coral barrier. It 

is an exporting port of fruits and of crude oil of limited dimensions. 

It possesses a small inlet to which one gains access across a long channel that begins in 

the waters of the Gulf of Honduras.  

The maximum length of ships that can operate is 155 meters due to curves that presents 

the access channel which has a 63 meters breadth.  

The Port of Big Creek has a single dock of 998 feet long.  

In the port lad premises are observed facilities and machinery for the movement and 

stowage of cargo containers with bananas and a fleet of tankers to export crude oil and 

imports of refined fuels. 

All kinds of cargo are attended, but priority is given to cargo containers with bananas.  

The same pier serves the terminal of liquid bulk and container terminal. The mooring and 

untying manoeuvres of this terminal are made by pilots of the port. There is an old tug of 

HP 1800 for the manoeuvres. 

 

There are no cargo transfer operations in the vicinity of the port and the port is limited to 

smaller vessels not reaching major lines of vessels due to lack of adequate dimensions.  

 

2.8 Describe in detail the dangerous cargo handling in each port and recommend 

the measures needed to take in order to avoid potential risks that threat the 

safety on the port 

 

INTRODUCTION 

 

The maritime transport of dangerous goods is regulated by the International Convention on 

Safety of Life at Sea 1974 (SOLAS 74) - Chapter VII Transport of Dangerous Goods. 

 

The SOLAS amendments adopted in May 2002 made mandatory the International 

Maritime Dangerous Goods Code (IMDG) and these amendments came into effect on 

January 01, 2004, known as Amendment 31. 
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The IMDG Code was adopted by the IMO in 1965 and has been amended on numerous 

occasions, the last two being related to Resolutions 157 and 205 of the sessions 78 and 

81 of the Maritime Safety Committee (MSC). 

 

That code consists of 3 volumes, which are described briefly below: 

 

VOLUMEN I 

 

• General Provisions 

• Definitions, units of measure and abbreviations  

• Training 

 

VOLUMEN II 

 

 Introduction 

 

Class 1: Explosives  

 

Division 1.1: Substances and articles which have a mass explosion hazard 

 

Division 1.2: Substances and articles which have a projection hazard but not a mass 

explosion hazard 

 

Division 1.3: substances and articles which have a fire hazard and either a minor blast 

hazard or a minor projection hazard or both, but not a mass explosion hazard. 

 

Division 1.4: substances and articles which present no significant hazard 

 

Division 1.5: very insensitive substances which have a mass explosion hazard 

 

Division 1.6: extremely insensitive articles which do not have a mass explosion hazard 

 

Class 2: Gases 

 

Class 2.1: Flammable gases 

 

Class 2.2: Gas non-flammable, non toxic gases  

 

Class 2.3: toxic gases 

 

Class 3: Liquid Flammables 

 

Class 4: Flammable solids;  
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Class 4.1: flammable solids, self-reactive substances and solid desensitized 

explosives 

 

 Class 4.2: substances liable to spontaneous combustion 

 

Class 4.3: substances which, in contact with water, emit flammable gases 

 

 

Class 5: oxidizing substances and organic peroxides  

 

Class 5.1 oxidizing substances  

 

Class 5.2 Organic peroxides 

 

Class 6: Toxic and infectious substances 

  

 Class 6.1 Toxic substances  

 Class 6.2 infectious substances 

 

Class 7 Radioactive Materials 

 

Class 8 Corrosive Substances 

 

Class 9 Miscellaneous dangerous substances and articles 

 

 

VOLUMEN III 

 

•     Emergency Procedures 

  

•     First Aid Guide  

 

•     Notification Procedures  

 

•     Stowage in unit of transport 

 

•     Use without risk of Pesticides  

 

•     INF Code (Nuclear Radiated Fuel) 
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TASKS DEVELOPED 

 

A Questionnaire was sent to the maritime authorities of each country participating in the 

project and officials of the 5 ports involved in it, to learn about the measures taken in 

respect to the stowage and handling of dangerous goods in the geographical scope of the 

Project Gulf of Honduras. 

 

It was also carried out two field visits between April 17 and April 24 and on May 09, 10 and 

13, 2008. During these visits numerous officials from the three countries were interviewed 

and the five ports of the Project. From August 25 to September 03 was the third field visit, 

with special interviews with the managers of the Port of Big Creek, the Terminal Loyola de 

Combustibles and Belize City. It should be noted that the interview with Mr. Raineldo 

Guerrero in Belize Port was cancelled since he was absent. 

 

We also maintained separate telephone conversations with Mr. Raineldo Guerrero 

Manager of Port of Belize City and to Mr. Gustavo Carrillo Manager of the Port of Big 

Creek, by virtue of not being able to interview them during the first field visit since such 

officials were out of their respective offices. In both cases, they were provided with the 

cooperation of the consultant to expand or dispel any doubts that might arise due to the 

questionnaires sent to survey data from both ports. 

 

2.8.1 Puerto Cortés 

The import of dangerous goods must present, through a shipping agent, within 48 hours of 

notice the bill of landing and, if necessary, the special permit in accordance to the type of 

cargo (Class 1, 5.1 and gas emissions that affect the ozone layer). 

In any of the three indicated special cases in the previous paragraph, the goods have 

direct dispatch and must be withdrawn from the port once they have been unloaded. 

The rest of the dangerous goods are stowed in a well conditioned premise of the Patio 10 

(Yard 10), or in the warehouse’s shed 1; the first case is for containers with or without 

trailers and in the second case is for paddled parcels or not containerized. 

A meeting was held with the Chief of the Hygiene and Industrial Safety Department of the 

ENP, Eng. Zulema Reyes on Monday, August 17, 2009 at 14:30. 

The current procedure is the following: 

1. Users, shippers, corporations or businesses importing or exporting dangerous goods 

shall apply before  the Department of Hygiene, Industrial Safety and Environment (HISE), 

permission for unloading or loading of them by presenting the following documentation:  

 
a) Written request submitted with at least  48 hours in advance for loading or unloading.  
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b) Photocopy of the Manifest of dangerous goods. 

c). If it is a Class 1, Explosives the following will be needed:  

- Original and copy of the permit issued by the Ministry of National Defense.  

- Copy of the invoice of the goods.  

d)If it were Methyl Bromide Class 2, UN 1062 the following is required:  

- Original and copy of the permit issued by the Ministry of Natural Resources and 
Environment (SERNA by its acronym in Spanish), through the Ozone Technical Unit of 
Honduras (UTOH by its acronym in Spanish).  

- Bill of goods 

2. The Department of  Hygiene, Industrial Safety and Environment, analyzes and verifies 
the application according to the IMDG Code, by establishing the category and class of 
dangerous goods.  

3. Once tested and verified the readability of the contents of the documents, the 
application is authorized, noting the recommendations to follow in the loading / unloading, 
handling and transportation of the goods stipulated in the regulations.  

 
4. If the documentation does not meet the requirements and standards, the Department of 
Hygiene, Industrial Safety and Environment rejects the request, issuing written notice of 
non-authorization to the applicant before the arrival or departure of the ship. 

  
5. The Department of Hygiene, Industrial Safety and Environment conducts the daily report 
of dangerous goods with the applications duly authorized. This document is sent to the 
agencies involved in the activity a the timely manner prior to boarding or disembarking.  

 
DIRECT ROUTE 

 
Import: Once unloaded the goods must immediately leave the port facilities. 
Export: The entry of the goods to the port facilities will be open until the time of docking the 
ship.  
 

 CONDITIONED ZONE 

If due to special circumstances there are containerized dangerous goods that are not 

handled by the DIRECT ROUTE, they  will be placed in the Conditioned Zone  (Yard 10) 

for a specified time, dully authorized and under the conditions set by the Department of 

Hygiene, Industrial Safety and Environment.  

 

The exemption provided in the preceding paragraph shall not apply in the case of the 

following classes:  
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Class 1 Explosives;  

 

Class 4.1, 4.2 and 4.3  Energetic Substances or the ones  which react spontaneously; 

 

Class 5.1 and 5.2 Oxidizing substances and organic peroxides;  

 

Class 6.1 (Sodium Cyanide, UN 1689);  

 

Class 6.2 Infectious Substances;  

 

Class 7 Radioactive Substances;  

 

and any other class that according to the Department of Health, Industrial Safety and 

Environment is deemed relevant.  

 

In various RELEASES issued by the Port Superintendence, the continuance of the 

dangerous goods within the port facilities is prohibited; such releases are listed below:  

 

• Circular SUP N ° 009 dated November 3, 2003  

 

• Release dated April 22, 2004  

 

• Circular of October 2005  

 

• SUP Circular No. 004 of June 13, 2006  

 

• Circular dated April 9, 2007  

 

 

Nevertheless, in practice the consignee was obliged within  48 hours, to remove the 

containers with dangerous goods, but overall, this deadline was not respected and the 

load remained in port for longer periods. In some cases, when the stay was very long, the 

consignee was intimated in writing for the removal of hazardous cargo.  

 

During the field visit in April 2008, it was observed that in the Yard 10 there were 

numerous containers with dangerous goods, in the zone next to the refrigerated export 

cargo in containers. The personnel that was accompanying the visit, commented that in 

the exportation season of melons, it was common that the containers were stowed with 

such cargo in that area, due to the lack of space in the rest of the port facilities. 
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Dangerous goods were also observed in the shed of Warehouse 1, corresponding to 

palletized plots or no containerized. 

The IMDG Code recommends that class 6 (toxics), cargo is separated from food and 

animal food. 

Notably, the Yard 10 does not comply with design standards to be met by yards for 

storage of dangerous goods (sewers, wells receiver, etc.). 

On Monday 07 July 2008, at approximately 02.00, an emanation of smoke followed by fire 

from the container MSKU 768086-2, containing dangerous goods Class 4.2 - Sodium 

hydrosulphite 88 (UN No. 1384). 

In the afternoon of Monday 07 July, the fire was extinguished, the damaged merchandise 

neutralized and there were no fatalities to regret. About 10 residents living in the vicinity of 

the port were treated at a local hospital due to symptoms of heartburn in the respiratory 

tract, without any subsequent consequence. 

Subsequent to that incident, the port authorities in order to achieve a flexible and secure 

system, have involved shipping agents, freight forwarders, customs and all interested 

parties, in the socialization of DRAFT RULES OF DANGEROUS GOODS IN PORT 

FACILITIES, which had a very good result because  it is finally concluded and at the time 

of issuing of this Final Report is pending for approval in the Attorney General's Office.  

 

Currently, the Department of Health, Industrial Safety and Environment issues a daily 

report on import and export of dangerous goods and subsequently the information is 

transferred to an Excel spreadsheet, three times a week.  

For the handling of dangerous goods in Puerto Cortés the following is recommended: 

• The Compliance of the norm establishes that the dangerous goods are of “direct 

exit”. 

 

• If it is necessary to use the Yard 10, or other dock space for stowing dangerous 

goods, ensure that it complies with relevant design standards, to prevent the 

spread of a potential spill.  

 

• The compliance with the standards of separation with respect to foods and 

segregation of dangerous goods established by the International Dangerous 

Goods (IMDG) Code. 

 

• The implementation of the Maritime Safety Committee Circular MSC. 1/Circ.1216 

approved on the 82º period of Sessions of the MSC in December, 2006 (a 

photocopy of this Circular is attached). 
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2.8.2 Santo Tomás de Castilla 

There is a procedure for the handling of dangerous goods in Puerto Santo Tomás de 

Castilla, which is in the process of approval. It is provided that the shipping agent submits, 

24 hours before arrival of the ship, through EDIFACT system, the pertaining information to 

Customs, Ports, OIRSA and the Dirección de Policía Antinarcóticos (DIPA), (Directorate of 

Anti Narcotics Police) for its approval. 

The explosives and the chlorates have direct dispatch and the rest of the dangerous goods 

have a deadline of 8 days to be cleared out of the port. 

The handling of dangerous goods is carried out in accordance to the procedure DPIP-SI-

038 RPM “Recepción de Mercancías Peligrosas en Contenedores y Furgones” (Reception 

of Dangerous Goods in Containers and Freight). 

The containerized dangerous goods are stowed in Patio No.5 and the freights with the said 

cargo are stowed in Patio No.7. There are signs indicating the risk of the present stowed 

cargo and the area where is located is bounded by a sefety chain. 

For the handling of dangerous goods in Puerto Santo Tomás de Castilla the following is 

recommended: 

• The implementation of the Maritime Safety Committee Circular MSC. 1/Circ.1216 

approved on the 82º period of Sessions of the MSC in December, 2006 (a 

photocopy of this Circular is attached). 

 

2.8.3 Puerto Barrios 

Puerto Barrios counts with an operation manual for the handling of dangerous goods. 

The ship has to submit the bill of landing of dangerous goods and the stowage plan where 

they are located. Such are stowed in Patio No.2. 

It is needed to outline that in the dangerous goods sector there were refrigerated cargo 

stowed, next to containers with cargo Class 2, 3 and 8, although there was no cargo class 

6 (Toxics). 

For the handling of dangerous goods in Puerto Barrios the following is recommended: 

• The compliance with the standards of separation with respect to foods and 

segregation of dangerous goods established by the International Dangerous 

Goods (IMDG) Code. 

 

• The implementation of the Maritime Safety Committee Circular MSC. 1/Circ.1216 

approved on the 82º period of Sessions of the MSC in December, 2006 (a 

photocopy of this Circular is attached). 
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2.8.4 Port of Belize City 

The port of Belize City has adopted as procedure that all dangerous goods has to be 

dispatched in a direct way without remaining in the port. In such way, that the risk of such 

activity are minimized. 

However, in a field visit conducted by staff of the Consultant, there were observed  some 
plots of dangerous goods stowed near the office building. 
 

For the handling of dangerous goods in the Port of Belize City the following is 

recommended: 

• The implementation of the Maritime Safety Committee Circular MSC. 1/Circ.1216 

approved on the 82º period of Sessions of the MSC in December, 2006 (a 

photocopy of this Circular is attached). 

 

2.8.5 Port of Big Creek 

Mr. Gustavo Carrillo, General Manager of Port of Big Creek, during the visit held on 

September 01, 2008, gave oral information about port activities. In particular, indicated that 

a container with fertilizer is received every six moth. That container is stowed in an area 

away from the rest of the containers, but there is no place establishes expressively for that 

matter.  

The container can remain in the port about seven days without charge and from there the 

eighth day it begins to charge a fee in according with the tariff.  

For the management of hazardous goods in Big Creek is recommended the following: 

 The implementation of the Circular of the Maritime Safety Committee MSC.1/Circ. 

1216 approved in the 82º period of sessions of the MSC on December 2006 

(attached is a copy of this circular). 

 

2.9 Describe in detail the treatment for ballast waters in ports, and if there is not 

any, the recommend the adequate treatment methods for each port. 

2.9.1 Introduction  

The expansion of international commerce and, consequently, the maritime traffic shown in 

the last decades has generated the problem of the invading species that are transported in 

the ship’s ballast tanks. 

Billions of tons of ballast waters are discharged year after year in the seas of the word, 

potentially transporting microorganisms from one place to another with the possibility of 

noxiously affecting the ecology once discharged. 
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The International Maritime Organization started analyzing  this problem in its 20th 

Assembly, in November, 1997 Res. 868 (20), was approved “Guidelines for the control 

and management of ship’s ballast water to minimize the transfer of harmful aquatic 

organisms and pathogens”. 

Furthermore, in February 2004, the IMO convened for a diplomatic conference that 

adopted the International Convention for the Control and Management of Ship’s Ballast 

Waters and Sediments (BWM Convention). 

This Convention will enter into force twelve (12), month after 30 States that represent 35% 

of the world’s tonnage have ratified it. It needs to be outlined that by the date of this Final 

Report had only been ratified by 18 countries with the 15.36% of the world’s tonnage (April 

30, 2009). In particular, none of the three countries part of this Project has ratified the 

Ballast Water Management Convention. 

The Convention requires that all ships implement a Management Plan of Ballast Waters 

and Sediments, carry on board a record Book of Ballast Waters and develop procedures in 

accordance to IMO Standards. 

The Contracting Parties to the Convention have the option to take additional measures 

subject to the criteria established by the Convention and the guidelines issued by the IMO. 

In this sense, coastal states have the obligation to provide reception facilities for the 

discharge of sediments of the ballast water tanks when they are cleaned up or repaired. 

The Marine Environmental Protection Committee (MEPC), in its 53º period of sessions, in 

July, 2005, approved the Guidelines for the uniform implementation of the BWM 

Convention which concerns with equivalent measures, Management Ballast Water System 

approval, and development of the management plans for ballast waters, ballast water 

exchange and procedures for the approval of management ballast waters that use active 

substances.    

In October, 2006, during the 55th meeting of the MEPC another set of guidelines was 

approved related to this subject as follows: 

• Design and control standards for ballast water exchange 

• Design and construction to facilitate the sediment control of ships 

• Designation of the areas for the exchange of ballast waters 

• Reception facilities for ballast waters. 

The IMO guidelines recommend the re-ballasting at sea, as the current most effective 

method to minimize the risk of transfer of harmful aquatic organisms and pathogens, but is 

has limits due to the safety of ships, since their stability cannot be affected during 

navigation. Even when this technique is performed, it is not 100% sure that the risk will be 

removed. 

The considered technical options are the following: 
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• Methods of mechanical treatment, such as filtering and segregation. 

• Method of physical treatment, such as sterilization by ozone, ultraviolet light, electrical 

power and heat. 

• Method of chemical treatment, adding biocides to the ballast waters in order to kill the 

aquatic organisms 

• The combination of various methods 

 

2.9.2 Developed Tasks 

It was submitted to the Maritime Authorities participant in the project and the officials of the 

5 involved ports, a questionnaire in order to know the adopted measures with respect to 

the ballast water discharge in the geographical area of the Gulf of Honduras Project. 

Likewise, two field visits were performed between the 17 and 24 days of April and the 9, 

10 and 13 days of May 2008 and from August 25th to September 3rd, 2008. In such visits 

numerous officials were interviewed in the three countries and in the five ports involved in 

the project. The port of Tela was also visited and the DIPPSA facilities as well, that even 

though they are out of the geographical area of the project, any pollution of the sea that 

takes place there it would affect the waters of the Gulf of Honduras due to the predominant 

currents. 

 

2.9.3 The Vessels and the ballast water 

Ships carry ballast water, mostly when they are navigating without cargo and are aimed at 

a port to complete their holds. It is necessary to emphasize that the tankers and bulk 

carriers arriving at ports for loading bulk liquids and solids, for example crude oil at Big 

Creek and Santo Tomas de Castilla, arrive in port with a 30% of its  loading capacity as 

ballast water, this means  approximately 15,000 to 20,000 tons of water from other 

regions. 

In general, ships cannot sail without weight, whether achieved by ballast or cargo, 

because the efforts that the ship's structure would suffer, could jeopardize its integrity and 

could cause its sinking. 

We also need to consider that when the ship sails without much of the weight of the rudder 

and propeller are outside the water, and effects of cavitation of the propellers and rudder 

loss of governability, leaving with a large superstructure above water at the mercy of 

prevailing winds. Under these conditions, a ship cannot navigate through an access 

channel to port, and a risk of running aground or run aground. 

There are no measures taken to date on the subject, being the decision of the Ship’s 

Captain the place and timing of the discharge of ballast water. Usually, the Captains start 

the shedding during the loading and when it is in approximately 30% of the total, which 

allows the ship to have the necessary stability and that it resist the stresses in its structure. 

To carry out the cargo, tankers and bulk carriers have a computer that performs the 

calculations necessary to establish the order of the cargo by holds and order of shedding 
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per tank, which is programmed with the characteristics of the vessel and prevents 

unnecessary efforts in its structure. 

 

2.9.4 Environmental Aspects  

 

The Nature Conservancy, an NGO at an international level, provided the maps of natural 

resources located in the project area. In the maps it can be seen that there are many 

natural resources of high biological value such as coral reefs, mangroves and sea 

grasses, which are listed below. 

MAP NATURAL RESOURCES 

46 Protected Areas 

15 Priority Areas for TNC (Coral Reef, 
Mangrove and Seagrass) 

 

In particular, in the Gulf of Honduras Marine protected areas are found in Guatemala and 

Belize, coral reefs in Belize and Guatemala, mangroves in Guatemala and Honduras and 

seagrass in Belize and Guatemala. 

While natural resources cited above are very valuable, there is no technical possibility to 

change the system of shedding in port, for the reasons stated above. 

 

2.9.5 The BWM Convention 

 

The BWM Convention defines ballast water as "water with the containing suspended 

matter, loaded on a ship to control the trim, heel, draft, stability and the efforts of the ship." 

Rule C-1 of the BWM Convention's Annex establishes the ability of one or more states to 

adopt a joint "additional measures" to prevent, reduce or eliminate the transfer of harmful 

aquatic organisms and pathogens through ballast water. Under this rule, the Gulf of 

Honduras, they may adopt its own rules which complement the standards set by that 

Convention, which must be given in accordance with international law. 

An additional preventative measure that could be established by the 3 countries of the Gulf 

of Honduras lies in demanding that merchant vessels entering the ballast waters of the 

Gulf, have made the renewal of ballast water more than 3 times its total volume at a 

distance of more than 200 miles from the nearest coast. 
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To illustrate the procedure, the vessels that access Santo Tomas de Castilla to load crude 

oil for export, usually come from Houston (USA) and sail the Gulf of Mexico. They load the 

ballast water once they finalize the discharge of crude oil in the American port and while 

sailing to Santo Tomas de Castilla they should change ballast water 3 times their total 

volume. 

 

2.9.6 The GloBallast Partnerships Program  

 

The International Maritime Organization, continuing success of the program GloBallast, 

has joined forces with the Global Environment World Program (GEO - GEF), the United 

Nations Development Program (UNDP - UNDP), member governments and the maritime 

sector to assist less industrialized countries to address the problem of ballast water. 

The Program is called Building Partnerships to Assist Developing Countries to Reduce the 

Transfer of Harmful Aquatic Organisms in Ships' Ballast Water Building Partnerships to 

48 
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Assist Developing Countries to Reduce the Transfer of Harmful Aquatic Organisms in 

Ships’ Ballast Water), better known as GloBallast Partnerships (GBP).  

The major objective of the GBP Project is to reduce the risks and impacts of bio-invasions 

caused by international shipping. 

The specific objective of GloBallast Partnerships is to assist the more vulnerable 

developing countries in the implementation of mechanisms based on studies of risk and 

control of ballast water and sediments in order to minimize the negative impacts of 

invasive marine species.  

In the region, GBP members are: Bahamas, Colombia, Jamaica, the Regional Activity 

Center - Regional Marine Pollution Emergency Information and Training Center for the 

Wider Caribbean (RAC - REMPEITC) and Venezuela. 

It is considered very positive the interaction that can be developed by the three countries, 

Belize, Guatemala and Honduras, the Gulf of Honduras Program and the RAC - 

REMPEITC, which coordinates all activities of the IMO Regional Cooperation in the Wider 

Caribbean. 

Based on these variables that cannot be modified in the short term and that require 

significant investments, it is necessary to develop a series of alternative measures to 

safeguard the natural resources at stake. 

 

 

2.9.7 Recommendation  

 

We recommend the three countries of the Gulf of Honduras to take the following 

measures: 

a. Ratify the Convention on Ballast Water 2004 (BWM) as soon as possible. 

b. Train officers in port State control of ballast water management 

c. To train scientific and technical personnel for research, monitoring and implementation 

work(eg, risk assessments of ballast water, invasive marine species, sampling and 

analysis of ballast water) 

d. Adopt preventive measures, until the entry into force of the BWM Convention, 

consisting in the implementation of a voluntary and consensual system with the ships 

arriving at ports in the Gulf of Honduras with ballast water, through which the water are 

changed during the navigation and, if possible, the mentioned ships undertake the 

management of ships ballast water by mechanical, physical, chemical or biological 

procedures, destined to remove or neutralize harmful aquatic organisms and pathogen 

agents  in ballast water. 

e. Require that the merchant ships sailing in the Gulf of Honduras carry out ballast water 

exchange to more than 200 miles from the nearest coast, following the requirements of 

Rule D-1 "Standard for ballast water exchange" of Annex to the BWM Convention 



IMC & Asociados  Final Report 

 
 October 2009  176 
 

which states that the efficiency of 95% is considered sufficient and that the vessels 

using the continuous flow system must pump 3 times the volume of each tank. 

f. Adopt in a joint way "Additional Measures" consistent with the provisions of Rule-1 of 

Annex C of the BWM Convention. 

g. Develop actions through the Gulf of Honduras, to ensure that the Global Ballast Water 

Management GEF - UNDP - IMO (GloBallast) provides technical cooperation on 

matters relating to the topic. 

 

2.10 The supply, elimination of wastes (liquid and solid wastes), from ships and 

provisions (how it is carried out in each port) 

 

2.10.1 Background 

Wastes from ships are regulated by the international Convention for the Prevention of 

Pollution from Ships (MARPOL 73/78), which establishes that Coastal States shall offer 

“reception facilities” services for wastes, in accordance to the following outline: 

• Annex I: Regulations for the Prevention of Pollution by Oil. 

• Annex II: Regulations for the Control of Pollution by Noxious Liquid Substances in Bulk 

• Annex III: Regulations for the prevention of Pollution by Harmful substances carried by 

sea in Packaged form 

• Annex IV: Regulations for the prevention of pollution by sewage from ships 

• Annex V: Regulations for the prevention of pollution by garbage from ships 

• Annex VI: Regulations for the prevention of Air pollution from ships. 

Out of the six annexes of MARPOL Convention, in five of them there are requirements for 

the Coastal States with respect to the provision of “reception facilities” of wastes from 

ships (Annexes I, II, IV, V, VI). Annexes III and IV are voluntary, while Annexes I, II, V and 

VI are mandatory for all States Parties. 

Annex I covers, among others, oily residues discharged from oily waters, engine room, 

pump room, and purified clays. 

Annex II covers discharges from waste of liquid noxious substances coming from the 

washing of tanks. 

Annex IV pertains to discharges from sewage waters coming from toilets, sinks and 

kitchens. 

Annex V covers discharges from solid wastes coming from normal ship operation: food, 

paper, carton, metal, cavalry, pathogens, plastics, etc; for each type there are different 

specifications with respect to the closeness to the vessels to the nearest coast to allow its 

discharge. Furthermore, there is a prohibition of discharging plastic in any position of the 

ship. 
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Garbage on board ships should be grouped according to the following categories: 

1.   Plastics 

2.   Tables for stowage, crossbeams, and floating packaging materials  

3.   Paper products, rags, glass, metal, bottles, crockery and so on. crushed  

4.   Cargo residues, paper products, rags, glass, metal, bottles, crockery and so on.  

5.   Food remains  

6.   Incinerator ash 

Notably, the MARPOL 73/78 Convention, as amended, has established its Annex V - Rule 

5 Disposal of Wastes in special areas, that the Wider Caribbean region, which includes all 

waters of the Gulf of Honduras, as result of this study is a "special area" and, for that 

reason, it is forbidden to discharge into the sea all types of waste, excluding food that have 

been crushed or shredded in a form that can pass through a screen with mesh size no 

greater than 25 mm and are discharged at a distance greater than 3 nautical miles from 

the nearest land. 

The Governments of the Contracting Parties to MARPOL whose coastal limit with a special 

zone are committed to ensuring that all ports in the special zone will be established as 

soon as possible, adequate reception facilities and services (Rules 5.4 and 7 of Annex V) . 

Annex VI provides discharge in reception facilities in ports of substances that harm the 

ozone layer and gas emissions. 

The International Maritime Organization provides the following statistical table of the 

quantity of countries that have accepted MARPOL Convention. 

 

With respect to Belize, Guatemala and Honduras their state of acceptance is shown 

below: 

Legal Instrument 
Date of Entry into 

Force 
Contracting Parties  Word Tonnage %* 

MARPOL 73/78 (Annex I/II) 02-Oct-83 146 98.73 

MARPOL 73/78 (Annex III) 01-Jul-92 128 94.50 

MARPOL 73/78 (Annex IV) 27-Sep-03 118 75.70 

MARPOL 73/78 (Annex V) 31-Dic-88 134 96.52 

MARPOL Prot. 97 (Annex VI) 19-May-05 49 79.30 

Country Annex I y II Annex III Annex IV Annex V Annex VI 

BELIZE x x x x x 

GUATEMALA x x x x  
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2.10.2 Developed Activities 

It was submitted to all maritime authorities, participants of the Project and to the officers of 

the 5 ports involved, a questionnaire in order to know the adopted measures with respect 

to the given treatment to wastes from ships in the geographical area of the Gulf of 

Honduras Project. 

Likewise, two field visits were carried between the days of 17 to 24 of April and 09 and 13 

days of May 2008. In such visits numerous officials were interviewed in the three countries 

and in the five ports involved in the Project. 

During the third field visit on September 01, was interviewed the Manager of port of Big 

Creek, it was not possible to complete the scheduled an interview with the Manager of 

Belize City Port because of his absence, on September 03, 2008.  

 

2.10.3 Waste treatment in Puerto Cortés 

2.10.3.1 Waste from ships 

a) Oily Waste 

There is no written procedure about these discharges; if a ship requires to discharge oily 

waste, it is informed in first instance that the port does not receive this type of waste,  and 

if the ship insists, the Empresa Nacional Portuaria (National Port Company), and the 

Environmental Management Unit (from the City Hall), deal with the request at the time. 

In 2007 the call for public international bid was made in order to provide this service, but it 

has not yet been performed. 

b) Liquid noxious substances waste 

Their discharge is not provided. 

c) Sewage waters 

Their discharge is not provided. 

d) Garbage 

Ships may discharge garbage in a transitory facility, under the supervision of personnel 

from the Dirección General de la Marina Mercante (General Directorate of the Merchant 

Marine), and the Servicio de Protección Agropecuaria (SEPA), Agriculture and Cattle 

Protection Service), which issue the permit to discharge wastes. 

HONDURAS x   x  
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A private contractor removes the garbage from the ship and places it in the storing center. 

It is then disinfected and taken to the municipal sanitary filling. 

At the time of the field visit (April 2008) it was expected to invite tenders for the 

construction of a waste collection center in another area of the port. 

e) Emissions that affect the ozone layer 

Their discharge is not provided. 

 

 

2.10.3.2 Waste coming from the Port 

The solid wastes are taken to the sanitary filling. In the maintenance area numerous 

lubricating oil spots were observed, as a consequence of loss of lubricating oils and 

hydraulic oils used in the port. The rain water drainages and the corresponding traps were 

covered with garbage and out of service, reason why rain water combined with the 

lubricating oils drain to the sea. 

Generally, the order and housekeeping of this sector are deficient. 

In July 2009, information was received from the ENP (National Port Authority of 

Honduras), Department of Health, Safety and Environment, indicating that oily water 

generated in the workshops are not drained into the sea as they are received by a 

contractor, this information was confirmed during the meeting held with the Chief of this 

department on August 17, 2009.  

 

2.10.4 Waste treatment in Puerto Santo Tomás de Castilla 

2.10.4.1 Waste from ships 

a) Oily wastes 

In Puerto Santo Tomás de Castilla ships can discharge oily water mixtures in a cistern 

truck operated by a private contractor (DVG Company), which process them in their 

installations. 

There is a written procedure for this (DPIP-SI055-PES), which is supervised by the 

Departamento de Seguridad Integral (Department of Integral Safety). 

The operation of DVG Company requires the authorization to enter to the Port during 

which the Superintendencia de Administración Tributaria (Tributary Administration 

Superintendence), the Port Operations and the Coordinator of Integral Safety participate. 

The naval police designate a policeman to control the cleaning of the sector and to verify 

that there are no spills in the area. 
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The oil residues are received in cistern tricks of 5000 or 8000 gallons, the hoses are of 2” 

they belong to DVG and it is done with the ship’s pump with a pressure of 150 psi (Pounds 

per square inch), which undergo a hydrostatic test every 8 months. A boom is placed in 

case of spills from the area of unloading to the stern of the ship. 

A certificate is issued, an original and two copies; the original is for the ship and the copies 

are for the Ministry of Environment and Natural Resources and the other one for DVG 

archives.  

b) Liquid noxious substances wastes 

Their discharge is not provided. 

c) Sewage water 

Their discharge is not provided 

d) Garbage 

Their discharge is not provided. It needs to be highlighted that since there is no provision 

for this service regulated by the MARPOL Convention, then this induces an eventual 

garbage discharge at sea. 

In July 2009, information was received from the Maritime Department of the Ministry of 

National Defense, that currently it is pending in such Department, an approval for two 

specialized companies to provide the unload service of wastes for ships calling at national 

ports. 

e) Emissions that affect the ozone layer 

Their discharge is not provided. 

 

2.10.4.2 Waste coming from the Port 

Solid wastes are taken to the municipal garbage storage, the liquid industrial residues are 

given to DVG Company, and sewage waters to sea through the drainages. 

A private company removes the pathological residues coming from the infirmary and the 

batteries are donated (there is no specific procedure). 

Generally, the order and cleanliness are adequate. 
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2.10.5 Waste treatment in Puerto Barrios 

2.10.5.1 Waste from ships 

a) Oily Waste 

In Puerto Barrios ships can discharge oily mixture residues to a cistern truck operated by a 

private contractor (DVG Company), which then process them in their installations. 

The residue is received in cistern trucks of 5000 or 8000 gallons, hose of 2” belonging to 

DVG and the operation is carried out with the ship’s pump at a pressure or 150 psi 

(pounds per square inch), and such undergo a hydrostatic test every 8 months. A boom is 

placed in case of spills from the area of unloading to the stern of the ship. 

A certificate is issued, an original and two copies; the original is for the ship and the copies 

are for the Ministry of Environment and Natural Resources and the other one for DVG 

archives. 

b) Liquid noxious substances wastes 

Their discharge is not provided. 

c) Sewage water 

Their discharge is not provided. 

d) Garbage 

Their discharge is not provided. It needs to be highlighted that since there is no provision 

for this service regulated by the MARPOL Convention, Then this induces an eventual 

garbage discharge at sea. 

e) Emissions that affect the ozone layer 

Their discharge is not provided.  

 

2.10.5.2 Wastes coming from the Port 

The solid wastes are taken to the municipal garbage storage twice a week and the liquid 

wastes are given to the private contractor company (DVG).The batteries are given back to 

the provider. Generally, the order and cleanliness are adequate. 

 

2.10.6 Waste treatment in the port of Belize 

2.10.6.1 Waste from ships 

Not received any kind of waste from ships 
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2.10.6.2 Port Originated Waste  

The port originated waste are stores in a container and removed by a municipal company 

responsible of such task. 

 

 

2.10.7 Waste treatment in the port of Big Creek 

2.10.7.1 Waste from ships 

No waste coming from ships are received. 

2.10.7.2 Waste coming from the Port 

The garbage is taken to the municipal garbage storage. Generally, the order and 

cleanliness are adequate. 

 

2.10.8 Waste Treatment at Layola Terminal 

 

2.10.8.1 Waste From Ships 

No waste coming from ships are received. 

2.10.8.2 Port Originated Waste 

Solid wastes are taken to the municipal dump. The liquid waste from toilets are deposited 

in a septic tank and oily liquids, typical of the activity of the terminal are covered in a 

separator and the water is discharged into the sea, controlling it doesn’t exceeded 10 ppm. 

 

2.10.9 Recommendations 

It is recommended that the authorities in Belize and Guatemala to analyze the legal, 

technical and economic implications, related to compliance with the rules established by 

the MARPOL Convention for the reception of oily waste and garbage from ships. 

It is recommended that the authorities in Puerto Cortes progress in the process of bidding 

for a private company providing the service for receipt of oily waste.  

2.11 Identify the deficiencies in elements of port security for each port in 

compliance with the ISPS Code (International Ship and Port Facilities Security 

Code).Develop and presentation of corrections proposed 
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The IMO, though a diplomatic conference approved on December 12, 2002 Resolution 1 

through which amends the International Convention of the Safety of Life at Sea of 1974 

(SOLAS 74). This amendment introduced to this convection “Chapter XI-2 Special 

Measures to Enhance Maritime Security”. 

Resolution 2 of the said conference approved the International Ship and Port Facilities 

Security Code (ISPS Code), which consists of a Part A (dispositions with a mandatory 

character) and Part B (dispositions as recommendations). 

Part A of the ISOS Code applies to ships subject to the regulations of the SOLAS 

Convention and part B of the said Code must be complied by all ports that receive ships 

from international traffic and therefore, must have approved by the competent national port 

authority the Port Facility Security Plan. 

The aspects related to the ISPS Code will now be described for each of the ports of the 

Project. 

In Guatemala, in conformity to the organic law of the Executive Organism, the Ministry of 

Communications, Infrastructure and Housing (CIV), is the National Port Airport Authority. 

The CIV delegated to the National Port Commission –CPN-, the implementation of the 

ISOS Code in the port facilities of the country. (Regulation XI-2/1.11 of the SOLAS 

Convention). 

 In the particular case of Honduras the responsibilities of the Designated Authority rely on 

the National Commission of Port Protection. Through Executive Resolution PCM. 002-

2004 in which it is declared as the only authority in port protection topics with competency 

and jurisdiction in the national territory. (Regulation XI- 2/ 1.11 of the SOLAS Convention).  

Regarding Belize, the responsibilities of the Designated Authority rely on Belize Port 

Authority. (Regulation XI- 2/ 1.11 of the SOLAS Convention). 

 

2.11.1 Compliance with the ISPS Code in Puerto Cortés 

Puerto Cortés has a Port Facility Security Plan and security service in the different 

accesses to the port, in which an entry control of personnel to the port is carried out 

through an identification card of their staff. 

The visits are registered and a document is retained at retained at the entrance, and in 

return a special card for visitors is given. Likewise, a visual check up is performed to the 

visitors and the objects they carry (briefcases, laptops, cameras, etc). 

A boat runs the surrounding water of the dock with personnel of the protection service. 

With respect to the goods control, under the initiative of Safe Container (ISC), the 

containers are inspected through a scanner that is operated by specially trained personnel. 
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Puerto Cortés also participates in the Program Mega Puertos (Megaports Program), Which 

address the interception of illicit traffic such as nuclear and radioactive. 

Preliminary, there were no deficiencies found in the implementation of the ISPS Code. 

Nonetheless, it was observed that the visitors control may not be as strict due to its 

random nature and one can enter to the port facilities without being searched (Visit of 

Saturday April 19, 2008). 

It is proposed that the protection personnel in Puerto Cortés training is increased in order 

to improve in a continuous way the systems of search and avoid the introduction of 

weapons, hazardous substances and other devices to be used against people, ships or 

the port (Section A/16.3.1 of the ISPS Code). 

 

2.11.2 Compliance of the ISPS Code in Puerto Santo Tomás de Castilla 

The port is certified by the Ministry of Communications, Infrastructure and Housing (CIV), 

and by the National Port Commission (CPN) with the ISPS Code, which is revalidated 

every 6 months. 

Puerto Santo Tomás de Castilla counts with an exhaustive system of search and control of 

people of their staff and visitors that enter the port. 

All port personnel and their digital prints have been registered in a database, and when 

they go in and out of the port premises they must pass through the digital scanner which 

registers the mobility of what goes in the database.  

A similar procedure is used for the visitors, with special emphasis in the equipment that is 

being introduced in the port premises, registering film and photo cameras. 

The containers, at the date of the field visit; were not inspected since the scanner was out 

of service due to cancelation of the contract, due it was slow and complicated the 

operations, been planned that another contractor would perform the inspections with 

another systems.  

 

2.11.3 Compliance with the ISPS Code in Puerto Barrios 

The port is certified by the Ministry of Communications, Infrastructure and Housing (CIV), 

and by the National Port Commission (CPN), with the ISP Code, which is revalidated every 

6 months. 

Puerto Barrios counts with a security system that registers and controls all visitors that 

enter the Terminal. It also controls their personnel through an identification card. 

It also counts with a scanner that controls the goods of the containers that are handled at 

the terminal. 

There were no deficiencies found in the implementation of the ISPS Code. 
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2.11.4 Compliance of the ISPS Code in the Port of Belize 

Belize Port authority certified the port on the 3rd of June 2004. Nonetheless, some 

limitations were observed regarding a full compliance of the norm. The consulting firm 

emphasizes the fact that personnel of the port facility do not transit in it with a visible 

identification. 

There is no scanner for controlling the containers handled in port. 

It is preliminary recommended to increase the protection measures through the 

implementation of an identification system so it can be used at all times (paragraph 

B/16.12 of the ISPS Code), and an increased training of the personnel relating the 

objectives of the ISPS Code, proposing a better conscious of it and making special 

emphasis on the responsibilities assigned under the ISPS Code (Sections A/18.1, A/18.2 

and B/18.3 of the ISPS Code). 

 

2.11.5  Compliance of the ISPS Code of the Port of Big Creek 

Belize Port Authority certified the port on June 6, 2004. The port of Big Creek counts with a 

security system and the guarding personnel register the visits to the port. 

There has been posted signs allusive to the ISPS Code and there is a television closed 

circuit. According to what was observed, there was no scanner for the control of 

containerized goods. 

 

2.12 Identify, describe and analyze the current and future port operation and 

developments. 

 

For ports that are in the influential area of the Gulf of Honduras, there is information 

related to the development of current and future port facilities, which are described below: 

Puerto Cortés: 

The Central American Bank for Economic Integration (CABEI) and the Inter-American 

Development Bank (IADB) offered $240,000,000 in financing for the project entitled 

“Expansion and Improvement of Port Infrastructure at Puerto Cortes”.  

 

The project consists of improving Puerto Cortés so that it may improve its international port 

standards. This will be achieved thru the following: constructing and equipping a special 

pier for the movement of containers, constructing and equipping a special pier for the 

movement of organic bulks, dredging the ocean floor in order to facilitate large vessel 

access and to form the sea land reclamation filling, and better equipping current port 

facilities. 
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Enlargement of dock N-º5 (under construction) 

 

 

 

 

 

 

 

 

 

 

 

 

 

Location of Dock 7A and 7B 

For the development of port infrastructure in the ENP, Puerto Cortes, has been 

considered the following phases:  

 

a. Phase I: Pier 7 - Organic Products Terminal.  



IMC & Asociados  Final Report 

 
 October 2009  188 
 

b. Phase II: Pier 7 B - Terminal aggregates and inorganic products, (the reversal of this 

pier is provided that is fully funded by private enterprise AGRECASA, which is the 

concessionaire of the operation and equipping of the pier. 

 

c. Phase III: Pier 6 - Container Terminal. 

 
Recently, there has been done an Environmental Impact Study related to the 

dredging work to be carried out and the port expansion project. 

For the next launch of the Project, were published the following announcements of 

international public aid: 

a) Consulting services : Recruitment of a Firm management for the proposed expansion 

and modernization of Puerto Cortes, Honduras.  
 

b) Call to Prequalification No. PRE-01-08 for the construction of Container Terminal in 

Puerto Cortés. 

 
c) Call to Prequalification No. PRE-02-08 for the Design and Construction of 

Terminal of Organic Bulks. 
 

d) Services of Supervision for Dredging and Fill of the Future Container Terminal of 
Puerto Cortés. 

 
e) Notification No. 1/2008 related to the calls to prequalification referred to in 

subparagraphs b and c. 
 

An international public tender  was conducted for hiring a managing firm for the 

expansion and modernization of Port Cortés, where the following companies / consortium 

participated:  

 

1. TYPSA  

2. DMJM + Harris Inc., and Associates Saybah  

3. Alatec  

4. The Louis Berger Group  

5. Halcrow - CSI  

6. Nippon Koei  

 

The technical evaluation of proposals and the opening of price bids concluded, the results 

are in the process of non-objection by the Inter-American Development Bank (IDB). 
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Puerto Santo Tomás de Castilla 

During the field visit made to the offices of the Empresa Nacional Portuaria of Santo 

Tomas de Castilla, a presentation related to port expansion plans was made, which are 

described below: 

a. In the Expanded Program of Port, the decision was made to expand port facilities with 

current horizon of 30 years and a first stage to 4 years. 

b. The foundations were prepared for competition in the Feasibility Study and Design 

Engineering, which will be financed by the Central American Bank for Economic 

Integration (BCIE), through international competition, which received 3 bids, it was 

estimated that by July this year select and hire the consulting firm that will be responsible 

for the design of Expansion Draft. 

c. The Program consists of 5 components designed to create around 3,000 working places 

in the area, before 2011 

d. In six (6) months is estimated that the port expansion programs, industrialization of the 

area and environmental and social programs for a better quality of life will be consolidated.  

 

e. In two (2) years, is estimated to develop the Expanded Port program, with Cruceros 

terminal, Terminal Bulk Liquid Bulk Terminal and solid. 

 

f. For the four (4) years, is estimated to have operations at the container terminal. 

 

Below are some graphs of Port Expansion Program for Puerto Santo Tomas de Castilla. 
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General view of the port facilities  

 

 

STC port facilities to 2008 

 

  
                             Cruisers terminal                                                         Containers terminal 
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                 Liquid Bulk Terminal                                                              Solid Bulk Terminal  

 

Puerto Barrios 

During our visit to Puerto Barrios, they specified to us that they have plans to expand the 

container yard and the actual dock, but have nothing specific at the moment and they are 

in process of evaluating various development alternatives. 

 

Port of Belize 

In the vicinity of the port of Belize, is under construction a cruise ship terminal, which is 

pending breakthrough because work had not continued at the present time. 

 

Port of Big Creek 

They have planned, no date set, building a pier for cruise ships on the outside of Big Creek 

that communicates with the Caribbean Sea, however, is not defined the scope of this 

project. 

 

 

2.13 Analysis of the port infrastructure in each port, and if they represent a 

navigational risk. 

 

Introduction 

 

The existing relationship between the port infrastructure and risks to navigation in the 

pertaining ports is such that the state of the infrastructure affects: 
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1. The ship during its navigation with in the inner harbor waters of mooring and 

maneuvering, (The rest of the risk during navigation belongs to the "access 

waterways”). 

2. That the loading systems of the infrastructure (pipelines etc), or the contention and 

prevention systems are in poor state causing a pollution incident. 

As stated in the introduction to this report as a result of the earthquake of May 28, 2009, it 

is advisable to conduct an assessment of the effects caused in the port infrastructure and 

equipment of Port Cortés to verify if there are considerable damage. 

 

Puerto Cortés: 

A few fenders are fallen in docks 3, 4 and 5. There is an approximate quantity of 10 

fenders in poor state. 

The port has a problem of sedimentation in the Texaco dock, which makes sediments to 

accumulate and decrease the draughts in time. In addition, some dolphins are rusted at 

the bases and some are practically useless due to the sedimentation problem at the dock. 

At the molasses dock there are a lot of rusted pipelines, the concrete platform of the dock 

does not count with a mechanism to retain spills from sea. A mechanism could be a static 

boom, in other words a small border at the sides of the dock. 

Reparations of tile were observed in the port area near dock 4. 

 

Puerto Barrios: 

Half of the old concrete is sunken; part of this sunken structure has been removed by the 

port’s administration. 

On the concrete, two fissures have been found, one due to the slight collision during 

mooring maneuvers; and in the other one the rusted reinforced steel can be seen due to 

exposure to the environment. 

In the dock’s left border (looking towards north), the surface is composed of steel planks 

instead of concrete, this could present some risk to the personnel during operations. 

 

Puerto Santo Tomás de Castilla: 

There were no risks to navigation observed on behalf of the port infrastructure. All fenders 

were in very good conditions sand the piles have little space between them. 

During the tour of the port facilities, they some cracks were found which usually are due to 

beating of the boat during docking maneuvers, or they may be due to structural failure by 

overloads, this represents a risk to port operations to be carried out in the area and if the 

cracks are due to collisions, these occur due to bad approach maneuvers or lack of 

defenses in the dock.  

The port does not count with a regulation that allow to know the minimum distance that 

must be between moor vessels, during the field visit, it was observed that there were a lot 

of closeness between some of the vessels that were moor at the dock; it is recommended 

that the port adopt all the safety measures related to this matter, defining the distances 
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that must be between the vessels that moor in the docks, depending of its length, 

maneuvering and type of cargo. 

 

Port of Belize: 

Deformations are observed in the steel fence due to overloading. There has been a 

deflection in the pier due to the thrusting of piles. 

Grease spots were observed in the steel fence, this may cause, in the case of an oil spill 

that the oil easily slicks through fence. 

The dolphins are rusted at the bases. 

 

Port of Big Creek: 

This port is of land platform (clay mostly), with a concrete border. The concrete border 

appears to be in good condition except for a superficial fissure observed and 4 fenders in 

poor state. 

 

Specific Observations: 

Regarding the rust in the dolphins observed at Puerto Cortés and Port of Belize it is 

recommended the installation of galvanic anodes in the case that there are not any 

already. 

Regarding the state of the fissures and if these represent risks to navigation, this is subject 

to more investigation. 

With regard to Port Cortés and the sedimentation problem that exists in the Texaco dock, 

there is no dredging plan of the port area, which makes it interesting to study sediment 

transport in order to know how much time is necessary to dredge. 

 

Recommendations: 

It is not of the knowledge of the consultant of the existence of detailed plans in most to the 

visited ports. The provided information was limited to plant plans. 

It is necessary that each port has design criteria for each terminal, as well as the plans “as 

build” of each one of them, which will allow to perform a better control of the restrictions or 

possibilities of each maneuvering operation. We estimate that this (overloads), is one of 

the reasons by which some failures are observed in the docks’ loading platform structure 

and lack of fenders at the front of the mooring side. 

It is important that in the investment plans of the terminals, the reparation of the existing 

structures are contemplated and of all the cargo pipelines, as well as all the preventive and 

control devices in the event of a spillage. The removal of the sunken structure as soon as 

possible should be contemplated too. 

 

2.14 Design of the Vessel Traffic Management and Information System (VTMIS) 

By definition, VTS is a service carried out by the competent authority, designed to improve 

the safety and efficiency of the maritime traffic, and to protect the surroundings. 
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Under this definition the purpose of VTS is of interacting and responding to situations of 

the maritime traffic that develop within the VTS area. 

The associated operational objectives with this are: 

 Minimize the incidents such as collisions, groundings and blows to the canal; 

 Minimize the risk to life, the environment, the surrounding infrastructure, including the 

identification of ships that carry hazardous or noxious cargo 

 Maximize the use of ships, tugboats and other related services. 

The VTS services are the product of emitted signals of the VTS. They can be addressed to 

individual ships, to contribute to the navigation process or to the genereal traffic; to 

organize the traffic, and prevent the development of dangerous situations and allow the 

use of navigational routes. 

The following can be provided by the VTS service: 

 Services of information: in order to ensure that the information regarding the area, the 

circumstances of governance and the traffic situation is available with enough time for 

the navigation on board and decision making. 

 Assistance services: in order to continue or participate in the process of decision 

making in the navigation on board and harmonization of effects. The range that this Aid 

to Navigation can be and should be given is from the coast, depending on the level, 

national legislation and the grading of the VTS operator. 

 Service of traffic organization: to continue providing the safe and efficient movement of 

the development of dangerous situations with the VTS area, through a prevision and 

monitoring of movements plans. 

 Cooperation of the adjacent and attached VTS services and coordination of information 

in order to collect, evaluate and distribute data. 

 

The VTS is a system developed for the management of data that it picks up, evaluates and 

distributes. This process requires:  

 VTS operators adequately trained for the established tasks. 

 Adequate equipment for the services to be rendered. 

 Operative and governance internal and external processes with interaction and data 

management. 

 Acceptable reliance in the developments. 

Since it is a communications system, it needs to carry out all the protocols and 

ensure that the VTS messages are: 

 Clear; 

 Simple, and; 

 Contain essential information only. 
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Special attention must be given to the composition and character of the messages, 

such as: 

 Objectives; 

 Urgency: 

 Level of authority; 

 Distribution, and; 

 Transmission mode (selection of the mode, selection of the channel, process of 

communication, use message). 

Following, a description of the ports that up to now, either way have in existence or in 

process, services that are provided in a VTS system and that do not know about the topic 

or have nothing develop. 

 

 

2.14.1 Puerto Cortés 

Within the port of Puerto Cortes, in front of Pier No.3, the building of a steel structure had 

been fihished for the VTS Service or Maritime Traffic Control, the process is advanced, up 

to date the tower structure has been covered and they are adjusting details related to the 

reinforcement of the structure. 

Mr. Carlos Portillo, chief or the Hydrographic Department of the ENP indicated that the 

ENP acquired an Automatic Identification System (AIS) which is not currently running, this 

was just tasted at the control tower and then it was dismantled and stored Hydrographic 

Department of the ENP.   

Currently communications between the port and the ships is carried out by VHS radio. 

 

 

2.14.2 Puerto Barrios 

There is a steel/concrete Control tower of 8.5 meters of height, whit an area of 2.9 by 2.9 

m2, the control tower counts with two operators that work in two shifts of 12 hours, both 

bilingual, communications via VHF radio is used of 25 (w), channels 16 and 22. There are 

two telephone lines (502) 794-87790 and international (503) 792-01590. There is no AIS 

system or radar. The access to the tower is restricted to the authorized personnel only. 

There is an electrical power plant in case of emergency in case that the commercial 

electrical fluid fails. 

The communication between the port is: STC (radio an telephone); Puerto Cortés 

(generally via radio, it has good signal during the night only); Belize City Port (rarely), and 

with the Port of Big Creek, there is no communication. 
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2.14.3 Puerto Santo Tomás de Castilla 

There is a concrete Control Tower (VTS) of two levels, in the upper level the following 

equipment is found: monitors, AIS, communications equipment VHF, UHF channels 12, 

14, 16; radar Furuno with 96 nautical miles range, GPS Furuno with an operator on shift. 

In the lower level the ISPS section is found to which our entry was not allowed, but the 

CCTV equipment is found there. 

The access to the Control Tower is restricted and the corresponding access permits must 

be obtained from the Navy. 

 

 

2.14.4 Port of Big Creek 

There is no Control Tower (VTS), the communications equipment is VHF (channels 10 and 

16), there is no Automatic Identification System (AIS), or radar system. 

The notices to sailor warnings are performed through Belize Port Authority. 

 

 

2.14.5 Port of Belize 

There is no Vessel Traffic Control System tower, the communications equipment is VHF 

(channels 12, 16 and 22). There is no Automatic Identification System (AIS), or radar 

system. 

The notices to sailor warnings are performed through Belize Port Authority. 
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3 Analysis of the National and Regional Framework for the Marine Coastal 

Management/ Legislation and Regulations applicable in the Gulf of 

Honduras 

 

In this section are examined, the existing juridical answers to the problem of pollution of 

the marine environment and safety of navigation through the revision of the law, 

regulations, international conventions and other juridical instruments; as well as the 

identification of the institutional responsibilities related to the safety of navigation and the 

protection of the marine environment, the definition of responsibility and the facilitation of 

the ratification process for each country that pertains to the project for the pollution 

prevention originated by the maritime transport in the Gulf of Honduras. With the objective 

of proposing alternatives for the harmonization of legal instruments and legal frameworks 

for an integrated management of the project. 

Throughout the development of this section, the consulting firm has found certain in 

making a distinction between the competencies of the States to enact or adopt specific 

legislation (Legislative Jurisdiction), and its capacity to perform or implement such 

legislation (Executive Jurisdiction). Furthermore, this consulting firm finds convenient to 

subdivide the jurisdictional execution in the competence in order to arrest a ship (Ship 

Arrest), and the competencies to judge a concrete case (Judicial Jurisdiction). In this 

sense a recount of the obligations that rely on the States, in their quality of Flag State and 

Coastal State, with special emphasis in the Port State Control, shows as imperative. 

Having things like this, a study about the especially effective regulations (national and 

international), is being carried out, as well as the capacity of the States to implement and 

endow of performance the regulations said. 

As a way of introduction, and before considering the internal and international relevant 

regulations of marine pollution, it becomes certain, in the first place, to provide a clear 

definition of what marine pollution id from a legal perspective. The aforementioned term is 

defined in Article 1 of the United Nations Convention on the Law of the Sea (UNCLOS), 

the same is based on the definition forged by UNESCO’s Intergovernmental 

Oceanographic Commissions and the Groups of Experts on the Scientific Aspects of 

Marine Environmental Protection2 (GESAMP), of the UNO: 

Pollution of the marine environment "means the introduction by man, directly or 

indirectly, of substances or energy into the marine environment, including 

estuaries, which results or is likely to result in such deleterious effects as harm to 

living resources and marine life, hazards to human health, hindrance to marine 

                                                
2
 See: http://gesamp.net/ GESAMP is made up of experts belonging to the United Nations (New York); 

United Nations Program Environmental Program (Nairobi); Food and Agriculture Organization of United 

Nations (Rome); United Nations Educational, Scientific and Cultural Organization (Paris); Intergovernmental 

Oceanographic Commission; Word Organization of Heath (Genève); World Meteorological Organization 

(Genève); International Maritime Organization (London); and International Atomic Energy Agency (Vienna).  

http://gesamp.net/
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activities, including fishing and other legitimate uses of the sea, impairment of 

quality for use of sea water and reduction of amenities;” 

Certainly, the outlines of protection of the marine environment of the Gulf of Honduras are 

subordinated to the internationality and overlapping jurisdictions typical of their own geo 

maritime situation of the area. This fact threatens to outline the principle of “due 

consideration” which, under customary law and international codifications, serves as a 

foundation to the cooperation processed between the countries members of the project 

(Honduras, Belize and Guatemala). 

Given this, a legal analysis of the juridical framework related to marine environmental 

pollution would not be complete without the analysis of some basic provisions given by 

international customary law. It is in this sense that we find, under the international custom, 

relevant regulations to the pollution of the marine environment that have been reflected on 

at their time, by the Permanent Court of Arbitrations in the international and national legal 

frameworks. Certainly these regulations have marked principles that are shown as basic in 

order to guide the outlines of cooperation under legal perspectives common to the project 

of the Gulf of Honduras. 

 In the “Trail Smelter Arbitration” case of 1938- 1941, the Court of Arbitration affirmed 

that “by virtue of international law principles as well as of the law of the United 

States, no State has the right to utilize or to permit that its territory be utilized in 

such a way that cause damages by reason of the emanations in the territory or 

toward the territory of another State or to the property or persons that are in 

them found”.3 

 

 In the “Corfu Channel” case (1949) the international Court of justice established “the 

obligation of each one of the State not to knowingly permit that their territory be 

utilized for contrary acts to the rights of the States”.4 

 

 In 1996, in its consultancy opinion on “The legality of the threat or use of nuclear 

weapons” the CIJ declared that “the existence of the general obligation of the 

States to assure themselves that the activities inside their jurisdiction and 

control they respect the environment of other States or the zones beyond the 

national control is now Part of the nucleus of the international law in relation to 

the environment”.5 

 

 In turn, Article 2 of the Geneva Convention of the High Seas, same that is considered a 

reflection of the international custom, establishes that the States must exercise the 

freedoms of the high seas. These freedoms and others recognized by the general 

                                                
3
 United Nations, International arbitration faults Report, Vol. III, 1906-1982. 

4
 (1949) ICJ Rep. 3.22. 

 
5
 Advisory Opinion of July 8, 1996, (1996) 35 ILM 809 
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principles of the International Law, with the due consideration towards the interests 

of other States in their exercise of deep-sea freedoms.  

 

 The conference of the United Nations on the Human Environment, that emitted a 

transcendental statement, whose central point was called Principle 21, according to 

which “the States have the sovereign right to exploit their own resources in 

application of their own environmental politics and the obligation to assure 

themselves that the activities that are carried out inside of their jurisdiction or 

under their control do no damage the environment of other States or of zones 

situated out of national every jurisdiction”.  

 

On the other hand the Article 211. 1. Of UNCLOS gives strong legal bases to the spin of 

the project: “States, acting through the competent international organization or general 

diplomatic conference, shall establish international rules and standards to prevent, reduce 

and control pollution of the marine environment from vessels and promote the adoption, in 

the same manner, wherever appropriate, of routeing systems designed to minimize the 

threat of accidents which might cause pollution of the marine environment, including the 

coastline, and pollution damage to the related interests of coastal States. Such rules and 

standards shall, in the same manner, be re-examined from time to time as necessary.” 

 

3.1 Review of Regulatory Framework and Institutional Responsibilities to on a 

regional and national level in relation to the safety of navigation and protection 

of the marine environment 

 

In this phase of the consultancy the consulting company has found appropriate the 

development of activities regarding the gathering and analysis of the extensive information 

especially effective to the matters in the study. The activities of the drawing up of 

information are stated below: 

 

3.1.1 The drawing up of information from questionnaires referred from the focal 

points and in situ interviews. 

 

A questionnaire was prepared in order to collect basic information regarding the different 

institutional structures or legal figures that intervene in the management of the safety of 

navigation and protection of the marine environment. The before mentioned questionnaire 

has been handed over to the actors of the project and is shown as a basis for the series of 

interviews that have been carried out and will be carried out in situ in accordance with the 

regime of planned visits. 
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3.1.2  Reading and analysis of primary documentary sources, generated by the 

entities or institutions especially effective in the matter of study. 

 

Due to the obvious gaps that the consuetudinary law presents in the matter of study, it is 

appropriate to center the analysis on the regulations expressed in the International 

Conventions related to the marine pollution, soft law and national regulations. 

In that way, included in this paragraph is the reading and analysis of international 

regulations, internal sectorials and implementation regulations and/or related to the 

international Conventions especially effective in the management of the safety of 

navigation and of the protection of the marine environment. 

The International Conventions especially effective in the spin of the project, and with the 

object of analysis, have been divided into three categories: 

 United Nations Conventions of the law of the Sea (UNCLOS) 

 Multilateral Conventions 

 Regional Conventions 

 

3.1.2.1 United Nations Convention of the Law of the Sea (UNCLOS). 

The United Nations Convention of the Law of the Sea (UNCLOS) has deserved a section 

apart in the present document given its importance; being shown as the basis and 

complementing an important number of multilateral Conventions related to the aspects of 

the space of the ocean such as navigation, Jurisdiction, control of the environment, 

scientific marine investigation, commercial and economical activities, transference of 

technology and the establishment of conflicts concerning matters of Ocean. 

Under the scope of application of UNCLOS the efforts of the consulting company are 

aimed at the study of 3 aspects: 

 To clarify institutions on which fall on Flag States6 and Port State Control7 figures and 

therefore the implicit obligations in the mentioned figure. 

 

 Regime of the protection of the marine environment. 
                                                

6
  Article 91 of UNCLOS Every State shall fix the conditions for the grant of its nationality to ships, for the registration of ships 

in its territory, and for the right to fly its flag. Ships have the nationality of the State whose flag they are entitled to fly. There 
must exist a genuine link between the State and the ship. 

7 It is one of the ways in which a state exercises its authority in the seas under their jurisdiction and consists of supervision 

or inspection of foreign ships arriving at the ports to which they are applicable international maritime standards that the State 

has accepted and incorporated into its law. This legislation considers the safety and security of navigation, protection of 

human life at sea and preventing marine pollution and atmospheric pollution caused by ships. 
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 Jurisdictional Execution in case of non-compliance of the regulations consigned in the 

international Conventions and internal laws. Declaratory and functionality of the diverse 

Maritime Zones established in UNCLOS. 

 

BELIZE 

Ratifies UNCLOS on August 13th, 1983. 

As for the Flag State figure (art. 91 UNCLOS), it point out that a dichotomy exist as for 

what competences refers. On the one hand, the Belize Ports Authority regulates certain 

aspects of navigation and maritime aids within the Port limits or approximation zones. 

(Section 19.3 a Belize Port Act). 

 

On the other hand, the International Merchant Marine Registry of Belize (IMMARBE), 

entity established through The Registry of Merchant Vessels (1989[), has the right to offer 

nationality to vessels dedicated to international maritime activities and to certify them 

according to the International Maritime Conventions. It is to make notice that the consulting 

company has not found, at this point of the consultancy, legal reference regarding the 

registration and control of vessels that are not subject to open registries (Fleet that sails in 

territorial waters of Belize). 

As for the Port State figure (Art. 25 UNCLOS), its own competence fall on the Port State 

Department of the Belize Port Authority. Section 19 of the Belize Port Authority Act gives 

not exhaustive listing of competences: 

 The operation of ports for the benefit of the public interest. 

 Regulate and control the navigation within harbor limits or its approximation zones. 
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 Maintain, to improve and to regulate the use of the ports, services and installations as 

thus found necessary. 

 Executing the obligations and functions related to the executable navigation under the 

regulations of any other law. 

As for the regime of maritime zones described in UNCLO, Belize has declared, by means 

of the Law Maritime Areas of 1992, internal waters, territorial sea, continuous zone and 

Exclusive Economic Zone. 

 

 

HONDURAS 

Ratifies UNCLOS on October 5th, 1993. 

In Honduras’ particular case, the Flag State figure so much as the Port State Control is 

under the responsibility of General Directorate of the Merchant Marine of Honduras. 

In essence, attributions conferred to this Entity are found in Article 92 of the Constitutional 

Law of the Merchant Marine of Honduras: 

 Comply and enforce the Constitution of the Republic, the International Maritime 

Conventions of the ones that Honduras forms a part of, the present Law and the other 

legal dispositions and regulations that maintain a relation with its duties; 

 Advise the Executive Power in the formulation of politics to follow with respect to the 

maritime transportation, the merchant marine and other matters of its competence; 

 Control maritime traffic in coordination with the Naval Force dependent of the Armed 

Forces; 

 Direct and control the activities related with maritime search and rescue and the fight 

against the pollution of the marine environment produced from vessels and naval 

artifacts that are found in Honduras waters; 

 Carry out the visit to the foreign and national vessels and to control, jointly with the 

Immigration authorities, the presence of the vessel’s crew in Honduras. 

 Authorize and supervise the operation of shipyards and workshops whose purpose is 

the construction, repair and maintenance of vessels and naval artifacts; 

 Authorize, register and control the activities of the people dedicated to maritime 

matters, such as those of maneuvering, towing, maritime agencies, brokerage of 

vessels and of loads, dredging, classification, recognition, diving, maritime accounting, 

recue, maritime communications, in accordance with what is established in the relevant 

regulations; 

 Advise the National Institute of Vocational Training (INFOP) on the training of seafarers 

and to carry out the necessary efforts for the establishment of a vocational training 

center for seafarers; 

 Watch the activities that are carry out in Honduras by owners, leaseholders, ship 

owners or shippers and to exercise the necessary legal actions when their behavior is 

harmful to national interest;  

 Maintain up to date all the information related to the merchant marine; 
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 Regulate the functions of the Port Captaincies and other activities that are established 

the present law; 

 Authorize and control dredging work, landfills and other oceanic engineering work; 

 Regulate, authorize and control the construction and use of the artificial structures that 

are built in territorial water of Honduras; 

 Collaborate with the dependencies of the Executive Power in order to achieve what is 

placed under its counts in the present Law; 

 Prompt the study and solutions for maritime transportation problems and to simplify the 

documentation with it related; 

 Propose to the Executive, by means of the Secretary of Treasury and Public Credit, 

actions or measures related with rates and taxes contained in this Law, if believe 

opportune. 

 Watch over the efficient use of maritime communication routes and the means 

available vehicles; 

 Others that are a result of the International Maritime Conventions of which Honduras is 

a part of the Present Law and its regulations. 

As for the regime of maritime zones described in UNCLOS, Honduras has declared its 

own through Decree No. 172-99, dated October 30, 1999, contained in the Law Maritime 

Spaces, and Agreement number PCM007-2000, dated March 29th of the year 2000, 

containing regulations concerning straight base-lines. 

 

GUATEMALA 

Ratifies UNCLOS February 11th, 1997. 

In Guatemala’s particular case, the Flag State figure so much as the Port State Control, 

the responsibility is under the Maritime Department of the Department of Defense, being 

its attributions the following: 

 Administer Flag State functions and Port Rector through the Command Headquarters 

and the Port Captaincies. 

 Administer Coastal State functions in coordination with the Command Headquarters of 

the National Defense Navy. 

 Advice the Minister of the National Defense on International on convenience of ratifying 

Conventions related to the Maritime Safety and Prevention of pollution from the ships. 

 Submit to consideration projects of law and other regulations that contribute to the 

legislation for the aquatic spaces. 

 Maintaining link with the OHI (International Hydrographic Organization), IMO 

(International Maritime Organization), ILO (International Labor Organization) and other 

that issue international instruments related to the maritime regime in coordination with 

Department of Foreign Affairs. 
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 Represent the Department of National Defense in activities that appoint for the 

purpose. 

 Establish coordinate and to develop committees, plans and other that are required by 

the International Conventions. 

 Carry out connection and coordination functions with Governmental and private entities 

linked with maritime safety and protection of the pollution from ships. 

 Establish regulations for maneuvering services in terminal and in restricted water, 

when dealing with the training and performance of its functions. 

 Carry out the control of national vessels, magnetically or with databases established 

for the purpose. 

 Carry out the control of certifications issued to Seafarers, in accordance with STCW 

95, magnetically or with databases established for the purpose. 

 All those that by nature correspond to the Department. 

As for the regime of maritime zones described in UNCLOS, Guatemala has declared, 

through Decree No. 20-76, internal waters, territorial sea, continuous zone and Exclusive 

Economic Zone. 

 

Special considerations relating to the ships registration systems of the Republic of 

Honduras and Belize 

 

The consultant noted that in order to give effect to this analysis becomes relevant to 

conduct his special considerations in cases of Honduras and Belize given that these 

countries manage the open boats registration system8    

 

Honduras 
 
As far as the legal framework of the Republic of Honduras, this is a clear dichotomy in 

terms of the boats registration system.  

On the one hand the registration of vessels operating in waters under the jurisdiction of 

Honduras presents characteristics of the records closed. It follows from the fact that 

cabotage is restricted to the Honduran9  flag vessel owned by Honduran nationals.10 The 

                                                
8 In functional sense opened Registration, it is the countries that open their records to vessels which are either owned by 
foreigners, either under their control, on terms that, whatever the reasons, are desirable and appropriate for People reporting 
such vessels. For further reference see: Boczek, "Flags of convenience-An International Legal Study, Harvard University 
Press, 1962). 

9 Article 40 of Decree no. 167-94, containing the Organic Law of The Merchant Marine of Honduras .- "The coastal shipping 
is reserved for commercial purposes to Hondurans merchant ships. Exceptionally, in the absence of merchant ships or 
Hondurans are not available, and by the time they endure such a circumstance, the Directorate General of the National 
Merchant Navy ships that may allow foreigners, including nationals of Central America, could deliver services in the 
cabotage Honduras " 

3 Article 6 of the Agreement no. 000,764, containing the Rules of Maritime Transport of the Republic of Honduras. "The 
shipping of cabotage is reserved for national flag merchant vessels operated by national shipping companies and marine 
environmental protection as determined by the Directorate General of the Merchant Marine. The national shipping 
companies that request it may be authorized by the Directorate General of Shipping to recruit and employ other merchant 
vessels for cabotage traffic” 
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domestic fleet here said the vast majority is made up of fishing boats that are outside the 

scope of relevant International Maritime Conventions. 

On the other hand we find that there is not any restriction on nationality of the ship-owner 

with respect to the registration of ships engaged in international traffic11. It should be noted 

that these vessels, registered in the General Directorate of the Merchant Marine of 

Honduras (DGMM) and subject to the system of open registration, don’t sail the Gulf area. 

Belize 

As for Belize grants authority of the State of Pavilion is fragmented in various regulations, 

and giving authority to various entities. 

Thus we find that on the one hand the International Maritime Registry of Belize 

(INMARBE), in accordance with the Act of Registration of Merchant Ships (Registration of 

Merchant Shipping Act), grants authority of the State Pavilion specifically to vessels 

registered under the modality Open Registration.12  

In addition to the Act of Ports and Merchant Marine (Harbors and Merchant Shipping Act) 

grants authority of State Pavilion in regulating the activities of the domestic fleet dedicated 

to cabotage and dedicated to coastal the service.13
 

However, it should be noted, that the Port Authority of Belize executes the proper activities 

of the Port State Governing which empowers it with proper authority of a Marine Authority. 

That simple distinction leads to consequences of a double helix: 

 

a) The size of the fleet of both countries creates a quantitative fiction as for the 

development of the project. This categorical assertion is extracted from the fact that the 

fleets assigned to the International Marine Agreements, given to that they are 

registered under the open registration form, they do not sail in the zone of the Gulf of 

Honduras which, under criteria of effectiveness for the sake of the Project, reduces 

relevancy to the processes of certification of national fleets.  

 

                                                
11 48 of Decree no. 167-94, containing the Organic Law of The Merchant Marine of Honduras .- "The owners, tenants, 
owners or owners who have an interest in a vessel registered in Honduras must apply for registration with the Directorate 
General of Shipping through a professional authorized to practice law in Honduras. 

12
Section 2.1 of the Act subsidiary of Merchant Shipping Registry provides in its original English: “A ship which is not 

registered under the Act shall not be recognized for the purposes of the Act or any regulations made there under as a 
Belizean ship or as being entitled to the rights and privileges accorded to Belizean ships”. 

For his part, the Section 5.1 of the above sets record in its original English: "Any person of the age of majority or the duly 
authorized representative of such person, or a body corporate (whether established in Belize or elsewhere), may apply to 
register a vessel in IMMARBE by submitting an application in the prescribed form to any of the offices of IMMARBE whether 
within or outside Belize ". 

13 Part III of that Act regulates the activities of the domestic fleet. Specifically Section 12.1 of the above sets record in its 
original English: "The Harbor Master may on application and after examination by such person or persons as the Harbor 
Master may from time to time appoint, in this Act referred to as the examiner, grant to vessels engaged in the coastal and 
river service "Sea-going Certificates" in the form of the First Schedule, and any such certificate shall be liable to be revoked 
at any time for good cause by the Harbor Master” 
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b) On the other hand because a significant percentage of the domestic fleet, whose area 

of operation includes the project area is not assigned the relevant international 

maritime conventions under which they are engaged in activities of fisheries and given 

that no conduct international traffic. 

 

So, in search of sensible lines of work more appropriate to the efforts of the project, the 

consultant company has found it appropriate to stress the applicability of the 

Conventions in regard to the figure of the Port State Governing (ERP) 14 applied to 

national and foreign vessels, assigned to the relevant international conventions, sailing 

and arriving at ports of the project area.. 

It certainly the above shows right to consider, without prejudice, the following specific 

reasons that maximize the effectiveness of the Port State Governing figure for the benefit 

of this project: 

 The Port State Governing, under an institutional framework and taking into account the 

diverse set of performance figures mentioned in court UNCLOS, it takes a special 

significance since it is listed as wise vehicle for ensuring compliance with international 

conventions especially effective for the project.  

 

The Consultant Company notes that this system of verification of compliance may even be 

maximized by the participation of countries of the project in a Memorandum of 

Understanding (MOU) for ERP.15
 

 The principle of "no more favorable treatment" under which ships of all countries, 

regardless of whether or not to have ratified the Convention, will be subject to 

inspection at any country that has ratified the Convention, and may be detained if they 

do not meet the minimum standards of the relevant Conventions. 

 

Relevant Consideration to the MOU of the Port State Control and the Participation of 

the Countries in the Project 

 

The legal basis of that figure has its genesis in the immediate IMO Resolution A.682 (17) 

adopted in November 1991, by which the IMO Assembly called on governments to 

                                                
14 United Nations Convention on the Law of the Sea gives powers to the states bordering the power to take the necessary 
measures to prevent the boats arriving at its ports violate the measures contained in international conventions. Specifically in 
its Articles 216 and 218 authorizing the state port in carrying out actions relating to pollution and anti-dumping. Meanwhile 
Article 219 gives the power to prevent ships that leave the Unquiet Harbor. The only limitation contained in this article is to 
take reasonable measures, public and non-discriminatory basis. 

15
 The Memorandum of Understanding (MOU) on Port State University are shown as valuable mechanisms in order to 

establish groundwork for closer cooperation between the maritime authorities of the region to coordinate measures for 
monitoring foreign ships visiting their ports, light of the requirements regulated in the existing international treaties on 
maritime safety, training and certification of crews and the Prevention of Pollution from Ships of the maritime areas and river 
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establish regional agreements on the implementation of measures of supervision by the 

ERP. 

The spirit and aim of this type of agreement is a commitment to the maritime authorities to 

maintain a harmonized and effective inspections to ensure without discrimination as to the 

flag, that foreign ships visiting their ports comply with the standards set in international 

agreements, namely between them and without being exhaustive: 

 

 International Convention on Safety on Human Life at Sea, 1974, Humana en el Mar, 

1974, amended (SOLAS 74) and its 1978 Protocol; 

 International Convention to Prevent the Pollution from Ships Oil 1973, as amended by 

the Protocol of 1978 (Marpol 73/78) 

 International Convention on Standards of Training Certification and Watch keeping for 

Seafarers 1978 as amended 

 International Convention for Preventing Collisions at Sea 1972 

 International Convention of Tonnage 1969; 

 

Honduras 

In the case of Honduras we found that is a member of the Latin American Agreement on 

the Control of Ships by the ERP, adopted in Viña del Mar 1992 (MOU Viña del Mar).16 

Under this MOU, Honduras is committed to inspect at least 15% of total foreign ships 

entering their different ports, in a period of twelve months. Likewise, and in order not to 

hinder the operation of ships, is to prevent the recurrence supervisions on the same ship in 

a six months span, except that recent deficiencies have been identified or present a 

particular risk.  

The result of all inspections carried out daily on any of the ports in Honduras is sent to the 

Center for Latin American Information Agreement (CIAL) where they are entered in a 

database along with all the history of the ship involved. The database is in turn used by the 

Maritime Authorities in the region as a permanent information and consultation bank in 

order to coordinate and plan their monitoring tasks. 

 However, it should be noted that even if an agreement is of utmost importance to 

Honduras, it is overshadowed by taking into consideration that the ship traffic to and from 

South America to the Honduran ports is small. The immediate consequence of this is that 

the CIALA data bank, as it is fed with boats that do not touch Honduran ports, becomes a 

small utility for the ERP of Honduras. 

 

                                                
16 This MOU is formed by the maritime authorities of the following countries: Argentina, Bolivia, Brazil, Chile, Colombia, 
Cuba, Ecuador, Honduras, Mexico, Panama, Peru, Uruguay, Venezuela. For further reference see:.  
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Belize  

Belize does not belong to any MOU Port State Control, however, is making efforts to 

access the Caribbean MOU (CMOU).17 

The above MOU was created in July 1999 and has a set of security standards applied to 

non-conventional vessels in the area, which themselves are contained in a code known as 

the Caribbean Cargo Ships Safety Code (CCSSC). The Secretariat is in Christchurch 

(Barbados) and information center in Curacao (Netherlands Antilles). 

Guatemala 

Guatemala does not belong to any MOU Port State Governing and there is no evidence to 

indicate an intention to join. 

Having made these considerations a recount of the International Conventions especially 

effective in protecting the marine environment and thus the object of study is offered 

below: 

3.1.2.2 General Multilateral Conventions: 

 

When considering the international shipping nature is evident that measures to improve 

maritime safety, maritime security and environmental protection can be more effective and 

uniform if performed within an international framework instead of individual actions of the 

States 

In this line of the international conventions are listed as an invaluable tool to achieve the 

harmonization and strengthening of minimum standards relating to vessels, their 

construction, equipment and operational criteria. So the search for uniform international 

standards in pursuit of the preservation of human life and the environment are seen 

expressed in various bodies of law designed by International Organizations especially 

effective on the field. Such Criteria must be progressively integrated into the national laws 

of each of the countries in question. 

However, the consultant is allowed to offer a list of international conventions to which 

countries in the project have joined. Similarly such agreements are related with the entities 

responsible for their implementation and the existence or not of Implementation 

Regulations to harmonize, in turn, the minimum specified in those conventions with 

domestic law of each country. 

Having said this, it should be noted that the parameters taken into consideration in order to 

select the International Conventions listed here are the preventive capacity of the same in 

                                                
17 This MOU is formed by the maritime authorities of the following countries: Antilla, Antigua and Barbuda, Aruba, Barbados, 
Bermuda, Canada, Cuba, Virgin Islands, Grenada, Dominica, Guyana, Jamaica, Montserrat, Ant. Dutch, S. Kitts and Nevis, 
Sta. Lucia, St. Vincent, Suriname, Trinidad and Tobago, Caicos Islands 
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order to avoid incidents that endanger the navigation18, its consequences and response 

capacity in case of that despite the measures taken, leading to such incidents happen. 

 

 

3.1.2.2.1 International Convention for the Prevention of Pollution from Ships 

(MARPOL) 

 

The convention defines the security conditions to be met by ships to prevent marine 

pollution by the transport of oil and other harmful substances. It establishes a set of rules 

to reduce pollution from ships, mainly through the prohibition of discharge of oil above 

certain limits. Even incorporates measures to prevent accidental contamination. 

 

The Agreement MARPOL 73/78 appears like a toral as for the draft of the Project of the 

Gulf of Honduras since it includes the diverse sources of contamination by ships which are 

contained in his six annexes: 

  

a. Annex I “Regulations for the Prevention of Pollution by Oil”, 

b. Annex II “Rules to prevent contamination caused by noxious liquid substances 

carried in bulk”, 

c. Annex III "Rules to prevent contamination by harmful substances carried by sea in 

packages”,  

d. Annex IV "rules to prevent contamination by ship sewage,  

e. Annex V "Rules for the Prevention of Pollution by Garbage from Ships" and 

f. Annex VI "Rules to prevent air pollution from ships," the latter was introduced in 

September 1997 and the same as the IV has not yet entered into force. 

 

Honduras 

Honduras incorporate into its national legislation the International Convention for the 

Prevention of Pollution from Ships, better known as MARPOL 73/78, through Decree No. 

173-99 being ratified in its particular case Annexes I, II and V. The implementation of the 

above-Annexes has been legally channeled through the Agreement No. 1 / 01, comprising 

of the Regulation to implement the international Agreement to prepare the contamination 

by the ships 1973 and his Protocol of Amendment 1978 (Marpol 73/78).  

As far as skills and institutional capacity DGMM holds the powers relating to the MARPOL 

as to the figures of the State Flag and Port State Governing. On the other side as far as 

                                                
18 This point in turn takes into consideration that accidents caused by factors called "human error" or by sub-standard 
actions of the human element, the technical failures of so-called sub-standard ships and failures or lack of a Management 
System providing the above 
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reception facilities are concerned, the powers of the DGMM are shared with the Secretary 

of Natural Resources in its capacity as the Environmental Authority (SERNA)19. 

The legal frame especially effective to the implementation of MARPOL revolves around the 

dispositions contained in the comprising Decree 167-94 from the Organic Law of the 

Merchant Marina of Honduras and to the Agreement Nº 1/01, comprising of the Regulation 

to implement the international Agreement to prevent the contamination by the ships 1973 

and its Protocol of Amendment 1978 (MARPOL 73/78). 

The receipt of solid waste is treated in 6 articles20 under the agreement No. 1 / 01. It is 

worth it to say that this article suggests a number of loopholes.  

Reception facilities for waste and incinerators plants are virtually nonexistent. In terms of 

disposal of solid waste is driven to an "open skies" incineration policy. There is an 

incinerator in Puerto Cortes which as of to date is not operational because the lack of 

trained personnel to operate and the lack of a legal body who can regulate this activity 

properly.21 

 

Belize 

Belize is a contracting State of the MARPOL Convention and has acceded to Annexes I, II, 

III, IV, V and VI. The International Maritime Registry of Belize (INMARBE) shows the 

competences relative to the MARPOL as to the figure of State Pavilion. As regards the 

figure of the Port State Governing of the above mentioned authorities are exercised by the 

Port Authority of Belize. 

There is no regulation to implement the MARPOL Convention in Belize. Similarly there are 

no reception facilities at their ports. 

 

Guatemala 

Guatemala is a State Contractor of the Agreement MARPOL and has adhered to the 

Annexes I, II, III, IV and V. The Maritime Department of the Ministry of Defense is the 

institution that holds the competence relative to the MARPOL so much as for the figure of 

State of Pavilion as to the figure of Port State Governing. 

The consultant noted that there is no regulation to implement the MARPOL Convention in 

Guatemala. 

However, as far as reception facilities its worth mentioning that in the port of Santo Tomas 

de Castilla ships may dispose of oily waste by downloading to a tanker operated by a 

private contractor (Company DVG). 

                                                
19

 Article  26 of the Rules of Implementation of MARPOL in the Republic of Honduras. 

20
 Article 50 .- Scope, Article 51 .- Regime unloading, Article 52 .- Hold on board, Article 53 .- Declaration of waste, Article 

54.-registry operations, Article 55 .- Reception facilitéis.  

21
 Source: CESSCO 
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The procedure mentioned above is governed by the rule (DPIP-SI055-PES) and is 

overseen by the Department of Integral Security. 

As for the waste of noxious liquid substances, sewage and garbage is not provided for 

discharging. 

 

Immediate limitations as to the proper implementation of MARPOL in the area of the 

Project 

 

Certainly, even though the project countries have taken solids steps, there are areas that 

need attention in order to ensure strict compliance with the Convention. The situation of 

partial breach due mainly to the limitations in terms of resources to equip the ports with 

adequate facilities and services for the receipt of the waste generated by ships, lack of 

adequate training, legal loopholes and overlapping of responsibilities of the various State 

entities. 

 

 Legal 

 

However, even if there is a minimum legal framework provided by the very agreement still 

problems of implementation and loopholes persist. Among those gaps as an example we 

can mention: 

 Regulations that prevent ships not covered by the MARPOL 73/78 (cabotage, fishing 

and minor crafts)22 from remaining free to fulfill the regulations relative to the 

prevention of the contamination  

 Regulations that express appropriately the technical parameters of the services and 

facilities for the reception of the residues and waste generated on board of the ships.  

 

Overlapping Competencies 

This situation turns out to be common in the countries of the project given to which, even if 

it is a Marine Agreement introduced by the OMI, has strong environmental and port 

connotations that facilitates the participation under the frameworks of competence of 

environmental and port authorities in the implementation processes of it. 

 

Lack of Training 

It is understood as training, in the presents section as clear and thorough knowledge of the 

legal and technical questions related to the MARPOL 73/78. Certainly the inexperience in 

this area makes it very difficult to make any management at national and regional levels in 

support of strict compliance with the commitment made under the Convention.  

Maritime Authorities have trained personnel even though theoretically they lack sufficient 

trained staff in the operational part of the process of receiving and disposal of wastes. 

                                                
22 

It’s worth mentioning that it is precisely this type of vessel which consists largely of the Honduran domestic fleet  
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Special considerations to Annex V of MARPOL (Statement of Special Zone of the 

Greater Caribbean) 

According to MARPOL a Special Zone is any area of sea in which, for known technical 

reasons in relation to their ecological and oceanographic conditions and the particular 

character of its traffic is necessary to adopt special procedures required to prevent 

pollution at sea by “Oil”, or “noxious liquid substances " 

The proposal for the appointment of a certain area as "Special Zone" has to be presented 

with an advance of three months at a meeting of the Marine Environment Protection 

(MEPC) of IMO. That proposal should include:  

 A draft amendment to MARPOL, which would conform the basis for the formal 

designation. 

 A briefing paper to substantiate the need for the designation, containing: 

- Definition of Zone proposal, its geographical coordinates and reference letter; 

- Indication of special zone type proposed, in respect of Annexes I, II and V of 

MARPOL. In cases where such a zone covering or comprises more than an annex, 

the proposal will be submitted and evaluated separately.; 

- Description of the area: - Ocean - ecological - social and economic value - tourism 

and cultural importance - environmental pressure caused by pollution from ships 

and other environmental pressures - measures already taken to protect the area d.- 

Information on availability in the Area Special facilities capable of receiving waste. 

 

In the particular case of the area that concerns us is to be noted that under the 

amendments introduced by Resolution MEPC 48 (31) dated July 4 in 1991 to Annex V of 

the Protocol of 1978, is given the nature of Special Zone to the wider Caribbean 

However, it is of great importance to concatenate the Resolution MEPC 48 (31) with the 

efforts of the Association of Caribbean States (ACS)23. These efforts have been channeled 

through 3 initiatives: 

 Memorandum of Understanding for the Establishment of the Sustainable Tourism Zone 

of the Caribbean; 

 The Agreement for Regional Cooperation in the Field of Natural Disasters, and 

 The formulation of a proposal to achieve international recognition of the Caribbean Sea 

as a Special Area in the Context of Sustainable Development. This culminated in the 

adoption of the United Nations resolution A/RES/54/225 which promotes the Integrated 

Management of the Caribbean Sea and the subsequent recognition of the Greater 

Caribbean as a Special Zone. 

                                                
23

 ACS is a body for consultation, coordination and cooperation whose purpose is to identify and promote the implementation 
of policies and programs aimed at, among others, strengthen, utilize and develop the collective capabilities of the Caribbean 
to achieve sustained development in the cultural, economic, social, scientific and technological development "and" develop 
the potential of the Caribbean Sea through interaction among Member States and third parties. " To this end, it is stipulated 
that "the Association promoted in a gradual and progressive among its members, inter alia, environmental preservation and 
conservation of natural resources in the region, particularly in the Caribbean Sea. 
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Special considerations to the figure of Particularly Sensitive Sea Areas (PSSA) 

A PSSA is one that should be subject to special protection, in accordance with measures 

taken by the IMO, given its importance for the known ecological characteristics, socio-

economic or scientific, if these characteristic may be damaged as a result of international 

maritime activities. When designating a PSSA, the corresponding measure of protection 

that meets the relevant legal instrument to establish such a measure, must have been 

approved or adopted by the IMO to prevent, reduce or eliminate the threat or the 

determined vulnerability.24 

Although there are some conceptual similarities between Special Areas and PSSA it 

should be noted that there is a clear difference between the two figures. In this line it is 

right in considering that special areas are regulated only under specific downloads 

Annexes I, II and V of MARPOL, while in the PSSA can regulate the operations of the 

shipping industry in general in accordance with the related protection measures.  

Furthermore, as stated in the document MEPC 51/8/3, the concept of special area appears 

in the MARPOL Convention, but the PSSA is not based on any international instrument, 

but was established by a resolution of Assembly. 

However, in the case that concerns us is to emphasize that the regulations established by 

Resolution MEPC 48 (31) are limited to Annex V, leaving significant gaps in terms of the 

real problems that under the specific characteristics of the Area subject of study and the 

vulnerability of the area to potential damage caused by the activities of international 

shipping, are presented in the Gulf of Honduras. Certainly a call for stricter measures to 

those in MARPOL, are in tune with the objectives of the project.  

Measures that could be taken in the area around the gulf, revolve in turn, but not 

necessarily limited to: 

 Establishment of routes; 

 Establishment of areas to be avoided 

 Steering statutory 

 

 

3.1.2.2.2 International Convention for the Safety of Life at Sea (SOLAS) 

 

Convention regulates the conditions to be met by a vessel to preserve the safety of life at 

sea and in doing so regulates different matters: improving the security of shipping, 

machinery and electrical facilities, prevention, detection and fire fighting; rescue devices, 

the wireless telegraphy and telephony; navigational safety, the transport of grain, transport 

of dangerous goods, and nuclear ships. 

 

                                                
24

 A 24/Res.982, February 6, 2006 
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Among its provisions reflected the issuance of documents certifying that the ship conforms 

to the requirements of the Convention. The certificates must be issued by the flag State as 

evidence that has been inspected and meets the legal requirements regarding the safety 

of construction and maintenance of the ship. Monitoring procedures are allowed to function 

as a Governing State of the Port to ensure that foreign ships calling at its ports carry on 

board valid certificates. 

 

However, in order to ensure and verify that all vessels comply fully with the SOLAS 

convention becomes mandatory, under international law, that the boats assigned to that 

convention from obtaining the technical certificates that are listed below:  

  

 Safety Equipment Certificate for cargo ship. Through it veracity is obtained that the 

ship complies with international regulations to ensure the safety of life at sea through 

the presence and proper use of life-saving devices that are standard worldwide in 

reference to ships. 

 

 Safety Construction Certificate for cargo ship. This technical certificate of SOLAS, 

deals with the construction of the vessel. It certifies that the ship has been inspected in 

accordance with the regulation I / 10 of the Convention. It says that it conduct an initial 

inspection before the ship is put into service. It should also conduct a minimum of 2 

inspections within a period of 5 years around the hull of the vessel (including the 

submerged parts) to ensure that everything is in terms of integrity and that the ship 

does not pose a danger to himself or for the crew.  

 

 Safety Radio Certificate for Cargo Ship States that the ship has all the radio 

equipment needed for emergencies, emergency communications and their routine, in 

other words that it has a team of GMDSS (Global Maritime Distress and Safety), which 

standardizes the communications system for maritime Globally, ensuring a rapid 

response departments of other ships, shore stations, rescue coordination centers, in 

the event of an emergency. 

 

 Certificate of Fitness to transport of dangerous goods; Through this certificate is 

established that the ship has the necessary means to carry out the transportation of 

dangerous cargo in the safest manner possible, so that if any incident happens with 

the dangerous cargo, is to have the necessary control to preserve the safety of the 

ship, the rest of the burden and especially the lives of crew members. The regulation II-

2 / 54 of SOLAS outline the essential requirements to be met with any ship that will 

carry dangerous cargo. 

 

 Compliance Demonstration Document and Certificate of Safety Management. 

Through these documents, it is proved that both the company that operates the vessel 

as the ship itself, have a management system and quality suitable to meet these 

targets in full. For a vessel to obtain a Certificate of Security Management is a needed 

that the company that operates it first obtains a Document of Compliance, a document 
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certifying that the company is operating according to a quality management system 

and suitable to meet the above targets 

 

 Ship Security Certificate (ISPS Code). This document attests that the vessel has 

implemented 100% of its Protection Plan as set out in the Code of Ship and Port 

Facility Security (ISPS) 

 

Competent Institutions and Regulations for Implementation 

Honduras 

Honduras is a SOLAS Contracting State. The skills for the implementation of SOLAS in 

Honduran territory, as set out in its Organic Act, relate to the Directorate General of 

Merchant Marine which account for this purpose with a Department of Maritime Safety and 

a section of Pollution Prevention Port and Harbor. 

In the case of Honduras there is no Regulation of Implementation of the Convention.  

Belize 

Belize is a SOLAS Contracting State. The International Maritime Registry of Belize 

(INMARBE) holds the competences relating to the MARPOL as to the figure of State 

Pavilion. As regards the figure of the Governing State of the Port these powers are 

exercised by the Port Authority of Belize. 

It should be noted that even though Belize lacks a Regulation for the Implementation of 

SOLAS, it has a regulation to register vessels under 500 gross tonnages engaged in 

international traffic25 which contains provisions relating to navigational safety. However, 

as previously explained, these vessels do not sail in the project area so that it loses 

effectiveness with the purpose and goal of this document. 

Guatemala 

Guatemala is a SOLAS26 Contracting State. The competences for the implementation of 

SOLAS in Guatemalan territory correspond to the Maritime Department of the Ministry of 

National Security. 

In the particular case of Guatemala no Regulation of Implementation of the SOLAS 

Convention exists. 

 

3.1.2.2.3 Agreement COLREG 1972 (on the International Regulation to prevent 

Collisions)  

 

                                                
25 Registration of Merchant Ships (Vessels under 500 GT in service outside the territorial waters of Belize, 1991). 

26 Decree Number 78-97 
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The Boarding Convention groups the provisions in sections dealing with the rules of 

direction and governance, lights, markings and sound signals and bright. There are also 

four annexes containing technical requirements concerning the position and characteristics 

of lights and markings, audible warning devices, additional signals for fishing vessels 

engaged in fishing operations in close proximity to others and on international relief 

signals.  

 

Guidance is provided for determining the safe speed, the risk of collision and the conduct 

of traveling vessels inside or near traffic separation devices. Other rules refer to the 

navigation of vessels in narrow channels, the conduct of ships in low visibility conditions, 

and ships with a restricted maneuver capacity. 

Competent Institutions and Regulations for Implementation 

Honduras 

Honduras is a Contracting State of the COLREG Convention. The competences for the 

implementation of the COLREG Convention in Honduran territory, as set out in its Organic 

Act, relate to the Directorate General of Merchant Marine which is provided for this 

purpose with a Maritime Security Department. 

No Regulation for the implementation of de COLREG Convention in the Republic of 

Honduras. 

Guatemala 

Guatemala is a Contracting State of the COLREG Convention. The competences for the 

implementation of the COLREG Convention in Guatemalan territory correspond to the 

Maritime Department of the Ministry of Defense. 

No Regulation for the implementation of de COLREG Convention in the Republic of 

Guatemala. 

Belize 

Belize is a Contracting State of the COLREG Convention. The competences for the 

implementation of the COLREG Convention in Belizean territory correspond to INMARBE 

in regards to the vessels registered in that entity. As far as the boats sailing in territorial 

waters of Belize responsibility rests with the Port Authority of Belize.27 

It should be noted that the Act of Regulations of the Port Authority of Belize (Section 74) 

establishes in section 7 the obligation for boats to exhibit the lights in accordance with the 

laws of collision. 28 

                                                
27 See Belize Port Authority Act. Section 74.e 

28 “Ships within the limits of a port shall make way for ships under way and shall between the hours of sunset and sunrise 
exhibit the lights prescribed for their class by collision regulations”. 
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3.1.2.2.4 Convention on the International Maritime Satellite Organization 

(INMARSAT), 1976; 

 

It deals on the marine communications helping to improve this way the communications of 

help and the assigned ones for the safety of the human life in the sea, the performance 

and development of the ships, the marine services of public mail and the determination 

radio capacity.   

 

The Convention stipulates the Organization that consists of: Assembly, Council, 

Directorate General, as well as, an annex for disputes resolution. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the Convention on the International Maritime 

Satellite Organization (INMARSAT); 

Guatemala 

The Republic of Guatemala has not signed the Convention on the International Maritime 

Satellite Organization (INMARSAT); 

Belize 

Belize has not signed the Convention on the International Maritime Satellite Organization 

(INMARSAT); 

3.1.2.2.5 The Torremolinos International Convention for the Safety of Fishing 

Vessels (1977) and its 1993 Protocol; 

 

The Torremolinos Convention contains safety requirements for the construction and 

equipment of new fishing vessels of Maritime Navigation, decked and of 24 meters in 

length or more, including boats that make their catches. Its provisions affect the existing 

ships only in regards to requirements for radio.  

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the Torremolinos International Convention for 

the Safety of Fishing Vessels (1977) nor its 1993 Protocol; 

Guatemala 

The Republic of Guatemala has not signed the Torremolinos International Convention for 

the Safety of Fishing Vessels (1977) nor its 1993 Protocol; 
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Belize 

The Republic of Belize has not signed the Torremolinos International Convention for the 

Safety of Fishing Vessels (1977) nor its 1993 Protocol; 

 

 

3.1.2.2.6 International Convention on Standards of Training, Certification and 

Watchkeeping for Seafarers, 1978; 

 

The STCW Convention lays down the minimum requirements that must meet the seafarers 

to obtain the license for navigation. Essentially they are rules for acceptable for the training 

and certification based on provisions and general principles in regard to the formation, 

training and performance of issues, including: the bridge section, engine department, radio 

section, special requirements for personnel on tankers, sufficiency in the handling of 

survival craft.  

 

Overall, the Convention contains basic requirements, expanded and clarified later in the 

STCW Code adopted in 1995. Part A of the Code is mandatory compliance while Part B is 

a recommendation. However, the recommendations represent a general approach that 

has been harmonized after the relevant discussions at the IMO and consultations with 

other international organizations. 

 

 

Competent Institutions and Regulations for Implementation 

 

Honduras 

 

The competence for the implementation of the STCW Convention in Honduran territory, in 

accordance with what is established it’s Organic Act, corresponds to the Directorate 

General of Merchant Marine which is provided for such effects with a Department of 

Degree of Seafarers. The Department of Seafarers is made up of three sections: 

 The Training Section: Which is the responsibility of the Central American Maritime 

College in Omoa, Cortes and that is responsible for updating all the Merchant Marine 

through courses that are taught by following the guidelines set forth in its respective 

STCW 78/95. Courses offered by this entity are listed below: 

 

- Different Services; 

- Basic Program for Maritime Safety Sufficiency (Rule VI / I STCW78/95): 

- Course of Familiarization of Chemical  Ships (Rule V/1 Section A-V/1, Paragraphs 

of 15 to 21 of the STCW 78/95); 

- Course of Cargo and Stowage Handling; 

- Course in Basic Stability; 

- Course in Celestial Navigation; 

- Course in Costal Navigation; 
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- Program of Officials' Homologation; 

- Training Course for Bridge Officers (Nationals); 

- Update Course for Machine Officers; 

- Update Course for Bridge Officers; 

- Course for Bartenders and Waiters; 

- Course on Safe Diving Techniques; 

- Ship and Port Facility Security (ISPS); 

- Advanced Techniques in Fire Fighting (Rule VI/3 STCW 78/95); 

- Course in the Handling of Survival Boats and Non Rapid Rescue Boats (Rule VI/2 

STCW 78/95); 

- Course of crowd control (Rule V / 2, V / 3 STCW 78/95); 

- Familiarization Course on Tanker Ships (Rule V/1 STCW 78/95); 

- Course for Machine Sailors (Rule III/4 STCW 78/95); 

- Course for Deck Sailors (Rule II/4 STCW 78/95); 

- Basic program of Marine Security (Rule VI/1 STCW 78/95) 

 

 The Section of Qualifications: This takes as an essential end to certify every Sailor and 

Merchant Officer who can credit before this Section all the Diplomas of the Courses 

required by the Agreement STCW 78/95. 

 

 CECAMARH: The "Regional Center for Maritime Training Center-South-East", based 

in the capital city and that is listed as an alternative for aspiring marines in the areas 

mentioned above. 

However, it should be noted that there is no regulation to implement the STCW 

Convention in the Republic of Honduras. 

 

Guatemala 

The competences for the implementation of the STCW Convention in Guatemalan territory 

correspond to the Maritime Department of the Ministry of National Defense29 which is 

provided for this purpose with a Directorate of Certification and Competition on Seafarers. 

The responsibilities and attributes of the above mentioned Directorate are those that are 

listed below: 

 Ensure compliance with the laws on education, Training, Certification and Watch 

keeping of Seafarers. 

 Ensure strict compliance with the minimum standards of endowment for the 

Guatemalan flag ships. 

 Authorize, monitor and supervise the compliance with the education and training 

programs of any institution in which they impart knowledge about sailing or Maritime 

Education in general. 

                                                
29 Government Agreement No. 151 dated July 8, 2003. 
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 To have a close relationship with the national vessels’ fitters and crew, in compliance 

with the labor standards issued under the standards of the International Labor 

Organization. 

 In coordination with the Ministry of Labor, working to promote maritime inspections 

aimed at verifying work, health and accommodation conditions of seafarers on national 

ships, those who arrive at national port and those who have anchored in the aquatic 

spaces of Guatemala. 

 Find and promote the training of national human resources through international 

cooperation. 

 Others whom by their nature are related. 

 

There is no regulation to implement the STCW Convention in the Republic of Guatemala. 

 

Belize 

 

The competences for the implementation of the STCW Convention in Belizean territory 

correspond to IMMARBE. 

There is no regulation to implement the STCW Convention in the Republic of Belize. 

 

3.1.2.2.7 International Convention on Standards of Training, Certification and 

Watch keeping for Fishing Vessel Personnel (1995); 

 

The Convention above mentioned, covers the Training and Certification of the Personnel 

on small and large Fishing Vessels, and also industrial fishing for fish, whales, seals, 

walruses and other resources. Its purpose is mainly to provide guidance.  

 

On the other hand it’s proper to consider provisions of the Convention include 

recommendations for improving the sustainability of world fishery resources and to avoid 

damage to ecosystems as a result of overexploitation of important fish population stocks.  

Ultimately the aim of the Document is to provide guidance when plans and national 

training courses and professional training course of any category for the fishing vessel 

personnel are established, modified or expanded. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the International Convention on Standards of 

Training, Certification and Watch keeping for Fishing Vessel Personnel. 

Guatemala 

The Republic of Guatemala has not signed the International Convention on Standards of 

Training, Certification and Watch keeping for Fishing Vessel Personnel. 
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Belize 

Belize has not signed the International Convention on Standards of Training, Certification 

and Watch keeping for Fishing Vessel Personnel. 

 

3.1.2.2.8 International Convention on Load Lines 1996; 

 

The main objective of this international instrument is the establishment of limits, in regards 

to the draft, up to which you can load a ship to contribute to the security of navigation. 

These limits are set out in the form of freeboard, along with rules regarding the water 

tightness to the outdoors and water tightness integrity of static.  

The rules of this Convention take into consideration the potential dangers that arise in 

different areas and in different seasons. The technical annex contains several additional 

safety measures concerning doors, ports, hatches and other elements of the ship. The 

main objective of these measures is to ensure the integrity of the water tightness of ships' 

hulls below the freeboard deck. 

Competent Institutions and Regulations for Implementation 

Honduras 

Honduras is a contracting state of the Convention on Cargo Lines 66. The competence for 

the implementation of the Convention in the Honduran territory, in accordance with its 

Organic Act, falls on the Directorate General of Merchant Marine which is provided for this 

purpose with a Department of Maritime Security. 

There is no regulation to implement the Convention in the Republic of Honduras. 

Guatemala 

Guatemala is a contracting state of Convention on Cargo Lines 66. The competences for 

the implementation of the Convention in the Guatemalan territory correspond to the 

Maritime Department of the Ministry of National Defense. 

There is no regulation to implement the Convention on Cargo Lines 66 in Guatemala. 

Belize 

Belize is a contracting state of Convention on Cargo Lines 66. Additionally, Belize has 

acceded to Protocol of 1988.  

The competences for the implementation of the Convention on Belizean territory fall within 

the Port Authority as far as the Port State Governing refers to. In regards to certification of 

ships is the INMARBE who is vested with the powers of the State of Pavilion. 

There is no regulation to implement the Convention on Cargo Lines in Belize. 
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3.1.2.2.9  International Convention on the Removal of Wrecks (Nairobi 2007); 

 

This convention provides the legal basis for the States to remove, or have removed, 

shipwrecks that may potentially affect and adversely the safety of human life, goods and 

property at sea as well as the marine environment.  

The problems derived from the shipwrecks are essentially expressed in three edges:  

 Depending on its location, the Wreck constitute a hazard to navigation, potentially 

endangering other vessels and their crews;  

 Depending on the nature of the cargo, the Wreck have the potential to cause 

substantial harm to the marine and coastal environment; 

 Economic considerations reflected in the cost of marking and removal of potentially 

hazardous Wreck.  

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the International Convention on the Removal of 

Wrecks. 

Nevertheless it should be noted that the Organic Law of the Merchant Marine of Honduras, 

in Section IV establishes rules to be followed in the event of a shipwreck.  

Among the most significant regulatory glimmers in Section IV we find the obligation 

imposed to the owners, tenants, owners or shippers  and the owners of the sunken cargo 

and its insurers to conduct immediate operations signaling, marking and pollution 

prevention that are pertinent to safeguard the national interests.30 

However, if the forced people do not initiate or complete removal within the deadlines set 

by the Directorate General of the Merchant Marine and the Port Authority, the vessel, 

cargo and other wrecked goods will be removed by these authorities, on account of the 

owner, Lessee, owner or shipping, either directly or through third parties contracted to 

such effect. 

The ship, aircraft, artifacts, remnants of the wreck and other property related to it will serve 

to ensure the payment of the expenses. If necessary, the Directorate General of the 

Merchant Marine and the Port Authority will follow the legal procedures relevant to sell 

such property and recover the amount of the expenses. 

 

Guatemala 

The Republic of Guatemala has not signed the International Convention on the Removal of 

Wrecks. 

                                                
30 Article 112 of the Organic Law of the Merchant Marine of Honduras 
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Belize 

Belize has not signed the International Convention on the Removal of Wrecks. 

But it should be noted that through the Abandoned Shipwreck Act31 Belize has internal 

rules particularly effective in situations of abandoned shipwrecks that are located in the 

territorial waters of Belize. Under the above act an "Authority Abandoned Shipwreck32," is 

established which is composed of the following officials: 

 The Chief Executive Officer of the Ministry of Environment, who will preside; 

 The Museum Director; 

 The Administrator of Fisheries; 

 The Head of Port; 

 Four persons appointed by the Minister. 

 

However, the above record does not come to fill the gaps left by the absence of accession 

to the Nairobi Convention since it does not even mention the constitution of a risk or 

danger to navigation or the environment, and nothing is said in regards to fundamental 

issues covered by the agreement discussed in this section, at the rate of no exhaustive 

example: 

 Report of the remains 

 Determination of the danger; 

 Location of the remains; 

 Demarcation of the remains. 

 

3.1.2.2.10 International Convention on Salvage, 1989 

 

This Convention has been considered by the Consultant Company in virtue of the rescue 

operations33 contribute significantly in the schedules for the operational safety of ships and 

other property in danger, as well as for environmental protection. Specifically, an 

innovation of this Convention relevant to the objectives of the project is the introduction of 

a fee for the Rescuing in the event that, regardless of the success of the rescue operation, 

could minimize or prevent damage to the Environment.   

 

Competent Institutions and Regulations for Implementation 

                                                
31 Abandoned Wreck Act 

32 Section 4.(1) del Abandoned Wreck Act “There shall be established an authority to be known as the “Abandoned Wreck 
Authority” which shall be composed of the following- (a) the Chief Executive Officer to the Ministry responsible for the 
Environment, who shall be the Chairman; (b) the Director of Museums; (c) the Fisheries Administrator; (d) the Harbor 
Master; and (e) four other persons appointed by the Minister”. 

33 Any act or activity undertaken to help or assist a ship or any other property to safeguard who are in danger in navigable 
waters or in any other waters. 
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Honduras 

The Republic of Honduras has not signed the International Convention on Maritime 

Rescue. 

Without detriment to the foregoing it is imperative to make explicit reference to Title V, 

Chapter II of the Organic Law of the Merchant Marine. That section provides that the 

public service to save life at sea and combat marine pollution will be provided by the 

Directorate General of the Merchant Marine with the cooperation of other agencies of the 

executive branch, and in particular, The Secretariat of State in the Department of 

Environment, the Naval Force attached to the Armed Forces and the Port Authority.34 

Such services are provided according to the plans and programs agreed upon by the 

government agencies mentioned. 

The plans listed above will be key objectives:35 

 To coordinate the actions of the various institutions capable of conducting search 

operations, rescue of human life and combat marine pollution; 

 Establish a system to monitor maritime traffic to cover all the national coast through 

local and regional centers, and 

 To train specialized personnel for timely lead and coordinate the search and rescue 

operations and combat marine pollution. 

 

Guatemala 

The Republic of Guatemala has not signed the International Convention on Maritime 

Rescue. 

Belize 

Belize has not signed the International Convention on Maritime Rescue. Without detriment 

it should be noted that there is a especially effective legislation to the figure of the rescue. 

So, the consultant made a call to Shipwrecks Act and Rescue (Chapter 237)36. Under this 

legislation the Head of the Harbor is given the superintendence in all matters relating to 

shipwrecks, and may give powers to any officer of the Port Authority, Customs or any 

other person to serve as receiver of wreck.37 

 

 

                                                
34 Article 100 of the Organic Law of the Merchant Marine of Honduras 

35 Article 101 of the Organic Law of the Merchant Marine of Honduras 

36 Wreck and Salvage Act 

37 Section 1.3 of Act Shipwrecks and Salvage. 
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3.1.2.2.11 International Regime on Liability and Compensation for Pollution Damage 

Caused by Oil Spills from Oilers 

 

The compensation scheme responds to the logical concern to establish adequate amounts 

of compensation available to persons / third parties who suffer damages caused by 

pollution and the introduction of uniform standards and procedures to define standards of 

liability. 

Under this scheme, the owner of a tanker is liable to pay compensation up to certain limits 

imposed specifically through the CLC Conventions, for the damage from oil pollution after 

a persistent oil leak from the vessel. If this amount does not cover all eligible claims, a 

complementary compensation from the IOPC 1992 is available if the damage occurred in a 

state that is a member of the Fund. An additional award of the Supplementary Fund may 

also be available if the state is also State Member of the Fund. 

Certainly the regime is shown as a vehicle to give the governments of beneficiary 

countries of the Project confidence for taking prompt and decisive actions to face disasters 

caused by cases of maritime pollution in the Conventions listed below: 

 

 

3.1.2.2.12 International Convention on Civil Liability for Oil Pollution Damage (CLC 

69-92) 

 

CLC 69 regulates the basic responsibility of the proprietors of tanker ships and their 

insurers (P&I Clubs) for damages by contamination by hydrocarbons, up to certain 

monetary limits.  

Deserving attention is the fact that the CLC 69 has been replaced by the 1992 Protocol 

Amending the amendments made in 2000. This situation warns the consultant to focus its 

activities under criteria of effectiveness for the project, the convention CLC 1992. 

 Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras is contracting with the CLC 69 and competences for the 

implementation of the Convention on Honduran territory correspond, as set out in its 

Organic Law, the Directorate General of Merchant Marine which is provided for this 

purpose with a Department of Maritime Safety and a Pollution Prevention Section. 

There is no regulation to implement the Convention on CLC 69 in the Republic of 

Honduras and given that it has been replaced by the CLC 92 there are no plans to 

regulate. 

However, in terms of the CLC 92 is important to note that up to date the Republic of 

Honduras has not signed the above Convention. 
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Guatemala38 

Guatemala is not a part of the CLC Conventions 69 and CLC 92.  

Belize 

The Republic of Belize is contracting with the CLC 69 and the CLC 92. The competences 

for implementing the Convention on territory Belizean correspond to the Unit for 

Environmental Law, Policy and Plantation Department of the Environment of Belize39. 

3.1.2.2.13 International Convention on the Establishment of an International Fund for 

Compensation for Oil Pollution Damage (IOPC 1971-92) 

 

Since a number of complaints from the 1971 Fund Convention, this Convention ceased to 

be in force on May 24, 2002 and therefore the Fund 1971 has no more Member States40. It 

is by virtue of the fact that the consultant company focuses its activities under criteria of 

effectiveness for the project, the convention IOPC 1992. 

It should be noted that a reservation for the subscription of the FUND 92 is the fear that 

the contribution that importers must make to the Fund is reflected in the final consumer’s 

bill. Along these lines it should be noted that while it is true that the FUND feeds on these 

inputs is no less true that, according to the Convention, if no institutions exist in the 

countries of the project that receive more than 150,000 tons of oil subject to contribution in 

a year, the State will have financial protection for oil spills at no cost. 

The fund 92 establishes additional compensation to the owners, in charge of an 

International Fund (IOPC Fund) that is fed by contributions by the oil industry. 

The consultant noted that the lack of adherence leads to the helplessness in detriment of 

the States in regards to the regime of damage. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not acceded to the 1992 Fund Convention.  

Guatemala41 

                                                
38

 Information was obtained that the Maritime Department of the Defense Ministry is currently working on an interagency 

basis in order to be a part of the Convention mentioned. 

39 For further reference see section 4.3.5.3.3.1.4. of this document 

40 In the case of Honduras has not handled any casualty prior to the 1971 Fund. The continued the process several 
casualties that occurred in member of the 1971 Fund before that date. In the case of Honduras has not handled any 
Casualty prior to the date. 

41
 Information was obtained that the Maritime Department of the Defense Ministry is currently working on an interagency 

basis in order to be a part of the agreement mentioned. 
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The Republic of Guatemala has not acceded to the 1992 Fund Convention.  

Belize 

Belize is a contracting state of the 1992 Fund Convention and competences for the 

implementation of the Convention on Belizean territory correspond to the Unit for 

Environmental Law, Policy and Plantation Department of the Environment of Belize. 

 

3.1.2.2.14 International Convention on Civil Liability for Bunker Oil Pollution Damage 

(Bunker 2001) 

 

The above mentioned Convention establishes adequate, prompt and effective 

compensation to people affected by spills of oil carried as fuel for the ships. 

 

The importance of this convention lies on the fact that the regimes of compensation 

mentioned above, when covering the oil spills sets outside of their respective scopes the 

crafts not built specifically for the transport of hydrocarbons.  

 

For his part, the Bunker Convention 2001 makes it clear that the same applies to any 

vessel fit for sea and everything floating in the sea, in whatever its form. Also, unlike the 

CLC 69 and CLC 92 all hydrocarbons of mineral origin are considered, including 

lubricants, used or to be used for the operation or propulsion of the vessel and any residue 

of it. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the International Convention on Civil Liability for 

Bunker Oil Pollution Damage (Bunker 2001). 

Guatemala 

The Republic of Guatemala has not signed the International Convention on Civil Liability 

for Bunker Oil Pollution Damage (Bunker 2001). 

Belize 

The Republic of Guatemala has not signed the International Convention on Civil Liability 

for Bunker Oil Pollution Damage (Bunker 2001). 
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3.1.2.2.15 International Convention on Liability and compensation for Damage in 

Connection with Carriage of Hazardous and Noxious Substances by Sea 

(HNS, 1996) 

 

The agreement establishes a system of redress and compensation. It covers in principle 

all kinds of potentially hazardous and noxious substances, and defines the amount 

depending on the reference to an existing list of substances, including: 

 

a) Oil and gas transported in bulk and listed in Appendix I to Appendix I of 

MARPOL73/78. 

b) Noxious liquid substances carried in bulk listed in Annex II of MARPOL73/78. 

c) Noxious liquid substances carried in bulk and listed in Chapter 17 of the International 

Code for the Construction and Equipment of Ships carrying Dangerous Chemicals 

Products in Bulk, 1983, and amendments. 

d) All harmful substances, toxic and hazardous under the International Maritime 

Dangerous Goods (IMDG). 

e) Liquid gases listed in Chapter 19 of the International Code for the Construction and 

Equipment of Ships Carrying Liquefied Gases in Bulk, 1983. 

f) Liquid substances carried in bulk with a flashpoint not exceeding 60 º C. 

g) Chemicals materials in solid bulk covered by Appendix B of the Code for the Transport 

of Dangerous bulk grains, and amendments, to the extent that these substances are 

covered by the IMDG Code when they are packed. 

h) Waste transport of all substances previously referred to. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the International Convention on Liability and 

Compensation for Damage in connection with the shipment of hazardous and noxious 

substances (HNS 1996). 

Guatemala 

The Republic of Guatemala has not signed the International Convention on Liability and 

Compensation for Damage in connection with the shipment of hazardous and noxious 

substances (HNS 1996). 

Belize 

Belize has not signed the International Convention on Liability and Compensation for 

Damage in connection with the shipment of hazardous and noxious substances (HNS 

1996). 
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3.1.2.2.16 International Convention on Oil Pollution Preparedness, Response and 

Co-operation (OPRC 90) 

 

The OPRC Convention 90 lays the foundation for the cooperation of States in the fight 

against accidental marine pollution by oil, in cases where the event was of major 

proportions and addresses the need for development of contingency plans and training for 

the people who would have to intervene in the "Response Group" to a spill of this nature. 

 

Under the schemes of effectiveness the consulting firm appeals to the OPRC Plan for 

Central America (Central America OPRC Plan CAOP) which deals in coordinating the 

efforts of national, regional and international preparedness and response to pollution by Oil 

in Central America under the schemes outlined by the implementation of the International 

Convention on cooperation, development and combating oil pollution in 1990 (OPRC 90), 

the Protocol on oil spills of the Cartagena Convention and the Antigua Convention. 

 

The main objectives of the CAOP is supporting the development of the national 

contingency plan for the Central American nations and create a framework for regional 

cooperation to face up spills on the basis of the National Contingency Plans 

 

In April 2005 the program for preparedness, response and cooperation before oil spills in 

Central America (CAOP) was developed that culminated in a workshop in the Republic of 

Panama.. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

Honduras is not a Contracting State of Convention OPRC 90, however, the competences  

associated with the Contingency plans in case of spills in Honduran territory, as set out in 

its Organic Act, relate to the Directorate General of Merchant Marine which is provides for 

such purposes with a Department of Maritime Safety Section and Pollution Prevention. 

So in Honduras, the institution that leads the Contingency Plan for Marine Pollution is the 

Directorate General of Shipping, as the Maritime Administration of Honduras. This 

institution is responsible for the channeling and streamlining communication between 

public and private institutions, both domestic and international on all issues on pollution 

and maritime safety in general. 

 

On the other hand the plan introduces the Central Command of Maritime Incident, which is 

listed as the organization that is activated when there is the threat of contamination of the 

waters of the Republic of Honduras. This figure consists of: 

 

 Representatives of the Maritime Administration of Honduras, which will be the leading 

institution,  



IMC & Asociados  Final Report 

 
 October 2009  230 
 

 The Environmental Authority,  

 The Port Authority,  

 The Honduran Naval Force,  

 The Honduran Air Force,  

 Directorate General of Civil Aviation,  

 The Standing Committee of Contingencies,  

 The Attorney General of the Environment,  

 The Prosecutor's Office of Environment,  

 The Honduran Institute of Tourism,  

 The Ministry of Public Works, Transportation and Housing,  

 Companies that import oil,  

 The Firefighter Department, 

 The Police Department, 

 Other individuals or organizations may be required by the Maritime Incident Command. 

 

The main role of the Central Command of Maritime Incident will be to plan, prepare, 

monitor, direct the response operations and ensure that other institutions play their part in 

the actions of support. This group will be governed the Maritime Authority, which will be in 

charge of the cleaning operations. 

 

With operational level responsibilities of Local Incident Commander, are borne by the 

Captain of the Port Captaincy is closest to the incident and the responsibilities of Incident 

Commander will be the Regional Head of the Section for the Prevention of Pollution from 

the Directorate General de la Marina Merchant. 

 

For his part the Secretary of Natural Resources and Environment (SERNA) provides 

advice on transactions involving natural resources.42 

 

Guatemala43 

Guatemala is not a contracting party to the Convention OPRC 90. Nevertheless the 

consultant noted that the National Coordinator for Disaster Reduction (CONRED) is 

responsible for promoting the organization and management of the National Contingency 

Plan in case of oil spills and noxious liquid substances that may occur in aquatic areas of 

Guatemala. 

The highest organ of the National Coordinator for Disaster Reduction is the National 

Council and will be composed of the public sector, autonomous bodies and the private 

sector:44 

                                                
42 Source Directorate General of the Merchant Marine of Honduras 

43
 Information was obtained that the Maritime Department of the Defense Ministry is currently working on an interagency 

basis in order to be a part of the agreement mentioned 
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 Ministry of National Defense, who coordinates and who has under its organizational 

structure the Maritime Department. It is important to mention the fact that the 

CODEMAR, has designated the Maritime Department as Technical Secretary, which is 

currently elaborating the corresponding National Contingency Plan.    

 Ministry of Public Health and Social Care 

 Ministry of Education 

 Ministry of Public Finance 

 Ministry of Communications, Transport and Public Works 

 Ministry of the Interior 

 Coordinator of the Board and Executive Secretariat of the National Coordinator, who 

will attend the meetings as non-voting 

 National Fireman Department 

 Assembly of Presidents of Professional Associations 

 Coordinating Committee of Agricultural Associations, Commercial, Industrial and 

Financial 

Belize 

Belize is not a Contracting State Convention OPRC 90, however, the competences related 

to the contingency plans in case of spills in the territory Belizean fall on the Department of 

Environment (DMA) in consultation with the Secretary of NEMO, the Government of Belize 

(GOB).45 

 

3.1.2.2.17 Protocol on Preparedness, Response and Cooperation to Pollution 

Incidents by Hazardous and Noxious Substances (OPRC-HNS Protocol), 

2000 

 

For its part the OPRC-HNS Protocol provides a comprehensive framework for international 

cooperation in combating incidents or threats of marine pollution by ships carrying 

Hazardous and Noxious Substances (HNS), such as chemicals. 

 

                                                                                                                                               
44 Article 7 del Legislative Decree 109-96 

45 Source Environment Department Belize. 
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The OPRC-HNS Protocol follows the principles of the Convention on International 

Cooperation, Development and Pollution by Oil (OPRC), 1990, which came into effect in 

1995. 

 

As in the OPRC Convention, the Parties to the Protocol to the OPRC-HNS will be require 

to establish measures for dealing with pollution incidents, nationally or in cooperation with 

other countries. It will be demanded that vessels shall carry a pollution emergency plan to 

deal with on-board events specifically involving HNS, which are defined as any substance 

other than oil, which if introduced into the marine environment that could create a danger 

to human health, affect the living resources and marine life, damage amenities and to 

interfere with any other legitimate use of the sea. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

Honduras is not a Contracting State of the Protocol on Preparedness, Response and 

Cooperation to Pollution Incidents by Hazardous and Noxious Substances. Without 

prejudice to them the competences associated with them Contingency Plans especially 

effective in the Convention, as set out in its Organic Act, it corresponds to the Directorate 

General of Merchant Marine which is provided for such purposes with a Department of 

Maritime Safety and a Section of Pollution Prevention. 

Guatemala 

Guatemala is not a contracting party to the Convention OPRC-HNS. Nevertheless the 

consultant noted that the National Coordinator for the Disaster Reduction (CONRED) is 

responsible for promoting the organization and management of the National Contingency 

Plan in case of oil spills and noxious liquid substances that may occur in the aquatic areas 

of Guatemala. 

Belize 

Belize is not a Contracting State of the Protocol on Preparedness, Response and 

Cooperation to Pollution Incidents by Hazardous and Noxious Substances. Nevertheless it 

should be noted that the competences related to contingency plans in case of spills on 

Belizean territory fall on the Department of Environment (DMA) in consultation with the 

Secretary of NEMO. 

 

3.1.2.2.18 Convention for the Control and Management of Ships' Ballast Water and 

Sediments (BALLAST CONVENTION) 

 

The convention establishes the guidelines to will be observed to minimize the introduction 

of exotic organisms and the spread of pathogenic microorganisms in the water ballast. 
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The ballast water is added to a vessel to maintain its stability, and ensure safe navigation. 

Usually this water is collected in the local operation of the boat, that is, in the port or 

coastal area, which increases the possibility of capturing pathogenic organisms along with 

the ballast water. This possibility increases when close to the premises of the acquisition; 

there exists the disposal of untreated sewage or waste water. 

 

Honduras 

The Republic of Honduras has not signed the International Convention for the Control and 

Management Ballast Water and Sediments of Craft. 

Guatemala46 

The Republic of Guatemala has not signed the International Convention for the Control 

and Management Ballast Water and Sediments of Craft. 

Belize 

Belize has not signed the International Convention for the Control and Management 

Ballast Water and Sediments of Craft. 

 

3.1.2.2.19 International Convention Relating to Intervention on the High Seas in 

Cases of oil Pollution Casualties (1969) 

Honduras 

The Republic of Honduras has not signed the international Convention Relating to 

Intervention on the High Seas in Cases of Oil Pollution Casualties. 

Guatemala  

The Republic of Guatemala has not signed the international Convention Relating to 

Intervention on the High Seas in Cases of Oil Pollution Casualties. 

Belize 

Belize has not signed the international Convention Relating to Intervention on the High 

Seas in Cases of Oil Pollution Casualties. 

 

                                                
46

 Information was obtained that the Maritime Department of the Defense Ministry is currently working on an interagency 

basis in order to be a part of the agreement mentioned 
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3.1.2.2.20 Convention on Facilitation of International Maritime Traffic (FAL 65) 

 

It prevents unnecessary delays in maritime traffic; fosters cooperation among governments 

and ensures the highest possible degree of uniformity in procedures and formalities. It 

consists of 16 Articles and an annex on the arrival, stay and departure of vessels and 

persons.   

 

Competent Institutions and Regulations for Implementation 

Honduras 

The competences for the implementation of the FAL Convention in the Honduran territory, 

in accordance with what is set out in its Organic Act, corresponds to the Directorate 

General of Merchant Marine which is provided for this purpose with a Department of 

Maritime Safety and a section of Port Harbor.  

In the particular case of Honduras there is a regulation for implementing which essential 

goals are to establish the procedures and mechanisms of coordination between state 

institutions and the private sector involved in the Official Visit.  

Guatemala47 

The Republic of Guatemala has not signed the Convention on Facilitation of International 

Maritime Traffic (FAL 65). 

Belize 

Belize has not signed the Convention on Facilitation of International Maritime Traffic (FAL 

65). 

 

3.1.2.2.21 The International Convention on the Control of Harmful Anti-fouling 

Systems (AFS Convention) 

 

The Convention does not allow the ships apply or reapply composite or organ tin which act 

as biocides in their anti-fouling systems; vessels may not have such compounds on their 

hulls or external parts or surfaces, or for ships that already have these compounds in their 

hulls, they will have to apply a coating that forms a barrier to prevent drainage from the 

anti-fouling systems that do not comply. The Convention also establishes a mechanism to 

evaluate other anti-fouling systems and prevent future potential damages of other harmful 

substances in these systems. 

 

                                                
47

 Information was obtained that the Maritime Department of the Defense Ministry is currently working on an interagency 

basis in order to be a part of the agreement mentioned 
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The Convention applies to vessels that fly the flag of one of the parties to the Convention, 

as well as for ships not entitled to fly their flag but which operate under their authority, and 

for all ships entering a port, shipyard or offshore terminal of a party. It will apply to all 

ships, including fixed or floating platforms, floating storage units (FSUs) and Floating 

Storage and Downloading Products units FPSOs). 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has not signed the Convention on the Control of Harmful Anti-

fouling Systems. 

Guatemala 

The Republic of Guatemala has not signed the Convention on the Control of Harmful Anti-

fouling Systems. 

Belize 

Belize has not signed the Convention on the Control of Harmful Anti-fouling Systems. 

 

3.1.2.2.22 International Convention on Tonnage Measurement of Ships (ITC 69) 

 

The purpose of this Agreement is to establish a universal system of gauging48 ships that of 

ships engaged in international voyages and regulate the determination of gross and net 

tonnage of ships. 

 

Certainly the standardization of processes for calculating tonnage has a direct impact in 

terms of the implementation of agreements especially effective to the project in the Gulf of 

Honduras given that in many cases the scope of application is defined on the basis of the 

volumetric capacity or tonnage of vessels. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The competences for the implementation of the Convention ITC 69 in Honduran territory, 

as set out in its Organic Act, correspond to the Directorate General of Merchant Marine 

which is provided for this purpose with a Department of Maritime Security. 

There is no regulation to implement the Convention ITC 69 in the Republic of Honduras. 

                                                
48 Flashover: The gross tonnage is a function of the total volume of all enclosed spaces of the ship, while the net tonnage is 
a function of the total volume of all cargo spaces of the ship. 
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Guatemala 

The competences for the implementation of the Convention ITC 69 in Guatemalan territory 

correspond to the Maritime Department of the Ministry of National Defense. 

There is no regulation to implement the Convention ITC 69 in the Republic of Guatemala. 

Belize 

The competences for the implementation of the Convention ITC 69 in territory Belizean 

correspond to INMARBE with regard to boats registered in that entity. 

There is no regulation to implement the Convention ITC 69 in the Belize. 

 

3.1.2.2.23 Convention for the Suppression of Unlawful Acts against the Safety of 

Maritime Navigation SUA, 1988; 

 

The 88 SUA Convention provides the legal basis for actions against those who commit 

unlawful acts against ships. Such actions can be taking the ships by force, acts of violence 

toward those who are aboard the vessels and the placing of devices on board capable of 

destruction or damage to ships. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The competence for the implementation of the SUA Convention in Honduran territory, as 

set out in its Organic Act, corresponds to the Directorate General of Merchant Marine 

which provided for this purpose with a Department of Maritime Security. 

There is no regulation to implement the Convention SUA in the Republic of Honduras. 

Guatemala 

The Republic of Guatemala has not signed the Convention for the Suppression of Unlawful 

Acts against the Safety of Maritime Navigation. 

Belize 

Belize has not signed the Convention for the Suppression of Unlawful Acts against the 

Safety of Maritime Navigation. 

 

3.1.2.2.24 The Basel Convention on the Control of Transboundary Movements of 

Hazardous Wastes and their Disposal, 1989 
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It is a global environmental treaty that strictly regulates the transboundary movement of 

hazardous wastes and provides obligations to the Parties to ensure the environmentally 

sound management of them, particularly its provision. Essentially, this Convention 

provides a comprehensive legal and technical framework for the prevention, control and 

environmental police in the area of transfer, not only by sea, of hazardous waste. 

 

The basic principles of the Basel Convention are:  

 

 The cross-border transit of hazardous wastes should be reduced to the minimum 

consistent with its appropriate environmental handling;  

 Hazardous wastes must be treated and prepared as close as possible to its source of 

his generation;  

 Hazardous wastes should be reduced and minimized at its source; 

 Procedure of Previous Consent (Measured of Control); 

 The right of all countries to ban the import of certain wastes (Measure of Control). 

 

Under the context of the project of the Gulf of Honduras it becomes imperative to make 

explicit reference to the Regional Center of the Basel Convention for Central America and 

Mexico whose primary objective is to provide the various bodies involved in the handling of 

hazardous materials, such as the industry, the government, universities, customs 

authorities, the private sector, NGOs, among others, adequate training, information and 

technology transfer with regard to the handling, collection, control, identification, 

transportation, treatment, recycling of materials and the final disposition of the hazardous 

waste  and other wastes subject to the Basel Convention. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Secretariat of State for Natural Resources and Environment through the Directorate 

General Center for Studies and Control Register (CESCCO) is the governmental authority 

designated by Honduras to receive, within the geographical area that the party deems 

appropriate, notification of a transboundary movement of hazardous wastes or other 

wastes, and as well as any information in its regard, and to respond to this notification. 

Guatemala 

The Ministry of Environment and Natural Resources is the government authority 

designated by Guatemala to receive, within the geographical area that the party deems 

appropriate, notification of a transboundary movement of hazardous wastes or other 

wastes, and any information, and to respond to this notification. 

Belize 
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The Ministry of Natural Resources and Environment, through the Department of the 

Environment is the governmental authority designated by Belize to receive, within the 

geographical area that the party deems fit, the notification of a transboundary movement of 

hazardous wastes or other wastes, and any information, and to respond to this notification. 

 

3.1.2.2.25 London Dumping Convention (LDC) 

 

The London Dumping Convention was designed so that the Contracting Parties promote, 

individually and collectively, the effective control of all sources of pollution of the marine 

environment and are committed especially to take all possible measures to prevent marine 

pollution by dumping of wastes and other materials which may constitute a danger to 

human health, to harm living resources and marine life, reducing the possibilities of 

recreation or obstruct other legitimate uses of the sea. 

 

It’s worth noting that in 1996 a Protocol to the Convention was adopted, which aims to 

replace the original Convention and, to the extent that the requirements are met for its 

entry into force, it will be generated at the consultative meetings of the Contracting Parties, 

parallel sessions to discuss matters that must be related and interpreted with every legal 

instrument. The latter will be maintained until all or much of the Contracting Parties ratifies 

or accedes to the Protocol, a circumstance in which the London Convention 1972 

concludes. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The Republic of Honduras has signed the London Dumping Convention.  

Guatemala 

The Republic of Guatemala has signed the London Dumping Convention.  

Belize 

Belize has not signed the London Dumping Convention.  

CONVENIO INTERNACIONAL GU HN BZ 

United Nations Convention on Law of the Sea Montego Bay, 
December 10, 1982 

X X X 

International Convention for the prevention of Pollution from Ships 
(MARPOL)  

X X X 

International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex I 

X X X 
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International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex II 

X X X 

International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex III 

X   X 

International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex IV 

X   X 

International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex V 

X X X 

International Convention for the prevention of Pollution from Ships 
(MARPOL) Annex VI 

    X 

International Convention for the Safety of Life at Sea (SOLAS).  
X X X 

International Convention on the Liablility for Oil Pollution Damage 
(CLC), 1969 

  X X 

International Convention on the Liablility for Oil Pollution, 1992 
    X 

International Convention on the Establishment  of a Fund for 
Compensation fo Oil Pollution Damage (FUND)  1992  

    X 

International Convention on Civil Liability for Bunker Oil Pollution 
Damage, (Bunker 2001) 

      

International Convention on Liability and Compensation in Connection 
with the Carriage of Hazardous and Noxious Substances by Sea, 
1996 (HNS) 

      

International Convention on Oil Pollution Preparedness, Response 
and Co-operation (OPRC 90) 

      

Protocol on Preparedness, Response and Co-operation to Pollution 
incidents by Hazardous and Noxious Substances (OPRC-HNS), 
2000. 

      

International Convention for the Control and Management of Ship’s 
Ballast Water and Sediments, 2004 

      

International Convention Relating to Intervation on the High Seas in 
Cases of Oil Pollution Casualties (1969) 

      

Convention on Facilitation of International Maritime Traffic (FAL 65) 
  X   

International Convention on the Control of Harmful Anti-Fouling 
Systems on Ships ( AFS) 

      

Convention on the International Regulations for Preventing Collisions 
at Sea  (COLREG 72); 

X X X 

Convention on the International Maritime Satellite Organization 
(INMARSAT), 1976 

      

The Torremolinos International Convention for the Safety of Fishing 
Vessels (1977) and its protocol of 1993 

      

International Convention on Standards of Training, Certification and 
Watchkeeping for Seafarers, 1978 

X X X 
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International Convention on Standards of Training, Certification and 
Watchkeeping for Fishing Vessel Personel, (1995) 

      

International Convention on Tonnage Measurement of Ships 1969 
(ITC 69) 

X X X 

Convention on the Marine Pollution Prevention and Environmental 
Management in Ports in the Wider Caribbean Region 

X X X 

Pollution Protocol on Combating Oil Spills in the Wider Caribbean 

Region. 

X X   

International Convention on Salvage, 1989 
      

International Convention on Load Lines (LL), 1966 
X X X 

Nairobi International Convention on the Removal of Wrecks ( 2007) 
      

The Basel Convention on the Control of Transboundary Movements 

of Hazardous Wastes and their Disposal, 1989 

 

X X X 

Amendment to  The Basel Convention on the Control of 
Transboundary Movements of Hazardous Wastes and their Disposal, 
22.09.95 

      

 Regional Agreement on Transboundary Movement of Hazardous 
Wastes. 

X X   

International Convention on Liability and Compensation for Damage 
in Connection with the Carriage of Hazardous and Noxious 
Substances by Sea. Basel. 

      

London Dumping Convention (LDC) 
X X   

 

3.1.2.3 Regional Conventions 

 

3.1.2.3.1 Convention for the Protection and Development of the Marine 

Environment of the Wider Caribbean Region 

 

Its primary objective is to protect and manage the marine environment and coastal areas of 

the Wider Caribbean region, covering specific areas related to land-based pollution, 

discharge of waste, pollution from ships, marine activities in the region, Air pollution, 

especially protected areas.  

 

The Cartagena Convention contains three protocols, of which the Protocol to Combat 

Pollution of Oil Spills in the Wider Caribbean Region is effective in terms of the response 

to give in the event of an accident producing a split of this type.  
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Protocol concerning Co-operation in Combating Oil Spills in the Wider Caribbean 

Region 

 

The Protocol on Cooperation in Combating Oil Spills in the Wider Caribbean Region is 

based on the development and implementation of particular provisions of the Convention 

for the Protection and Development of the Marine Environment of the Wider Caribbean 

Region, recognizes the threat posed for the Marine and Coastal Environment of the Wider 

Caribbean Region all the activities related to exploration, production, refining and 

transportation of oil that can generate spills. 

 

Competent Institutions and Regulations for Implementation 

Honduras 

The competences to implement the Protocol to Combat Oil Spills correspond to the 

Secretary of Natural Resources SERNA. Nevertheless it should be noted that, given the 

strong link between this and the OPRC Convention, the powers are shared with the 

Directorate General of the Merchant Marine of Honduras. 

There is no regulation to implement the Protocol of Pollution for Combating Oil Spills in the 

Wider Caribbean Region in the Republic of Honduras. 

Guatemala 

The competences to implement the Protocol to Combat Oil Spills correspond to MARN. 

There is no regulation to implement the Protocol of Pollution for Combating Oil Spills in the 

Wider Caribbean Region in the Republic of Guatemala. 

 Belize 

Belize is a contracting state of Pollution Protocol on Combating Oil Spills in the Wider 

Caribbean Region. The Competences correspond to the protocol at the Department of 

Environment (Unit for Environmental Law, Policy and Planning). 

There is no regulation to implement the Protocol of Pollution for Combating Oil Spills in the 

Wider Caribbean Region in Belize. 

 

3.1.3 NATIONAL REGULATONS 

Regarding national laws, a non exhaustive recount of the main regulations that are in the 

process of analysis is offered below: 

 

BELIZE: 

Belize Port Authority Act (ch 233), Coastal Zone Management Act 2000, Coastal Zone 

Management- Subsidiary Act, Harbours and Merchant Shipping Act (ch 234), Maritime 
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Areas Act, Registration of Merchant Ships Act (ch 236), Registration of Merchant Ships 

Act, 1989, as amended by Act No. 5 of 1996, Registration of Merchant Ships 

(Miscellaneous Provisions of 1991), Registration of Merchant Ships (Vessels under 500 

GT in service outside the territorial waters of Belize, 1991), Registration of Merchant Ships 

(Pleasure Vessels, 1991), Registration of Merchant Ships (Fishing Vessels of 24 meters in 

length and above) Safety Regulations, 1995, Registration of Merchant Ships (Cargo 

Vessels operating in the Caribbean Trading Area) Safety Regulations, 1997, Registration 

of Merchant Ships (Disciplinary Regulations, 1999), Registration of Merchant Ships (Safe 

Manning, Hours of Work and Watchkeeping) Regulations, 1999, The High Seas Fishing 

Act, 2003, Registration of Merchant Ships (Ship Security) Regulations 2004 (S.I. 90 of 

2004) Abandoned Wreck Act (ch 235), Wrecks and salvage (ch 237), Pollution 

Regulations, Environmental Protection Act 1992, Fisheries Chapter 174. 

HONDURAS:  

Constitución Política, Ley de Espacios Marítimos de Honduras, Ley Orgánica de la Marina 

Mercante de Honduras, Reglamento de Transporte Marítimo, Reglamento para 

embarcaciones menores de 5 unidades arqueo bruto, Reglamento que implementa el 

Convenio MARPOL, Reglamento de implementación del Convenio de Facilitación (FAL), 

Ley de la Empresa Nacional Portuaria, Regulaciones Tarifarias de la ENP (Contiene 

normativas atinentes a los servicios de Remolcaje y Practicaje), Ley General Ambiente, 

Reglamento de la Ley General del Ambiente, Ley de Pesca.- 

GUATEMALA 

Constitución Política, Acuerdo Gubernativo No. 120-2004, Ley de la Comisión Portuaria 

Nacional, Ley Orgánica EMPORNAC, Reglamento de Gobierno y Policía de Puertos, 

Reglamento de Puerto Barrios (1990), Ley Orgánica de la Empresa Portuaria Nacional 

Santo Tomás de Castilla Decreto. No. 04-93, Reglamento para ejercer el oficio de Piloto, 

Reglamento para Embarcaciones Turistas, Ley de Protección y Mejoramiento del Medio 

Ambiente, Ley de Áreas Protegidas, Ley que Reglamenta la Piscicultura y Pesca, Política 

Nacional sobre Gestión Integral de Residuos Sólidos, Proyecto de Ley de Portuaria 

(CPN). 

 

3.1.3.1 Legal reference pertaining piloting and towing activities in the area of the 

project 

 

Belize 

Specifically, Part VII, Section 53 of the Belize Port Authority Act we find the regulations 

pertaining to piloting. Piloting in Belizean water is required. Any boat sailing in territorial 

waters of Belize must do so under the guidance of an accredited practical duly. 

 

Piloting in Belizean water is required. Any boat sailing in territorial waters of Belize must do 

so under the guidance of an accredited practical duly. 
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The breach of the statutory pilotage gives rise to a fine of five hundred Belizean dollars 

and the collection of a service rate.49 

The boats that have been exempted from mandatory above mentioned are as follows: 

 

 Boats belonging to the English crown; 

 Boats belonging to or operated by the Port Authorities; 

 Boats dedicated to Cabotage; 

 Tugs, barges, dredgers and other vessels whose navigation course do not extend 

beyond the territorial waters of Belize. 

 

In regards to the organizational structure the Act of the Port Authority of Belize it points out 

the establishment of a Steering Committee, which is composed as follows:50 

 The Commissioner of Port who will chair the committee; 

 Four persons appointed by the Port Authority and of which at least 2 people are 

appointed by virtue of their knowledge and experience in the maritime area, 

 

In terms of policies related to towing the Act of the Port Authority of Belize provides that, 

without prejudice to the Merchant Marine Act, the Port Authority of Belize may observe 

regulations related to the examination, certification and licensing of captains, officers and 

engineers of tow boats that tug vessels into and out of ports. The consultant noted that 

these regulations have not been identified.51 

 

Honduras 

In the specific case of piloting, it will be discovered that there is a clear dichotomy 

regarding the assignation of competences. Such overlapping of competencies is given 

between the Empresa Nancional Portuaria (ENP), (National Port Company), and the 

Dirección General de la Marina Mercante de Honduras (General Directorate of Merchant 

Marine of Honfuras). 

On one side the Organic Law of the Merchant Marine, in its article 92 number 7 

establishes that I is competence of the Merchant Marine to authorize, register and control 

                                                
49 La Section 53 of the Port Authority of Belize Act: “The territorial waters of Belize shall be compulsory pilotage Waters and 
all ships other than those excepted under subsection (2), navigating within those waters shall do so under the pilotage of a 
licensed pilot and any failure to take on a pilot shall render the ship liable to a fine of five hundred dollars in addition to the 
pilotage fee. The fine and the fee shall be levied as a charge by the Authority”.  

50Section 56 del Act of the Port Authority of Belize: “The Pilotage Committee shall consist of (a) the Ports Commissioner, 
who shall be the Chairman of the Committee; and (b) four other persons appointed by the Authority, of whom two at least 
shall be persons who by reason of their knowledge of or experience in nautical matters are, in the opinion of the Authority, fit 
and proper persons to be members of the Committee”. 

51 Section 3 of the Minutes of the Port Authority of Belize in its original English reads: "Subject to the provisions of any 
enactment relating to merchant shipping, the Authority may, with the approval of the Minister, make regulations with respect 
to-the examination, certification and licensing of masters, mates and engineers conducting tugs of ships in and out of ports, 
dredges and light craft, and the license fees payable in respect thereof. "”.  
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the activities of the persons dedicated to maritime affairs, such as piloting, towing, marine 

agency, brokerage of ships and cargo, dredging, classing, inspecting, diving, marine 

accounting, salvage and marine communications, according to what is established in the 

corresponding regulations.   

On the other side the Organic Law of the ENP in its article 8 establishes that the Company 

may provide the following services: a) reception, anchoring, mooring, unmooring, 

departure and towing of ships; b) Loading, unloading and transfer of cargo of ships; c) 

Transport, stowage and storage of cargo; d) Mechanical displacement and cargo 

movement; e) Aids to navigation and beacons; f) Control, custody and surveillance; and g) 

Any other service that may be necessary for the fulfillment of the objectives of this Law. 

The ENP in its fees’ regime establishes the following: 

 The pilot’s consulting service for the captain of the ship is mandatory in the mooring 

and un mooring maneuvers, between docks or change of isle in the same side. In any 

other case when it is not mandatory it will be optional. 

 Ships less than 300 GTR, are exempted from this mandatory service, unless the 

captain requires it. 

 When is for the ENP’s convenience, piloting will not be charge when it is done between 

docks. 

 Contravention of the mandate will be sanctioned with an extra charge of US$ 1,500 

each time it is incurred in, without the detriment of the payment responsibility of the 

service. In the cases when it is authorized by the ENP, the extra charge or the service 

payment is not applicable. 

 In the mandatory service, the duration of the maneuver will be one hour with thirty 

minutes, computing for it, the time that the pilot remains onboard of the ship.  For every 

half hour (0:30) or exceeded fraction of the hour with thirty minutes a charge equivalent 

to 50 percent of the corresponding rate for the service will be apply. 

 Any appointment of staff to provide this service in non working hours that be change or 

canceled out of regular work hours of the ENP, will cause a charge to the solicitant of 

the cost of the staff cited, over the base of time that must be pay for the provision of 

the service, change or cancelation of the service. 

 The client can require optional piloting service; this will be charged base of time, 

counting from the very same moment that the boat’s pilot leaves the point on which it 

was until it returns to its mooring place. 

In the case of towing, we found the same overlapping competencies between the ENP and 

The Merchant Marine of Honduras. 

On one side the Organic Law of the Merchant Marine, in its article 92 number 7 

establishes that I is competence of the Merchant Marine to authorize, register and control 

the activities of the persons dedicated to maritime affairs, such as piloting, towing, marine 

agency, brokerage of ships and cargo, dredging, classing, inspecting, diving, marine 

accounting, salvage and marine communications, according to what is established in the 

corresponding regulations.   
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On the other side the Organic Law of the ENP in its article 8 establishes that the Company 

may provide the following services: a) reception, anchoring, mooring, unmooring, 

departure and towing of ships; b) Loading, unloading and transfer of cargo of ships; c) 

Transport, stowage and storage of cargo; d) Mechanical displacement and cargo 

movement; e) Aids to navigation and beacons; f) Control, custody and surveillance; and g) 

Any other service that may be necessary for the fulfillment of the objectives of this Law. 

The ENP in its fees’ regime establishes the following: 

 The service rendered for the assistance of tugboat in mandatory in the mooring and 

unmooring maneuvers, between docks or change of isle in the same side. In any other 

case when it is not mandatory this service will be optional. 

 

 Ships less than 300 GTR are exempted from this mandatory service, unless it is 

requested by the boat’s pilot. 

 

 

 The fee includes the use of a tugboat, for ships of 10,000 or more GRT without lateral 

propeller two tugboats will be assigned, applying the fee for each one of them. 

 

 When it is for ENP’s convenience, towing will not be charged when it is done between 

docks. 

 

 Contravention of the mandate will be sanctioned with an extra charge of US$ 1,500 

each time it is incurred in, without the detriment of the payment responsibility of the 

service. In the cases when it is authorized by the ENP, the extra charge or the service 

payment is not applicable. 

 

 In the mandatory service, the duration of the maneuver will be one hour with thirty 

minutes, computing for it, the time that the pilot remains onboard of the ship.  For every 

half hour (0:30) or exceeded fraction of the hour with thirty minutes a charge equivalent 

to 50 percent of the corresponding rate for the service will be apply. 

 

 If the appointment is cancelled, out of the time described the operations regulations; 

there will be charge a fifty percent of the corresponding fee for the service.   

 

 The client can require optional piloting service; this will be charged base of time, 

counting from the very same moment that the boat’s pilot leaves the point on which it 

was until it returns to its mooring place. 
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Guatemala 

In virtue of the Government Act No. 120-2004 the maritime Department of the Ministry of 

National Defenses, as a Dependency or a specialized character, that has under its 

functions topics pertaining pilotage and towage. 

Specifically, the cited Act, in its 3 number 10, establishes that one of the competencies of 

the Maritime Department is to regulate the maritime services in the national aquatic 

spaces in which safety and maritime protection have to be provided, the efficiency of 

navigation and pollution prevention from ships, such as the piloting and towing services in 

terminal sand on restricted waters of the Republic, where the training and performance of 

their function pertains, 

The National Port Commissions has scrutinized a draft project called General Port 

Maritime Law. In its section II of Title III of the aforementioned project the pilotage service 

is regulated in the following way: 

 It is mandatory the service of piloting for all ships dedicated to international 

transportation of any nationality that anchors in any of the Guatemala port facilities, the 

use of the service of pilotage and towage is mandatory, at arrival and departure. This 

service will be mandatory as well for non-commercial ships bigger than 15,000 GRT. 

 

 Each port facility will establish the applicable in the case of forced arrival or temporal 

safety. 

 

 Pilotage is considered a public service, so all port facilities must count with a 

necessary number of pilots with enough capacity and experience to render the service. 

 

 The obligations or the party are: 

- Advise the master of the ship in everything relating to navigation. 

- Render the piloting service, for free, in cases of forced arrival or temporal safety. 

- Watch an immediately communicate through the fastest way possible to the port 

captaincy, of every extraordinary happening and or all infractions of the law and 

regulations that are in force, all that happens onboard the ship that the pilot is 

piloting or by others the navigate in the area. 
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3.1.3.2 Investigation of Marine Accidents52 

 

As an introductory manner is the right to appeal to Article 94 of the United Nations 

Convention on the Law of the Sea (Montego Bay, Jamaica, 1982), which urges states to 

investigate any accident or any incident of maritime navigation in on the high seas who 

has been involved a ship flying its flag and where they have lost lives or suffered serious 

injuries national from another state or have caused serious damage to vessels, facilities of 

another State or the environment Marine. In this line of the competent authorities of both 

States will cooperate on research carried out in the maritime accident or incident of 

navigation. 

 

Following up the line above submitted it becomes necessary to mention Rule 21 of 

Chapter I of the annex to the International Convention for the Safety of Life at Sea (SOLAS 

1974/1978) 53, which obliges the administration of contracting government to investigate 

any accident suffered by any vessel entitled to fly their flag and subject to the provisions of 

the Convention itself, provided that such investigations can contribute to introduce 

changes in the rules that are contained in the same.  

 

For its part the Convention on Load Lines 1966 makes it obligatory to make polls in case 

of accidents and the referral of the results of these surveys to the Organization (IMO) to be 

able to carry out the necessary corrective measures in the Convention if necessary.54 

However, for this purpose, the Code for the Investigation of Marine Casualties and 

Incidents, adopted by Resolution A.849 (20) of November 27, 1997 of the Assembly of the 

International Maritime Organization (IMO) has become the reference procedure to be 

followed in the investigation of marine accidents and incidents. 

The purpose of the said Code is to promote a common approach in the investigation of 

marine casualties and incidents, as well as promoting collaboration between states to 

                                                
52 According to Resolution 849 (20) Sinister sea must be understood as an event that has resulted in 1 death or serious 
injury of one person, caused by the operations of a ship or in connection with them, or 2 the loss of a person who was on 
board, caused by the operations of a ship or in connection with them, or 3 loss, alleged loss or abandonment of a ship; O.4 
serious material damage suffered by a ship; the stranding 0.5 or breakdown of a ship, or the participation of a ship in a 
collision; O.6 serious material damage caused by the operations of a ship or in connection with them; o.7 serious harm to the 
environment as a result of injuries suffered by one or more vessels, caused by the operations of one or more vessels or in 
connection with them.. 

53 Rule 21. a) Every administration is obliged to investigate any casualty suffered by any of his vessel subject to the 
provisions of the Convention, if it believes that research can help determine changes that should be made in these Rules. b) 
Each Contracting Government undertakes to provide to the Organization information that is relevant to the conclusions 
reached in these investigations. Any report or recommendation from the Organization based on that information, disclose the 
identity or nationality of the vessels concerned, neither expressly or implicitly confer any responsibility to any person or 
vessel 

54 LLC 1966. Article 23: 1) Any administration is committed to conduct a survey on any accident to the vessels of those who 
is responsible and who is subject to the provisions of this Convention, where it considers that this survey may help to know 
the changes that would be desirable to introduce into it. 2) Each Contracting Government is committed to providing the 
Organization with all relevant information on the results of the surveys. The reports or the recommendations of the 
Organization based on these data do not reveal neither the identity nor the nationality of the vessels involved, nor attributed 
in any way responsible for the accident to a ship or a person, or stop suspecting that responsibility 
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determine which factors contribute and give rise to such casualties. The code covers 

topics such as:  

 Guidelines for the investigation of marine casualties 

 Responsibility to investigate of casualties and incidents; 

 Responsibilities of the Principal Investigator State; 

 Consults, collaboration (among States); 

 Revealing of Documents, personnel and material resources,  

 Publication of the reports on marine incidents and it sending to the OMI, 

 Reopening the investigations,  

 Content of the reports and  

 Contact between the administrations. 

 

However, in the case that concerns us is to be noted that the maritime authorities of the 

countries of the project do not have institutional infrastructure, trained manpower and 

regulations governing, as far as the investigation of accidents or incidents are concerned, 

the processes of information gathering, analysis, the drawing of conclusions, as well as the 

determination of the circumstances, causes and contributing factors and, where 

appropriate, make recommendations on security. A study of the relevant regulations of the 

countries of the project is given below: 

 

Belize 

The Ports and Merchant Marine of Belize Act, in Part V, Section 41 provides that it is the 

duty of the Chief of Port (Harbor Master) to conduct the investigations related to the 

wrecks and other accidents that might affect the boats and establish responsibility of the 

case to the Captains, Marine and engineers in certain cases.55  

Following this line, the same body of law stipulates that the head of Port may require the 

presence of the above mentioned if they think fit, to examine these people and require the 

production of books, papers, logs and other documents related to the investigation. 

Similarly is capable of taking oaths and declarations relating to the exam conducted56. It 

should be noted that the Act gives adequate powers to the Chief of Port to require the 

                                                
55  The Ports and Merchant Marine of Belize Act, Parte V, Section 41 “…………….(i) where a shipwreck or casualty occurs 
to a Belizean registered ship on or near the coast of Belize, or to a Belizean registered ship in the course of a voyage to a 
port within Belize; (ii) where a shipwreck or casualty occurs in any part of the world to a Belizean registered ship registered in 
Belize; (iii) where some of the crew of a Belizean registered ship which has been wrecked, or to which a casualty has 
occurred, and who are competent witnesses to the facts, are found in Belize; (iv) where the incompetency or misconduct has 
occurred on board a Belizean registered ship on or near the coasts of Belize, or on board a Belizean registered ship in the 
course of a voyage to a port within Belize; (v) where the incompetency or misconduct has occurred on board of a Belizean 
registered ship registered in Belize; (vi) when the master, mate or engineer of a Belizean registered ship, who is charged 
with incompetency or misconduct on board that Belizean registered ship, is found in Belize.”  

56 The Ports and Merchant Marine of Belize Act,, Parte V, Section 41 “The Harbor Master on any inquiry under section 41, 
may, by summons, require the attendance of all such persons as he thinks fit, and may examine such persons and enforce 
the production of all books, papers, log-books, accounts or other documents relating to such inquiry, and may administer 
oaths, or require statutory declarations as to the truth of any statement made on examination, and he shall have power to 
allow, in his discretion, the expenses of witnesses, not exceeding the scale allowed by the Supreme Court.” 
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above documentation on grounds of financial penalty which amount is 250 dollars Belizean 

or 3 months of sanction of deprivation of liberty.57 

However, if the Head of Harbor, after the investigation, finds that a more formal 

investigation should be conducted he will report the facts to the Ministry of Transport and 

the minister will address a judge in order to follow-up the investigation During this new 

research the Judge will be assisted by 2 maritime advisers appointed by the Minister, the 

three officials together will constitute the Court of Inquiry. 

The Court of Inquiry, where the investigations are aimed at the cancellation of certificates 

of Captain, officer or engineers, is assisted by 2 advisers who are officers of the Maritime 

Department of the Belize Defense Force or people with experience in the Merchant 

service.58 

In all cases the Court of Inquiry must send a full report with evidence relevant to the 

International Registration of Ships of Belize (INMARBE).  

 

Honduras 

The Regulation for Inspection, Recognition and Issuance of Certificates of Maritime Safety 

Honduran Ship Registry in its Article 15 that at the request of the Directorate General of 

the Merchant Marine, in case of accident happened to Honduran-registered ships, 

authorized entities must collaborate to the extent possible, with the same, in the process of 

investigation that takes place, and provide the information requested related to the rugged 

ship. 

Likewise, the Article states that in cases of serious casualties, particularly in the case of 

collapse or loss of life, the authorized entities must also provide the Directorate General of 

the Merchant Marine with the following information: 

 A report of the latest executive inspection by the staff of that institution. 

 A report of the latest inspection at a dry dock. 

 A Report of the latest special inspection to which the vessel was last subjected to. 

 

On the other hand the Regulation for the Inspection, Recognition and Issuance of 

Certificates of Maritime Safety Honduran Ship Registry in its Article 2659 creates a financial 

mechanism under the figure of trust which aims to provide the maritime administration, the 

timely availability for economic payment for the services of inspection and accident 

investigation that the Directorate General of Shipping. 

                                                
57 Ports and Merchant Marine of Belize Act Part V, Section 45  

58 Ports and Merchant Marine of Belize Act Part V, Section 46 

59 “Article 26. - Fund Merchant Marine which is designed to provide maritime administration, the availability economic 
importune the payment of inspection services and research accident that the Directorate General of the Merchant Marine 
fulfilling their obligations to ensure a level global inspectorate of Honduran flag vessel.” 
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In this line of the mechanism mentioned above is supported by Article 31 of the regulation 

by providing that from the income provided from inspections under this regulation, a five 

(5%) percent rate will be destined to the scientific investigation and accident of the 

Merchant Marine. 

The consultant noted that there were no references in regards to the investigative 

procedures of maritime accidents in the Republic of Honduras. 

 

Guatemala 

In the particular case of Guatemala is the responsibilities pertaining to the investigation of 

accidents will upon on the Department of Marine Department's Maritime Security of the 

Ministry of Defense60.  

This body has the power to direct, supervise and administer the flag state inspections, 

investigations of accidents at sea in ships of the national flag, or produced in territorial 

waters or involving some element of national (persons, property or resources of the nation) 

as well as other obligations and rights that the State of Guatemala has assumed upon 

ratification of international conventions applicable in the spaces aquatic. 

The consultant noted that there were no references in regards to the investigative 

procedures of maritime accidents in the Republic of Guatemala. 

 

3.1.3.3 Recognized Classification Organization 

 

The classification societies are nonprofit organizations that hire specialized inspectors, 

responsible for the inspection of ships, both in the construction phase and subsequent 

periodic inspections.  

The action of these organizations has its genesis in the fact that due to lack of technical 

infrastructure and in some cases training, many states encounter serious difficulties in 

making adequate and regular inspections to ensure that ships sailing under its flag comply 

with safety standards and environmental protection set out in international conventions. 

Therefore, States flag delegated this responsibility to specialized organizations mentioned 

in this section.  

The delegation of inspection functions in the classification societies is an accepted practice 

at international level, and the role of these societies is essential for the maintenance of 

maritime safety. 

                                                
60

 It is important to mention the fact that the Maritime Representative, Cap. Erik Sanchez has informed that 

the entity that he represents, counts with 5 naval officers who have been specialized in the investigation of 

marine accidents, same that, under necessity criteria, would be in capacity of support the requirements of the 

project in what matters to this subject. 
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But it should be noted that in the cases of Honduras and Belize a very significant portion of 

their boats inspected by classification societies do not sail in the project area so that the 

very process of sorting lose effectiveness for the project.  

The domestic fleet that sails in the waters of these countries are certified under national 

law by the respective maritime authorities and in exceptional cases by classification 

societies that are not within the group IACS.  

Belize 

In the case of Belize recognized classification societies are as follows: 

 

 IACS61 Companies Group 

 Belize Maritime Bureau Inc. (BMB) 

 Belize Register Corporation (BRC) 

 China Corporation Register of Shipping (CRS)  

 Cosmos Marine Bureau Inc. (CMB) 

 Hellenic Register of Shipping (HRS) 

 Inspection and Marine Classification (INCLAMAR) 

 Isthmus Bureau of Shipping (IBS) 

 Maritime Technical System & Services Limited (MTSS) 

 Panama Bureau of Shipping (PBS) 

 Panama Maritime Documentation Services (PMDS) 

 Polski Register Statkow  (PRS) 

 Cuban Ship Register (RCB) 

 Shipping Register of Ukraine (SRU) 

 

The Registration of Merchant Ships (Registration and Miscellaneous)62 simply gives a 

definition of Classification Societies. Those rules said nothing in reference to minimum 

requirements for those organizations to give them an appropriate delegation. Without 

detriment to the previously exposed it should be noted that the granting of delegation to 

the Republic of Belize is done through the provisions stipulated in Resolution A. 739 (18) 

of OMI. 

Honduras 

In the particular case of Honduras the recognized Classification Society are as follows:  

Companies of IACS63 groups;  

                                                
61 International Association of Classification Societies (IACS): American Bureau of Shipping (ABS), Bureau Veritas (BV), 
China Classification Society (CCS), Det Norske Veritas (DNV), Germanischer Lloyd (GL), Korean Register (KR), Lloyd´s 
Register (LR), Nippon Kaiji Kyokai (Class NK), Registro Italiano Navale (RINA), Russian Maritime Register of Shipping. 

62 “Registration of Merchants Ships (Registration and Miscellaneous Provisions) Regulations” 

63 Supra 49. 
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 Inspección y Clasificación Marítima, S. de R.L. (INCLAMAR); 

 Honduras Maritime Inspectión (HMI); 

 International Naval Surveys Bureau (INBS); 

 Compañia Nacional de Registro e Inspección de Naves (CONARINA); 

 International Register of Shipping; 

 Horizon International of Naval Surveying and Inspectión Bureau, S.A; 

 Isthmus Bureau of Shipping (IBS). 

 

The delegation takes place in the form of a contract for the delegation which is governed 

by the Inspection Regulation, Recognition and Issuance of Certificates of Maritime Safety 

Honduran Ship Registry, which in its Section IV sets out the minimum requirements to be 

met by Classification companies:64 

 Prove extensive experience in the assessment, design and / or construction of 

merchant ships 

 Prove that it maintains in its class a fleet of at least 100 ocean-going vessels over 100 

gross tons (GRT 100) totaling no less than fifty thousand gross tons (GRT 50,000).  

 To have a technical staff of at least fifty (50) inspectors.  

 The organization must have rules and regulations for the design, construction and 

periodic inspection of merchant ships, published and continuously updated and 

improved through programs of research and development. 

 Commit to submit its annual registration of ships to the Directorate General of the 

Merchant Marine.  

 Possess an important technical support management payroll and research in 

proportion to the tasks and to the classified and that takes care of the development of 

the competence and in reference to the rules and regulations.  

 Have a global coverage, with its own technical staff that is exclusive or resorting to 

technical staff from other authorized organizations. 

 The authorized entity will be managed and administered in a manner that ensures the 

accuracy of information provided to the administration authorized. 

 The entity must commit to provide any technical information relevant to the 

administration.  

 The senior management of the authorized entity will define and document their policies 

and objectives, and their commitment to quality and ensure that this policy is 

implemented and maintained at all levels of its organization. 

 

 

 

                                                
64 Article 21 Of the Regulation for Inspection, Recognition and Issuance of Certificates on Maritime Safety for Registered 
Honduran Ship  
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Guatemala 

In the case of Guatemala, due to its small fleet registered65, there is no delegation of 

inspections in favor of the Classification Societies. 

 

3.1.3.4 Coastal Zone Management; 

 

Reading and analysis of secondary information produced in studies related to the 

topic 

 Preliminary Transboundary Diagnostic Analysis of the Gulf of Honduras. Abt 

Associates Inc. / Woods Whole Group. June 2, 2003.  

 Improvement of the Environmental Management in the Ports of the Gulf of Honduras 

Report 

 ATN/FG – 0264-RS (VALENCIAPORTS/ALATEC Foundation). 

 

 

3.2  Investigation, evaluation and analysis of environmental policies 

In this section, the consulting firm has focused strength on the compiling of information 

through questionnaires submitted to the focal points and revising/analyzing the primary 

documentary sources generated by the especially effective entities or institutions in the 

topic of study. 

The aforementioned survey of data has been designed in order to collect specific 

information pertaining the various mechanisms orientated to the conformation and 

performance of environmental policy of the countries of the area of the project. The survey 

and analysis of the aforementioned information turns around, without being exhaustive, the 

subjects mentioned below: 

 Institutional framework for the environmental protection with special reference to the 

area of the project; 

 General laws about environment with special reference to the study of the regulations 

pertaining the protection of the oceans and coastal areas; 

 Regulations related to waste and residues management with special reference to the 

area of the project; 

 Prevention of oil spills and chemical products in the area of the project; 

 Regulations referring to the action plans or answer to the environmental pollution in the 

area or he project; 

 Regulations referring to the environmental emergencies management; 

 Compliance of the environmental legislation; 

 Safe and effective control of maritime traffic; 

 Coastal area administration; 

 Exploration and exploitation of the marine resources; 

                                                
65 The Marine Department is provided with two (2) crafts registered under Guatemalan flag. 
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 Study and function of the maritime captaincies; 

 Participation in Memorandums of understanding (MOU), by the Port State Control 

(PSC); 

 Procedures and prescriptions relating to maritime safety; 

 Hydrographic information; 

 Marine Casualties investigation; 

 Standards for Ships; 

 

3.3 Elaboration of 10 proposals of reform to the legal, institutional and normative 

framework, referring to the safety of navigation and pollution control. 

 

The 10 proposals to reform the legal framework have been presented at the Regional 

Workshop, held in Guatemala City in February 2009, in addition, the specialist in maritime 

law and environmental consortium has participated in the forum for discussion of these 

proposals, organized by URCP in San Pedro Sula, Honduras. Proposals have been 

presented as a product of the consultancy. 
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4 PREVENTION AND CONTROL OF POLLUTION 

4.1 Identification of pollution sources in waters of the Gulf of Honduras  

The pollution sources in the waters of the Gulf of Honduras that are related to the objective 

of the present study correspond to ships and port facilities. No consideration has been 

given to discharges of pollutants from urban, industrial, commercial, agricultural, cattle and 

forestal activities  which are considered in the TDA/SAP Project. 

Ships are a source of pollution due to operational or accidental causes. In the first case, 

the ships produce different liquid, solid and gas residues, which are regulated by the 

MARPOL Convention 73/78; this item has been previously analyzed and it must be noted 

that the Convention minimizes the risk as long as they meet the discharge standards set 

out therein. 

The problem arises when there are illegal discharges de oily water from cargo ships.  

The control options from the Coastal State lie in a system of aerial surveillance or in 

systems of control of the vessels that arrive to the port following the mechanisms foreseen 

as the Port State Control. 

Aerial surveillance is expensive and therefore difficult to implement, while the second 

procedure is more recommended in countries like those in the Gulf of Honduras. Control 

measures must come together with a system of sanctions that allow the proper 

categorization of the illegal discharge and apply the corresponding fines. 

Another risk of pollution from operational source occurs due to the ballast waters that can 

carry invading microorganisms that affect the autochthonous species in a particular area.  

This topic has been discussed in Section 2.9 of this Study and the pertinent 

recommendations have been included on it. 

The second case of pollution by ships, correspond to accidental spills which have been 

discussed in Chapter 5 of this Study, on its linkage to the contingency plans. Regarding 

preventive measures, all recommendations made can be found in this study,  on 

maintenance of channels, navigation aids, implementation AIS - VTS system and an 

integrated maritime communications system. All these preventive measures aim to prevent 

incidents of marine pollution. 

Procedures can also be established for connecting and disconnecting hoses for loading or 

unloading of oil or chemical products, thereby minimizing spills during operational tasks of 

loading, unloading or bunkering. 
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4.2 Development of Historical review of environmental impacts 

It should be stressed that in order to establish environmental impacts it would be 

necessary to have a "baseline" allowing to know the state in which a determined 

environment previously was, in order to compare it to an incident of pollution from ships. 

Unfortunately we do not have a baseline study and there is no subsequent studies of the 

marine casualties given below. 

The Consortium has requested the authorities of each country the information of marine 

casualties occurring within its jurisdiction. Guatemala submitted a list of accidents in its 

territorial waters, dated August 29, 2008. 

In Guatemala the following marine casualties have been registered: 

 

Date Name of the 

Vessel 

Type Casualty Spill Type and 

Volume 

01 JAN 89 JUSTO RUFINO 

BARRIOS II 

Cabotage Sinking NO --- 

07 AUGU 92 EDITH L  Collision  Yes Bunker* 

03 APR 03 SECOND 

CHANCE 

Fishing grounding NO --- 

19 APR 03 VERÓNICA y 

cayuco W/name 

Passenger boat Collision NO --- 

03 DIC 04 NAUTILUS y 

TILLY 

Passenger boat Collision NO --- 

24 JUL 05 LORELEI Sailboat A drift by mechanical 

failure 

NO --- 

25 FEB 08 SANTA MARTA Passenger A drift by mechanical 

failure 

NO --- 

10 APR 08 EURUS PAIS N/Data Grounding N/Data N/Data 

 

* There was no report on the volume spilled 

Belize submitted a report issued by the Department of Environment, which reports the 

wreck of the ship WESTERHAVEN, of Dutch flag, in position Latitude 17 ° 05.1463 'N and 

Longitude 87 ° 59.4148' W on the coral reef Gloria Key, incident occurred on the night of 

January 13, 2009. The report reveals that this ship damaged a total of 18,520 m2 of reef, 

of which 7331 m2 suffered a damage of 98% (total damage), while 11,187 m2 of reef 

suffered partial damage estimated at 25%. It is noteworthy that this accident did not cause 

oil spill. The accident is under investigation, but it is assumed that after the Pilot 

disembarked, the Captain of the ship WESTERNHAVEN placed the automatic wheel  and 

the shipwreck  occurred after 30 minutes of navigating. 

While the analysis of the loss of WESTERHAVEN has not yet finished, because it is too 

recent, it can be concluded that it is the major maritime incident in the Gulf of Honduras. 
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Another reliable source of Belize, Mr. Thomas Valerio of BPA reported that in Belizean 
waters various accidents have occurred with sailboats and pleasure boats in 2007, which 
are listed below.  

DATE INFORMATION 
RECEIVED 

ACTIONS TAKEN COMMENTS 

April 6 MV "Occui" stranded 
in position  
16 ° 58.70 'N  
88 ° 02.62 'W 

The high tide 
allowed it to exit the 
stranding  
 

 

May 2 MV Sun Jam 
stranded on 
Lighthouse Reef 

Various departments 
were informed:  
Coast Guard, 
Customs, 
Immigration, 
Environment  

vessel was released 
from the stranding 

 

May 14 

MV Cross Winds  
beached in the area 
of Middle Long Caye 

BPA is reported as 
well as the Coast 
Guard 

The Coast Guard 
towed the vessel off 
the reef 

July 12  MV Loca drifted into 
the area of  red buoy 
in Halfway Green 

The vessel Lady Kay 
of the Belize Port 
Authority was sent to 
the zone 

The vessel was 
towed into English 
Cay  
 

July 14 The initial report 
indicated that the 
MV Runny Mae 
stranded 3 miles SE 
of Gallows Point or 5 
miles NE of 
Foremans Cay, it 
was later discovered 
that the sailing had 
problems of 
propulsion 

 There was no 
accident 

October 25  Fire in the MV Miss 
Mel in the area of 
Halfmoon Cay.  

Report delivered to 
DOE. BPA took 
statements from 
persons involved in 
the incident 

The remains of the 
sailing ship  were 
later recovered. 

November 5 7 persons lost at sea 
on board the saling 
ship  Ocean Hopper 

BPA deployed a 
boat for 4 days for 
the search  

The  sailing ship was 
later found and long 
after a person was 
found dead. The 
remaining 6 
persons, were never 
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found. 

November 12  
 

MV AQUADIVER 
stranded in the area 
of Spanish Bay 

The Coast Guard 
was informed 

The shipping sail 
was towed off the 
reef by the Coast 
Guard  
 

 

Further information on marine casualties in Belize was obtained from the RAC - REMPITC 

Carib, who organized an Ecologic Risk Assessment- ERA in Belize, which was formalized 

in a workshop held from 3 to 7 May 2004. In the Report of the ERA there are the following 

marine casualties: 

• Around 2002 a barge carrying diesel fuel aground during four days but no spill was 

reported. 

• In January 2003 a barrel of diesel was spilled from a barge in San Pedro. 

• 3 vessels have been reported groundings in the Lighthouse Reef Atoll in the last 10 

years: a tanker and two passenger ships. The tanker and a passenger ship were removed, 

but the remaining passenger ship is still in place. 

• The Department of Fisheries reported that in the Sapodilla Key there is an old vessel that 

usually drips oil. 

The ERA organized by the RAC - REMPEITC was completed in a second workshop held 

from 27 to 29 January 2009, during which the National Contingency Plan and the ERA 

above were discussed. 

The Regional Hydrographic Commission of Mesoamerica and the Caribbean Sea 

(MACHC) of the International Hydrographic Organization (IHO) presented a table with data 

on incidents involving yachts between 2004 and 2006.  

 

DATE NAME OF 
VESSEL 

INCIDENT LOCATION DAMAGE 

January 2004 MV LE LEVANT Stranding Lighthouse 
Reef 

Reef 

December 2004 MV TATOOSH Stranding Lighthouse 
Reef 

Reef 

January 6, 2005 MV TRANSFER  
cargo ship 225' 
of length  

Stranding 4.2 nautical 
miles south of 
Sandbore  
Cay 

Lighthouse 
Reef 
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November 2005 BELIZE GLORY Stranding Goff’s Cay Reef 

March 29,2006 MV 
SUMMERWIND 
and a luxury 
yacht 

Stranding San Pedro Coral Reef 

 
 
In addition to the above and to complement the information related to the casualties 
occurred in Belize it was sent an information request to Mr. Douglas Carr from the 
Environment Department of Belize, from which no response was obtained.   

By the time of issuing of the Final Report no official information was received from 
Honduras.  
 

During an interview on 17 August 2009, the Port Captain of Port Cortes, Felipe Montes 

Cantarero, reported that on August 13, 2009 the ship MSC PROSPECT stranded in Cortes 

Bay on soft bottoms, when it set sail into port. The drafts of bow and stern were of 8.3 m 

and 9.8 m respectively and left the stranding with the assistance of 2 tugs of the ENP. The 

port authorities are conducting studies to determine whether it has formed a sandbank in 

the bay. The ship suffered no damage, no spills or impacts on the environment.  

 

Mr. Montes also informed that on 18 November 2008, there was the stranding of the ship 

VITALITY, at 100 meters from the entrance of the access channel. On the occasion of the 

stranding there was no pilot on board because it had to board it in the bay, due to pilot 

being busy with the departure of another vessel. The drafts  of bow and stern were  8.7 m 

9.5 m respectively and the Charter 2988 (updated correctly) indicates that in this sector 

there is a shallow depth of 10 meters. The VITALITY  left the stranding alijando   the 

ballast tanks with the assistance of 2 tugs of the ENP. In this case as well, no damage to 

the vessel or the environment was reported. 

Mr. Montes said he did there was no registry of other navigational occurrences in recent 

years.  

For marine casualties in Honduras, a data search was performed and the following 

information was obtained: 

The merchant ship ATLANTIC TRADER  was detained by Honduran authorities  over 3 

years ago for drug trafficking and later, due to a storm, the cited vessel was beached and 

abandoned on the municipal beach of Port Cortes. In early 2009 the Municipality finalized 

the legal and technical procedures for the scrapping of the remains, a task which is being 

presently done (August 2009). The work is performed by hand and pieces of the 

superstructure and hull are cut, still leaving remains below the tide line. It is desirable that 

the relevant authorities monitor the complete removal of the hull, including the keel that 

usually is difficult to perform. 
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On the municipal beach of Port Cortes it is also stranded and abandoned the ship YOJOA 

(buoy tender), owned by the Navy Force, since 1998 due to hurricane Mitch.  

 

4.3 Identification of Preventive Measures 

Several preventive measures that correspond to the proper implementation of the 

recommendations that are been made in this study and to the fulfillment of the norms and 

regulations established in the conventions and codes of the IMO applicable to the 

merchant vessels, have been identified in accordance to the following detail:  

 Amplify and maintain the depth and width of the existing channels and maintain the 

proper functioning of the corresponding buoys.  

 Place and make the proper maintenance of the coastal maritime aids to navigation 

(lighthouses, and buoys). 

 Put into operation and maintain the VTS-AIS system 

 Put into operation and maintain an integrated communication system for safety of 

navigation. 

 Provide updated meteorological and oceanographic information to the vessels that 

transit the area as also about areal navigating conditions. (Notice to Mariners) 

 Provide services for the reception of residues coming from vessels in accordance with 

the established in the MARPOL 73/78 Convention. 

 Check the Oil Record Book and Garbage Record Book of merchant ships in order to 

find the proper  discharge of wastes in Annexes I and V of MARPOL 73/78 

• Check the tank washing discharges form chemical tankers (Annex II of MARPOL 

73/78) 

• Check the correct operation of sewage treatment system (Annex IV of MARPOL 73/78) 

• Check that the ballast in ships entering the Gulf of Honduras to fulfill the 

recommendations of the IMO on ballast water treatment (replacement of ballast water) 

• Exercise control over merchant ships in line with the provisions for Port State Control. 

• Drafting and enforcing national contingency plans 

• Require the port operators to maintain into force local contingency plans to control 

spills of level 1 

• Make efforts to accomplish in the medium term an OPRC plan for the Gulf of Honduras 

• Perform regular exercises on cabinet and field drills to ensure an adecuate proper 

training to control spills 

• Recommend that the port operators loading and / or discharging oil and bulk chemicals 

make a  "Vetting" to the tankers operating in these facilities to ensure the proper 

implementation of international conventions and codes, cooperating from the private 

sector with efforts by each country based on the competencies as a Port State. 

• Establish procedures for loading and unloading of bulk cargo in port areas, avoiding air 

and water pollution. 

• Develop environmental impact studies for the construction, extension and / or 

modernization of port facilities 
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• Put in place in each country and to follow up the recommendations of the Code of 

Environmental Conduct for the Port Management in Central America"66 

 

Topics covered at this point, the vast majority have already been previously addressed, 

except for the system of “vetting”. This system was first implemented by companies that 

own crude oil, verifying that not always the tanker ships that accessed to its facilities to 

load and unload oil and its derivates, were in good condition for the trip, despite having 

valid safety certificates. 

As an example the casualty involving the Maltese vessel “ERIKA” in front of the French 

coasts on December 1999 can be mentioned, when it broke in two and spilled its 25,000 

tons cargo. That vessel had certificates in order, but the investigators of the casualty had 

no doubt that the ERIKA had serious structural problems. 

In accordance with the International Agreements about compensations by damage caused 

by oil spills (CLC and FUND), faced the compensation payments to the owner of the ship 

and the owner of the cargo, from then on the most important oil companies began the 

process of auditing the tankers in order to guarantee that vessels transporting its cargo 

were well maintained and had a management in accordance with the ISM Code. The 

above mentioned audit is conducted, in general, by well-qualified merchant sailors who 

possess a vast experience in tankers.  

The big difference among the powers of the Port State Control and the “Vetting” system is 

that the first one is made at random and chances are that vessels with deficiencies not to 

be inspected, while “vetting” it is always conducted to all vessels, eliminating the chance. 

It is important to keep in mind that the “vetting” system is conducted in a private way and it 

is not a responsibility of the States, reason why the maritime administrations can 

recommend the application of the system, but they cannot impose its implementation.  

 

 

 

 

 

 

.  

 

4.4 Development of an Integral Program for a safe navigation 

In the present study it has been fully analyzed different aspects related to maritime safety 

and the appropriate recommendations have been given. 

This section discusses all these aspects in order to achieve an "Integrated Program for 

Safe Navigation," which is based on the implementation of navigation aids, buoys  of 

                                                
66

  Approved by the XXVII REPICA ( May 11 and 12, 2007- Guatemala) and published by COCATRAM 
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channels, automatic positioning system and integrated system of communications, 

institutional strengthening and in addition, long term, of the identification of “areas to 

avoid”, “recommended defeats " and" recommended axis of circulation ", all designed to 

preserve the marine and coastal areas more susceptible to the possible pollution caused 

by ships. 

Part of the aspects that are summarized in this section has been developed in the 

following sections:  

• Identification of risks (2.3)  

• Pilotage (2.7)  

• Handling of dangerous cargo (2.8)  

• Ballast Water Management (2.9)  

• Waste Management from ships (2.10)  

• Maritime Traffic Control System and and Information System - VTMIS (2.14)  

• Regulatory framework (3.1)  

• Identification of prevention measures (4.3)  

• Local Contingency Plan (5.1)  

• National Contingency Plan (5.2)  

• Regional Cooperation Plan (5.3)  

• Communications Plan (6.2 and Annex)  

 

 

4.4.1 Institutional Area  

 

The implementation of the Integrated Program for Safe Navigation in the Institutional Area 

requires less budget  but more decision of  the highest  level of the maritime – ports 

system, and in some cases, the Legislature, for accession or ratification of international 

conventions .  

 

Below there is a description of items that have been identified within the Institutional Area: 

 

1. Ratification of Conventions  

 

The conventions of the International Maritime Organization (IMO) and the International 

Labor Organization (ILO) most relevant to the purposes of maritime safety and pollution 

prevention are listed below:  
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• Convention on Load Lines 1966 (LL 66) 

 • Convention on the Safety of Life at Sea 1974, as amended (SOLAS 74), including the 

ISM Code 1994  

• Convention on the Prevention of Marine Pollution 1973/78 (MARPOL 73/78), includes the 

Shipboard Oil Pollution Emergency Plan (SOPEP)  

• Convention on Standards of Training, Certification and Watchkeeping for Seafarers 1995  

(STCW 95) 

 • Convention for Preventing Collisions at Sea 1972 8 (COLREG 72)  

 •    Convention No. 147 for Seafarers (ILO)  

 

The above agreements are the basis for inspections of Port State Controls, to identify 

ships that have deficiencies. 

In order to exercise the sovereign rights of countries of the region of the Gulf of Honduras 

on merchant vessels flying the flag of another country, it is essential to ratify as soon as 

possible the cited agreements. 

There are other IMO conventions which are also of great interest to countries, but that 

form the foundation of the Port State Control and that are listed below:  

• International Convention on Civil Liability for Oil Pollution Damage (CLC 92) 

• International Convention on the establishment of an international fund for compensation 

for oil pollution damage (FUND 92) 

• Protocol on Preparedness, Response and Co-Operation to pollution incidents by 

Hazardous and noxious substances (OPRC 90 - HNS 2000) 

• Convention on Civil Liability for Damage Caused by Fuel 2001 (BUNKER 01) 

• International Convention for the control and management of ship’s ballast and sediments 

2004 (BWM 04)  

The Ratification or accession to these five IMO Conventions would also benefit the region, 

particularly in case of accidents causing oil spills, as well as the management of ballast 

water in order to prevent the transfer of alien micro organisms in sensitive habitats of the 

coral reef.  

This task should be completed in the MEDIUM TERM, as it is interpreted that the 

legislative process could take between one and two years.  
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2. Port State Control 

The functions of the Port State Control performed by the competent authorities over the 

merchant ships of other flags, through the inspection carried out by Inspectors appointed 

for such purpose. 

The system of Port State Control controls, in general the following aspects: 

 • Marine Safety Certificates  

• Lifeguard devices  

• Fire-fighting Equipment  

• Navigation Tools  

• Machinery  

• Vessel Stability  

• Structural integrity and tightness 

 • Safety Management  

• Pollution prevention and management of dangerous goods  

 

The competent authority must designate officials or Port State Control inspectors, which 

have the necessary knowledge and experience to develop their tasks smoothly. The 

training of these officers is paramount and should cover the following areas: 

• Understand the principles, requirements and procedures related to the PSC 

• Apply the principles, requirements and procedures of PSC 

 • Establish good relationships with the staff on board, particularly in conflict situations 

 • Able to verify the relevant documents on board 

 • Determine when a more thorough inspection is required 

• Verify compliance with the relevant conventions and codes  

• Determine the detention of a ship or to stop an operation  

• Communicate findings to the ship’s Captain or Chief Engineer of the vessel 

 • Issue a report with the findings based on the harmonized procedures  

 

The RAC –REMPEITC Carib has a Port State Control program and it would be highly 
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beneficial that the Gulf of Honduras Program establishes contacts with said regional 

organization to provide training for future Officials or Inspectors from Belize, Guatemala 

and Honduras. The International Maritime Organization (IMO) has developed a model 

course for training of these inspectors.  

It should be noted that the above course has a duration of 4 to 6 months and that officials 

that apply must have an on board experience of more than 5 years and and certification of 

Captain, 1st Officer, Chief Engineer or Naval Engineer.  

Regarding the Officers or Inspectors who to this date have their certification, it is 

necessary to establish a program to upgrade their skills or reinforcement of them.  

 

This task should be completed in the SHORT TERM, because it is interpreted that the 

selection process of future Inspectors may be six months and the training may take 

another six months.  

3. Institutional Strengthening  

 

The Competent Authorities of each country performing the duties of Flag States and of 

Port State Control should strengthen their structure, both in terms of staff numbers as well 

as the skills they should have and the procedures to be implemented to exercise proper 

control, recording and comunication.  

The Ratification or accession to conventions and the implementation of the tasks 

suggested in this section, leads the competent authorities to an important change, with 

increasing amount of tasks and responsibilities, which involves institutional strengthening 

to perform them according to international standards of the IMO. 

It is very important that inspections conducted based on the PSC are reported to other 

authorities in the region, in order to prevent a merchant vessel to be inspected very often 

and others never be inspected.  It must be interpreted that all ships that call port do not 

have to be inspected, only a percentage of them and sharing information on the 

inspections performed can be very beneficial in order to save time and effort.  

This task should be initiated in the SHORT TERM, within six months, but its 

implementation should be extended for the next three years.  

 

4. Approving Contingency Plans  

 

As indicated in Chapter 5 of the Study, it is necessary that countries adopt and implement 

national contingency plans. 

This task should be completed in the SHORT TERM, considering a deadline within six to 

nine months, but its subsequent performance is PERMANENT.  
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5. Require Local Contingency Plans  

 

Through a legal norm, the Competent Authority should require the port operators, whether 

public or private, to have a Local Contingency Plan (LCP) approved by the authority, with 

the obligation to have its own response structure  or to contract a company specialized in 

spill response, so as to ensure effective response to local spills  (Tier 1).  

This task should be initiated in the SHORT TERM, within six months of the issuance of the 

standard and another six months for the port operators to provide the LCP for approval, 

but its implementation should be extended on a PERMANENT basis, as all years 

compliance with the LCP should be audited (trained personnel and equipment ready to 

use).  

 

6. Confirming an OPRC Plan for the Gulf of Honduras 

 

This task can be developed once the three countries have adopted and enforced its own 

NCP. COCATRAM is developing actions to achieve this goal, and the REMPEITC RAC 

Carib has organized courses and workshops to support this project.  

This task should be completed in the MEDIUM TERM, within two years, considering the 

LCP needs a year for its processing and the OPRC of the Gulf of Honduras require 

another year of coordination.  

 

7. Propose a system of "Vetting"  

Port and Oil companies that load or unload oil have implemented control processes for 

tankers entering the terminal, with the purpose of preventing the operation of “sub-

standard” vessels. “This procedure is called "Vetting" and some companies are already 

implementing it. By example SHELL in Puerto Santo Tomás de Castilla 

It should be clear that the "Vetting" is a voluntary process of operators, which is made to 

all ships, with the aim of avoiding chance in random inspections of the PSC. To perform 

this task, the interested operator contracts a port inspector with a great experience in 

merchant ships in general and in particular tankers, for inspection, bearing its cost.  

The Competent Authority should invite the port or oil operators to implement this system.  

This task should be completed in the SHORT TERM, within six months. 

4.4.2 Operative area  

 

The implementation of the Integrated Program for Safe Navigation in the Operating Area 

require a larger budget that has to be accompanied by strong support from the highest 

level of maritime – port system, and in some cases, the Executive Power, for the budget 

management .  

 

Below is a description of the items that have been identified within the Operational Area.  
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1. Control of discharges from vessels  

Merchant ships performing discharge of wastes generated on board during navigation, 

such as oily water, lavazas of bulk chemicals, sewage, garbage and control of the 

emission of oxygen sulfurs (OxS), all of them covered by the Convention rules of MARPOL 

73/78. Proper control of such discharges leads to minimize illegal discharges, preserving 

the marine environment from operational pollution. 

As indicated in the respective section, the control can be done by aerial surveillance or 

controlling the ships arriving in port. The first option is very expensive and the second is 

recommended, though the Inspectors of the PSC.  

Another discharge that can contaminate the marine environment are the ballast water and 

the sediments of ballast tanks. In this case, although the  BWM O4 Convention has not yet 

entered into force internationally, the task of control could be exercised over vessels 

arriving in ballast, with the implementation of the procedure for ballast water exchange 

during navigation.  

This subject it is completed with the installation of services of reception that the ports must 

give to the merchant vessels. The Governments must solve any normative problem 

existed to provide to the ports with the tools that allow them to call to a licitation to 

specialized companies to provide the services of reception previed in the MARPOL and 

BWM Conventions. 

This task should be completed in the SHORT TERM, within the year.  

 

2. Studies bathymetric with side-scan sonar  

It is necessary to update the bathymetric information of the region based on the use of 
technology available to date, that allows studies with side-scan sonar. This task would 
allow to update the nautical charts of the region, which are issued by the United States 
and the United Kingdom. Note that the last two incidents of stranding of vessels, without 
major consequences because it occurred in soft bottoms, on entering the access channel 
to Port Cortes in Cortes Bay deserves a clear bathymetric determination of the area which  
is  used daily by several ships.  
This task should be completed in the MEDIUM TERM, within three years, considering it 

necessary to obtain the budget to perform the studies (first year), conducting bathymetric 

studies (second year) and the updating of the nautical charts, by agreement with the 

foreign institutions (third year).  

3. VTMIS System  

 

The efforts of Guatemala and Honduras to develop Maritime Traffic Control Systems 

(VTMIS) should continue and a complete system in Belize must be developed, which up to 

early  2009 does not have such a system.  

The joint actions of VTS, AIS and joint communications will allow to control in real-time the 

navigation and improve maritime safety in the waters of the Gulf of Honduras, allowing in 
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turn to implement the Notices to Mariners completing a previous step to a possible PSSA  

covering the Mesoamerican Barrier Reef.  

This task should be completed in the MEDIUM TERM; Guatemala could complete it in one 

year, Honduras could complete it in two years and Belize in three years. 

4. Navigational aids (buoys, lighthouses and beacons)  

 

A system of maintenance of buoys, beacons and lighthouses should be performed in the 

three countries and new navigational aids defining the coral reef in Belizean waters. The 

buoys must be placed correctly the 2 buoys in the access channel to the Port of Santo 

Tomás de Castilla that are misplaced and the task of changing the buoys of the access 

channel to the Port of Big Creek should be continued. 

 

This task should be completed in the SHORT TERM, with an estimated time for 

completion of one year.  

 

5. Integrated Communications  

 

The Integrated Communications Plan,must be implemented, which is included in an Annex 

to this Study. Guatemala and Honduras have certain equipment that would allow them to 

achieve the goal in less than a year, while Belize must acquire communications equipment 

and implement a  network system. 

This task should be completed in the SHORT TERM for Guatemala and Honduras and in 

the MEDIUM TERM in Belize, with an estimated time for completion of two years.  

 

6. Tugs  

 

Tugs with better bollard pull and operational performance must be incorporated in several 

ports in the area of the Project, to reduce the likelihood of a marine casualty.  

 

This task should be completed in the MEDIUM TERM, with an estimated time for 

completion of two years. The task itself is easy to solve, but it should be considered that 

involves a significant expense and that it can be implemented in a phased manner.  

 

7. Measures to reduce risks  

In section 2.3 of this paper, the risks inherent to navigating in the waters of the Gulf of 

Honduras have been analyzed and the recommendations for reducing them have been 

given. The implementation of these measures is shown in this section and has been 

explained in this Program of Safe Integrated Navigation. 
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4.4.3 Particularly Sensitive Sea Areas  

 

Upon fulfillment of various tasks set for the Institutional and Operational areas previously 

developed, the countries of the Gulf of Honduras, together with Mexico, could present 

themselves to the International Maritime Organization to ensure that the Mesoamerican 

Reef is recognized as a Particularly Sensitive Sea Areas (PSSA). 

 

Resolution A.982 (24) of the IMO Assembly adopted in 2005 establishes the Revised 

Guidelines for the Identification and Designation of Particularly Sensitive Sea Areas. This 

resolution was interpreted in conjunction with Resolution A.927 (22) of the IMO Assembly 

adopted in 2001. 

Both resolutions are about the PSSA and in the latter of them the ecological, socio-

economic or scientific criteria are established for the identification of a PSSA, which are 

listed below.  

 

Ecological Criteria:  

 

• Uniqueness or rarity 

• Critical Habitat  

• Dependency 

• Representativeness  

• Diversity  

• Productivity  

• Spawning or Breeding Zone 

• Naturalness  

• Integrity  

• Fragility  

• Biogeographical Importance 

 

Social, cultural and economic Criteria 

• Economic or social dependency. 

• Human Dependency 

• Cultural Heritage  

Scientific criteria:  
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• Value for the research 

 • Baseline for monitoring studies  

• Educational Value 

The request to the IMO for the designation of a PSSA implies that countries submitting the 

application must request the adoption of protective measures based on the designation of 

Special Areas under MARPOL to regulate discharges from ships and / or traffic separation 

devices be adopted based on the standards set by the document Ship’s Routing. 

This task should be completed in the LONG TERM, with an initiation expected in three 

years, because it is required that the tasks regarding VTMIS, integrated communications 

and bathymetric survey, have been fulfilled, which allows the presentation to the 

International Maritime Organization of a proposal to adopt a traffic separation device with 

“areas to avoid”, “recommended defeats” and “axis of recommended circulation”. The task 

itself is easy to solve, but must be addressed when the recommendations on VTMIS, aids 

to navigation and integrated communications are fully implemented. 

4.5 Identify environmental risk associated to port operations and developments 

The identified environmental risks associated with the operations and the port 

development, are the following: 

 Construction, modification and/or extension of the port facilities. 

 Aperture dragging or maintenance of the access channels and/or maneuvering dock. 

 Load and/or unload of solid bulk that can cause air pollution, such as, coal, urea, 

grains, etc. due to that the load and/or unload system can cause dust that affect the 

quality of the air, and eventually, of the water. 

 Port facility drainages in direction of to the sea without processing the liquid residues 

that are spilt, such as grease, lubricants and hydraulic liquids from the port equipment 

that drain in combine form with the rain water. 

The two first correspond to the port development and the preventive measure 

recommended is the obligatory nature to make an environmental impact assessment and 

to obtain an environmental license, in order to guarantee the adoption of standards 

compatibles with the concept of sustains development. 

The two last environmental risks indentified are related with the port operations and the 

preventive measure recommended is the adoption of Operative Procedures for loading 

and Unloading of Solid Bulk and of Maintenance Procedures of the Equipment and the 

Treatment of Residues that guarantee that the residues that access the sea do it without 

contaminate (use of grease traps, etc In this issue, it is also proposed to keep in mind the 

recommendations of the Environmental Code of Conduct for Port Management in Central 

America. 
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It should be noted that maritime accidents and casualties have already been identified in 

Chapter 2 and that at this point will only analyzed the ones correspondent to operations 

and port development. 

5 CONTINGENCY PLANS 

During the field visits made to Belize, on Thursday, July 24 and Tuesday September 02, 

2008, at the National Emergency Management Organization (NEMO) were interviewed the 

Lt. Col. George Lovell-National Emergency Coordinator and Lt. Col. Shelton De Four- 

Training Officer. In the first of them was got an electronic copy of the Belize National 

Disaster Plan – National Oil Spill Contingency Plan). 

In the second visit were exchanged ideas with Mr. Lovell about the convenience to 

implement a Regional Plan to face the oil spillages.    

In Guatemala were held interviews on Friday, august 29, 2008, at the Maritime 

Department- Marine National Defense (MADENA) with Mr. LT. Mynor Cordón Perdomo, in 

absence of Cap. Juan Estuardo Contreras Alemán and at the National Council for the 

Natural and Artificial Disasters Reduction (CONRED) with Mr. Sergio Cordón, responsible 

for the Planification of Contingencies and Emergencies.  

Mr. Sergio Cordón (CONRED) submitted a magnetic copy of the draft of the NCP, 

indicating  that currently the level of advancement is between 70 and 75%.  

In Honduras, on Tuesday, August 26, 2008 a meeting was held at the Directorate General 

of the Merchant Marine with the Engineer Miguel Lardizabal and the Lawyer Laura Rivera, 

who is in charge of the matter. Subsequently, Ms. Rivera sent by e-mail copy of the draft of 

the National Contingency Plan.  

It was also held a meeting at the Permanent Contingency Committee (COPECO) with Mr. 

Rodolfo Fúnez. Mr. Fúnez expressed his interest in fulfill an integration mechanisms that 

allow the implementation of a response systems at regional level for the Gulf of Honduras. 

During the field visits undertaken at the ports and terminals the respective meetings were 

held with the Managers or their relays and information regarding the contingency plans 

implemented was obtained.    

It should be noted that in Santo Tomás de Castilla and Puerto Barrios information was 

obtained regarding the formation of an Anti-spillage Brigade which was formed earlier this 

decade with the personnel of the Port Captaincy and of the companies involved. In time 

the activities were losing impulse and currently this brigade is working in an operational 

basis according to the individual stimuli of the Petro companies. As an example, the cited 

Brigade was organized in connection with a simulated drill organized by the end of 2008 

by companies SHELL and PERENCO, and also all the companies of the sector 

participated, in different extent in the simulated spill organized by OCEAN POLLUTION 

CONTROL SA (OPC Group) in February 2009. 



IMC & Asociados  Final Report 

 
 October 2009  272 
 

 

In July 2009 it was received information from the Maritime Department of Guatemala that 

CODEMAR currently within its organizational structure, is considering the Contingency 

Local Committees, which have organized various Brigades to combat spills nationwide.  

 

None of the three countries have a legal normative that compel the ports and terminals to 

have a contingency plan to the control of oil and chemical products spillages. 

In February 2009, two activities intimately related to the control of oil spills at sea were 

performed. The first, inserted in the Project Navigation Risk, consisting of the lecturing of a 

course in each country on "Control of Oil Spills at Sea," which were held in Belize City, the 

Port of Santo Tomás de Castilla and Port Cortes, on 04, 09 and 12 February 2009 

respectively.  

The Report regarding the lecturing of these courses is incorporated as Annex 10.  

The second activity related to the contents of this chapter is the Project “Development of 

Exercises of Control of Oil Spills and Hazardous Substances in the Gulf of Honduras”, 

within the framework of the Project for Environmental Protection and Pollution Control 

Originated in the Maritime Transport in the Gulf of Honduras (No. GRT/FM-9179-RS), 

better known by its abbreviated name "Project Drills."  

The Project Drills, was carried out by the OPC GROUP, Panamanian based company with 

subsidiaries in Guatemala, Honduras, Nicaragua and Costa Rica, on February 05 and 06 

in Big Creek Port, February 10 and 11 in Port Santo Tomás de Castilla y February 13 in 

Port Cortés.  

For the execution of the drills, a fleet was mobilized consisting of the supply vessel OPC 

ENFORCER , the oil spill response vessel (OSRV) OPC II, the two small boats with 

outboard motors, the booms, skimmers and the rest of the necessary equipment for the 

execution of simulations and for navigating from the Port of Colon (Panama) to the Port of 

Big Creek (Belize), with later travel to Santo Tomas de Castilla (Guatemala ) and Port 

Cortes (Honduras).  

The team was composed of the Project Director, who served as Main Instructor, an 

Operations Chief, a Technical Chief and the full complements of the ship and the 3 boats, 

with the support of technical and administrative staff for logistical tasks.  

It should be recalled that the first Consultancy was conducted by International Mar- 

Consult and Associates, while the second one  was awarded to Ocean Pollution Control, 

and that both companies are commercially related and in these tasks  the same group of 

consultants was used, which allowed to maximize results by providing training and 

instruction in an integrated manner, by performing in sequence the theoretical training and 

spill control drills.  

The conclusions of the Project Drills with respect to field exercises  are transcribed below:  

 

"As was expressed by the Project Director in the closure of the 3 drills organized, directed 
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and executed by the OPC GROUP at the Port of Big Creek, in Port Santo Tomás de 

Castilla and Port Cortes, all goals were met, both at a  training and instruction level  of the 

personnel involved in a possible oil spill, as well as in the smooth relationships that public 

authorities must maintain with port companies and companies that import and export crude 

oil and its by products, in order to integrate a unified command system that allows to 

maximize the benefits  and minimize the risks of pollution of the sea. "  

 

"The personal participating in the activities of theoretical training and practical instruction 

conducted under the two Projects of the Program Gulf of Honduras, is able to integrate a 

Response Group in order to overcome an incident of marine pollution by oil."  

 

Other aspects related totally to control of spills, that were discussed in the Project Drills 

are the following:  

• Assessment of the Ports of the Project  

• SWOT Analysis 

 • Additional Required Equipment 

 • Training Needs  

• Proposed Operating Manual  

 

5.1 Identification, study and analysis of Contingency Plans and hazardous 

material management 

 

5.1.1 Puerto Cortés 

 

In the first field visit to Puerto Cortés on April 2008 the staff of the SSA Department said 

that there is a Contingency Plan at the Port Protection Unit (Unidad de Protección 

Portuaria UPP). Subsequently, the Chief of said Department stated that there is no 

Contingency Plan for spill control.  

On the other hand, Puerto Cortés does not count with special respond equipments 

(barriers and collecting surface) nor there is trained staff to deal with such spills. Currently 

(April 2009) there are staff who have completed oil spill control training and simulations in 

February 2009, indicated above.   

The experience lived with the burn of a container with hazardous cargo, independently of 

the work developed by the Firemen Department of the city of Puerto Cortés, clearly 

indicates that there is not a specialized team to deal with such incidents.  
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The oil company HONDUPETROL, which operates at dock 1 A, receiving diesel and at 

dock 3 where it discharge fuel oil (IFO 380), has spill containment barriers and has formed 

a brigade with personnel trained in classroom (July 2008). 

In February 2009, personnel from Port Cortes conducted the training courses mentioned in 

the introduction to this chapter and participated in the drill conducted on Friday, February 

13, 2009.  

At the end of the Drills project, in February 2009, Ocean Pollution Control- Honduras (OPC 

Group) installed a response operations center in the city of Puerto Cortés with the 

specialized vessel OPC II, with outboard motors, booms and surface collector to deal with 

oil spills.  

 

5.1.2 Terminal Tela 

 

The Tela Terminal, operated by DIPPSA, receives regular, super and jet fuel, gasolines, 

diesel and kerosene, all of them light products cataloged as “non-persistent oil”. The “non-

persistent” products degrade quickly varying with the type of product. The gasoline and the 

kerosene evaporate quickly and after 24 hours practically there are just some residues that 

disappear in two or three days. The impact, in case of spillage, is focalized around the 

point of the spill and will fall over the fish fauna. The greatest risk in this case is the 

explosion of the highly volatile vapors of these products.   

Diesel evaporates in minor way and its presence in the spill area will be circumscribed to a 

maximum of two weeks, during which it is degraded. In this case, the risk of explosion is 

almost null, but the recreational beaches must be protected and people must be alerted to 

avoid such area because the skin can be impregnate with product. A coastal cleanup has 

to be conducted.  

It has a local contingency plan, but a copy of it has not been received because it’s 

considered “confidential”. 

The equipment stock specific to the control of spills is 2000 feet of barrier brand Sklikbar 

Mk BB 911, 1 collecting surface to stripe DIP 4000 with a power pack with a diesel motor 

YANMAR of 5 HP. Complementary there has to be absorbent material in wiper and 

cylindrical barriers. 

DIPPSA has 8 employees trained in Galveston, Texas- USA, 4 in the Tela Terminal and 

the rest in the San Lorenzo Terminal (Pacific Coast). 

During the operation of discharge, after the mooring of the tanker, a barrier is placed in “L” 

setting covering the south and east area to protect the coast and the most sensitive part by 

the action of the prevailing winds. At the end of the operation, the barrier is left to dry on 

the coast and then it is transported to the plant. 
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5.1.3 Puerto Santo Tomás de Castilla 

 

The information received from Puerto Santo Tomás de Castilla indicates that there is a 

local contingency plan, which is within the protection plan of the port facilities approved by 

the designated authority (CPN). A copy of the contingency plan (part public, non 

confidential) to the Director of Port Protection, Mr. Rafael Aguilar Contreras was 

requested, on May 13, 2008. Receiving a copy of it in February 2009.  

Conceptually, the Security Plan for Installations respond to the needs of providing 

"security" to the interface "ship - port", and therefore is of a confidential nature, while a 

local contingency plan is of public nature and aims at problems related with the industrial 

safety and spills. For that reason, we recommend exploring the possibility of separating 

the two plans in two different documents, which may depend on the same agency in the 

port institution but  must be independent.  

It is noteworthy that the Contingency Plan was drafted and adopted on 04 May 2004 and 

to date has not been updated. The Plan does not meet international standards and has 

many sections of conceptual style and does not constitute an operational plan. It is well 

indicated the inventory of equipment available in oil companies, port operators and State 

owned companies. In general, oil companies Shell and Perenco have appropriate 

equipment, which was highlighted during the drill of February 11, 2009. But the public 

agencies only have vehicles and miscellaneous material non-specific to spill control. 

Port Santo Tomas de Castilla itself does not possess equipment for spill control.  

It is necessary to clarify that the organizational response established in the Plan has not 

been completed, ignoring who are the people who cover the operational roles.  

No risk study has been issued; there are no control strategies for a spill nor operational 

guidelines of what actions to take in such a case.  

The planned response system, through a Brigade composed of the different stakeholders 

(oil companies, port administrations, state agencies) both in equipment and in personnel, 

suffers from a conceptual unity of command.  

Specifically, no one has control over the training and instruction for all staff, as each 

member of the Brigade belong to different companies with different budgets, goals and 

management systems. This staff performs all year round technical tasks proper to the 

business of his own company (oil production, managing a port, etc.) and it is not 

permanently related to the equipment and the spill control tasks, thus its effectiveness 

tends to decrease.  

Furthermore, regarding the specific equipment to control spills, similar events occur, due to 

the fact that not always a proper maintenance is given to them and are not stowed in the 

best necessary condition, are  not often used or tested regularly.  

This could lead to problems of different magnitude during the occurrence of  real spill, 

because it cannot be ensured that all staff are available due to  loss of workforce 
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(retirements, removals, and transfers) or that all equipment is ready for use, due to being 

in another base, no maintenance or failures impairment.  

In the last two decades, the model that has been imposed on much of the world is from a 

specialized company to order, better known by its English name to "Oil Spill Response 

Organization (OSRO), which provide services with specialized equipment and personnel 

properly trained  every day of the year.  

The prevention tasks and spillages control are made through the DVG Company 

specialized in those tasks.  This Company has trained staff and booms. During the field 

visit held, on Monday, April 21, 2008, to the La Rocosa Plant, in the vicinity of Puerto 

Barrios. Mr. Ricky Garcia indicated that beside the booms that are in the port areas of 

Santo Tomás de Castilla and Puerto Barrios, they possess one skimmer which in that 

opportunity was in Guatemala City. Unfortunately Mr. Garcia does not have a picture to 

see the type and distinctive characteristics of it. This information could never be 

corroborated.  

There is no equipment or elements for control of chemical products spills.   

In February 2009, personnel of the port of Santo Tomas de Castilla conducted training 

courses mentioned in the introduction to this chapter and participated in the  mock spill  

conducted on Wednesday February 11, 2009.  

In June 2009, between the dates of 3 and 5, the RAC- REMPEITC Caribbean organized 

an OPRC Workshop for the Development of a Committee for Oil Spills in Guatemala City, 

which was attended by numerous public officials and from the private sector. In particular, 

the said workshop was aimed at members of the CODEMAR and Local Contingencies 

Committees. 

 

5.1.4 Puerto Barrios 

 

The information received from Puerto Barrios indicates that there is a Local Contingency 

Plan which includes oil and chemical products spills (no copy was received). The staff that 

conducts the control tasks belong to the DVG Company specialized in those tasks. In the 

port there are 700 feet of contention barriers, 50 feet of absorbent barriers and 25 

packages of absorbent towels.  

The terminal of Port Barrios is integrated to the Brigade of Spills of Santo Tomás de 

Castilla and the same comments are relevant. 

It should be noted that there is no equipment for the control of chemical products spills.  

In February 2009, personnel from Port Barrios performed the training courses mentioned 

in the introduction to this chapter and participated in the mock spill conducted on 

Wednesday February 11, 2009.  
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In June 2009, between 3 and 5, the RAC REMPEITC OPRC Caribbean organized a 

Workshop for the Development of a Committee for Oil Spills in Guatemala City and it was 

attended by numerous public officials and from the private sector. In particular, the said 

workshop was aimed at members of the CODEMAR and Local Contingencies 

Committees. 

 

5.1.5 Belize City Port  

 

The information provided by the Belize City Port, in response to the questionnaire sent, 

indicates that the port has an Operational Contingency Plan. No copy was received. That 

plan does not cover chemical spills.  

They have no equipment or trained staff for the control of oil spills. 

It should be noted that in the first field visit, held on Tuesday, April 22, 2008, Mrs. Francine 

Waight- Deputy Chief Executive Officer indicated to the consultant that there is just an 

Emergency Plan for fire.   

In February 2009, personnel of the port of Belize City conducted the training courses 

mentioned in the introduction to this chapter and participated in the drill conducted on 

Friday, February 6, 2009.  

 

5.1.6 Loyola Terminal (Belize City) 

 

On Wednesday, September 03, 2008 was held a meeting at ESSO Standard Oil S.A. Ltd. 

(EXXON MOBILE) with Mr. Alexis Blanco, Operation Supervisor of the Loyola Terminal.  

 That terminal receives diesel oil, gasoline and jet fuel A1 with a frequency of a vessel 

every 18 to 21 days. They have a contingency plan (no copy was received), trained staff at 

the Clean Caribbean & Americas (CCA) and contention barriers to place around the 

vessels in case of spillage. (1200 feet x 24 inches). 

The Loyola Terminal is member of the CCA and in case of spillage activates the 

aforementioned entity to control the incident with its equipments.  

In this case, the products which are discharged in the Loyola Terminal are “non-persistent 

oils” and fit the same caveats that were commented for the Tela Terminal. 

In February 2009, personnel of the port of Belize City conducted the training courses 

mentioned in the introduction to this chapter and participated in the drill conducted on 

Friday, February 6, 2009.  

 

5.1.7 Port of Big Creek 

 

Port of Big Creek specializes in exporting fruits and the import of machinery. In 2006 

began exporting of crude oil, in 2007 the import of diesel and gasoline, and in 2008  the 

unloading fueloil (bunker C). 
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The loading and unloading are performed in the dock with the vessel moored by the band 

and the starboard bow pointing toward the inner harbor. In an emergency the maneuver of 

the vessel to set sail will be more difficult and of uncertain result.  

They have an incomplete contingency plan and they have a little contention barrier to 

close the mooring dock as a preventive measure, in order to prevent that an eventual 

spillage flow to the exterior of the port.  An oil company operating in this port has a new 

drum skimmer.  

The port of Big Creek has two persons who had done basic curses to the control of spills 

before and several people from the port as well as from the two oil companies operating in 

it, who have attended the courses and drills conducted in February 2009. 

 

5.1.8 Recommendations on local contingency plans 

 

Whereas several ports in the Gulf of Honduras do not have local contingency plan, others 

express they have it but have not been able to access them and two ports (Santo Tomas 

de Castilla and Big Creek) have submitted their respective plans but that they are 

incomplete and do not meet the recommended international standards (ARPEL 2005); 

following a basic content that a local contingency plan must have, is enlisted below: 

 

1. Introduction / Preface 

      Table of Contents 

      Distribution Plan 

      Lead Agency and Responsible of the Plan 

      Agencies and support units 

      Other Organizations 

  Custodian of the Plan 

        Update and Revisions 

   Purpose and Scope 

        Declaration of Authority 

        Geographic coverage of the Plan. Areas covered 

    Glossary / Definitions / Abbreviations / Units 

2. Response Organization 

     Lead Agency 

         Response Team Members 

         Roles and Responsibilities  

Administration of National Regulations 

        Supportive legislation, laws, Agreements and Guides 

International Conventions and Agreements ratified by the country 

       Link to other Plans 

3. Preparation and Policies 

Usage Scenarios 
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Risk Analysis 

      Trends, Sources of Spill,  Causes of Spill  

      High Risk Areas 

      Environmental Information 

      Importance of Oil 

      Prevention Programs 

      Definition of Emergency Levels (Levels 1 – local, 2 -  
regional or area,   3 -      worst-case scenario) 

Sensitivity maps / trajectory model 

Training / Exercises 

       Minimum Training Requirements 

       Frequency of Training 

       Exercises 

       Notification 

       Field Deployment 

      Desktop Exercises 

      Download of the Worst Scenario 

      Evaluation Process 

      Maintenance Records 

4. Response 

     Management Response 

           Concept of phase response  (levels 1 to 3) 

           Organization of the Lead Agency 

            Interagency Roles (Incident Command System, Unified 
Command) 

            Support Specialists / Contractors 

            Health and Safety 

            Net Environmental Benefit Analysis (NEBA) 

           Logistics, Management 

    Response Center 

           Communications 

            Meeting Rooms 

            Library / References 

            Access to Computers / Links of Interest 

Logistics Support 

           Transport (air, land, water) 

           Support Staff (eg food, accommodation, equipment) 

           Transboundary Movement of Equipment and Personnel 

Operations Response 

             Assessment of Spills (stains and impacts) 

             Response Strategies (mechanical, dispersants, controlled 
burning) 
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             Mitigation Actions / Spill Control (including mobilization) 

             Coastal Cleanup (see Coastal Protection and Treatment) 

            Surveillance and Monitoring on the Spot 

            Salvage (ships, boats) 

Policies on the Use of Dispersants 

            List of Approved Dispersants 

            Pre-approved sites for the Use of Dispersants 

            Formats for Proceedings 

Policy of Controlled Burning In Situ 

            Formats for Proceedings 

Policies for use of other chemicals (bioremediation, Cleaners, 
Elastificadores, etc.). 

           Transport 

         Sites for temporary storage, disposal and decontamination 

Wildlife 

        Strategies 

        Permits and Coordination 

        Ways to scare 

         Capturing Wildlife Impregnated 

       Disposal of Dead Animals 

       Contractors, specialists, volunteers 

  Restoration and Monitoring Post-Emergency 

         Lead Agency Support Organizations 

         Further studies after Cleaning  

5. Reports, Communications, Financial and Legal Aspects 

    Reporting and Warning Systems 

         Notification and Reporting Requirements 

          Reporting formats (details of the spill, environment) 

   Systems and Schemes of Reporting 

        Review post-incident 

   Communications 

        Communication systems between the Response Center and 
the ships / boats 

       Repeater stations, frequencies, radios, telephones, fax, e-mail, 
Web 

   Public Information 

       Public Affairs Advisory / Designated Press  

       Community Liaison 

  

Financial Commitments / Claims / Records Preservation 

          Insurance / compensation schemes 

          Sample Spreadsheets 
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           Reimbursement to the fishermen, landowners and other 
affected 

Legal Aspects 

        Exhibits / Evidence 

       Standards 

        Mechanisms for resolving disputes and complaints 

ANNEXES 

Charts (Maps – Tactical Schemes) 

      Facilities and infrastructure 

      Sensitive Areas - Maps and Atlas of Vulnerability 

      Control Points / Strategies 

Contacts 

     Internal 

     External 

     Contractors – Mutual Assistance 

     Logistics 

     Public Information 

Equipment Inventory 

    Location, type and capacity 

     Boat / Systems Opportunity Available 

Formatos 

    Notification (Initial Report) 

    Incident Management System (Format of the Incident Command 
System) 

    Initial Evaluation of Incident 

    Security 

    Permits 

    Reports 

 

The development of the proposed Local Contingency Plans is added as a Product in the 

Final Report. 

 

5.2 Identification, study and analysis to the National Contingency Plans 

5.2.1 International Backgrounds  

 

The International Maritime Organization (IMO) since the end of 1970s has been 

developing measures to improve the preparation and response to oil and chemical 

spillages at sea.   

In this context, the most important measures developed by the IMO can be resumed in the 

followings:  
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 Publication of the Manual on combating Oil spills 

 Publication of the Chemical Pollution Manual  

 Adoption of the Convention on Oil Pollution Preparedness, Response and Co-

operation (OPRC 90)  

 Adoption of the Protocol on Preparedness, Response and Cooperation to Pollution 

incidents by Hazardous and Noxious Substances (HNS 2000) 

 Model Courses on OPRC level 1, 2 y 3  

 Guidelines on Oil Spill Dispersants   

 Bioremediation in Marine Oil Spills 

 Field Guide for Oil Spill Response 

All the aforementioned documents have been complemented with numerous training and 

diffusion activities such as curses, conferences, working days, technical assistance, 

consultancies, etc. 

The IMO documents can be acquired acceding to the web page: www.imo.org- lap 

“publication bookshop”. 

The Worldwide International Petroleum Industry Environmental Conservation Association 

(IPIECA) had developed exclusively, or in joint with the IMO, numerous documents that 

help as base to analyze the environmental aspects involved during a pollution accident 

with oil. These documents have been published in Spanish and English and can be 

accessed for free and “pdf” format from the web page: www.ipieca.org. 

In the American level, the Regional Association of Oil and Natural Gas Companies in Latin 

America and the Caribbean (Asociación Regional de Empresas de Petróleo y Gas Natural 

en Latinoamérica y el Caribe - ARPEL) has developed a productive activity and has issued 

numerous documents related with the subject of matter, such as:  

 Document on trans-boundary movement of equipment 

 Guide to In-Situ burning   

 Guideline for the use of Dispersants on oil Spills  

 Pollution at Maritime Terminals  

 Guide for the Evaluation and Administration of Risks of Oil Spills 

 Guide for Sensibility Maps  

 Coordination for oil spill contingency plans  

The aforementioned documents of ARPEL can be acquired for free at the web page: 

www.arpel.org 

In the region the Central American Commission of Maritime Transport organized on April 

2005 the Seminary Workshop about Planning of Contingencies for the Central American 

Countries, organized by COCATRAM, ARPEL and IMO (RAC-REMPEITC Caribe), with 

the technical advice the Canadian Company Wotherspoon Environmental Inc.  and Lauri 

Solsberg of Counterspill Research Inc. 

http://www.imo.org-/
http://www.ipieca.org/
http://www.arpel.org/
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In this Workshop was adopted a standardized format for the emission of national 

contingency plans, was analyzed the stage of progress of the national contingency plans 

of the Central American Countries and it was proposed, for a posterior stage, the adoption 

of a Regional Contingency Plan. To the date of the emission of this document, this 

proposal has partially advanced under the difficulties that have faced the different 

countries to approve and put into effect their respective national plans. 

As a result of this activity, ARPEL issued in August 2005 the Environmental Guide No. 39 
"How to prepare a National Oil Spill Contingency Plan”. All the ones interested in obtaining 
a copy of the document can access it via the ARPEL website cited above. 

In particular, this guide was developed in the context of Project Emergency Response 

Planning, Sub-component OPRC Plan in Central America (OPRC - Preparedness, 

Response and Cooperation regarding Oil Spills) The OPRC Project in Central America 

was also developed with input from RAC / REMPEITC-Carib (Regional Activity Center - 

Regional Marine Pollution Emergency, Information and Training Center - Caribbean) and 

the Central American Commission on Maritime Transport (COCATRAM).  

At the MOBEX 2007 held in Panama on November 2007, a workshop was developed in 

which a Verification List of all the aspects that must be considered in the contingency 

plans at national, regional and local level was analyzed. The expression “regional” in the 

context of this document correspond to a region within a same country, as could be the 

Caribbean region or the Pacific Region must be implemented. 

This activity was complemented later in the International Oil Spill Conference held in May 

2008 at Savannah, Georgia- USA, during which it was presented the document 

“Assessment of Oil Spill Response Capabilities”. In particular, at the Annex 1 it is 

incorporated the Table A-1, which is based on the list of National Plans Element List 

(ARPEL, 2005). This list was used as base for the evaluation of the planning for the 

response to oil spillages in Central America and was modified to be applied in evaluations 

of the same type in Coastal nations (AZURE SEAS, Gas Analysis of Nations Islands 

OPRC Plans, 2006). It is presented as Annex. 

Reference documents of ARPEL in English  
http://domino.arpel.org/apps/arpel/ML_Lib_Nueva.nsf/0/6E8C98F4A5A168700325722600

6D33FC/$file/GUIDELINE%2017.pdf 

In an independent way, the Consultant has collected information on the Ecologic Risk 

Assessment which started in 2004 the RAC - REMPEITC Carib, attached to the 

International Maritime Organization, which addresses issues closely related to contingency 

planning.  

 

5.2.2 Belize’s National Contingency Plan 

 

The Belize authorities have designed a Plan for the Control of Danger which has 5 

volumes, the first which presents the introduction (Basic Plan), the second which 

introduces the Operational Procedures Standard with the development of the National 

http://domino.arpel.org/apps/arpel/ML_Lib_Nueva.nsf/0/6E8C98F4A5A1687003257226006D33FC/$file/GUIDELINE%2017.pdf
http://domino.arpel.org/apps/arpel/ML_Lib_Nueva.nsf/0/6E8C98F4A5A1687003257226006D33FC/$file/GUIDELINE%2017.pdf
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Emergency Operation Centre (NEOC), the third volume presents the specific plans for the 

different types of emergencies, hurricanes, floodings, fires, spillages, and other type of 

incidents, the fourth volume for the recuperation and mitigation plans and the fifth volume 

for the functional plans. 

In particular, volume 3rd presents the National Contingency Plan for oil Spills. In paragraph 

1.7 Response Policy three response levels are established: Tier 1 (1,000 to 10,000 

gallons) of response by the contaminator:, Tier 2 (10,000 to 100,000 gallons) with support 

from the Government and Tier 3 (> 100,000 gallons) with support from the Government 

and international cooperation. 

The National Contingency Plan for Spills establishes the rules of the response actions that 

must develop the designated staff, as well as briefly establishes the response strategies 

for spills that might occur.  

The appendix 3- Available Equipment List has not been finished, indicating only –To be 

provided by DOE-. From the meetings held and the exchange of information emerges that 

the only equipment available is the one of the Loyola Terminal and Port of Big Creek, 

which is very scarce. Its response layout is based on the called to the Clean Caribbean & 

Americas (CCA- Fort Lauderdale – USA) to receive assistance for the response to 

pollution incidents of any level (Tier 1, 2, or 3). 

CONCLUSIONS  

From the analysis of the document received, the following should be noted: 

 It is a draft document 

 Numerous paragraphs are not yet finished 

 Does not correspond to the format adopted by the COCATRAM and analyzed during 

the IOSC 2008 for auditory tasks 

 There is a good structure for the control of crisis (NEMO) 

 It has not been seen that there is a trained staff to manage oil spills (Incident 

Commander), while there are trained personnel for operational level tasks 

 The existing equipment is very limited and serves only to deal with very small spill of 

light products (gasoline and diesel)There is no legal normative that forces private ports 

to have a local contingency plan 

 In case of a spill it is foreseen to have international cooperation of the CCA through  

ESSO Standard Oil SA Ltd.  

 There have not been a proper analysis of the threats that means the use of dispersants 

in waters near the coral reefs   

 

 RECOMMENDATIONS  

1. The National Contingency Plan  (NCP) must be completed  
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2. The NCP should incorporate the majority of the item considered in the Verification List 

of the Annex 1 of the document “Evaluation of the Capacity of Response to Oil Spills” 

(IOSC 2008- Annex 5) 

3. An updated study of risks should be made, which provides all the operations with oil, 

both at Loyola as in Port of Big Creek. 

4. Based on the Study of risks above, a response organization to face a spill Tier 

1(minimum) or a spill Tier 2 (desirable) should be developed, both with regard to 

human resources, trained and skilled as a technological resources, booms, skimmers, 

etc. 

5. A legal normative that compel port operators to have a local contingency plan should 

be emitted.  

 

5.2.3 National Contingency Plan of Guatemala 

 

The document received by the CONRED, Draft of the National Contingency Plan for the oil 

Spills is well designed and maintained, in general, the structure preview in the documents 

prepared by the COCATRAM and ARPEL. 

The Organizational Structure is base on the Incident Command System (ICS) used 

intensively in all kind of emergencies, naturals or antrophics that establishes a hierarchy 

level well defined and that allows increasing or reducing the response in an organic way. 

In general, Chapters 1- Introduction and 2- Organization of Response of the draft 

presented, have a proper development, but chapters 3- Preparation, 4- Response 

Operations and 5- Communications and reports must be completed with appropriate and 

substantive information. 

Likewise, the appendices of the NCP must be completed with data that really serve to the 

purposes proposed.  

 

CONCLUSIONS  

From the analysis of the National Contingency Plan of Guatemala, the following should be 

noted 

 It is a draft document 

 Numerous paragraphs have not been completed 

 It responds to the format and content adopted by the COCATRAM and guarantee 

during the IOSC 2008 for auditory functions.   

 There is a good structure for the management of the incident (SCI) 

 There are trained personnel that have receive OPCR courses level 1, 2 and 3 

organized by RAC-REMPEITC Carib, and several people has been attended the drill in 

February 2009. 

 SHELL company had been organized in 2008 a field exercise in the Amatique Bay. 

 The existing equipment to the date is scarce. 
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 There is not a law that compel to the ports to have a local contingency plan.  

 

RECOMMENDATIONS  

1. The National Contingency Plan (NCP) must be completed. 

2. The amount and quality of the specialized equipment to control spills: ships, booms, 

skimmers, etc must be increase. 

3. The training to staff and the training both on the field drills as the “table top” exercises 

must be increase. 

4. A legal normative that compel port operators to have a local contingency plan should 

be emitted. 

 

5.2.4 National Contingency Plan of Honduras 

 

On October 1, 2008, Mrs. Laura Rivera-Carbajal, on behalf of the Dirección General de la 

Marina Mercante of Honduras remitted the draft document of the National Contingency 

Plan for oil Spills. 

That document is brief and it is at the first level of development, with educational 

information but not operational, and should be completed quickly with all the relevant 

information; in particular, because of its relevance it must be deepened in the following 

topics: 

 Staff that covers the Maritime Incidents: position, last name, name and emergency 

telephone (24 hours). 

 Equipment available for ships, aircraft, booms, skimmers, etc, indicating the brand, 

model, amount, technical specifications. 

 Risks assessment of pollution incidents produced by vessels. 

 Strategies to develop response indicating the circumstances that will be apply in each 

one of them. 

Conclusions 

From the analysis of the document received, it should be noted the following:  

 It is a draft document 

 Numerous paragraphs have not been completed 

 It does not respond to the format and content adopted by the COCATRAM and 

analyzed during the IOSC 2008 for auditory tasks 

 The existing equipment is very few, but in February 2009 has been installed a 

Response Operative Center by OPC Hondura. 

 There is no law that compel the port operators to have a local contingency plan 

 In case of spill it is foreseen to have international cooperation from the CCA 

 



IMC & Asociados  Final Report 

 
 October 2009  287 
 

Recommendations 

1. The National Contingency Plan (NCP) must be completed  

2. The NCP should incorporate the majority of the items considered in the verification list 

of the Annex 1 of the document “Evaluation of the Capacity Response to oil spills” 

(IOSC 2008 – Annex 5) 

3. A study of updated risks that provide all the operations with oil should be made. 

4. Based on the Study of risks above, a response organization to face a spill Tier 

1(minimum) or a spill Tier 2 (desirable) should be developed, both in regards to human 

resources, trained and skilled as a technological resources: booms, skimmers, etc. 

5. A legal normative that compel port operators to have a local contingency plan should 

be emitted.  

 

5.3 Outline of a structured plan of response at a regional level 

During the meetings held at Belmopan, Tegucigalpa and Guatemala City, to talk about 

their respective National Contingency Plans, the issue of an Incident Response at 

Regional Level was also addressed.  

This option is part of the activities developed in recent years by the COCATRAM through 
Project Emergency Response Planning, Sub-component in Central America of OPRC Plan 
(OPRC - Preparedness, Response and Cooperation for oil spills) or the Central America 
OPRC Plan - CAOP (for its acronym in English), as noted in Section 5.2.1 above.  
 
This activity would be similar to that developed by the RAC - REMPEITC Caribbean States 
and territories of the Wider Caribbean, for which the "Caribbean Islands OPRC Plan" has 
been developed, which is accessible through the website of this organization: 
http://cep.unep.org/racrempeitc/regional-oprc-plans/caribbean-island-oprc-plan.  
 
In particular, this option is not an operational contingency plan, but constitutes a "plan of 
cooperation" under the OPRC Convention and therefore only those common aspects that 
should complement the National Contingency Plans for each country are analyzed. 
 
To achieve this type of plan, previously should be issued and approval of the PNC in each 
of the 3 countries, a task that COCATRAM has asked the countries to be completed in the 
year 2009, in order to address the Regional OPRC Plan starting on 2010.  

This Cooperation Plan can be implemented through the Convention for the Protection and 
Development of the Marine Environment of the Wider Caribbean Region (Cartagena 
Convention) and its Protocol Concerning Cooperation in Combating Oil Spills.  

Regional OPRC Plan should cover the legal, operational and technical measures enabling 
greater control of oil spills in the Gulf of Honduras, in each country independently but in 
cooperation with other neighboring countries.  

These aspects should cover at least the following: 
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 1. Introduction: purpose and objectives of cooperation, geographic coverage, response 
steps (Tier 1, 2 and 3) and definitions and glossary, in geographical coverage should be 
considered that there are maritime jurisdictions that have not been accepted by all parties 
concerned and, thus, it could include a clause stating that cooperation activities  
developed based on this Plan does not imply recognition of rights by any of the parties 
involved.  

2. Organization: national contingency plans, which must all be approved and in force, 
authority and designation of lead agency, risk identification and protection priorities, 
existing resources (equipment, storage, final disposal), available logistics support, 
communications systems ,  policy of dispersant use; secretariat to administer the OPRC 
Plan of the Gulf of Honduras, copies of the plan, focal points of contact, on scene 
commander (OSC) or Incident Commander . 

3. Beginning of assistance: report of vessels, aerial surveillance, early detection, 
surveillance of the incident, procedures for the assistance required, focal points of contact, 
exchange of information  

4. System report: standardized format for reporting incidents (POLREP) headings, 
situation, actions taken, future planning and assistance requested  

5. Equipment available: location and owner, chemical dispersion equipment, limitations on 
the transfer of equipment (not all teams are available to facilitate at the same time)  

6. Mobilization of personnel and equipment: the staff and equipment should be requested 
via the POLREP, must indicate the name and passport of the specialist staff that will 
provide assistance, and as for the equipment it should identify the port and time of 
departure and port and arrival time with the necessary logistical requirements, such as 
cranes, trucks, etc. 

 7. Financial procedures: for personnel providing assistance, the requesting State should 
cover their accommodation and subsistence according to pre-set values, the requested 
country should send an invoice with a clear indication of the personnel involved by name 
and hours worked as well as the list of equipment used to establish corresponding 
purposes, the requesting country assumes the obligation to pay the billing for all work 
performed under the responsibility of that country.  

8. Recovery of costs: it describes the players involved and compensation schemes in 
force, by the Shipowners, bareboat charter, manager, operator, the owner of the cargo, the 
interest of the coastal state, flag of the ship, search and rescue companies, CLC 92 and 
FUND 92 Conventions, the Bunker Convention, the Protection and Indemnity Clubs (P & I 
Clubs)  

9. Assistance from other countries outside the Gulf of Honduras: a number of countries 
outside the Gulf of Honduras could provide assistance in case of a pollution incident and in 
particular the member countries of COCATRAM; response teams of specialized 
companies such as Ocean Pollution Control, based in Guatemala and Honduras and DVG  
with presence in Guatemala (OSRO's) for spills Tier 1 and 2 and the Clean Caribbean & 
Americas (CCA) and Oil Spill Response (OSR) for spills Tier 3  

10. Using special techniques: use of dispersants, use policy and banned sites (on coral 
reefs for example), systems and tools available, decision trees and net environmental 
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benefit studies (NEBA), burning at the site, limitations and uses  and technical information 
support. 

11. Studies of risks in the Gulf of Honduras: taking into account risk assessment and 
waterways proposed in this Project, can be kept updated on a regular basis, especially 
considering in particular the oil transported, the most frequent commercial traffic, the 
navigation routes of merchant ships and steps closer and / or shallower. 

12. Sensitive areas: it can be taken as base the environmental information collected on 
this Project as well as in the ADT-PAE of the Gulf of Honduras and extend it according to 
new studies that are develop in the future. 

 
13. List of contact points: it feeds on the data of the matter  collected from each PNC of 
each country. 

 

Recommendation 

It is recommended the formation of a study group, integrated by representatives of the 

authorities of each country, to make a progress in the development of the Regional 

Cooperation agreement, which should cover at least the aspects indicated above. 
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6 COMMUNICATIONS AMONG PORTS 

6.1 Communications network analysis among the 5 ports 

A diagnosis of the communication installation of each port was prepared, finding the 

following results: 

 

Puerto Cortés 

The radio station in Puerto Cortés is found on the third floor of the port’s supervision 

building, it does not have visual access to the harbors or to the maneuvering docks; and 

has VHF radios with which they communicate with vessels using channels 16 and 22. 

They also possess telephones and the radio operators are bilingual.  

The construction of a control tower, which is located near the dock No. 3 area of the port 

facilities, is underway. It will be able to have a good visibility of the bay’s port. 

The General Directorate of the Merchant Marine is in process of acquiring the equipment 

of an Automatic Information System, which will be purchased through a program that is 

administered by the Modernization of the State Office. 

 

Santo Tomás de Castilla 

A control tower exists in Santo Tomás de Castilla, which operates in the Port’s 

Communication Department, in which maritime traffic control functions are carried out. It 

has the follow equipment: 

a) Three (3) VHF radios that operate in channels 12, 16 and 22 are used for maneuvers, 

contact and communication with vessels, respectively. 

b) One (1) ARPA Radar with reach of 96 Nautical Miles, Furuno brand. 

c) One (1) Automatic Information System (AIS) 

d) One (1) UHF that is utilized for communications with tugs abroad. 

e) Two (2) Telephone lines with local access; international calls are carried out with the 

authorization of the port’s Management. 

The equipment is administered by two bilingual radio operators. 

 

Puerto Barrios 

In Puerto Barrios, a control tower exists in the entrance of the dock of the port’s facilities, 

with the following dimensions: height: 8.5(M), area 8.4(M2). It counts the following 

equipment: 

a) Two (2) VHF radios that function in channels 16 and 22. 

b) Two (2) Telephone lines with internal and international access. 

The equipment is administered by two bilingual radio operators. 
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Port of Belize 

In the Port of Belize, communication with vessels is carried out through VHF radios, which 

are located in the port’s administrative building. Channels 16 and 22 are used. 

The radio operators carry out their communications in English. 

Possess telephone lines with local and international access. 

 

 

Port of Big Creek 

In the Port of Big Creek, communication with vessels is carried out through VHF radios 

which are located in the port’s administration building. Channels 16 and 22 are used. 

The radio operators carry out their communications in English 

Possess telephone lines with local and international access.  

 

Except for the Puerto Santo Tomás de Castilla, the ports in the area of the Gulf of 

Honduras have very basic equipment for maritime communication destined to control the 

maritime traffic of the Gulf of Honduras. A procedure to be able to carry out communication 

with the other ports does not exist. When this occurs, it is carried out in an informal way 

and not according to an established program; the communication in its self is sporadic. In 

some cases, the equipment does not possess the necessary potency to be able to 

communicate with other port facilities. 

In regards to the personnel that operates the communications equipment, training is 

important for the utilization of the correct vocabulary for the international maritime 

communication, for this purpose it is recommended to follow what is the established in 

Resolution A.918 (22) of the International Maritime Organization titled “IMO Standard 

Phrases for Marine Communication”, which are general principles of radiotelephony that 

are established in the Radio Regulations of the International Telecommunications Union 

(ITU). 

In order to establish measures that allow the upholding of maritime traffic control in the 

Gulf of Honduras during the development of a Communications Plan among ports, the 

following will be established: 

a) Identification of the requirements of maritime communication equipment. 

 

b) Identification of training of the personnel that operate the communications equipment. 

 

c) Identification of an outline that permits the correct administration of the 

communications plan among the ports. 
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It is important to emphasize, that the International convention for the Safety of Life at Sea 

(SOLAS), establishes in its Regulation 5, part B of chapter IV “Radio communications”, the 

following: 

 

Part B 

Undertakings by Contracting Governments 

Regulation 5 

 

Provision of radio communication services 

Each Contracting Government undertakes to make available, as it deems practical and 

necessary either individual or in co-operation with other Contracting Governments, 

appropriate shore-based facilities for space and terrestrial radio communication services 

having due regard to the recommendations of the Organization. These services are: 

1. A radio communication service utilizing geostationary satellites in the Maritime Mobile-

Satellite Service; 

 

2. A radio communication service utilizing polar orbiting satellites in the mobile-satellite 

service; 

 

3. The maritime mobile service in the bands between 156MHz and 174 MHz; 

 

4. The maritime mobile service in the bands between 4,000 kHz and 27,500 kHz; and 

 

5. The maritime mobile service in the bands between 415 kHz 535 kHz and between 

1,605 kHz and 4,000 kHz.  

 

Each Contracting Government undertakes to provide the Organization with pertinent 

information concerning the shore-based facilities in the maritime mobile service, mobile-

satellite service and Maritime Mobile Service, established for sea areas which it has 

designated off its coasts. 

Considering the before mentioned, it will be necessary to evaluate the capacities of each 

one of the countries that conform the Gulf of Honduras, emphasizing the importance that 

implies the study of the establishment of a Vessel Traffic Management Information System 

(VTMIS), which will be presented as an integral part of this consultancy and will determine 

the need of the establishment of this type of equipment and required technology. Which 

will depend on the expert analysis of the consortium responsible for carrying out this 

activity, according to the conditions of the ports and to the maritime traffic of the Gulf of 

Honduras; this will be complementary to the Communications Plan between the ports. 
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6.2 Elaborate recommendations of communications system between ports 

 

The established recommendations for the communications system between ports are 

defined in the Communication Plan of the Ports, presented as Annex to this Advance 

Report.  

 

7 WORKSHOPS AND TRAINING 

7.1 Informative workshop, one per country/ Presentation of demonstrative project 

In conformity to what is established in the presented and approved Working Plan by the 

URCP, a workshop was carried out, in the facilities on the Trinmar center of Puerto Santo 

Tomás de Castilla, in Princess Belize Hotel in Belize and in the Villa del Sol Hotel in 

Puerto Cortés. 

The informative workshop counted with the participation of the Project Director Eng. 

Rubén Reyna, the Technical Coordinator Cap. Carlos Sagrera, the Local Coordinator Eng. 

Elvin Torres and the consultants in charge of presenting the demonstrative projects for 

each port, Cap. Luis Vila, Eng Pedro Martin, Eng. Daniel Larnaudie, and Eng Héctor Polo, 

which were assigned by the project director in coordination with the URCP. 

From the URCP participated its Director Eng. Edas Muñoz Galeano and the specialists 

Lic. Ana Carolina Sikaffy and Lic. Roberto Rivas. 

There were developed with the objective of letting them know the advancements of the 

project and the developed activities for the attainment of the established objectives, a 

workshop per country, with representatives of the main actors involved in the hole process 

of the Consultancy from Port, Maritime and Environmental  local Authorities of each port 

among other institutions. 

 

7.2 Regional Workshop/ Revision of Regional and National Legal Frameworks   

 

Regional workshop design proposals was elaborated with the objective of revising the 

regional and national legal framework and out of its results, there were provided 

recommendations for an increased unification of political, legal, regulatory and institutional 

framework for the safety of navigation. 

The informative workshop counted with the participation of the Project Director, the 

Coordinator and the consultants in charge of presenting the 10 reform proposal to legal, 

institutional and regulatory framework in reference to the safety of navigation and the 

pollution prevention and control, which will be assigned by the Director in coordination with 

the URCP. 
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The Legal Specialist of the Firm, together with the coordination of the program, were in 

charge of coordinating this activity under the supervision of the Project Director, to which, 

they presented a methodological proposal to the URCP. 

The regional workshop counted with the participation of 5 representatives of each of the 

countries members of the program, due to logistic and coordination reasons, it is 

recommended that the venue for the workshop should be Guatemala City, Guatemala. 

 

7.3 Spill Training 

The training in the topic of spills and contingencies was designed and taught by the 

environmental specialist and the Firm’s facilitator, the content of the course was discussed 

with the maritime specialist of the program in order to identify those points that need more 

coverage. 

It was invited to participate to this course, local port, maritime, environmental, municipal, 

public and private sectors, and NGO’s which conform the groups interested in this subject 

of spills and contingency plans, the list will be obtained with the approval of URCP. 

A complete report of this spill training is presented as annex to the present final report. 
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8 CONSULTATIONS TO THE INTERESTED PARTIES 

During the analysis process that is being performed, consultations with the involved parties 

to the present consultancy were carried out: 

Belize  

Name Charge  Agency 

Kendrick Daly Chief Safety & Security 

Officer 

Belize Port Authority 

Vallan Hendy Port Inspector Belize Port Authority 

Virginia Vasquez Director ICZM & I 

Raineldo Guerrero Chief Executive Officer Port of Belize 

Franzine Waight Deputy CEO Port of Belize 

Kenrick Richards Cargo Operations 

Manager 

Port of Belize 

Oliver Estell OIC Marine Division Port of Belize 

Cornelio Martínez Ships Division Port of Big Creek 

George Lovell Coordinator National Emergency Management 

Organization 

(NEMO) 

Shelton De Four Training Officer National Emergency Management 

Organization 

(NEMO) 

André Cho Director Geology and Petroleum Departement 

Gustavo Carrillo General Manager Port of Big Creek 

Elvis Linares Pilot Port of Big Creek 

James Azueta Director Fishery Department 

Michael Jenkins Hydrograph Dpt. Port of Belize 
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Guatemala  

Name Charge  Agency 

Lucrecia Ruiz de 

Alonzo 

Vice-Ministro Ministerio de Transporte y 

Comunicaciones 

María Isabel 

Fernández 

Directora Ejecutiva Comisión Portuaria Nacional 

Juan Antonio Lemus Jefe Departamento Marítimo 

Maynor Joel Cordon Asistente Departamento Marítimo 

Eddy Sánchez Director General INSIVUMEH 

María del Rosario 

Miranda de Molina 

Jefe Dpto. de 

Ambiente 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Emanuel Fearo Medicina Laboral Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Joaquín Archila Jefe Dpto. Seguridad 

Industrial 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Angel Rivera Reyes Asistente de 

Operaciones 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Maynor Rivas López Departamento de 

Hidrografía 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Fidel Villanueva Coordinador de 

Operaciones 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Rigoberto Aguirre Asistente de 

Operaciones 

Marítimas 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Jaime Pérez Aguirre Director de 

Operaciones 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 
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Rafael Cáceres Jefe Sección de 

Bomberos 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Danilo Aldana Coordinador 

Seguridad 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Alfredo Gozález Coordinador 

Seguridad 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Folfito Regalado Práctico Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Rafael Aguilar 

Conteras 

Director Protección 

Portuaria 

Santo Tomás de Castilla 

Empresa Portuaria Nacional 

César Agusto 

González 

Radioperador Santo Tomás de Castilla 

Empresa Portuaria Nacional 

Ricky Garcia Control de derrames DVG 

Juan José Estrada Control de derrames DVG 

Eric Pinto Superintendente Puerto Barrios 

Edwin Noé Beteta Asistente Puerto Barrios 

Carlos Antonio 

Jimenez 

Asistente Puerto Barrios 

Julio Roa de la Peña Práctico Puerto Barrios 

Javier Guerra Supervisor 

Remolcadores 

Puerto Barrios 

Vinicio Marroquín Obras Civiles Puerto Barrios 

Adolfo Urízar Asistente 

Operaciones 

Puerto Barrios 

Melvin Leal  Shell Guatemala 
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Honduras 

Name Charge  Agency 

Bayardo Pagoada Vice-Ministro SOPTRAVI 

José Ramón Pineda Sub-Director Dirección General de la Marina 

Mercante 

Miguel Lardizábal Enlace Proyecto Dirección General de la Marina 

Mercante 

Omar Erazo Jefe Dpto. Gente de 

Mar 

Dirección General de la Marina 

Mercante 

Laura Rivera Jefe Dpto. Seguridad 

Marítima 

Dirección General de la Marina 

Mercante 

Marcio Martínez Jefe de Capitanías de 

Puerto 

Dirección General de la Marina 

Mercante 

Marco Tulio Avelar Inspector Estado 

Rector de Puerto 

Dirección General de la Marina 

Mercante 

Dennis Chinchilla Secretario Ejecutivo Comisión Nacional de Protección 

Portuaria 

Roberto Babún Gerente General Empresa Nacional Portuaria 

Óscar Delgado Superintendente Empresa Nacional Portuaria 

Zulema Reyes Jefe. Dpto. de 

Seguridad Industrial 

Empresa Nacional Portuaria 

José Rodríguez Supervisor de 

Operaciones 

Empresa Nacional Portuaria 

Carlos Portillo Dpto. Hidrografía Empresa Nacional Portuaria 

Juan A. Carvajal Dpto. Hidrografía Empresa Nacional Portuaria 

José Vargas Servicios Marítimos Empresa Nacional Portuaria 

Óscar Girón Dpto. Planeación Empresa Nacional Portuaria 

Vilma Bueso Dpto. Estadísticas Empresa Nacional Portuaria 

Ubodoro Reyes Piloto Empresa Nacional Portuaria 
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César Díaz Gerente de Planta HONDUPETROL 

Roberto López OPIP HONDUPETROL 

Saúl Rosales Jefe Seg. Industrial HONDUPETROL 

José Orellana Supervisor HSE HONDUPETROL 

Nelson Aguilar Superintendente 

Planta 

DIPPSA 

 

Other Organizations 

Name Charge  Agency 

Néstor Windevoxhel Director Tha Nature Conservancy 

Henrik Franklin Especialista Banco Interamericano de Desarrollo 

Emelie Weitnauer Asistente Banco Interamericano de Desarrollo 
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9 FINAL CONSIDERATIONS 

Reaching conclusion of this RN Project, with the issuance of this Final Report, there are 
some final details and acknowledgments to be made. 
 
First of all, it has become evident that shipping represents a fundamental role in the 
economic development of the region of the Gulf of Honduras (GoH), in which there is 
constant movement of ships that arrive, depart or transit through the shipping routes of the 
different ports included in the program: Port Cortes and Tela (Honduras), Santo Tomas 
and Port Barrios (Guatemala) and Big Creek and the Port of Belize City (Belize), the latter 
outside the area of the GoH and included explicitly by contractual reasons.  
 
In this context the search for existing information that would allow the identification of  the 
risks posed by the port activities and pollution from ships derived of their daily operations 
and maritime accidents caused by shipping accidents that lead to spills, sinkings, 
groundings, or collisions, revealed to be essential. There were difficulties in finding this 
crucial information as the authorities in the region lack of systematized and credible real 
databases. A culture of non-transparency in the handling of this information by the private 
sector fearing random reactions of the authorities of the Port State Control, produce as a 
consequence a large gap of information in certain periods of time. Overcoming this stage 
by a better training of the authorities in this regard, harmonizing the procedures and 
standards and on the other hand raising the awareness of the private sector should be one 
of the objectives of this GoH Project as a whole. 
 
On said private sector, GEF also seeks broad participation of such sector, the only way to 
achieve financial sustainability of such projects. In the case of GoH only a commitment by 
the authorities of the three countries and not only that, but serious attitudes of control and 
persistence over time of actions aligned with the purposes described here will make the 
private sector support in a sustained manner efforts  as they are intended. 
 
Second, and within this environmental veil that transcends in this Project, it is clear that the 
tendency is to promote the practice of safer shipping in the area of the GoH. This should 
also include the prevention of pollution from shipping operations, for which alternatives are 
presented on other shipping routes that could improve the sensitivity to potential impacts 
on geographical features with environmental significance, which must be understood as 
ecosystems particularly sensitive (coasts, reefs and other protected areas). Minimizing 
therefore, marine casualties with available technologies of the XXI Century, creating 
patterns and infrastructures necessary to deal with spills, establishing a suitable 
communication system between the ports that are included in the program, analyzing the 
never easy institutional and legal issues, a technical and administrative strengthen should 
be achieved for the purpose of promoting safe navigation and prevent pollution generated 
from shipping activities. Overall, concrete products are delivered with this Project, which 
should serve as a reference to the three countries in order to take steps in that direction 
and to do so in a convergent manner, the only way that the common area will not become 
unbalanced.  
 
A symptomatic example of the above expressed? The maritime authorities and port 
authorities that comprise the Project GoH, lack of an effective procedure for investigating 
accidents. It has been seen some effort by some countries to improve their situation, but it 
has only just began and there has to be confirmed if the effort is sustained. This deficiency 
causes a lack of records of maritime accidents throughout the region, of the spills and 
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incidents, so it is therefore identified the need for specialized technical personnel to 
engage in such activities. Finally press sources must be found, which can confirm the 
events and not at all be professional references. In that sense this RN Project has 
identified as an important strategy for the prevention of pollution, that countries adopt the 
IMO Code for the Investigation of Marine Casualties and Incidents” in accordance with 
Resolution A.849 (20) of the IMO, as amended by the Resolution A.884 (21), for 
subsequently establishing in their organizational charts a unit devoted solely to these 
activities.  
 
Within this framework we want to highlight here a transcendental event which occurred 
during the course of this Project. During the course of the Legal Workshop of the RN 
Project (Guatemala City, February 2009), the Belize delegation submitted to all 
delegations of the countries of the GoH, the case of the stranding in its territorial waters  of 
the vessel Westerhaven (December 2008). With the typical Anglo-Saxon pragmatism they 
transparently presented this case with the procedures and problems encountered. The 
whole event was a great experience and an act of great generosity of the delegation by 
sharing it. It was the first precedent and the Consortium believes that this should be a 
common practice. The challenge now should be that Guatemala and Honduras when 
having a similar experience of this sort, present it  before their neighbors of the GoH, 
openly and for all to learn and understand that this is a common problem in an area that is 
also common, that wants to be preserved. Perhaps it is left to be mentioned,  in connection 
with this case and the established amounts for environmental damages that in matters of 
law of the sea there is no space for voluntarisms for more scientific research on that 
validate procedures or environmental issues. This means that at sea there should be 
compensation schemes to cover the damage (in the case of oil spills) or the liability will be 
covered up to a value of the asset affected and beyond that the State will have a double 
problem: zero payment to cover damages, pure economic loss and the lawsuit, but also 
the abandonment of the asset and thus a new obstacle to navigation and an intruder in the 
environment, which is precisely what wants to be protected.  
 
Ultimately this issue of control of ships by Port State Control in each of the countries is of 
utmost importance to be implemented such measures promoted by IMO, which will reduce 
the transit of substandard ships in the region. Currently, member countries of the program, 
conduct independently from one another, this kind of inspections through the maritime 
authorities of each one. Honduras is a member of the Latin American Agreement for the 
inspection of ships by Port State Control (ROCRAM - Viña del Mar Agreement) since 
2001. Belize has joined the Caribbean Memorandum and Guatemala performs these 
activities through inspections assigned to the Port Captaincies dependent of the Ministry of 
Defense following the procedures of the IMO. The Consortium submitted in the Regional 
Legal Workshop (Guatemala City - February 2009) a proposal for the creation of a 
Memorandum of Understanding in the region of the GoH. This would allow countries to 
have a common procedure in order to alert the presence of vessels that do not meet the 
minimum safety conditions for navigation in the waters of the region. Once again the 
exchange of information seems essential between the authorities of the region of the GoH 
and hence the need to create the Information System for the Gulf of Honduras (SIGOH in 
Spanish abbreviation) aimed at strengthening a regional monitoring network, based on 
exchange of information related to the inspections  of Port State Control. This would 
provide information to the inspection authorities to aid in the selection of foreign flag 
vessels to be inspected and, secondly, to provide factual information concerning the 
execution of the competencies proper of Port State Control in the region. 
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Third, a subject on which the Consortium wants to make a final consideration concerns to 
the Particularly Sensitive Sea Area (PSSA). It was at the meeting of Synergies of the GoH 
Project (Belize City, May 2008) that the Consortium took contact with this subject matter 
and the URCP position was heard in relation to a possible declaration of PSSA in GOH 
area, according to the guidelines and procedures established by the IMO. In that sense it 
is mentioned that the Government of Mexico to a much wider area than GoH, would be 
presenting the proposal of PSSA to IMO. Subsequently access would be have, to an initial 
draft of their submission to the 58th Session of the MEPC of the IMO, on the interest of 
Belize, Guatemala, Honduras and Mexico to assign to the Mesoamerican Barrier Reef 
System (MBRS) as a PSSA. This draft document specifically mentioned the possibility of 
assigning the Traffic Separation System (TSS), Area to be Avoided  (ATBA), Non 
Anchorage Areas (NAA) and Recommended Routes. He then mentioned that NOAA staff 
would be supporting this matter. Then it was assumed a priori that PSSA was an objective 
of the GOH Project, as it was assumed that it would help reduce pollution of the GoH 
resulting from shipping, although there were no established guidelines on the terms of 
reference (TOR) assigned to the Consortium. In such exchange it was indicated by the 
Consortium, that it would have to be careful with those a priori as there were certain trade 
and transport activities of any country that could be affected and in this regard it was 
mentioned specifically crude oil exports from Belize and Guatemala. We must recall that 
the Annex 1 of Res A.927 (22) of IMO (15.01.2002), provides that:  "it is meticulously 
considered all interests, both coastal state, such as flag State, the stakeholders in the 
environment and the shipping industry ... ". The URCP indicated then that the issue would 
be managed directly by them. However, during the development of the project at the 
request of the counterparty a telephone contact was made with a technician from the 
NOAA, however later on, the Consortium was not invited to attend the personal meeting 
held with the main specialist who follows this issue in the NOAA, when he was at the 
project headquarters in Port Cortes (June 2008). As it has been said that direct handling of 
the URCP with NOAA resulted logical as the topic of the PSSA, was not included in the 
TOR of this RN Project. 
 
The conclusion of the Consortium is that while some products might serve that purpose, if 
the countries considered valid (even politically) for the purpose of the GoH Project's overall 
objective, it seems appropriate to suggest that many others are missing, even outside the 
scope of the RN Project. The updating of nautical charts, with up to date bathymetry with 
the corresponding hydrographic campaigns, does not seem as a easy task. One could 
continue with current studies that could be updated, winds, etc.. Similarly strengthened 
and efficient control instances, as well as the regulation of ratified Conventions and the 
subsequent allocation of adequate resources may approximate the goal. In the context of 
field visits for this Project, not a single instance in any of these countries that ratified its 
desire in a convincing manner its willingness  that the GoH becomes part of a PSSA,  
which otherwise as it has been seen points towards MBRS . To the contrary, what was 
found were doubts about the consequences of this scheme, resistance in some countries, 
for fears of losing sovereignty maximized by the absence of a maritime delimitation which, 
needless to say, impact on the so needed schemes of judicial execution designed under 
the United Nations Convention on the Law of the Sea. The Consortium understands that to 
move forward in the technical implementation of the above PSSA project, it should be 
confirmed the political support of the three countries and further integrate with Mexico to 
advance in the instances required by the IMO.  The support of NOAA, which apparently is 
the engine of this implementation could come within this framework, which highly exceeds 
the smallest of the GoH Project, which has clearly outlined its objectives within its logical 
framework.  
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Fourthly, it has been identified diverse means of prevention  that correspond generally to 
the correct implementation of the recommendations made in this study and in particular, 
compliance with rules and regulations established in the conventions and IMO codes 
applicable to merchant vessels related to channels, buoy systems, navigation aids, VTMIS 
system, maritime communications, notices to mariners, port waste reception, control of 
merchant ships by Port State Control, ballast water, put into force national contingency 
plans, demand local contingency plans, achieve an OPRC plan for the GoH, increase 
classroom training and field exercises for spill control, standards for solid bulk operations 
and environmental impact studies for port development. From the private sector it was 
recommended the implementation of a system of "vetting" to ensure that all tankers 
moored at ports in the GoH meet all international standards for maritime safety and marine 
environmental protection. Finally he recommended putting in place in each country and 
follow up the recommendations of the Environmental Code of Conduct for Port 
Management in Central America.”67 
 
Fifth, it is worth highlighting the "Integrated Program for Safe Navigation", an aspiration 
which is worth mentioning the persistence of the maritime specialist of the URCP that 
followed closely the issue. This has a base the implementation of navigational aids, buoy 
systems for channels, automatic positioning system and integrated communications 
system, institutional strengthening and as a complement at long term, the determination of  
"zones to avoid," "recommended tracks "and" recommended transport routes, all to 
preserve the marine and coastal areas more sensitive to the possible pollution caused by 
ships. 
 
This program is divided into three sections: the first Institutional which recommends the 
ratification of international conventions, expansion of tasks such as port State Control, 
strengthening of the institutions of the respective governments, the adoption of NCP and 
the need for local plans and promoting the system of "vetting" by private operators, the 
second section corresponds to the Operational area with control to the merchant vessels, 
bathymetric surveys, navigation aids, included in the VTMIS and the integrated 
communications and improved services of the tugs, these two sections could be 
implemented in the short and medium term, in accordance to budget allocations made in 
the coming periods. Finally, the third section, intended for the long term,  recommends 
advancing in the studies to declare a PSSA to the MBRS, within the appropriate schemes, 
which may not necessarily be the ones of the GoH Project and in accordance with the 
specifications issued by the IMO .  
 
In sixth place and in relation to environmental risks identified that are associated with port 
development (construction and / or extension) it is recommended to conduct a mandatory 
environmental impact assessment and obtain an environmental license, to ensure the 
adoption of standards compatible with the concept of sustainable development. For the 
environmental risks identified with port operations, the recommended preventive measure 
is the adoption of Operational Procedures for Loading and Unloading of Bulk Solids and 
Machinery Maintenance and Waste Treatment Procedures to ensure that waste entering 
the sea do so without polluting. In this topic, it is also proposed to keep in mind the 
recommendations of the Environmental Code of Conduct for Port Management in Central 
America.  

                                                
67

 Approved by the XXVII REPICA (11 and 12 of May,2007-Guatemala) and published by COCATRAM 
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In seventh place and in relation to the Annex submitted on the drift of oil spills more likely 
in selected areas of the GoH, it should be emphasized that the stochastic model results 
are variable, since in some cases the arrival times of the spill to the coast range from a few 
hours to several days and, according to the prevailing winds at different times of the year 
there are impacts on various sectors of the coastline. In the case of an actual spill, we 
recommend running the software again on its deterministic mode (trajectory and 
destination) with current data and prediction of wind available for the day of the incident, 
so that we may analyze the potential impacts that this would cause.  
 
In eighth place and as a reflect of the geophysics dynamics of the GoH region, we want to 
remind that that on the morning of May 28, 2009, an earthquake with a magnitude of 7.1 
on the Richter scale, whose epicenter was located in the Caribbean Sea, about 130 km 
northeast of the city of La Ceiba, Honduras at a depth of about 10 km, according to the 
United States Geological Service (USGS). Full area of influence of the GoH, in Port 
Cortes, causing damage in the port premises, the infrastructure and equipment, causing 
the temporary closure of some piers of the Empresa Nacional Portuaria (the National Port 
Authority in Honduras). This Final Report makes some reference to this fact and its 
implications, serving as an example of high vulnerabilities that the region has. Chapter 1 
already makes emphasizes to the possible consequences of hurricanes that every year 
sweep the region, being very present in people's minds the passage of Hurricane Mitch. Of 
course after this disaster, damage assessments are required and these should be priority. 
The GoH Project could well contemplate these situations. 
 
At closing, we want to thank the Counterparty URCP and its Director Mr. Edas Munoz, the 
Environmental Specialist Mrs. Ana Carolina Sikaffy, the ongoing interaction that allowed 
this project to move toward the goals set in the TOR. To COCATRAM, the implementation 
unit of this Project, to its Director, Mr. Otto Noack, who was always attentive to the political 
and administrative situations that arose during the course of it, which were not few, 
besides accompanying the major milestones of the Project, which gave it the importance 
and appropriate level. Finally the IADB in the person of its focal point Emelie Weitnauer, 
which was following the Project in two stages and who allowed to accelerate decisions at 
the IADB level when circumstances required it. On behalf of the Consultant Team and the 
Technical Coordination who had the pleasure to supervise and direct, thank you very 
much ...!  
 
 
 
Ruben Reyna  
 
Director  
IMC & Associates Consortium 
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ANNEX GRAPHICS 
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Photographic Annex 

Aids to Navigation an Equipment 

Buoys that delimits the Access canal- Puerto Cortés 

 (Photo 001) Buoy No.1 (Green) 

 (Photo 002) Buoy No.2 (Red) 

 (Photo 003) Buoy No.3 (Green) 

 (Photo 004) Buoy No.4 (Red) 

 

Access Channel to Puerto Cortés 

 (Photo 005) Pilot Buoy (Sea Buoy) 

 (Photo 006) Lighthouse Punta Gorda 

 

Puerto Cortés 

 (Photo 007) VTS Tower under construction- Puerto Cortés  

 (Photo 008) Tug boats services- Puerto Cortés 

 

Access Channel to Puerto Barrios 

 (Photo 009) Two specially colored buoys (yellow) mark the entrance- Puerto Barrios  

 (Photo 010) Approximation to port of Santo Tomás de Castilla and Puerto Barrios 

 

Steel Buoys installed in the access canal to Port of Santo Tomás de Castilla 

 (Photo 011) Buoy No.1 (Green) 

 (Photo 012) Buoy No.2 (Red) 

 (Photo 013) Buoy No.3 (Green) 

 (Photo 014) Buoy No.4 (Red) 

 

Other Navigational Aids- Port of Santo Tomás de Castilla 

 (Photo 015) Pilot or sea buoy 

 (Photo 016) Villedo lighthouse 

 

Naval Base Beacon 

 (Photo 017) Frontal 

 (Photo 018) Rear  

 

VTS Tower Port of Santo Tomás de Castilla 

 (Photo 019) Tower with two levels 

 (Photo 020) Radar (Furuno) And AIS equipment 

 (Photo 021) Tug boat’s services 
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Access Channel Buoys to Port of Big Creek, Belize 

 (Photo 022) Buoy No.10 (Red) 

 (Photo 023) Buoy No.12 (Red) 

 (Photo 024) Buoy No.13 (Green) 

 (Photo 025) Buoy No.14 (Red) 

 (Photo 026) Buoy No.15 (Green) 

 (Photo 027) Buoy No.16 (Red) 

 

Port of Big Creek, Belize 

 (Photo 028) There is in service a tug boat for maneuvering 

 (Photo 029) Red plastic buoy, without number 

 (Photo 030) Green plastic buoy, without number 

 (Photo 031) Plastic floating buoy 

 (Photo 032) Destroyed plastic buoy 

 (Photo 033) Green buoy, without number 

 

Port of Belize 

 (Photo 034) Reference lighthouse 

 (Photo 035) There are two tug boats for maneuvering 

 (Photo 036) Meteorology station  

 

Annex Port Activities Background 

 

Dangerous Goods 

 (Photo 037) Dangerous goods (class 6 and 8) in patio 10, Puerto Cortés 

 (Photo 038) Shed for dangerous gods in warehouse No.1, Puerto Cortés 

 (Photo 039) Non-dangerous goods, Patio 10, Puerto Cortés 

 (Photo 040) Patio No.5 with dangerous goods, Port of Santo Tomás de Castilla 

 (Photo 041) Patio No.7, Santo Tomás de Castilla 

 (Photo 042) Dangerous godos sign, Puerto Barrios 

 (Photo 043) Patio No.2, Puerto Barrios 

 

Residues 

 (Photo 044) Garbage reception facility, Puerto Cortés 

 (Photo 045) Grounds where a new residue reception facility is going to be built, Puerto 

Cortés. 

 (Photo 046) Loss of hydraulic Liquid, Puerto Cortés 

 (Photo 047) Drainage trap in the sector of the workshop, Puerto Cortés 

 (Photo 048) Workshop sector, Puerto Cortés 

 (Photo 049) Workshop sector, Puerto Cortés 
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Annex Port Activities Background 

 (Photo 050) Scanner for containers, Puerto Cortés 

 (Photo 051) Personnel Entrance, port of  Santo Tomás de Castilla 

 (Photo 052) Visitor  entrance, port of Santo Tomás de Castilla 

 (Photo 053) Out of service scanner, Port of Santo Tomás de Castilla 

 (Photo 054) Scanner for containers, Puerto Barrios 

 (Photo 055) Sign, Port of Belize 

 (Photo 056) Personnel at dock, Port of Belize 

 (Photo 057) Security Services at the entrance, Port of Big Creek 

 (Photo 058) Interior sign, Port of Big Creek 

 (Photo 059) Television camera at the maneuvering dock, Port of Big Creek 

 

Annex Port Infrastructure 

 (Photo 060) Dock No.1 

 (Photo 061) Dolphins 

 (Photo 062) Dock 1A 

 (Photo 063) Dock 2 

 (Photo 064) Dock 3 

 (Photo 065) Dock 4 

 (Photo 066) Dock 5 

 (Photo 067) Santo Tomás de Castilla 

 

 Santo Tomás de Castilla 

 (Photo 068) Panoramic view 

 (Photo 069) Main Dock 

 (Photo 070) Fuel terminal 

 (Photo 071) Loading/Unloading area 

 

Puerto Barrios 

 (Photo 072) Panoramic view 

 (Photo 073) Dock 

 (Photo 074) Pipe lines 

 (Photo 075) Dock 

 

Port of Belize 

 (Photo 076) Panoramic view 

 (Photo 077) Lateral dock  

 (Photo 078) Dock 

 (Photo 079) Access to dock 

 

Puerto Big Creek 

 (Photo 080) Panoramic view 

 (Photo 081) Main dock 
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 (Photo 082) Tug boat area 

 (Photo 083) Dock 

Annex Consultation of the Personnel Involved 

 (Photo 084) ENP 

 (Photo 085) Superintendency/Statistic department 

 (Photo 086) ENP Pilot 

 (Photo 087) ENP CEO 

 (Photo 088) Port State Control inspectors 

 (Photo 089) Hygiene and industrial safety department 

 

Guatemala 

 (Photo 090) EMPORNAC, Santo Tomás de Castilla 

 (Photo 091) Operations department 

 (Photo 092) Port security department 

 (Photo 093) Control Tower 

 Puerto Barrios 

 (Photo 094) Functionaries of Puerto Barrios 

 (Photo 095) Control tower 

 (Photo 096) Port Superintendency 

 (Photo 097) Operations department 

 

Belize, Belize port authority 

 (Photo 098) Belize port authority 

 (Photo 099) Port of Belize 

 (Photo 100) CEO, Port of Belize 

 (Photo 101) Deputy CEO, Port of Belize 

 (Photo 102) Pilot, port of Belize 

 (Photo 103) Port operations, Port of Belize 

 

Port of Big Creek 

 (Photo 104) General Manager Port of Big Creek 

 (Photo 105) Pilot, Port of Big Creek 

Spill Training 

 (Photo 106) Spill Training in Santo Tomás de Castilla 

 (Photo 107) Participants in the Spill Training in Santo Tomás de Castilla 

 (Photo 108) Spill Training in Puerto Cortés 

 (Photo 109) Spill Training in Puerto Cortés (2) 

Regional Workshop 

 (Photo 110) Roundtable Belize 

 (Photo 111) Roundtable Guatemala 
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 (Photo 112) Roundtable Honduras 

 (Photo 113) Group  photograph 
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FOTOGRAPHIC ANNEX 

AIDS TO NAVIGATION AND EQUIPMENT 

 

BUOYS THAT DELIMITS THE ACCESS CANAL TO PUERTO CORTES 

 

                    

                          

 

 

 

 

 

 

 

                    (Photo 001) Buoy No. 1- (Green)                 (Photo 003) Buoy No. 3- (Green)     

 

 

 

 

 

 

 

                   (Photo 002) Buoy No. 2- (Red)                     (Photo 004) Buoy No. 4 - (Red) 
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ACCESS CHANNET TO PUERTO CORTÉS 

 

(Photo 005) Pilot Buoy (Sea Buoy) 

 

(Photo 006) Lighthouse Punta Caballos 
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PUERTO  CORTÉS 

 

                             (Photo 007) VTS tower  in Puerto Cortés 

                        

 

(Photo 008) Tug Boats services, Puerto Cortes 
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ACCESS CHANNEL TO PUERTO BARRIOS 

                               

                

(Photo 009) two specially colored buoys (yellow) mark the entrance to Puerto   

Barrios              
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(Photo 010) Approximation to Puerto de Santo Tomás de Castilla and Puerto Barrios 
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STEEL BUOYS INSTALLED IN THE ACCESS CHANNEL TO 

PUERTO DE SANTO TOMAS DE CASTILLA 

          

                         

                                                                              

                                                                       

 

 

 

 

 

 

                          

(Photo 011) Buoy No. 1 (green)                           (Photo 012)  Buoy No. 2 (red) 

 

                                                                      

                                                                                     

                                      

                             

                                                                                                                 

 

    

(Photo 013) Boya No. 3 (green)                 (Photo 014) Buoy No. 4 (red) 
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OTHER NAVIGATIONAL AIDS- SANTO TOMAS DE CASTILLA 

                            

              (Photo 015) Pilot or Sea Buoy              (Photo 016) Villedo Lighthouse 

                                                 NAVAL BASE BEACON                      

        (Photo 017) Frontal                                                     (Photo 018) Rear 
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VTS TOWER 

PUERTO DE SANTO TOMAS DE CASTILLA. 

                         

         

 

  

 

    

 

 

              (Photo 019)Tower with two levels                        (Photo 020) Radar Furuno and AIS                

 

 

 

 

 

 

                 

 

 

 

 

 

(Photo 021) Tug boats services 
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ACCESS CHANNEL BUOYS TO PORT OF  BIG CREEK, BELIZE. 

                       

 (Photo 022) Buoy No. 10, (red)                          (Photo 023) Buoy No, 12, (red) 

 

                  

 (Photo 024) Buoy No. 13, (green)                        (Photo 025) Buoy No. 14, (red) 

 

                      

   (Photo 026) Buoy No.15, (green)                      (Photo 027) Buoy No. 16, (red)             
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PORT OF BIG CREEK, BELIZE 

 

 

              (Photo 028) An in service tug boat used for maneuvering  
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PORT OF BELICE, ACCESS CHANNELS BUOYS 

 

(Photo 029) red plastic buoy w/n                              (Photo 030) green plastic buoy w/n       

                                                                       

                                                                                   

                              

  

 

 

    (Photo 031) plastic floating buoy              (Photo 032) destroyed plastic buoy 

 

 

 

 

                                                   

 

 

 

 

                                          (Photo 033) green buoy w/n    
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PORT OF BELIZE 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

(Photo 034) Reference Lighthouse 

 

 

 

 

 

 

 

 

 

 

 

(Photo 035) Two tug boats for maneuvering 
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PORT OF BELIZE 

 

(Photo 036) Metereology station  
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ANNEX PORT ACTIVITIES BACKGROUND 

DANGEROUS GOODS 

 

(Photo 037) Dangerous goods (class 6 and 8) in patio 10, Puerto Cortés 

 

(Photo 038) shed for dangerous goods in warehouse No.1 Puerto Cortés 
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(Photo 039)  Non-dangerous godos- Patio 10- Puerto Cortés 

 

(Photo 040) Patio N° 5 with dangerous godos- Puerto Santo Tomás de Castilla 



IMC & Asociados  Final Report 

 
 October 2009  351 
 

 

(Photo 041) Patio N° 7 -Santo Tomás de Castilla 

 

(Photo 042) Dangerous godos sign- Puerto Barrios  
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(Photo 043) Patio N° 2, Puerto Barrios 
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ANNEX PORT ACTIVITIES BACKGROUND 

RESIDUES 

 

(Photo 044) Garbage Reception Facilitie, Puerto Cortés 

 

(Photo 045) Grounds where a new residue reception facility will be built Puerto Cortés 
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(Photo 046) Loss of hydraulic liquid, Puerto Cortés 

 

(Photo 047) Drainage trap in the sector of the workshops, Puerto Cortés 
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(Photo 048) Workshop sector, Puerto Cortés 

 

(Photo 049) Workshop, Puerto Cortés 
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ANNEX PORT ACTIVITIES BACKGROUND 

ISPS CODE 

 

(Photo 050) Scanner for container, Puerto Cortés 

 

(Photo 051) Personnel entrance, SantoTomás de Castilla 
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(Photo 052) visitors entrance, Puerto Santo Tomás de Castilla 

 

(Photo 053) Out of service scanner, Puerto Santo Tomás de Castilla 
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(Photo 054) Scanner for containers, Puerto Barrios 

 

(Photo 055) Sign, Port of Belize  
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(Photo 056) Personnel at dock, Puerto Ciudad de Belice 

 

(Photo 057) Security services at the entrance, Port of Big Creek 
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(Photo 058) Interior sign, Big Creek 

 

(Photo 059) Television camera at the meveuvering dock, Big Creek  
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ANNEX PORT INFRASTRUCTURE 

PUERTO CORTÉS 

 

(Photo 060) Dock Nº 1 

 

(Photo 061) Dolphins 
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(Photo 062) Dock 1 A 

 

(Photo 063) Dock 2 
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(Photo 064) Dock 3 

 

(Photo 065) Dock 4 
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(Photo 066) Dock 5 

 

(Photo 067) SANTO TOMÁS DE CASTILLA 
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(Photo 068) Panoramic view  

 

(Photo 069) Main dock 
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(Photo 070) Fuel Terminal 

 

(Photo 071) Loading / unloading area 
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PUERTO BARRIOS 

 

(Photo 072) Panoramic view 

 

(Photo 073) Dock  
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(Photo 074) Pipe lines 

 

(Photo 075) Dock 

PORT OF BELIZE 
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(Photo 076) Panoramic view  

 

(Photo 077) Lateral dock 
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(Photo 078) Dock 

 

(Photo 079) Access to dock 

PUERTO DE BIG CREEK 
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(Photo 080) Panoramic view 

 

(Photo 081) Main dock 
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(Photo 082) Tug boats area 

 

(Photo 083) Dock 
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ANNEXO CONSULTATION TO THE PERSONNEL INVOLVED 

PUERTO CORTÉS, HONDURAS 

 

(Photo 084)  ENP 

 

(Photo 085) Superintendency/Statistics department  
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(Photo 086) ENP Pilot 

 

(Photo 087) ENP CEO 
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(Photo 088) Port State Control inspectors 

 

 

 

 

 

 

 

 

 

 

 

 

(Photo 089) Safety and Industrial Hygiene department  
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GUATEMALA 

SANTO TOMÁS DE CASTILLA 

 

(Photo 090) EMPORNAC – Santo Tomás de Castilla 

 

(Photo 091) Operation departmet  
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(Photo 092) Port Security Department 

 

(Photo 093) Control Tower 
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PUERTO BARRIOS 

 

(Photo 094) COBIGUA Puerto Barrios 

 

(Photo 095) Control Tower 
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(Photo 096) Port Superintendency 

 

(Photo 097) Operations Department  
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BELIZE 

BELIZE PORT AUTHORITY 

 

(Photo 098) Belize Port Authority

 

(Photo 099) Port of  Belize 
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(Photo 100) CEO Port of Belize 

 

(Photo 101) Deputy CEO Port of Belize 
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(Photo 102) Pilot Port of Belize 

 

(Photo 103) Port operations, Port of Belize 

PUERTO  OF BIG CREEK 
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(Photo 104) General Manager Port of Big Creek 

 

(Photo 105) Pilot of Port of Big Creek 

SPILL TRAINING 
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(Photo 106) Spill training in Santo Tomás de Castilla 

 

(Photo 107) Participants of the Spill Training in Santo Tomás de Castilla 
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(Photo 108) Spill Training in Puerto Cortés 

 

(Photo 109) Spill Training in Puerto Cortés (2) 

Regional Workshop 
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(Photo 110) Roundtable Belize 

 

(Photo 111) Roundtable Guatemala 
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(Photo 112) Roundtable Honduras 

 

(Photo 113) Group Photograph  
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ANNEX 3: COMMUNICATIONS PLAN 
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COMMUNICATIONS PLAN 

 

INTRODUCTION 

It is of great importance to bear in mind that for the development of an efficient 

communications plan among the ports that are located in the influential area of the Gulf of 

Honduras, it is fundamental to carry out an evaluation of the need of establishing of a 

Maritime Traffic Control System by a VTS specialist of the consortium that carries out the 

consultancy of the “Evaluation of Navigational Risks and the Harmonization of Regulations 

related to the Safety of Navigation”, given that this system is conformed by elements that 

are fundamental for maritime communication among the ports. Therefore, the actual 

development of work presented in this report will be complemented by the information that 

will be obtained of the said component; thus complying in a better way with the above 

mentioned objectives in the terms of reference of the present consultancy; In the same 

way and considering the importance of the Global Maritime Distress and Safety (GMDSS) 

in the next progress report will be made the pertaining observations to the use of such 

equipment at ports of the region according to the maritime areas where vessels are 

moving and coverage areas of equipment designed for this type of communications. 

With the exception of the Belize Port Authority, other maritime administrations do not 

publish "Notices to Mariners", which is an essential tool for ships arriving at ports, since 

this information contains important data such as: changes in the routes used by ships, new 

obstacles to navigation, changes or new entrants into the maritime signage, operating 

conditions and procedures for entry to the port, among others; it is therefore essential that 

countries that make up the program, implement this type of information that is very 

valuable for preventing accidents and knowledge of new procedures for the arrival, 

departure or transit through the zone of influence in the Gulf of Honduras: likewise, 

becomes vital management information related to weather and climatic conditions, in order 

to alert the ships in case there is bad weather conditions or not to allow the development 

of safe navigation. 

Other recommendable procedures established b the International Maritime Organization 

exist, that can be implemented by maritime authorities of the countries that form part of the 

Gulf of Honduras, and that, without any doubt, will complement the Communication Plan 

among ports. This plan is called an Agreement or Memorandum of Understanding for the 

inspection of Ships by the Port State Control, whose model has been developed in 

different regions of the world, they are: The Paris MOU (Memorandum of Understanding), 

Tokyo MOU, or Latin-American agreement for the inspection of ships by Port State 

Control, among others. 

Enumerated below are the most important aspects that will serve as the basis for the 

implementation of a Communication Plan among the ports of the Gulf of Honduras. 
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1. Background: 

A diagnosis of the communication installations of each port was prepared, finding the 

following results: 

Puerto Cortes: 

The radio station in Puerto Cortés in found on the third floor of the port’s supervision 

building. It does not have visual access to the harbors or to the maneuvering docks; and 

has VHF radios with which they communicate with vessels using channels 16 and 22. 

They also possess telephones and the radio operators are bilingual. 

The construction of a control tower, which is located near the dock No.3 area of the port 

facilities, is underway. It will be able to have good visibility of the bay’s port. 

The General Directorate of the Merchant Marine is in process of acquiring the equipment 

of an Automatic Information System, which will be purchased through a program that is 

administered by the Modernization of the State Office. 

Santo Tomás de Castilla 

A control tower exists in Santo Tomás de Castilla, which operates in the Port’s 

Communications Department, in which maritime traffic control functions are carried out. It 

has the following equipment: 

a. Three (3) VHF radios that operates in channels 12, 16 and 22 are used for maneuvers, 

contact and communication with vessels, respectively. 

 

b. One (1) ARPA Radar with reach of 96 Nautical Miles, Furuno 

 

c. One (1) Automatic information System (AIS) 

 

d. One (1) UHF that is utilized for communications with tugs abroad. 

 

e. Two (2) Telephone lines with local access; international calls are carried out with the 

authorization of the Port’s Management. 

 

The equipment is administered by two radio operators. 

 

Puerto Barrios: 

In Puerto Barrios, a control tower exists in the entrance of the dock of the port´s facilities, 

with the following dimensions: height 8.5(M), area 8.4(M2). It counts the following 

equipment: 
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c. Two (2) VHF radios that function in channels 16 and 22. 

 

d. Two (2) Telephone line with internal and international access. 

 

The equipment is administrated by two bilingual radio operators. 

Port of Belize: 

In the port of Belize, communication with vessels is carried out through VHF radios which 

are located in the port’s administrative building. Channels 16 and 22 are used.}The  

Radio operators communicate in English 

Possess telephone lines with local and international access 

Port of Big Creek: 

In the port of Big Creek, communication with vessels is carried out through VHF radios 

which are located in the port’s administrative building. Channels 16 and 22 are used.}The  

Radio operators communicate in English 

Possess telephone lines with local and international access 

 

CONCLUSIONS OF DIAGNOSIS  

Except for the Puerto Santo Tomás de Castilla, the ports in the area of the Gulf of 

Honduras have very basic equipment for maritime communication destined to control the 

maritime traffic of the Gulf of Honduras. A procedure to be able to carry out communication 

with the other ports does not exist. When this occurs, it is carried out in an informal way 

and not according to an established program; the communication in its self is sporadic. In 

some cases, the equipment does not possess the necessary potency to be able to 

communicate with other port facilities. 

In regards to the personnel that operates the communications equipment, training is 

important for the utilization of the correct vocabulary for the international maritime 

communication, for this purpose it is recommended to follow what is the established in 

Resolution A.918 (22) of the International Maritime Organization titled “IMO Standard 

Phrases for Marine Communication”, which are general principles of radiotelephony that 

are established in the Radio Regulations of the International Telecommunications Union 

(ITU). 

In order to establish measures that allow the upholding of maritime traffic control in the 

Gulf of Honduras during the development of a Communications Plan among ports, the 

following will be established: 
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d) Identification of the requirements of maritime communication equipment. 

 

e) Identification of training of the personnel that operate the communications equipment. 

 

f) Identification of an outline that permits the correct administration of the 

communications plan among the ports. 

 

It is important to emphasize, that the International convention for the Safety of Life at Sea 

(SOLAS), establishes in its Regulation 5, part B of chapter IV “Radio communications”, the 

following: 

Part B 

Undertakings by Contracting Governments 

Regulation 5 

 

Provision of radio communication services 

Each Contracting Government undertakes to make available, as it deems practical and 

necessary either individual or in co-operation with other Contracting Governments, 

appropriate shore-based facilities for space and terrestrial radio communication services 

having due regard to the recommendations of the Organization. These services are: 

6. A radio communication service utilizing geostationary satellites in the Maritime Mobile-

Satellite Service; 

 

7. A radio communication service utilizing polar orbiting satellites in the mobile-satellite 

service; 

 

8. The maritime mobile service in the bands between 156MHz and 174 MHz; 

 

9. The maritime mobile service in the bands between 4,000 kHz and 27,500 kHz; and 

 

10. The maritime mobile service in the bands between 415 kHz 535 kHz and between 

1,605 kHz and 4,000 kHz.  

 

Each Contracting Government undertakes to provide the Organization with pertinent 

information concerning the shore-based facilities in the maritime mobile service, mobile-

satellite service and Maritime Mobile Service, established for sea areas which it has 

designated off its coasts. 
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Considering the before mentioned, it will be necessary to evaluate the capacities of each 

one of the countries that conform the Gulf of Honduras, emphasizing the importance that 

implies the study of the establishment of a Vessel Traffic Management Information System 

(VTMIS), which will be presented as an integral part of this consultancy and will determine 

the need of the establishment of this type of equipment and required technology. Which 

will depend on the expert analysis of the consortium responsible for carrying out this 

activity, according to the conditions of the ports and to the maritime traffic of the Gulf of 

Honduras; this will be complementary to the Communications Plan between the ports. 

From the diagnosis the presently owned communication systems or the ports of the Gulf of 

Honduras, it is necessary to take into account the following for the elaboration of an 

adequate Communication Plan: 

1) Background 

2) Training of the Personnel 

3) Means of Communications 

4) Equipment acquisition 

5) Establishment of a Memorandum of Understanding 

 

2. TRAINING OF THE PERSONNEL 

For a correct use of communications, it is necessary to train the personnel in the following 

areas: 

a. IMO Standard Marine Communication Phrases 

In accordance with what is established in Resolution A.918 (22) “IMO Standard Marine 

Communication Phrases”, this instrument offers the language with which the marine 

communications should be established among vessels and between shore-based stations 

and vessels, which have to be formalized by the different ports that conform the Gulf of 

Honduras with the purpose to contributing with the safety of the navigation, human life in at 

sea and the conservation of the marine environment. 

The standardization of this language, will allow radio operators to communicate in a more 

efficient way, with vessels and pilots that navigate vessels in the proximity of the ports and 

in the different maneuvers that are carried out. 

The communication among vessels and among the ports and vessels should be in 

English, because this language has an extensive international level, therefore; the radio 

operators of each one of the ports should have English language proficiency. 

For communications among ports, it is necessary to develop a procedure that allows radio 

operators to have a smooth communication in the case of be necessary to have 

communication with other radio operators in the other ports; should be considered also 

situations in which it will be necessary to communicate on an urgent basis, identifying the 
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ways and equipment used in situations requiring that information be transferred 

immediately to the other ports (for example: Emergencies because of maritime accidents 

such as: sinking, collisions, spills; emergencies caused by the transportation of dangerous 

goods; emergencies due to requirements of services to vessels such as oily water 

treatment, garbage or potentially dangerous substances, among others).  

It is included as annex to this document the Resolution A.918 (22) “IMO Standard Marine 

Communication Phrases”. 

b. International Signal Code 

The international Signal Code comes from the first Coded drafted by the British Board of 

Trade in 1885 and was approved by the International Maritime Organization in 1965. It is 

used in maritime navigation for the transmission of messages. The purpose is to resolve 

situations essentially related to the safety of the navigation and human life at sea; whether 

it is among two or more vessels or between a vessel and a shored-bases station; it relies 

on flags of different shapes and colors to represent the International Phonetic Alphabet 

and numbers.  

The code has been adopted by all the maritime nations and is used aboard vessels for 

their communication with other vessels or shore-based stations. 

It is important that the radio operators know the meaning and use of the International 

Signs Code, because it is a useful tool for the maritime communication, attached is a table 

that shows the meaning and combination of the flags. 

Despite the use of the code has decreased with the radio communications, it is always use 

to indicate a specific message. 

c. Use of Equipment  

Depending of the type of equipment that is recommended for each one of the ports, with 

the objective of standardizing the way of communication, it can be designed a proper 

training  in order to make an efficient use of resources had, the present study will conduct 

an analysis of the need to establish a Vessel Traffic Management Information System 

(VTS), which will indicate, the type of equipment convenient to each port and the feasibility 

of establish these types of diagrams in the zone of the Gulf of  Honduras. 

d. Internet and E-mail. 

The use of technology is important in order to maintain a fluent communication, this is why 

it is established the need that radio operators have access to internet and e-mail; to 

implement a methodology for its use, it is recommended as a start design of  the 

architecture necessary and establish a net administrator that be rotated among the 

countries members of the program, establishing for that purpose, a web page that 

administrate the e-mail counts of the radio operators from the different countries. 
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e. International Regulations for Avoiding Collisions at Sea (COLREGS) 

This regulation has as purpose to prevent maritime accidents of the vessels, the maritime 

administrations can adopt maritime control systems, this is why it is  important that the 

radio operators of the ports of the Gulf of Honduras know the content of this instrument of 

the International Maritime Organization.   

It is include as an annex to this document the International Regulations for Preventing 

Collisions at Sea. 

f. Model IMO Courses 

The International Maritime Organization has established models courses related to 

maritime communications, which will be helpful for radio operators and maritime traffic 

control: 

i. Radar navigation, Radar plotting and use of ARPA. 

ii. Global Maritime Distress Safety System (GMDSS) restricted operator. 

3. Ways of Communication/Signal Receivers 

a. Radio 

It is of great importance, to bear in mind the reasonable use of the communications 

systems via radio VHF; generally, there is an ignorance of the use of the channels and 

frequencies. For its correct use, it is recommended to keep in mind the nomination of the 

channels and broadcast frequencies, which are described in the following table: 

Channel Frequencie Use 

1 156.050 - 160.650 Ports and commercial operations, VTS 

2 156.100 - 160.700 Ports and Commercial Operations  

3 156.150 - 160.750 Ports and Commercial Operations 

4 156.200 - 160.800 Ports and Commercial Operations 

5 156.250 - 160.850 Ports and Commercial Operations 

6 156.300 - 156.300 Bridge to Bridge  Communication 

7 156.350 - 160.950 
Port operations 

Comercial 

8 156.400 - 156.400 Tugs/ Mooring Vessels (Tows) 

9 156.450 - 156.450 Port Operations 
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VTS 

10 156.500 - 156.500 Tugs/ Mooring Vessels (Tows) 

11 156.550 - 156.550 
Traffic Control 

VTS 

12 156.600 - 156.600 
Traffic Control 

VTS 

13 156.650 - 156.650 
Traffic Control 

VTS 

14 156.700 - 156.700 
Traffic Control 

VTS 

15 156.750 – 156.750 Notices / Meteorology 

16 156.800 - 156.800 Distress Calls 

17 156.850 - 156.850 Port State Control 

20 157.000 - 161.600 
Tugs 

Port Operations 

21 157.050 - 161.650 Bridge to Bridge  

22 157.100 - 161.700 Bridge to Bridge 

23 157.150 - 161.750 Radiotelephony 

24 157.200 - 161.800 Radiotelephony 

25 157.250 - 161.850 Radiotelephony 

26 157.300 - 161.900 Radiotelephony 

27 157.350 - 161.950 Radiotelephony 

28 157.400 - 162.000 Radiotelephony 

68 156.425 - 156.425 
Traffic Control 

VTS 

69 156.475 - 156.475 Passenger Vessels 



IMC & Asociados  Final Report 

 
 October 2009  397 
 

70 156.535 Digital Emergency Call (LSD) 

71 156.575 - 156.575 Recreation Vessels  

72 156.625 - 156.625 Traffic Control 

73 156.675 - 156.675 Bridge to Bridge 

74 156.725 - 156.725 Sporting Vessels  

77 156.875 - 156.875 Pilots 

78 156.925 - 161.525 Recreational Vessels 

 

Emergency channels should only be use in when necessary (danger situations); in case of 

usage to make contact, its use should be limited. After communication has been 

established, another working channel should be agreed upon. 

b. Telephone 

It is recommended that maritime traffic control stations count with telephone lines that 

have internal, local and international access, with the main objective to be able 

communicate directly when it is necessary. 

c. Internet 

The use of the e-mail will allow an exchange of information among the responsible for the 

communications between ports, as previously mentioned, putting in operation this type of 

communications is recommended to be developed through the Gulf of Honduras Project; 

providing ports with e-mails that are administrated by the internet webpage server.  

d. Automatic identification System 

The Automatic Information System (AIS) is a system that allows the identification of 

vessels automatically from other vessels, aircraft or shore-based stations. This type of 

equipment has been developed, so much as for the operation in vessels as for shore-

based stations, with the main objective of improve the safety and efficiency of navigation, 

by this way reinforcing the safety of human life at sea and the protection of the marine 

environment. 

The system is based on a device that is installed aboard the vessel that broadcasts in an 

autonomous and continuous mode, information that allows to the remainder of existing 

ships in the area or station located on land, to identify and to know its position and other 

parameters of movement. Having this in account, the AIS System can divide itself into two 

scopes:  ship-ship with its main function being an anti-collision device, and in ship-land or 

land-ship, with the function of monitoring and controlling maritime traffic area, as well as 

obtaining information about vessels in the area. 
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The Automatic Identification System has been developed under the supervision of the 

International Maritime Organization, its installation and utilization in vessels is mandatory 

since December 31, 2004. According to what is established in chapter V of the 

International Convention for the Safety of Life at Sea (SOLAS), vessels that are obligated 

to be fitted with devices are: all vessels engaging on international voyages with a gross 

tonnage (GT) greater or equal to 300; all vessels no engaging on international voyages 

with gross tonnage (GT) greater or equal to 500 and all passenger vessels regardless of 

their size.  

The following are various types of Automatic Identification System that exist: 

Class A 

Consist of mobile equipment aboard vessels that is found in the scope of application of the 

SOLAS Convention which comply with all requirements established by the International 

Maritime Organization. 

This type of equipment consists of: 

 One VHF Transmitter 

 Two VHF TDMA receivers 

 One VHF Digital Selective Calling DSC receiver 

 One GNSS (Glonass or GPS) Receiver 

 Communication ports with sensors 

 One CPU 

Class B 

Is equipped onboard the vessels that are simpler than that of Class A that does not comply 

all requirements established by the IMO and is intended for vessels for which Class A is 

not mandatory. It is able to transmit lesser information. Class B equipment was intended to 

be used onboard fishing boats, pleasure boats and in general in different kinds of vessels 

other that are established in chapter V of the SOLAS Convection. They are simpler upon 

having a more limited functionality. 

Ground Base Station 

Is equipment especially designed for ground installations and is provided with various 

special functions that allow the broadcast of additional information of interest for navigation 

such as text messages, meteorological oceanic information and vessel positions. 

Aids to Navigation  

Is equipment designed to be installed in aids to navigation that broadcast information of 

such type, both for identification and for state operations. 

Broadcasted information by Automatic Identification Systems Equipment (AIS) 
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The class A, AIS equipment send messages type 1, 2 or 3 periodically every 2 to 10 

seconds when vessel is underway depending of the speed and maneuver that carries out; 

and every 3 minutes while vessel is at anchor. These messages contain data related to the 

position and state of movement of the vessel. 

The following information is broadcasted: 

Static Information: 

Is permanent information that is introduced when the equipment is installed and normally, 

actualizations are not necessary (MMSI, IMO number, call sign, name of vessel, type of 

vessel, dimensions). 

Dynamic Data Input: 

Information that comes from different sensors and equipment aboard is updated 

automatically. Other information about the state of navigation is updated manually by the 

crew (position, heading, COG, SOG, Rate of turn, navigational status). 

Voyage Information: 

Voyage related information is entered manually by the crew on each voyage (port of 

destination, data and time of arrival, actual draught, type of cargo). 

e. RADAR 

The need of the use of RADAR at the ports will depend on the diagnosis that it is been 

prepared b a Maritime Control System specialist; nevertheless, one must keep in mind that 

Santo Tomas de Castilla counts with RADAR equipment that provides data that is very 

useful for the safety of navigation and maritime traffic control. 

 

4. EQUIPMENT ACQUISITION 

a. VHF Radios 

It is necessary to standardize the use of communications via VHF radios, consediring that 

an analysis of the need for and establishment of Maritime Traffic Control System will be 

defined along with a consultant specialize in the field, the characteristics of the potency of 

the radios that will be needed at the port facilities. Emphasizing the upholding of constant 

and efficient communication and not as it is the actuality. 

b. Computers and Internet Access 

Modern computers, whose characteristics allow the use of the latest generation 

computational programs and that can navigate via internet efficiently for the use of e-mail, 

will be required. 
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c. Automatic Identification System 

The minimum configuration for the Automatic Identification System is the following: 

SHORE-BASE STATION EQUIPMENT 

1) Two multi-channel receivers 

2) One multi-channel TDMA transmitter 

3) One unit controller 

4) One source of external synchronization 

5) One incorporated test unit 

6) One power source 

7) One interface presentation (PI). 

8) One modular system and expandable with integrated systems. 

9) Capacity to act as a receiver 

10) Comply with IMO, ITU, IALA and IEC standars. 

11) VHF Antennas 

12) GPS antennas 

13) Flat monitor screen for the visualization of software 

14) Computer with the following characteristics: 

- Operating system: Compatible with visualization of software 

- Processor: Core2 Duo 2.8 GHz 

- 2 GB Memory Ram 

- 256 MB video card 

- 120 GB hard disk 

- 32 bit color display 

- 6 USB ports, parallel of PCMCIA protection key 

- Available communication port for external devices (GPS) 

- DVD+ -RW 

Software 

Compatible software with operation system of the requested computer should be used that 

has the capacity to obtain the following information: 

 Vessel name 

 AIS Class: A or B 

 MMSI: Maritime Mobil Service Identity 

 CPA: The Closest Point of Approach (CPA) calculation is performed if your position is 

being receive from your GPS receiver. CPA is the distance you will be from AIS vessel 

when you are nearest to it. The calculation is based on the current position, souse and 

speed of your vessel and each AIS vessel at the time of the last message. 

 TCPA: The Time to Closest Point of Approach, calculation is performed if your position 

is being received from your GPS receiver. TCPA is the time (in minutes from now) at 

which your distance to the AIS Vessel will be closest. The calculation is based on the 

current position, course and speed of your vessel and the AIS vessel at the time of the 
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last message. The TCPA will change when either vessel’s course and speed are 

altered. 

 Range to Vessel: Displays the current distance between your GPS position and the 

AIS vessel at the time of the last message. 

 Bearing to Vessel: displays the current bearing from your GPS position to the AIS 

vessel at the time of the last message. 

 Speed of Vessel: Displays the current speed of the AIS vessel at the time of the last 

message. 

 Heading of Vessel: Displays the current heading of the AIS vessel at the time of the 

last message. The heading is only completed if the AIS vessel has a leading indicator 

(such as a gyro compass) connected to the AIS transmitter). 

 COG of Vessel: Displays the current course over ground (COG) of the AIS vessel at 

the time of the last message. The COG may be different from the heading due to 

currents, vessel thrusters, steering lag, wind, etc. 

 Rate of Turn of Vessel:  Displays the current Rate of Turn (ROT) in degrees per minute 

of the AIS Vessel at the time of the last message. 

 Call Sign: the call sign of the vessel as entered into the AIS system by the navigator. 

 Length: The length of the vessel in meters as entered into the AIS system by the 

navigator. 

 Beam: the width of the vessel in meters as entered into the AIS system by the 

navigator. 

 Destination: the destination of the vessel as entered into the AIS system by the 

navigator. 

 IMO Number: International Maritime Organization number of vessel as entered into the 

AIS system by the navigator. 

 ETA: The Estimated Time of Arrival of the AIS of the AIS vessel. This is a date in the 

format MM/DD/hh:mm, according to the AIS standard. However some vessels 

incorrectly input their ETA date as DD/MM/hh.mm. 

 Last message Age: Elapsed time since the last AIS message was received from the 

AIS vessel. 

 Navigational Status: The navigational status of the vessel as entered into the AIS 

system by the navigator. 

 Cargo: Type of cargo onboard the vessel. 

 Number of persons onboard: Quantity of persons onboard the vessel. 

 Alarm System: Alarm systems that allow the prevention of collisions and maritime 

accidents. 

 

It is important that the Automatic Information System to be modular with the capacity of 

expansion for its usage with other communication systems. 
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5. ANALIZING THE ROLE OF THE MARITIME AUTHORITIES OF THE 

COMMUNICATIONS SYSTEM BETWEEN THE PORTS OF THE GULF OF 

HONDURAS 

In addition to the previously described, it is necessary to analyze the role of the maritime 

authorities with an effective communications system between ports, especially in what is 

referred to the control of foreign vessels that arrive at the Gulf of Honduras ports; this 

function is carried out by Port State Control Officers, who perform their activities according 

to the International Maritime Organization guidelines. 

The main objective of this type of inspections is to make sure that foreign vessels that 

arrive at national ports comply with the dispositions established in the international 

conventions and contribute with the safety of human life at sea and the protection of the 

marine environment. Pretending with this, obtain the following results: 

 Detection of sub standard vessels 

 Creation of a database that stores the history of these vessels 

 Creation of a red of information that with make known the vessel state, its owners, flag, 

classification society. 

 With the distribution of this information it is pretended to encourage the owners and 

States to eliminate sub standard vessels. 

In Belize, these functions are performed by the Belize Port Authority through capacitated 

inspectors that carry out these functions, who do not belong to a Regional Agreement; 

therefore their functions are limited on a local basis. 

In Guatemala, the Port Captaincy counts with Port State Control inspectors that depend 

from the Port Captaincy, who perform their survey functions to vessels that arrive in port, 

so much as in Santo Tomás de Castilla as in Puerto Barrios. In both places Captaincies 

are found that are dependent form the Ministry of National Defense’s Maritime Department 

and do not belong to a Regional Agreement; therefore their functions are limited on a local 

basis. 

In Honduras, these activities are performed by Port State Control inspectors that depend 

form the General Directorate of the Merchant Marine’s Maritime Safety Department, who 

are members of the Viña del Mar Agreement Latin-American Region for the inspections of 

Vessels since 2001. A database of all inspected vessels is kept and which is updated 

through the Agreement’s information Center (CIALA) and which States have access. 

The maritime authorities in the area, which is the object of the study, should have 

established an Agreement of Memorandum of Understanding which is a useful tool for 

communications the exchange of information. For example, out of these activities, the 

following situations can occur in the internal ports that are located in the Gulf of Honduras: 

 Notification when a vessel leaves a port, where it did not carry out discharges of oily 

water and it is necessary to do so at the next port of call. In order to avoid that this 
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discharge be done deliberately while at sea. Consequently, a result of environmental 

marine pollution. 

 A vessel that does not comply with what is established in the international conventions 

and that should be inspected at the next port of call with the purpose the existing 

deficiencies be repaired. 

 In relation to the international ship and port facility security code (ISPS) when a vessel 

is denied entry to a port, such situation is to be communicated to the next port call. 

Thos does not occur in the actuality in the ports of the area of study. 

 Ehen the Security Level of a vessel has been changed in a determined port facility, 

according to what is established by the international ship and port facility security code 

(ISPC), for a reason such as, the port of arrival has a different security level than that 

of the vessel; actually, communications does not exist between ports of the region. 

Many situations can be enumerated, in which it is necessary that maritime authorities of 

the region establish an effective communication system; the outline of the agreement or 

memorandum of understanding can be very useful in the formulation of procedure and 

guidelines that permit the compliance of the objective.  

Under the Port State Control Inspection Outline, the maritime authorities of the area have 

to verify that the vessels that arrive at their ports comply with what is established in the 

following conventions:  

 International Convention for the Safety of Life at Sea (SOLAS 74/78). 

 International Convention for the Prevention of Pollution from Ships (MARPOL 73/78). 

 International Convention on Load Lines (LL 66). 

 International Convention on Standard of Training, Certification and Watch keeping for 

Seafarers. 

 Convention on the International Regulations for Preventing Collisions at Sea (COLREG 

72). 

 International Convention on Civil Liability for Oil Pollution Damage (CLC 1969). 

The following table demonstrates the situation of ratification of the before mentioned 

Conventions: 

COUNTRY 

SOLAS 

74 

SOLAS 

PROT 

78 

LINEAS 

DE 

CARGA 

COLREG 

72 

STCW 

78 

MARPOL 

73/78 

ARQUEO 

69 

CLC 

69 

CLC 69 

PROT 

76 

CLC 69 

PROT 

76 

BELIZE X X X X X X X X X X 

GUATEMALA X  X X X X X X   

HONDURAS X  X X X X X X   

 

In the mark of the XIV Reunion of the Operative Red of Cooperation of the Maritime 

Authorities of Central America and the Dominican Republic (ROCRAM-CA-RD) that took 
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place in 2007 in Tegucigalpa, Honduras; the need for the implementation of a 

Memorandum of Understanding in the region was established. It is recommended that the 

countries that form part of the Gulf of Honduras Project bear in mind this initiative in order 

to contribute to an efficient communication between ports of the region and specifically 

referring to the functions of the inspection of foreign vessels inspections that arrive to 

object area of this study. 

6. ESTABLISHMENT OF A MEMORANDUM OF UNDERSTANDING  

For the correct coordination of a Communications Plan between ports, the establishment 

of two instruments that allow an efficient communication between them will be necessary. 

These defined below: 

1) Memorandum of Understanding in relation to Maritime Operations and Maritime 

Traffic Control 

This Agreement will have to be approved by port authorities of the Gulf of Honduras ports; 

establishing obligations, responsibilities, procedures to be followed by radio operators of 

the Port’s Communications Systems. Furthermore establish the professional profile and 

training of the users, as well as required equipment. 

2) Memorandum of Understanding for the Inspections of Foreing Vessels that 

arrive at Port State Controls 

This Agreement will have to be approved by the maritime authorities of the region, 

formulated according to guidelines of the International Maritime Organization; establishing 

obligations, responsibilities and procedures to be followed by the Port State Control 

Supervising Officials. Furthermore, establish the professional profile and training of the 

official, as well as the necessary equipment. 

The following is a diagram of the presentation of the communication plan relation to the 

memorandum of understanding between ports:  
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The consortium will propose the Gulf of Honduras Project through the consultancy 

“Evaluation of Navigational Risks and the Harmonization of Regulations in relation to the 

Safety of Navigation”, a document of proposal of the Communications Plan. As a result of 

the analysis that is presented in coordination with the outcome that will be obtained by the 

evaluation of the VTMIS specialist of the consortium. The following will be recommended: 

procedures to follow, equipment requirements, and the necessary training for personnel 

that performs the Maritime Traffic Control functions. 
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The following is a diagram for the presentation of the Proposal in relation to the 

Memorandum of Understanding for the inspection of Vessels by Port State Control 

between maritime authorities of the countries that form part of the Gulf of Honduras. 

 

 

The consortium will propose to the Gulf of Honduras Project through the consultancy of the 

“Evaluation of Navigational Risks and the Harmonization of Regulations in relation to the 

Safety of Navigation”, a document that proposes the Establishment of a Memorandum of 

Understanding for the Inspection of Vessels by Port State Control. The following will be 

recommended: procedures to follow, equipment requirements and the necessary training 

of the personnel that perform the functions of the Port State Control Supervising Officials.   
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7. APPENDIXES  

 

International Code Signs 

 

International Regulations for Preventing Collisions at Sea COLREGS 1972 

 

IMO Standard Marine Communications Phrases Resolution A.918 (22) 
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ANNEX 4: INTERNATIONAL CODE SIGNAL 
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International Code Signal 

Letters Flags Phonetic Letters Meaning 

A 

 

ALFA 

(álfa) 

I have a driver down; keep well clear at slow speed 

B 

 

BRAVO 

(brávo) 

I am taking in, or discharging, or carrying dangerous 

good. 

C 

 

CHARLIE 

(chárli) 

“Yes” (affirmative or “The significance of the previous 

group should be read in the affirmative”) 

D 

 

DELTA 

(délta) 

Keep clear of me; I am maneuvering with difficulty 

E 

 

ECHO 

(éco) 

I am altering my course to starboard 

 

F 

 

FOXTROT 

(fóxtrot) 

I am disabled; communicate with me. 

G 

 

GOLF 

(golf) 

I require a pilot. When made by fishing vessels 

operating in close proximity on the fishing ground it 

means “I am hauling nets”  

H 

 

HOTEL 

(jotél) 

I have a pilot on board. 

I 

 

INDIA 

(índia) 

I am altering my course to port 

J 

 

JULIETT 

(yúliet) 

I am on fire and have dangerous cargo on board; keep 

well clear of me. 
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K 

 

KILO 

(quílo) 

“wish to communicate with you” or  “An invitation for 

transmission”. This signal is done to guide smaller 

vessels or that transport passenger or crews in danger, 

means “This is the best place to disembark”. 

L 

 

LIMA 

(líma) 

Stop your vessel immediately  

M 

 

MIKE 

(máik) 

My vessel is stopped and making no way through the 

water. 

N 

 

NOVEMBER 

(novémber) 

Negative “NO”, or “The significance of the previous 

group should be read in the negative”. This signal is to 

be given visually or by sound. For voice or radio 

transmission, the signal should be “NO” 

O 

 

OSCAR 

(óscar) 

Man overboard! 

P 

 

PAPA 

(papá) 

In harbor. All persons should report on boards as the 

vessel is about to proceed to sea. At sea. It may be use 

by fishing vessels to mean “My nets have come fast 

upon an obstruction” 

Q 

 

QUEBEC 

(quebék) 

My vessel is “healthy” and I request a free practique. 

R 

 

ROMEO 

(rómeo) 

“Resolved” or “I have received your previous signal”. 

 

S 

 

SIERRA 

(siérra) 

I am operating astern propulsion. This signal is 

performed to guide smaller vessels that transport 

passengers or crew in danger. It means “Extremely 

dangerous to disembark here” 

T 

 

TANGO 

(tángo) 

Keep clear of me; I am engaging in pair trawling.  

U 

 

UNIFORM 

(íuniform) 

You ar running into danger. 
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V 

 

VICTOR 

(víctor) 

I require assistance. 

W 

 

WHISKEY 

(uísqui) 

I require medical assistance 

X 

 

X-RAY 

(éks-rey) 

Stop carrying out your intentions and watch my signals. 

Y 

 

YANKEE 

(iánqui) 

I am dragging my anchor 

Z 

 

ZULU 

(zulú) 

I require a tug. When made by fishing vessels operating 

in close proximity to fishing grounds, it means “I am 

shooting nets”. 

0 

 

NADAZERO 

(nadasero) 
  

1 

 

UNAONE 

(unauan) 
  

2 

 

BISSOTWO 

(bisotu) 
  

3 

 

TERRATHREE 

(terratri) 
  

4 
 

KARTERFOUR 

(carterfor) 
  

5 
 

PANTAFIVE 

(pantafaif) 
  

6 
 

SOXISIX 

(sosisics) 
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7 

 

SETTESEVEN 

(seteseven) 
  

8 

 

OKTOEIGHT 

(oktoeit) 
  

9 

 

NOVENINE 

(novenain) 
  

1
er

 repetidor 
 

    

2º repetidor 
 

    

3
er

 repetidor 
 

    

Gallardete 

característico 
 

  I is used as a decimal separator. 

AE 

 

ALFA ECHO 

(álfa éco) 

I must abandon my vessel   

AL 

 

ALFA LIMA 

(álfa líma) 

I have a doctor onboard 

AN 

 

ALFA 

NOVEMBER 

(álfa novémber) 

I need a doctor 
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BF 

 

BRAVO 

FOXTROT 

(brávo fóxtrot) 

Aircraft is ditched in position indicated 
and requires immediate assistance 

BR 

 

BRAVO ROMEO 

(brávo rómeo) 

I need a helicopter  

CB 

 

CHARLIE 

BRAVO 

(chárli brávo) 

I require immediate assistance. 

CB6 

 

CHARLIE 

BRAVO SOXISIX 

(chárli brávo 

sosisics) 

I require immediate assistance. I have a fire onboard. 

CP1 

 

CHARLIE PAPA 

(chárli papá) 

I am proceeding to your assistance. 

CP1 

 

CHARLIE PAPA 

UNAONE 

(chárli papá 

unauan) 

SAR aircraft is coming to your assistance. 
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CS 

 

CHARLIE 

SIERRA 

(chárli siérra) 

What is the name of identity numeral of 
your vessel? 

CZ 

 

CHARLIE ZULU 

(chárli zulú) 

Maneuver to give protection to the 
rowboat or raft 

DX 

 

DELTA X-RAY 

(délta éks-rey) 

I am sinking. 

DW 

 

DELTA 

WHISKEY 

(délta uísqui) 

Vessel… is drifting at 
latitude…longitude... approximately. 

ED 

 

ECHO DELTA 

(éco délta) 

Your distress signals have been 
understood. 

EL 

 

ECHO LIMA 

(éco líma) 

Repeat the distress position. 

FA 
FOXTROT ALFA 

(fóxtrot álfa) 

Will you give me my position? 
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HW 

 

HOTEL 

WHISKEY 

(jótel uísqui) 

I have collided with a surface craft. 

GW 

 

GOLF WHISKEY 

(golf uísqui) 

Man overboard. Please take necessary 
actions to pick him up (if necessary the 
position will be indicated). 

IR 

 

INDIA ROMEO 

(índia rómeo) 

I am undergoing submarine 
investigations (underwater operations) 
Keep clear of me and go slow (The use 
of this signal does not relieve 
compliance with the Rule 27 of the 
International Regulations for Preventing 
Collision). 

IT 

 

INDIA TANGO 

(índia tángo) 

I have fire onboard. 

JB 

 

JULIETT BRAVO 

(yúliet brávo) 

There is danger of explosion 

JF 

 

JULIETT 

FOXTROT 

(yúliet fóxtrot) 

The vessel has going aground in 
latitude…longitude… 
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JM 

 

JULIETT MIKE 

(yúliet máik) 

Risk of going aground at low water. 

JW 

 

JULIEET 

WHISKEY 

(yúliet uísqui) 

I have sprung a leak. 

NA 

 

NOVEMBER 

ALFA 

(novémber álfa) 

Navigation is prohibited. 

NC 

 

NOVEMBER 

CHARLIE 

(novémber chárli) 

I am in distress and require immediate 
assistance. 

PD 

 

PAPA DELTA 

(papá délta) 

Your navigation light(s) is (are) not 
visible. 

PM 

 

PAPA MIKE 

(papá máik) 

Follow in my wake (or wake of the 
vessel indicated). 

SM 
SIERRA MIKE 

(siérra máik) 

Estoy efectuando pruebas de velocidad. 
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ANNEX 6: 
 
INTERNATIONAL REGULATIONS FOR PREVENTING COLLISIONS AT SEA 

COLREGS 1972 

 

 

 

 

 

 

 

 

 

 

 

 



INTERNATIONAL REGULATIONS FOR PREVENTING COLLISIONS 

AT SEA, 1972 

PART A 

GENERAL 

Rule 1 

Application 

(a) These Rules shall apply to all vessels upon the high seas and in all waters 
connected therewith navigable by seagoing vessels.  

(b) Nothing in these Rules shall interfere with the operation of special rules 
made by an appropriate authority for roadsteads, harbours, rivers, lakes or 
inland waterways connected with the high seas and navigable by seagoing 
vessels. Such special rules shall conform as closely as possible to these Rules.  

(c) Nothing in these Rules shall interfere with the operation of any special rules 
made by the Government of any State with respect to additional station or 
signal lights or whistle signals for ships of war and vessels proceeding under 
convoy, or with respect to additional station or signal lights for fishing vessels 
engaged in fishing as a fleet. These additional station or signal lights or whistle 
signals shall, so far as possible, be such that they cannot be mistaken for any 
light or signal authorized elsewhere under these Rules.  

(d) Traffic separation schemes may be adopted by the Organization for the 
purpose of these Rules.  

(e) Whenever the Government concerned shall have determined that a vessel 
of special construction or purpose cannot comply fully with the provisions of any 
of these Rules with respect to the number, position, range or arc of visibility of 
lights or shapes, as well as to the disposition and characteristics of sound-
signalling appliances, without interfering with the special function of the vessel, 
such vessel shall comply with such other provisions in regard to the number, 
position, range or arc of visibility of lights or shapes, as well as to the disposition 
and characteristics of sound-signalling appliances, as her Government shall 
have determined to be the closest possible compliance with these Rules in 
respect to that vessel.  

Rule 2  

Responsibility 

(a) Nothing in these Rules shall exonerate any vessel, or the owner, master or 
crew thereof, from the consequences of any neglect to comply with these Rules 
or of the neglect of any precaution which may be required by the ordinary 
practice of seamen, or by the special circumstances of the case.  



(b) In construing and complying with these Rules due regard shall be had to all 
dangers of navigation and collision and to any special circumstances, including 
the limitations of the vessels involved, which may make a departure from these 
Rules necessary to avoid immediate danger.  

Rule 3  

General definitions 

For the purpose of these Rules, except where the context otherwise requires:  

(a) The word "vessel" includes every description of water craft, including non-
displacement craft and seaplanes, used or capable of being used as a means of 
transportation on water.  

(b) The term "power-driven vessel" means any vessel propelled by machinery.  

(c) The term "sailing vessel" means any vessel under sail provided that 
propelling machinery, if fitted, is not being used.  

(d) The term "vessel engaged in fishing" means any vessel fishing with nets, 
lines, trawls or other fishing apparatus which restrict manoeuvrability, but does 
not include a vessel fishing with trolling lines or other fishing apparatus which do 
not restrict manoeuvrability.  

(e) The word "seaplane" includes any aircraft designed to manoeuvre on the 
water.  

(f) The term "vessel not under command" means a vessel which through some 
exceptional circumstance is unable to manoeuvre as required by these Rules 
and is therefore unable to keep out of the way of another vessel.  

(g) The term "vessel restricted in her ability to manoeuvre" means a vessel 
which from the nature of her work is restricted in her ability to manoeuvre as 
required by these Rules and is therefore unable to keep out of the way of 
another vessel.  

The following vessels shall be regarded as vessels restricted in their ability to 
manoeuvre:  

(i) a vessel engaged in laying, servicing or picking up a navigation mark, 
submarine cable or pipeline;  

(ii) a vessel engaged in dredging, surveying or underwater operations;  

(iii) a vessel engaged in replenishment or transferring persons, provisions or 
cargo while underway;  

(iv) a vessel engaged in the launching or recovery of aircraft;  



(v) a vessel engaged in minesweeping operations;  

(vi) a vessel engaged in a towing operation such as renders her unable to 
deviate from her course.  

(h) The term "vessel constrained by her draught" means a power-driven vessel 
which because of her draught in relation to the available depth of water is 
severely restricted in her ability to deviate from the course she is following.  

(i) The word "underway" means that a vessel is not at anchor, or made fast to 
the shore, or aground.  

(j) The words "length" and "breath" of a vessel mean her length overall and 
greatest breadth.  

(k) Vessels shall be deemed to be in sight of one another only when one can be 
observed visually from the other.  

(l) The term "restricted visibility" means any condition in which visibility is 
restricted by fog, mist, falling snow, heavy rainstorms, sandstorms or any other 
similar causes.  

PART B  

STEERING AND SAILING RULES  

SECTION I - CONDUCT OF VESSELS IN ANY CONDITION OF VISIBILITY  

Rule 4  

Application 

Rules in this Section apply in any condition of visibility.  

Rule 5  

Look-out 

Every vessel shall at all times maintain a proper look-out by sight and hearing 
as well as by all available means appropriate in the prevailing circumstances 
and conditions so as to make a full appraisal of the situation and of the risk of 
collision.  

Rule 6  

Safe speed 

Every vessel shall at all times proceed at a safe speed so that she can take 
proper and effective action to avoid collision and be stopped within a distance 
appropriate to the prevailing circumstances and conditions.  



In determining a safe speed the following factors shall be among those taken 
into account:  

(a) By all vessels:  

(i) the state of visibility;  

(ii) the traffic density including concentrations of fishing vessels or any other 
vessels;  

(iii) the manoeuvrability of the vessel with special reference to stopping distance 
and turning ability in the prevailing conditions;  

(iv) at night the presence of background light such as from shore lights or from 
back scatter of her own lights;  

(v) the state of wind, sea and current, and the proximity of navigational hazards;  

(vi) the draught in relation to the available depth of water.  

(b) Additionally, by vessels with operational radar:  

(i) the characteristics, efficiency and limitations of the radar equipment;  

(ii) any constraints imposed by the radar range scale in use;  

(iii) the effect on radar detection of the sea state, weather and other sources of 
interference;  

(iv) the possibility that small vessels, ice and other floating objects may not be 
detected by radar at an adequate range;  

(v) the number, location and movement of vessels detected by radar;  

(vi) the more exact assessment of the visibility that may be possible when radar 
is used to determine the range of vessels or other objects in the vicinity.  

Rule 7  

Risk of collision 

(a) Every vessel shall use all available means appropriate to the prevailing 
circumstances and conditions to determine if risk of collision exists. If there is 
any doubt such risk shall be deemed to exist.  

(b) Proper use shall be made of radar equipment if fitted and operational, 
including long-range scanning to obtain early warning of risk of collision and 
radar plotting or equivalent systematic observation of detected objects.  



(c) Assumptions shall not be made on the basis of scanty information, 
especially scanty radar information.  

(d) In determining if risk of collision exists the following considerations shall be 
among those taken into account:  

(i) such risk shall be deemed to exist if the compass bearing of an approaching 
vessel does not appreciably change,  

(ii) such risks may sometimes exist even when an appreciable bearing change 
is evident, particularly when approaching a very large vessel or a tow or when 
approaching a vessel at close range.  

Rule 8  

Action to avoid collision 

(a) Any action taken to avoid collision shall, if the circumstances of the case 
admit, be positive, made in ample time and with due regard to the observance 
of good seamanship.  

(b) Any alteration of course and/or speed to avoid collision shall, if the 
circumstances of the case admit, be large enough to be readily apparent to 
another vessel observing visually or by radar; a succession of small alterations 
of course and/or speed should be avoided.  

(c) lf there is sufficient sea room, alteration of course alone may be the most 
effective action to avoid a close-quarters situation provided that is made in good 
time, is substantial and does not result in another close-quarters situation.  

(d) Action taken to avoid collision with another vessel shall be such as to result 
in passing at a safe distance. The effectiveness of the action shall be carefully 
checked until the other vessel is finally past and clear.  

(e) If necessary to avoid collision or allow more time to assess the situation, a 
vessel shall slacken her speed or take all way off by stopping or reversing her 
means of propulsion.  

Rule 9  

Narrow channels 

(a) A vessel proceeding along the course of a narrow channel or fairway shall 
keep as near to the outer limit of the channel or fairway which lies on her 
starboard side as is safe and practicable.  

(b) A vessel of less than 20 metres in length or a sailing vessel shall not impede 
the passage of a vessel which can safely navigate only within a narrow channel 
or fairway.  



(c) A vessel engaged in fishing shall not impede the passage of any other 
vessel navigating within a narrow channel or fairway.  

(d) A vessel shall not cross a narrow channel or fairway if such crossing 
impedes the passage of a vessel which can safely navigate only within such 
channel or fairway. The latter vessel may use the sound signal prescribed in 
Rule 34(d) if in doubt as to the intention of the crossing vessel.  

(e) (i) In a narrow channel or fairway when overtaking can take place only if the 
vessel to be overtaken has to take action to permit safe passing, the vessel 
intending to overtake shall indicate her intention by sounding the appropriate 
signal prescribed in Rule 34(c)(i). The vessel to be overtaken shall, if in 
agreement, sound the appropriate signal prescribed in Rule 34(c)(ii) and take 
steps to permit safe passing. If in doubt she may sound the signals prescribed 
in Rule 34(d).  

(ii) This Rule does not relieve the overtaking vessel of her obligation under Rule 
13.  

(f) A vessel nearing a bend or an area of a narrow channel or fairway where 
other vessels may be obscured by an intervening obstruction shall navigate with 
particular alertness and caution and shall sound the appropriate signal 
prescribed in Rule 34(e).  

(g) Any vessel shall, if the circumstances of the case admit, avoid anchoring in 
a narrow channel.  

Rule 10  

Traffic separation schemes 

(a) This Rule applies to traffic separation schemes adopted by the Organization.  

(b) A vessel using a traffic separation scheme shall:  

(i) proceed in the appropriate traffic lane in the general direction of traffic flow 
for that lane;  

(ii) so far as practicable keep clear of a traffic separation line or separation 
zone;  

(iii) normally join or leave a traffic lane at the termination of the lane, but when 
joining or leaving from the side shall do so at as small an angle to the general 
direction of traffic flow as practicable.  

(c) A vessel shall so far as practicable avoid crossing traffic lanes, but if obliged 
to do so shall cross as nearly as practicable at right angles to the general 
direction of traffic flow.  



(d) Inshore traffic zones shall not normally be used by through traffic which can 
safely use the appropriate traffic lane within the adjacent traffic separation 
scheme.  

(e) A vessel, other than a crossing vessel, shall not normally enter a separation 
zone or cross a separation line except:  

(i) in cases of emergency to avoid immediate danger;  

(ii) to engage in fishing within a separation zone.  

(f) A vessel navigating in areas near the terminations of traffic separation 
schemes shall do so with particular caution.  

(g) A vessel shall so far as practicable avoid anchoring in a traffic separation 
scheme or in areas near its terminations.  

(h) A vessel not using a traffic separation scheme shall avoid it by as wide a 
margin as is practicable.  

(i) A vessel engaged in fishing shall not impede the passage of any vessel 
following a traffic lane.  

(j) A vessel of less than 20 metres in length or a sailing vessel shall not impede 
the safe passage of a power-driven vessel following a traffic lane.  

SECTION II - CONDUCT OF VESSELS IN SIGHT OF ONE ANOTHER  

Rule 11  

Application 

Rules in this Section apply to vessels in sight of one another.  

Rule 12  

Sailing vessels 

(a) When two sailing vessels are approaching one another, so as to involve risk 
of collision, one of them shall keep out of the way of the other as follows:  

(i) when each has the wind on a different side, the vessel which has the wind on 
the port side shall keep out of the way of the other;  

(ii) when both have the wind on the same side, the vessel which is to windward 
shall keep out of the way of the vessel which is to leeward;  

(iii) if a vessel with the wind on the port side sees a vessel to windward and 
cannot determine with certainty whether the other vessel has the wind on the 
port or on the starboard side, she shall keep out of the way of the other.  



(b) For the purposes of this Rule the windward side shall be deemed to be the 
side opposite to that on which the mainsail is carried or, in the case of a square-
rigged vessel, the side opposite to that on which the largest fore-and-aft sail is 
carried.  

Rule 13  

Overtaking 

(a) Notwithstanding anything contained in the Rules of this Section any vessel 
overtaking any other shall keep out of the way of the vessel being overtaken.  

(b) A vessel shall be deemed to be overtaking when coming up with another 
vessel from a direction more than 22.5 degrees abaft her beam, that is, in such 
a position with reference to the vessel she is overtaking, that at night she would 
be able to see only the sternlight of that vessel but neither of her sidelights.  

(c) When a vessel is in any doubt as to whether she is overtaking another, she 
shall assume that this is the case and act accordingly.  

(d) Any subsequent alteration of the bearing between the two vessels shall not 
make the overtaking vessel a crossing vessel within the meaning of these Rules 
or relieve her of the duty of keeping clear of the overtaken vessel until she is 
finally past and clear.  

Rule 14  

Head-on situation 

(a) When two power-driven vessels are meeting on reciprocal or nearly 
reciprocal courses so as to involve risk of collision each shall alter her course to 
starboard so that each shall pass on the port side of the other.  

(b) Such a situation shall be deemed to exist when a vessel sees the other 
ahead or nearly ahead and by night she could see the masthead lights of the 
other in a line or nearly in a line and/or both sidelights and by day she observes 
the corresponding aspect of the other vessel.  

(c) When a vessel is in any doubt as to whether such a situation exists she shall 
assume that it does exist and act accordingly.  

Rule 15  

Crossing situation 

When two power-driven vessels are crossing so as to involve risk of collision, 
the vessel which has the other on her own starboard side shall keep out of the 
way and shall, if the circumstances of the case admit, avoid crossing ahead of 
the other vessel.  



Rule 16  

Action by give-way vessel 

Every vessel which is directed by these Rules to keep out of the way of another 
vessel shall, so far as possible, take early and substantial action to keep well 
clear.  

Rule 17  

Action by stand-on vessel 

(a) (i) Where by any of these Rules one of two vessels is to keep out of the way 
the other shall keep her course and speed.  

(ii) The latter vessel may however take action to avoid collision by her 
manoeuvre alone, as soon as it becomes apparent to her that the vessel 
required to keep out of the way is not taking appropriate action in compliance 
with these Rules.  

(b) When, from any cause, the vessel required to keep her course and speed 
finds herself so close that collision cannot be avoided by the action of the give-
way vessel alone, she shall take such action as will best aid to avoid collision.  

(c) A power-driven vessel which takes action in a crossing situation in 
accordance with sub-paragraph (a)(ii) of this Rule to avoid collision with another 
power-driven vessel shall, if the circumstances of the case admit, not alter 
course to port for a vessel on her own port side.  

(d) This Rule does not relieve the give-way vessel of her obligation to keep out 
of the way.  

Rule 18  

Responsibilities between vessels 

Except where Rules 9, 10 and 13 otherwise require:  

(a) A power-driven vessel underway shall keep out of the way of:  

(i) a vessel not under command;  

(ii) a vessel restricted in her ability to manoeuvre;  

(iii) a vessel engaged in fishing;  

(iv) a sailing vessel.  

(b) A sailing vessel underway shall keep out of the way of:  



(i) a vessel not under command;  

(ii) a vessel restricted in her ability to manoeuvre;  

(iii) a vessel engaged in fishing.  

(c) A vessel engaged in fishing when underway shall, so far as possible, keep 
out of the way:  

(i) a vessel not under command;  

(ii) a vessel restricted in her ability to manoeuvre.  

(d) (i) Any vessel other than a vessel not under command or a vessel restricted 
in her ability to manoeuvre shall, if the circumstances of the case admit, avoid 
impeding the safe passage of a vessel constrained by her draught, exhibiting 
the signals in Rule 28.  

(ii) A vessel constrained by her draught shall navigate with particular caution 
having full regard to her special condition.  

(e) A seaplane on the water shall, in general, keep well clear of all vessels and 
avoid impeding their navigation. In circumstances, however, where risk of 
collision exists, she shall comply with the Rules of this Part.  

SECTION III - CONDUCT OF VESSELS IN RESTRICTED VISIBILITY  

Rule 19  

Conduct of vessels in restricted visibility 

(a) This Rule applies to vessels not in sight of one another when navigating in 
or near an area of restricted visibility.  

(b) Every vessel shall proceed at a safe speed adapted to the prevailing 
circumstances and conditions of restricted visibility. A power-driven vessel shall 
have her engines ready for immediate manoeuvre.  

(c) Every vessel shall have due regard to the prevailing circumstances and 
conditions of restricted visibility when complying with the Rules of Section I of 
this Part.  

(d) A vessel which detects by radar alone the presence of another vessel shall 
determine if a close-quarters situation is developing and/or risk of collision 
exists. If so, she shall take avoiding action in ample time, provided that when 
such action consists of an alteration of course, so far as possible the following 
shall be avoided:  

(i) an alteration of course to port for a vessel forward of the beam, other than for 
a vessel being overtaken;  



(ii) an alteration of course towards a vessel abeam or abaft the beam.  

(e) Except where it has been determined that a risk of collision does not exist, 
every vessel which hears apparently forward of her beam the fog signal of 
another vessel, or which cannot avoid a close-quarters situation with another 
vessel forward of her beam, shall reduce her speed to the minimum at which 
she can be kept on her course. She shall if necessary take all her way off and in 
any event navigate with extreme caution until danger of collision is over.  

PART C  

LIGHTS AND SHAPES  

Rule 20  

Application 

(a) Rules in this Part shall be complied with in all weathers.  

(b) The Rules concerning lights shall be complied with from sunset to sunrise, 
and during such times no other lights shall be exhibited, except such lights as 
cannot be mistaken for the lights specified in these Rules or do not impair their 
visibility or distinctive character, or interfere with the keeping of a proper look-
out.  

(c) The lights prescribed by these Rules shall, if carried, also be exhibited from 
sunrise to sunset in restricted visibility and may be exhibited in all other 
circumstances when it is deemed necessary.  

(d) The Rules concerning shapes shall be complied with by day.  

(e) The lights and shapes specified in these Rules shall comply with the 
provisions of Annex I to these Regulations.  

Rule 21  

Definitions 

(a) "Masthead light" means a white light placed over the fore and aft centreline 
of the vessel showing an unbroken light over an arc of the horizon of 225 
degrees and so fixed as to show the light from right ahead to 22.5 degrees abaft 
the beam on either side of the vessel.  

(b) "Sidelights" means a green light on the starboard side and a red light on the 
port side each showing an unbroken light over an arc of the horizon of 112.5 
degrees and so fixed as to show the light from right ahead to 22.5 degrees abaft 
the beam on its respective side. In a vessel of less than 20 metres in length the 
sidelights may be combined in one lantern carried on the fore and aft centreline 
of the vessel.  



(c) "Stern light" means a white light placed as nearly as practicable at the stern 
showing an unbroken light over an arc of the horizon of 135 degrees and so 
fixed as to show the light 67.5 degrees from right aft on each side of the vessel.  

(d) "Towing light" means a yellow light having the same characteristics as the 
"stern light" defined in paragraph (c) of this Rule.  

(e) "All round light" means a light showing an unbroken light over an arc of the 
horizon of 360 degrees.  

(f ) "Flashing light" means a light flashing at regular intervals at a frequency of 
120 flashes or more per minute.  

Rule 22  

Visibility of lights 

The lights prescribed in these Rules shall have an intensity as specified in 
Section 8 of Annex I to these Regulations so as to be visible at the following 
minimum ranges:  

(a) In vessels of 50 metres or more in length:  

- a masthead light, 6 miles;  

- a sidelight, 3 miles;  

- a sternlight, 3 miles;  

- a towing light, 3 miles;  

- a white, red, green or yellow all-round light, 3 miles.  

(b) In vessels of 12 metres or more in length but less than 50 metres in length:  

- a masthead light, 5 miles; except that where the length of the vessel is less 
than 20 metres, 3 miles;  

- a sidelight, 2 miles;  

- a sternlight, 2 miles;  

- a towing light, 2 miles;  

- a white, red, green or yellow all-round light, 2 miles.  

(c) In vessels of less than 12 metres in length:  

- a masthead light, 2 miles;  



- a sidelight, 1 mile;  

- a sternlight, 2 miles;  

- a towing light, 2 miles;  

- a white, red, green or yellow all-round light, 2 miles.  

Rule 23  

Power-driven vessels underway 

(a) A power-driven vessel underway shall exhibit:  

(i) a masthead light forward;  

(ii) a second masthead light abaft of and higher than the forward one; except 
that a vessel of less than 50 metres in length shall not be obliged to exhibit such 
light but may do so;  

(iii) sidelights;  

(iv) a sternlight.  

(b) An air-cushion vessel when operating in the non-displacement mode shall, 
in addition to the lights prescribed in paragraph (a) of this Rule, exhibit an all-
round flashing yellow light.  

(c) A power-driven vessel of less than 7 metres in length and whose maximum 
speed does not exceed 7 knots may, in lieu of the lights prescribed in paragraph 
(a) of this Rule, exhibit an all-round white light. Such vessel shall, if practicable, 
also exhibit sidelights.  

Rule 24  

Towing and pushing 

(a) A power-driven vessel when towing shall exhibit:  

(i) instead of the light prescribed in Rule 23(a)(i), two masthead lights forward in 
a vertical line. When the length of the tow, measuring from the stern of the 
towing vessel to the after end of the tow exceeds 200 metres, three such lights 
in a vertical line;  

(ii) sidelights;  

(iii) a sternlight;  

(iv) a towing light in a vertical line above the sternlight;  



(v) when the length of the tow exceeds 200 metres, a diamond shape where it 
can best be seen.  

(b) When a pushing vessel and a vessel being pushed ahead are rigidly 
connected in a composite unit they shall be regarded as a power-driven vessel 
and exhibit the lights prescribed in Rule 23.  

(c) A power-driven vessel when pushing ahead or towing alongside, except in 
the case of a composite unit, shall exhibit:  

(i) instead of the light prescribed in Rule 23(a)(i), two masthead lights forward in 
a vertical line;  

(ii) sidelights;  

(iii) a sternlight.  

(d) A power-driven vessel to which paragraphs (a) and (c) of this Rule apply 
shall also comply with Rule 23(a)(ii).  

(e) A vessel or object being towed shall exhibit:  

(i) sidelights;  

(ii) a sternlight;  

(iii) when the length of the tow exceeds 200 metres, a diamond shape where it 
can best be seen.  

(f) Provided that any number of vessels being towed or pushed in a group shall 
be lighted as one vessel,  

(i) a vessel being pushed ahead, not being part of a composite unit, shall exhibit 
at the forward end, sidelights;  

(ii) a vessel being towed alongside shall exhibit a sternlight and at the forward 
end, sidelights.  

(g) Where from any sufficient cause it is impracticable for a vessel or object 
being towed to exhibit the lights prescribed in paragraph (e) of this Rule, all 
possible measures shall be taken to light the vessel or object towed or at least 
to indicate the presence of the unlighted vessel or object.  

Rule 25  

Sailing vessels underway and vessels under oars 

(a) A sailing vessel underway shall exhibit:  

(i) sidelights;  



(ii) a sternlight.  

(b) In a sailing vessel of less than 12 metres in length the lights prescribed in 
paragraph (a) of this Rule may be combined in one lantern carried at or near the 
top of the mast where it can best be seen.  

(c) A sailing vessel underway may, in addition to the lights prescribed in 
paragraph (a) of this Rule, exhibit at or near the top of the mast, where they can 
best be seen, two all-round lights in a vertical line, the upper being red and the 
lower green, but these lights shall not be exhibited in conjunction with the 
combined lantern permitted by paragraph (b) of this Rule.  

(d) (i) A sailing vessel of less than 7 metres in length shall, if practicable, exhibit 
the lights prescribed in paragraph (a) or (b) of this Rule, but if she does not, she 
shall have ready at hand an electric torch or lighted lantern showing a white 
light which shall be exhibited in sufficient time to prevent collision.  

(ii) A vessel under oars may exhibit the lights prescribed in this Rule for sailing 
vessels, but if she does not, she shall have ready at hand an electric torch or 
lighted lantern showing a white light which shall be exhibited in sufficient time to 
prevent collision.  

(e) A vessel proceeding under sail when also being propelled by machinery 
shall exhibit forward where it can best be seen a conical shape, apex 
downwards.  

Rule 26  

Fishing vessels 

(a) A vessel engaged in fishing, whether underway or at anchor, shall exhibit 
only the lights and shapes prescribed in this Rule.  

(b) A vessel when engaged in trawling, by which is meant the dragging through 
the water of a dredge net or other apparatus used as a fishing appliance, shall 
exhibit:  

(i) two all-round lights in a vertical line, the upper being green and the lower 
white, or a shape consisting of two cones with their apexes together in a vertical 
line one above the other; a vessel of less than 20 metres in length may instead 
of this shape exhibit a basket;  

(ii) a masthead light abaft of and higher than the all-round green light; a vessel 
of less than 50 metres in length shall not be obliged to exhibit such a light but 
may do so;  

(iii) when making way through the water, in addition to the lights prescribed in 
this paragraph, sidelights and a sternlight.  

(c) A vessel engaged in fishing, other than trawling, shall exhibit:  



(i) two all-round lights in a vertical line, the upper being red and the lower white, 
or a shape consisting of two cones with apexes together in a vertical line one 
above the other; a vessel of less than 20 metres in length may instead of this 
shape exhibit a basket;  

(ii) when there is outlying gear extending more than 150 metres horizontally 
from the vessel, an all-round white light or a cone apex upwards in the direction 
of the gear;  

(iii) when making way through the water, in addition to the lights prescribed in 
this paragraph, sidelights and a sternlight.  

(d) A vessel engaged in fishing in close proximity to other vessels may exhibit 
the additional signals described in Annex II to these Regulations.  

(e) A vessel when not engaged in fishing shall not exhibit the lights or shapes 
prescribed in this Rule, but only those prescribed for a vessel of her length.  

Rule 27  

Vessels not under command or restricted in their ability to manoeuvre 

(a) A vessel not under command shall exhibit:  

(i) two all-round red lights in a vertical line where they can best be seen;  

(ii) two balls or similar shapes in a vertical line where they can best be seen;  

(iii) when making way through the water, in addition to the lights prescribed in 
this paragraph, sidelights and a sternlight.  

(b) A vessel restricted in her ability to manoeuvre, except a vessel engaged in 
minesweeping operations, shall exhibit:  

(i) three all-round lights in a vertical line where they can best be seen. The 
highest and lowest of these lights shall be red and the middle light shall be 
white;  

(ii) three shapes in a vertical line where they can best be seen. The highest and 
lowest of these shapes shall be balls and the middle one a diamond;  

(iii) when making way through the water, masthead lights, sidelights and a 
sternlight, in addition to the lights prescribed in sub-paragraph (i);  

(iv) when at anchor, in addition to the lights or shapes prescribed in sub-
paragraphs (i) and (ii), the light, lights or shape prescribed in Rule 30.  

(c) A vessel engaged in a towing operation such as renders her unable to 
deviate from her course shall, in addition to the lights or shapes prescribed in 



sub-paragraph (b)(i) and (ii) of this Rule, exhibit the lights or shape prescribed in 
Rule 24(a).  

(d) A vessel engaged in dredging or underwater operations, when restricted in 
her ability to manoeuvre, shall exhibit the lights and shapes prescribed in 
paragraph (b) of this Rule and shall in addition, when an obstruction exists, 
exhibit:  

(i) two all-round red lights or two balls in a vertical line to indicate the side on 
which the obstruction exists;  

(ii) two all-round green lights or two diamonds in a vertical line to indicate the 
side on which another vessel may pass;  

(iii) when making way through the water, in addition to the lights prescribed in 
this paragraph, masthead lights, sidelights and a sternlight;  

(iv) a vessel to which this paragraph applies when at anchor shall exhibit the 
lights or shapes prescribed in sub-paragraphs (i) and (ii) instead of the lights or 
shape prescribed in Rule 30.  

(e) Whenever the size of a vessel engaged in diving operations makes it 
impracticable to exhibit the shapes prescribed in paragraph (d) of this Rule, a 
rigid replica of the International Code flag "A" not less than 1 metre in height 
shall be exhibited. Measures shall be taken to ensure all-round visibility.  

(f) A vessel engaged in minesweeping operations shall, in addition to the lights 
prescribed for a power-driven vessel in Rule 23, exhibit three all-round green 
lights or three balls. One of these lights or shapes shall be exhibited at or near 
the foremast head and one at each end of the fore yard. These lights or shapes 
indicate that it is dangerous for another vessel to approach closer than 1,000 
metres astern or 500 metres on either side of the minesweeper.  

(g) Vessels of less than 7 metres in length shall not be required to exhibit the 
lights prescribed in this Rule.  

(h) The signals prescribed in this Rule are not signals of vessels in distress and 
requiring assistance. Such signals are contained in Annex IV to these 
Regulations.  

Rule 28  

Vessels constrained by their draught 

A vessel constrained by her draught may, in addition to the lights prescribed for 
power-driven vessels in Rule 23, exhibit where they can best be seen three all-
round red lights in a vertical line, or a cylinder.  

Rule 29  



Pilot vessels 

(a) A vessel engaged on pilotage duty shall exhibit:  

(i) at or near the masthead, two all-round lights in a vertical line, the upper being 
white and the lower red;  

(ii) when underway, in addition, sidelights and a sternlight;  

(iii) when at anchor, in addition to the lights prescribed in sub-paragraph (i), the 
anchor light, lights or shape.  

(b) A pilot vessel when not engaged on pilotage duty shall exhibit the lights or 
shapes prescribed for a similar vessel of her length.  

Rule 30  

Anchored vessels and vessels aground 

(a) A vessel at anchor shall exhibit where it can best be seen:  

(i) in the fore part, an all-round white light or one ball;  

(ii) at or near the stern and at a lower level than the light prescribed in sub-
paragraph (i), an all-round white light.  

(b) A vessel of less than 50 metres in length may exhibit an all-round white light 
where it can best be seen instead of the lights prescribed in paragraph (a) of 
this Rule.  

(c) A vessel at anchor may, and a vessel of 100 metres and more in length 
shall, also use the available working or equivalent lights to illuminate her decks.  

(d) A vessel aground shall exhibit the lights prescribed in paragraph (a) or (b) of 
this Rule and in addition, where they can best be seen:  

(i) two all-round red lights in a vertical line;  

(ii) three balls in a vertical line.  

(e) A vessel of less than 7 metres in length, when at anchor or aground, not in 
or near a narrow channel, fairway or anchorage, or where other vessels 
normally navigate, shall not be required to exhibit the lights or shapes 
prescribed in paragraphs (a), (b) or (d) of this Rule.  

Rule 31  

Seaplanes 



Where it is impracticable for a seaplane to exhibit lights and shapes of the 
characteristics or in the positions prescribed in the Rules of this Part she shall 
exhibit lights and shapes as closely similar in characteristics and position as is 
possible.  

PART D  

SOUND AND LIGHT SIGNALS  

Rule 32  

Definitions 

(a) The word "whistle" means any sound signalling appliance capable of 
producing the prescribed blasts and which complies with the specifications in 
Annex III to these Regulations.  

(b) The term "short blast" means a blast of about one second's duration.  

(c) The term "prolonged blast" means a blast of from four to six seconds' 
duration.  

Rule 33  

Equipment for sound signals 

(a) A vessel of 12 metres or more in length shall be provided with a whistle and 
a bell and a vessel of 100 metres or more in length shall, in addition, be 
provided with a gong, the tone and sound of which cannot be confused with that 
of the bell. The whistle, bell and gong shall comply with the specifications in 
Annex III to these Regulations. The bell or gong or both may be replaced by 
other equipment having the same respective sound characteristics, provided 
that manual sounding of the required signals shall always be possible.  

(b) A vessel of less than 12 metres in length shall not be obliged to carry the 
sound signalling appliances prescribed in paragraph (a) of this Rule but if she 
does not, she shall be provided with some other means of making an efficient 
sound signal.  

Rule 34  

Manoeuvring and warning signals 

(a) When vessels are in sight of one another, a power-driven vessel underway, 
when manoeuvring as authorized or required by these Rules, shall indicate that 
manoeuvre by the following signals on her whistle:  

- one short blast to mean "I am altering my course to starboard";  

- two short blasts to mean "I am altering my course to port";  



- three short blasts to mean "I am operating astern propulsion".  

(b) Any vessel may supplement the whistle signals prescribed in paragraph (a) 
of this Rule by light signals, repeated as appropriate, whilst the manoeuvre is 
being carried out:  

(i) these light signals shall have the following significance:  

- one flash to mean "I am altering my course to starboard";  

- two flashes to mean "I am altering my course to port";  

- three flashes to mean "I am operating astern propulsion";  

(ii) the duration of each flash shall be about one second, the interval between 
flashes shall be about one second, and the interval between successive signals 
shall be not less than ten seconds;  

(iii) the light used for this signal shall, if fitted, be an all-round white light, visible 
at a minimum range of 5 miles, and shall comply with the provisions of Annex I.  

(c) When in sight of one another in a narrow channel or fairway:  

(i) a vessel intending to overtake another shall in compliance with Rule 9(e)(i) 
indicate her intention by the following signals on her whistle:  

- two prolonged blasts followed by one short blast to mean "I intend to overtake 
you on your starboard side";  

- two prolonged blasts followed by two short blasts to mean "I intend to overtake 
you on your port side".  

(ii) the vessel about to be overtaken when acting in accordance with Rule 9(e)(i) 
shall indicate her agreement by the following signal on her whistle:  

- one prolonged, one short, one prolonged and one short blast, in that order.  

(d) When vessels in sight of one another are approaching each other and from 
any cause either vessel fails to understand the intentions or actions of the other, 
or is in doubt whether sufficient action is being taken by the other to avoid 
collision, the vessel in doubt shall immediately indicate such doubt by giving at 
least five short and rapid blasts on the whistle. Such signal may be 
supplemented by a light signal of at least five short and rapid flashes.  

(e) A vessel nearing a bend or an area of a channel or fairway where other 
vessels may be obscured by an intervening obstruction shall sound one 
prolonged blast. Such signal shall be answered with a prolonged blast by any 
approaching vessel that may be within hearing around the bend or behind the 
intervening obstruction.  



(f) If whistles are fitted on a vessel at a distance apart of more than 100 metres, 
one whistle only shall be used for giving manoeuvring and warning signals.  

Rule 35  

Sound signals in restricted visibility 

In or near an area of restricted visibility, whether by day or night, the signals 
prescribed in this Rule shall be used as follows:  

(a) A power-driven vessel making way through the water shall sound at intervals 
of not more than 2 minutes one prolonged blast.  

(b) A power-driven vessel underway but stopped and making no way through 
the water shall sound at intervals of not more than 2 minutes two prolonged 
blasts in succession with an interval of about 2 seconds between them.  

(c) A vessel not under command, a vessel restricted in her ability to manoeuvre, 
a vessel constrained by her draught, a sailing vessel, a vessel engaged in 
fishing and a vessel engaged in towing or pushing another vessel shall, instead 
of the signals prescribed in paragraphs (a) or (b) of this Rule, sound at intervals 
of not more than 2 minutes three blasts in succession, namely one prolonged 
followed by two short blasts.  

(d) A vessel towed or if more than one vessel is towed the last vessel of the 
tow, if manned, shall at intervals of not more than 2 minutes sound four blasts in 
succession, namely one prolonged followed by three short blasts. When 
practicable, this signal shall be made immediately after the signal made by the 
towing vessel.  

(e) When a pushing vessel and a vessel being pushed ahead are rigidly 
connected in a composite unit they shall be regarded as a power-driven vessel 
and shall give the signals prescribed in paragraphs (a) or (b) of this Rule.  

(f) A vessel at anchor shall at intervals of not more than one minute ring the bell 
rapidly for about 5 seconds. In a vessel of 100 metres or more in length the bell 
shall be sounded in the forepart of the vessel and immediately after the ringing 
of the bell the gong shall be sounded rapidly for about 5 seconds in the after 
part of the vessel. A vessel at anchor may in addition sound three blasts in 
succession, namely one short, one prolonged and one short blast, to give 
warning of her position and of the possibility of collision to an approaching 
vessel.  

(g) A vessel aground shall give the bell signal and if required the gong signal 
prescribed in paragraph (f) of this Rule and shall, in addition, give three 
separate and distinct strokes on the bell immediately before and after the rapid 
ringing of the bell. A vessel aground may in addition sound an appropriate 
whistle signal.  



(h) A vessel of less than 12 metres in length shall not be obliged to give the 
above-mentioned signals but, if she does not, shall make some other efficient 
sound signal at intervals of not more than 2 minutes.  

(i) A pilot vessel when engaged on pilotage duty may in addition to the signals 
prescribed in paragraphs (a), (b) or (f) of this Rule sound an identity signal 
consisting of four short blasts.  

Rule 36  

Signals to attract attention 

If necessary to attract the attention of another vessel any vessel may make light 
or sound signals that cannot be mistaken for any signal authorized elsewhere in 
these Rules, or may direct the beam of her searchlight in the direction of the 
danger, in such a way as not to embarrass any vessel.  

Rule 37  

Distress signals 

When a vessel is in distress and requires assistance she shall use or exhibit the 
signals prescribed in Annex IV to these Regulations.  

PART E  

EXEMPTIONS  

Rule 38  

Exemptions 

Any vessel (or class of vessels) provided that she complies with the 
requirements of the International Regulations for Preventing Collisions at Sea, 
1960, the keel of which is laid or which is at a corresponding stage of 
construction before the entry into force of these Regulations may be exempted 
from compliance therewith as follows:  

(a) The installation of lights with ranges prescribed in Rule 22, until four years 
after the date of entry into force of these Regulations.  

(b) The installation of lights with colour specifications as prescribed in Section 7 
of Annex I to these Regulations, until four years after the date of entry into force 
of these Regulations.  

(c) The repositioning of lights as a result of conversion from Imperial to metric 
units and rounding off measurement figures, permanent exemption.  



(d) (i) The repositioning of masthead lights on vessels of less than 150 metres 
in length, resulting from the prescriptions of Section 3(a) of Annex I, permanent 
exemption.  

(ii) The repositioning of masthead lights on vessels of 150 metres or more in 
length, resulting from the prescriptions of Section 3(a) of Annex I to these 
Regulations, until nine years after the date of entry into force of these 
Regulations.  

(e) The repositioning of masthead lights resulting from the prescriptions of 
Section 2(b) of Annex I, until nine years after the date of entry into force of 
these Regulations.  

(f) The repositioning of sidelights resulting from the prescriptions of Section 3(b) 
of Annex I, until nine years after the date of entry into force of these 
Regulations.  

(g) The requirements for sound signal appliances prescribed in Annex III, until 
nine years after the date of entry into force of these Regulations.  

 

ANNEX I  

POSITIONING AND TECHNICAL DETAILS OF LIGHTS AND SHAPES 

1. Definition  

The term "height above the hull" means height above the uppermost continuous 
deck.  

2. Vertical positioning and spacing of lights  

(a) On a power-driven vessel of 20 metres or more in length the masthead lights 
shall be placed as follows:  

(i) the forward masthead light, or if only one masthead light is carried, then that 
light, at a height above the hull of not less than 6 metres, and, if the breadth of 
the vessel exceeds 6 metres, then at a height above the hull not less than such 
breadth, so however that the light need not be placed at a greater height above 
the hull than 12 metres;  

(ii) when two masthead lights are carried the after one shall be at least 4.5 
metres vertically higher than the forward one.  

(b) The vertical separation of masthead lights of power-driven vessels shall be 
such that in all normal conditions of trim the after light will be seen over and 
separate from the forward light at a distance of 1000 metres from the stem 
when viewed from sea level.  



(c) The masthead light of a power-driven vessel of 12 metres but less than 20 
metres in length shall be placed at a height above the gunwale of not less than 
2.5 metres.  

(d) A power-driven vessel of less than 12 metres in length may carry the 
uppermost light at a height of less than 2.5 metres above the gunwale. When 
however a masthead light is carried in addition to sidelights and a sternlight, 
then such masthead light shall be carried at least 1 metre higher than the 
sidelights.  

(e) One of the two or three masthead lights prescribed for a power-driven vessel 
when engaged in towing or pushing another vessel shall be placed in the same 
position as the forward masthead light of a power-driven vessel.  

(f) In all circumstances the masthead light or lights shall be so placed as to be 
above and clear of all other lights and obstructions.  

(g) The sidelights of a power-driven vessel shall be placed at a height above the 
hull not greater than three quarters of that of the forward masthead light. They 
shall not be so low as to be interfered with by deck lights.  

(h) The sidelights, if in a combined lantern and carried on a power-driven vessel 
of less than 20 metres in length, shall be placed not less than 1 metre below the 
masthead light.  

(i) When the Rules prescribe two or three lights to be carried in a vertical line, 
they shall be spaced as follows:  

(i) on a vessel of 20 metres in length or more such lights shall be spaced not 
less than 2 metres apart, and the lowest of these lights shall, except where a 
towing light is required, not be less than 4 metres above the hull;  

(ii) on a vessel of less than 20 metres in length such lights shall be spaced not 
less than 1 metre apart and the lowest of these lights shall, except where a 
towing light is required, not be less than 2 metres above the gunwale;  

(iii) when three lights are carried they shall be equally spaced.  

(j) The lower of the two all-round lights prescribed for a fishing vessel when 
engaged in fishing shall be at a height above the sidelights not less than twice 
the distance between the two vertical lights.  

(k) The forward anchor light, when two are carried, shall not be less than 4.5 
metres above the after one. On a vessel of 50 metres or more in length this 
forward anchor light shall not be less than 6 metres above the hull.  

3. Horizontal positioning and spacing of lights  

(a) When two masthead lights are prescribed for a power-driven vessel, the 
horizontal distance between them shall not be less than one half of the length of 



the vessel but need not be more than 100 metres. The forward light shall be 
placed not more than one quarter of the length of the vessel from the stem.  

(b) On a vessel of 20 metres or more in length the sidelights shall not be placed 
in front of the forward masthead lights. They shall be placed at or near the side 
of the vessel.  

4. Details of location of direction-indicating lights for fishing vessels, dredgers 
and vessels engaged in underwater operations  

(a) The light indicating the direction of the outlying gear from a vessel engaged 
in fishing as prescribed in Rule 26(c)(ii) shall be placed at a horizontal distance 
of not less than 2 metres and not more than 6 metres away from the two all-
round red and white lights. This light shall be placed not higher than the all-
round white light prescribed in Rule 26(c)(i) and not lower than the sidelights.  

(b) The lights and shapes on a vessel engaged in dredging or underwater 
operations to indicate the obstructed side and/or the side on which it is safe to 
pass, as prescribed in Rule 27(d)(i) and (ii), shall be placed at the maximum 
practical horizontal distance, but in no case less than 2 metres, from the lights 
or shapes prescribed in Rule 27(b)(i) and (ii). In no case shall the upper of these 
lights or shapes be at a greater height than the lower of the three lights or 
shapes prescribed in Rule 27(b)(i) and (ii).  

5. Screens for sidelights  

The sidelights shall be fitted with inboard screens painted matt black, and 
meeting the requirements of Section 9 of this Annex. With a combined lantern, 
using a single vertical filament and a very narrow division between the green 
and red sections, external screens need not be fitted.  

6. Shapes  

(a) Shapes shall be black and of the following sizes:  

(i) a ball shall have a diameter of not less than 0.6 metre;  

(ii) a cone shall have a base diameter of not less than 0.6 metre and a height 
equal to its diameter;  

(iii) a cylinder shall have a diameter of at least 0.6 metre and a height of twice 
its diameter;  

(iv) a diamond shape shall consist of two cones as defined in (ii) above having a 
common base.  

(b) The vertical distance between shapes shall be at least 1.5 metre.  



(c) In a vessel of less than 20 metres in length shapes of lesser dimensions but 
commensurate with the size of the vessel may be used and the distance apart 
may be correspondingly reduced.  

7. Colour specification of lights  

The chromaticity of all navigation lights shall conform to the following standards, 
which lie within the boundaries of the area of the diagram specified for each 
colour by the International Commission on Illumination (CIE).  

The boundaries of the area for each colour are given by indicating the corner 
coordinates, which are as follows:  

(i) White  

x  0.525  0.525  0.452  0.310  0.310 0.443 
y  0.382  0.440  0.440  0.348  0.283 0.382 

(ii) Green  

x  0.028  0.009  0.300  0.203  
y  0.385  0.723  0.511  0.356  

(iii) Red  

x  0.680  0.660  0.735  0.721  
y  0.320  0.320  0.265  0.259  

(iv) Yellow  

x  0.612  0.618  0.575  0.575  
y  0.382  0.382  0.425  0.406  

8. Intensity of lights  

(a) The minimum luminous intensity of lights shall be calculated by using the 
formula:  

I = 3.43 x 106 x T x D2 x K-D  

where I is luminous intensity in candelas under service conditions,  

T is threshold factor 2 x 10-7 lux,  

D is range of visibility (luminous range) of the light in nautical miles,  

K is atmospheric transmissivity.  



For prescribed lights the value of K shall be 0.8, corresponding to a 
meteorological visibility of approximately 13 nautical miles.  

(b) A selection of figures derived from the formula is given in the following table:  

Range of visibility (luminous range) of light 
in nautical miles  

Luminous intensity of light in 
candelas for K=0.8  

  
D  I  
  
1  0.9  
2  4.3  
3  12  
4  27  
5  52  
6  94  
  

NOTE: The maximum luminous intensity of navigation lights should be limited to 
avoid undue glare.  

9. Horizontal sectors  

(a) (i) In the forward direction, sidelights as fitted on the vessel must show the 
minimum required intensities. The intensities must decrease to reach practical 
cut-off between 1 degree and 3 degrees outside the prescribed sectors.  

(ii) For sternlights and masthead lights and at 22.5 degrees abaft the beam for 
sidelights, the minimum required intensities shall be maintained over the arc of 
the horizon up to 5 degrees within the limits of the sectors prescribed in Rule 
21. From 5 degrees within the prescribed sectors the intensity may decrease by 
50 per cent up to the prescribed limits; it shall decrease steadily to reach 
practical cut-off at not more than 5 degrees outside the prescribed limits.  

(b) All-round lights shall be so located as not to be obscured by masts, 
topmasts or structures within angular sectors of more than 6 degrees, except 
anchor lights, which need not be placed at an impracticable height above the 
hull.  

10. Vertical sectors  

(a) The vertical sectors of electric lights, with the exception of lights on sailing 
vessels shall ensure that:  

(i) at least the required minimum intensity is maintained at all angles from 5 
degrees above to 5 degrees below the horizontal;  



(ii) at least 60 per cent of the required minimum intensity is maintained from 7.5 
degrees above to 7.5 degrees below the horizontal.  

(b) In the case of sailing vessels the vertical sectors of electric lights shall 
ensure that:  

(i) at least the required minimum intensity is maintained at all angles from 5 
degrees above to 5 degrees below the horizontal;  

(ii) at least 50 per cent of the required minimum intensity is maintained from 25 
degrees above to 25 degrees below the horizontal.  

(c) In the case of lights other than electric these specifications shall be met as 
closely as possible.  

11. Intensity of non-electric lights  

Non-electric lights shall so far as practicable comply with the minimum 
intensities, as specified in the Table given in Section 8 of this Annex.  

12. Manoeuvring light  

Notwithstanding the provisions of paragraph 2(f) of this Annex the manoeuvring 
light described in Rule 34(b) shall be placed in the same fore and aft vertical 
plane as the masthead light or lights and, where practicable, at a minimum 
height of 2 metres vertically above the forward masthead light, provided that it 
shall be carried not less than 2 metres vertically above or below the after 
masthead light. On a vessel where only one masthead light is carried the 
manoeuvring light, if fitted, shall be carried where it can best be seen, not less 
than 2 metres vertically apart from the masthead light.  

13. Approval  

The construction of lanterns and shapes and the installation of lanterns on 
board the vessel shall be to the satisfaction of the appropriate authority of the 
State where the vessel is registered.  

 

ANNEX II  

ADDITIONAL SIGNALS FOR FISHING VESSELS FISHING IN CLOSE 
PROXIMITY 

1. General  

The lights mentioned herein shall, if exhibited in pursuance of Rule 26(d), be 
placed where they can best be seen. They shall be at least 0.9 metre apart but 
at a lower level than lights prescribed in Rule 26(b)(i) and (c)(i). The lights shall 



be visible all round the horizon at a distance of at least 1 mile but at a lesser 
distance than the lights prescribed by these Rules for fishing vessels.  

2. Signals for trawlers  

(a) Vessels when engaged in trawling, whether using demersal or pelagic gear, 
may exhibit:  

(i) when shooting their nets:  

two white lights in a vertical line;  

(ii) when hauling their nets:  

one white light over one red light in a vertical line;  

(iii) when the net has come fast upon an obstruction:  

two red lights in a vertical line.  

(b) Each vessel engaged in pair trawling may exhibit:  

(i) by night, a searchlight directed forward and in the direction of the other 
vessel of the pair;  

(ii) when shooting or hauling their nets or when their nets have come fast upon 
an obstruction, the lights prescribed in 2(a) above.  

3. Signals for purse seiners  

Vessels engaged in fishing with purse seine gear may exhibit two yellow lights 
in a vertical line. These lights shall flash alternately every second and with equal 
light and occultation duration. These lights may be exhibited only when the 
vessel is hampered by its fishing gear.  

 

ANNEX III  

TECHNICAL DETAILS OF SOUND SIGNAL APPLIANCES 

1. Whistle  

(a) Frequencies and range of audibility  

The fundamental frequency of the signal shall lie within the range 70-700 Hz.  

The range of audibility of the signal from a whistle shall be determined by those 
frequencies, which may include the fundamental and/or one or more higher 



frequencies, which lie within the range 180-700 Hz (+/-1 per cent) and which 
provide the sound pressure levels specified in paragraph 1(c) below.  

(b) Limits of fundamental frequencies  

To ensure a wide variety of whistle characteristics, the fundamental frequency 
of a whistle shall be between the following limits:  

(i) 70-200 Hz, for a vessel 200 metres or more in length;  

(ii) 130-350 Hz, for a vessel 75 metres but less than 200 metres in length;  

(iii) 250-700 Hz, for a vessel less than 75 metres in length.  

(c) Sound signal intensity and range of audibility  

A whistle fitted in a vessel shall provide, in the direction of maximum intensity of 
the whistle and at a distance of 1 metre from it, a sound pressure level in at 
least one 1/3rd-octave band within the range of frequencies 180-700 Hz (+/-1 
per cent) of not less than the appropriate figure given in the table below.  

Length of vessel 
in metres  

1/3rd-octave band level at 1 metre in 
dB referred to 2 x 10-5 N/m2 

Audibility range in 
nautical miles  

   
200 or more  143  2  
75 but less than 
200  138  1.5  

20 but less than 
75  130  1  

Less than 20  120  0.5  
   

The range of audibility in the table above is for information and is approximately 
the range at which a whistle may be heard on its forward axis with 90 per cent 
probability in conditions of still air on board a vessel having average background 
noise level at the listening posts (taken to be 68 dB in the octave band centred 
on 250 Hz and 63 dB in the octave band centred on 500 Hz).  

In practice the range at which a whistle may be heard is extremely variable and 
depends critically on weather conditions; the values given can be regarded as 
typical but under conditions of strong wind or high ambient noise level at the 
listening post the range may be much reduced.  

(d) Directional properties  

The sound pressure level of a directional whistle shall be not more than 4 dB 
below the sound pressure level on the axis at any direction in the horizontal 



plane within +/-45 degrees of the axis. The sound pressure level at any other 
direction in the horizontal plane shall be not more than 10 dB below the sound 
pressure level on the axis, so that the range in any direction will be at least half 
the range on the forward axis. The sound pressure level shall be measured in 
that 1/3rd-octave band which determines the audibility range.  

(e) Positioning of whistles  

When a directional whistle is to be used as the only whistle on a vessel, it shall 
be installed with its maximum intensity directed straight ahead.  

A whistle shall be placed as high as practicable on a vessel, in order to reduce 
interception of the emitted sound by obstructions and also to minimize hearing 
damage risk to personnel. The sound pressure level of the vessel's own signal 
at listening posts shall not exceed 110 dB(A) and so far as practicable should 
not exceed 100 dB(A).  

(f) Fitting of more than one whistle  

If whistles are fitted at a distance apart of more than 100 metres, it shall be so 
arranged that they are not sounded simultaneously.  

(g) Combined whistle systems  

If due to the presence of obstructions the sound field of a single whistle or of 
one of the whistles referred to in paragraph 1(f) above is likely to have a zone of 
greatly reduced signal level, it is recommended that a combined whistle system 
be fitted so as to overcome this reduction. For the purposes of the Rules a 
combined whistle system is to be regarded as a single whistle. The whistles of a 
combined system shall be located at a distance apart of not more than 100 
metres and arranged to be sounded simultaneously. The frequency of any one 
whistle shall differ from those of the others by at least 10 Hz.  

2. Bell or gong  

(a) Intensity of signal  

A bell or gong, or other device having similar sound characteristics shall 
produce a sound pressure level of not less than 110 dB at 1 metre.  

(b) Construction  

Bells and gongs shall be made of corrosion-resistant material and designed to 
give a clear tone. The diameter of the mouth of the bell shall be not less than 
300 mm for vessels of more than 20 metres in length, and shall be not less than 
200 mm for vessels of 12 to 20 metres in length. Where practicable, a power-
driven bell striker is recommended to ensure constant force but manual 
operation shall be possible. The mass of the striker shall be not less than 3 per 
cent of the mass of the bell.  



3. Approval  

The construction of sound signal appliances, their performance and their 
installation on board the vessel shall be to the satisfaction of the appropriate 
authority of the State where the vessel is registered.  

 

ANNEX IV  

DISTRESS SIGNALS 

1. The following signals, used or exhibited either together or separately, indicate 
distress and need of assistance:  

(a) a gun or other explosive signal fired at intervals of about a minute;  

(b) a continuous sounding with any fog-signalling apparatus;  

(c) rockets or shells, throwing red stars fired one at a time at short intervals;  

(d) a signal made by radiotelegraphy or by any other signalling method 
consisting of the group  

. . . - - - . . . (SOS) in the Morse Code;  

(e) a signal sent by radiotelephony consisting of the spoken word "Mayday";  

(f) the International Code Signal of distress indicated by N.C.;  

(g) a signal consisting of a square flag having above or below it a ball or 
anything resembling a ball;  

(h) flames on the vessel (as from a burning tar barrel, oil barrel, etc.)  

(i) a rocket parachute flare or a hand flare showing a red light;  

(j) a smoke signal giving off orange-coloured smoke;  

(k) slowly and repeatedly raising and lowering arms outstretched to each side;  

(l) the radiotelegraph alarm signal;  

(m) the radiotelephone alarm signal;  

(n) signals transmitted by emergency position-indicating radio beacons.  

2. The use or exhibition of any of the foregoing signals except for the purpose of 
indicating distress and need of assistance and the use of other signals which 
may be confused with any of the above signals is prohibited.  



3. Attention is drawn to the relevant sections of the International Code of 
Signals, the Merchant Ship Search and Rescue Manual and the following 
signals:  

(a) a piece of orange-coloured canvas with either a black square and circle or 
other appropriate symbol (for identification from the air);  

(b) a dye marker. 
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IMO STANDARD MARINE COMMUNICATION PHRASES 

 
 
THE ASSEMBLY, 
 
 RECALLING Article 15(j) of the Convention on the International Maritime Organization 
concerning the functions of the Assembly in relation to regulations and guidelines concerning 
maritime safety, 
 
 RECALLING ALSO resolution A.380(X) by which it adopted the Standard Marine 
Navigational Vocabulary, 
 
 RECALLING FURTHER the provisions of regulation V/14.4 of the International 
Convention for the Safety of Life at Sea, 1974, requiring that on all ships to which chapter I 
thereof applies, English shall be used on the bridge as the working language for bridge-to-bridge 
and bridge-to-shore safety communications as well as for communications on board between the 
pilot and bridge watchkeeping personnel unless those directly involved in the communications 
speak a common language other than English,  
 
 RECOGNIZING that the standardization of language and terminology used in such 
communications would assist the safe operation of ships and contribute to greater safety of 
navigation, 
 

RECOGNIZING ALSO the wide use of the English language for international 
navigational communications and the need to assist maritime training institutions to meet the 
objectives of safe operations of ships and enhanced navigational safety through, inter alia, the 
standardization of language and terminology used, 
 
 HAVING CONSIDERED the recommendations of the Maritime Safety Committee at its 
sixty-eighth and seventy-fourth sessions,  
 
1. ADOPTS the IMO Standard Marine Communication Phrases set out in Annex 1 to the 
present resolution; 
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2. AUTHORIZES the Maritime Safety Committee to keep the IMO Standard Marine 
Communication Phrases under review and to amend them when necessary in accordance with the 
procedure set out in Annex 2 to the present resolution; 
 
3. RECOMMENDS Governments to give the IMO Standard Marine Communication 
Phrases a wide circulation to all prospective users and all maritime education authorities, in order 
to support compliance with the standards of competence as required by table A-II/1 of the 
STCW Code; 
 
4. REVOKES resolution A.380(X). 
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ANNEX 1 
 
 
FOREWORD 
 
As navigational and safety communications from ship to shore and vice versa, from ship to ship, 
and on board ship must be precise, simple and unambiguous so as to avo id confusion and error, 
there is a need to standardize the language used.  This is of particular importance in the light of 
the increasing number of internationally trading vessels with crews speaking many different 
languages, since problems of communication may cause misunderstandings leading to dangers to 
the vessel, the people on board and the environment. 
 
In 1973, the Maritime Safety Committee agreed, at its twenty-seventh session that where 
language difficulties arise a common language should be used for navigational purposes, and that 
language should be English. In consequence the Standard Marine Navigational Vocabulary 
(SMNV) was developed, adopted in 1977 and amended in 1985. 
 
In 1992, the Maritime Safety Committee, at its sixtieth session, instructed the Sub-Committee 
on Safety of Navigation to develop a more comprehensive standardized safety language than 
SMNV 1985, taking into account the changing conditions in modern seafaring and covering all 
major safety-related verbal communications. 
 
At its sixty-eighth session in 1997, the Maritime Safety Committee adopted the Draft IMO 
Standard Marine Communication Phrases (SMCP) developed by the Sub-Committee on Safety of 
Navigation.  The draft IMO SMCP, following international trials, was amended at the forty-sixth 
session of this Sub-Committee, and was given final consideration by the Maritime Safety 
Committee at its seventy-fourth session in the light of remarks received by the Organization.  The 
IMO SMCP was adopted by the Assembly in November 2001 as resolution A.918(22). 
 
Under the International Convention on Standards of Training, Certification and Watchkeeping 
for Seafarers, 1978, as revised 1995, the ability to use and understand the IMO SMCP is required 
for the certification of officers in charge of a navigational watch on ships of 500 gross tonnage or 
more. 
 
 



A 22/Res.918 - 4 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

 
 

IMO STANDARD MARINE COMMUNICATION PHRASES 
 

CONTENTS 
 
 
DESCRIPTION 
 
INTRODUCTION 
 
1 Position of the IMO SMCP in maritime practice 
2 Organization of the IMO SMCP 
3 Position of the IMO SMCP in Maritime Education and Training 
4 Basic communicative features 
5 Typographical conventions  
 
 
GENERAL 
 
 1  Procedure  
 2  Spelling 
 3  Message markers  
 4  Responses 
 5  Distress / urgency / safety signals 
 6  Standard organizational phrases  
 7  Corrections   
 8  Readiness   
 9  Repetition 
10  Numbers  
11  Positions  
12  Bearings 
13  Courses   
14  Distances   
15  Speed 
16  Time 
17  Geographical names 
18  Ambiguous words  
 
 
GLOSSARY 
 
1  General terms  
2         VTS special terms  
 
 



 - 5 - A 22/Res.918 
 
 

I:\ASSEMBLY\22\RES\918.doc 

 
IMO STANDARD MARINE COMMUNICATION PHRASES: PART A 
 
A1 EXTERNAL COMMUNICATION PHRASES 
 
A1/1 Distress traffic 
 
A1/1.1 Distress communications  
 
.1  Fire, explosion 
.2  Flooding 
.3  Collision 
.4  Grounding 
.5  List, danger of capsizing 
.6  Sinking 
.7  Disabled and adrift 
.8  Armed attack / piracy 
.9  Undesignated distress 
.10 Abandoning vessel 
.11 Person overboard 
 
A1/1.2 Search and Rescue communications  
 
.1  SAR communications  (specifying or supplementary to A1/1.1) 
.2  Acknowledgement and / or relay of SAR messages 
.3  Performing / co-ordinating SAR operations  
.4  Finishing with SAR operations  
 
A1/1.3 Requesting Medical Assistance  
 
A1/2 Urgency traffic 
 Safety of a vessel (other than distress)  
 
.1 Technical failure  
.2 Cargo 
.3 Ice damage 
 
A1/3 Safety Communications  
 
A1/3.1 Meteorological and hydrological conditions  
 
.1 Winds, storms, tropical storms; sea state  
.2 Restricted visibility 
.3 Ice  
.4 Abnormal tides 
 
A1/3.2 Navigational warnings involving 
 
.1 Land- or seamarks  
.2 Drifting objects  
.3 Electronic navigational aids  
.4 Seabottom characteristics, wrecks  
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.5 Miscellaneous  

.5.1  Cable, pipe and seismic / hydrographic operations  

.5.2  Diving operations, tows, dredging operations  

.5.3  Tanker transhipment 

.5.4  Off-shore installations, rig moves  

.5.5  Defective locks or bridges 

.5.6  Military operations  

.5.7  Fishery 
 
A1/3.3 Environmental protection communications  
 
A1/4 Pilotage 
 
A1/4.1 Pilot request 
 
A1/4.2 Embarking / disembarking pilot 
A1/4.3 Tug request 
 
A1/5 Specials 
 
A1/5.1 Helicopter operations  
 
A1/5.2 Ice-breaker operations  
.1 Ice-breaker request 
.2 Ice-breaker assistance for convoy 
.3 Ice-breaker assistance in close-coupled towing   
 
A1/6 Vessel Traffic Service (VTS) Standard Phrases  
 
A1/6.1 Phrases for acquiring and providing data for a traffic image 
.1 Acquiring and providing routine traffic data 
.2 Acquiring and providing distress traffic data 
 
A1/6.2 Phrases for providing VTS services  
.1 Information service  
.1.1  Navigational warnings 
.1.2  Navigational information 
.1.3  Traffic information 
.1.4  Route information 
.1.5  Hydrographic information 
.1.6  Electronic navigational aids information 
.1.7  Meteorological warnings  
.1.8  Meteorological information 
.1.9  Meteorological questions and answers  
.2 Navigational assistance service  
.2.1  Request  and identification 
.2.2  Position 
.2.3  Course 
.3 Traffic organization service  
.3.1  Clearance, forward planning 
.3.2  Anchoring 
.3.3  Arrival, berthing and departure  
.3.4  Enforcement 
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.3.5  Avoiding dangerous situations, providing safe movements  

.3.6  Canal and lock operations  
 
A1/6.3 Handing over to another VTS 
 
A1/6.4 Phrases for communication with emergency services and allied services 
.1 Emergency services (SAR, fire fighting, pollution fighting) 
.2 Tug services 
.3 Pilot request 
.4 Embarking / disembarking pilot 
 
 
Appendix to A1 – External Communication Phrases 
Standard GMDSS Messages  
 
1 Standard Distress Message  
.1 Structure  
.2 Example  
 
2 Standard Urgency Message  
.1 Structure  
.2 Example  
 
3 Standard Safety Message  
.1 Structure  
.2 Example  
 
A2  ON-BOARD COMMUNICATION PHRASES 
 
A2/1 Standard Wheel Orders  
 
A2/2 Standard Engine Orders  
 
A2/3 Pilot on the Bridge 
 
A2/3.1       Propulsion system 
A2/3.2       Manoeuvring 
A2/3.3       Radar 
A2/3.4       Draft and air draft 
A2/3.5       Anchoring   
.1  Going to anchor 
.2  Leaving the anchorage  
A2/3.6  Tug assistance 
A2/3.7  Berthing and unberthing 
.1  General 
.2  Berthing 
.3  Unberthing 
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IMO STANDARD MARINE COMMUNICATION PHRASES:  PART B  
 
B ON-BOARD  COMMUNICATION  PHRASES 
 
B1 Operative ship handling 
 
B1/1 Handing over the watch 
 
B1/1.1  Briefing on position, movement and draft 
 .1 Position 
 .2 Movements  
 .3 Draft 
B1/1.2   Briefing on traffic situation in the area 
B1/1.3   Briefing on navigational aids and equipment status  
B1/1.4   Briefing on radiocommunications  
B1/1.5   Briefing on meteorological conditions  
B1/1.6   Briefing on standing orders and bridge organization 
B1/1.7   Briefing on special navigational events 
B1/1.8   Briefing on temperatures, pressures and soundings 
B1/1.9   Briefing on operation of main engine and auxiliary equipment 
B1/1.10  Briefing on pumping of fuel, ballast water, etc. 
B1/1.11  Briefing on special machinery events and repairs  
B1/1.12  Briefing on record keeping 
B1/1.13  Handing and taking over the watch 
 
B1/2  Trim, list and stability  
 
B2   Safety on board 
 
B2/1 General activities 
 
B2/1.1 Raising alarm 
B2/1.2 Briefing crew and passengers  
B2/1.3 Checking status of escape routes 
B2/1.4 Checking status of lifeboats / liferafts 
B2/1.5 Ordering evacuation 
B2/1.6 Roll call 
B2/1.7 Ordering abandon vessel 
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B2/2 Occupational Safety 
 
B2/2.1 Instruction 
B2/2.2 Practical occupational safety 
B2/2.3 Occupational accidents  
 
B2/3 Fire protection and fire fighting 
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B2/3.1 Fire protection 
 .1 Checking status of equipment 
 
B2/3.2 Fire fighting and drills 

.1 Reporting fire  

.2 Reporting readiness for action 

.3 Orders for fire fighting 

.4 Cancellation of alarm 
 
B2/4 Damage control 
 
B2/4.1 Checking equipment status and drills  
 
B2/4.2 Damage control activities 

.1 Reporting flooding 

.2 Reporting readiness for action 

.3 Orders for damage control 

.4 Cancellation of alarm 
 
B2/5 Grounding 
 
B2/5.1 Reporting grounding and ordering actions  
B2/5.2 Reporting damage 
B2/5.3 Orders for refloating 
B2/5.4 Checking seaworthiness  
 
B2/6 Search and Rescue on-board Activities 
 
B2/6.1 Checking equipment status  
B2/6.2 Person-overboard activities 
B2/6.3 Rescue operation - reporting readiness for assistance 
B2/6.4 Conducting search 
B2/6.5 Rescue activities 
B2/6.6 Finishing with search and rescue operations  
 
B3   Cargo and cargo handling 
 
B3/1 Cargo handling 
 
B3/1.1 Loading and unloading 

.1 Loading capacities and quantities 

.2 Dockside/shipboard cargo handling gear and equipment 

.3 Preparing for loading / unloading 

.4 Operating cargo handling equipment and hatches 

.5 Maintaining/repairing cargo handling equipment 

.6 Briefing on stowing and securing 
 
B3/1.2 Handling dangerous goods  

.1 Briefing on nature of dangerous goods  

.2 Instructions on compatibility and stowage 

.3 Reporting incidents  

.4 Action in case of incidents 
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B3/1.3 Handling liquid goods, bunkers and ballast pollution prevention 
.1 Preparing safety measures 
.2 Operating pumping equipment 
.3 Reporting and cleaning up spillage 
.4 Ballast handling 
.5 Tank cleaning 
 

B3/1.4 Preparing for sea 
 
B3/2 Cargo care  
 
B3/2.1 Operating shipboard equipment for cargo care  
B3/2.2 Taking measures for cargo care  

.1 Carrying out inspections  

.2 Describing damage to the cargo 

.3 Taking actions  
 
B4   Passenger care  
 
B4/1 Briefing and instruction 
 
B4/1.1 Conduct of passengers on board 

.1 General information on conduct of pas sengers  

.2 Briefing on prohibited areas, decks and spaces  
 
B4/1.2 Briefing on safety regulations, preventive measures and communications  

.1 The general emergency alarm 

.2 Preventing / reporting fire  

.3 PA announcements on emergency 

.4 Person overboard 

.5 Protective measures for children 
 
B4/2 Evacuation and boat drill 
 
B4/2.1 Allocating/directing to assembly stations, describing how to escape  
B4/2.2 Briefing on how to dress and what to take to assembly stations  
B4/2.3 Performing roll call 
B4/2.4 Briefing on how to put on life -jackets  
B4/2.5 Instructions on how to embark and behave in lifeboats/liferafts 
B4/2.6 On-scene measures and actions in lifeboats/liferafts 
 
B4/3 Attending to passengers in an emergency 
 
B4/3.1 Informing on present situation 
B4/3.2 Escorting helpless passengers  
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INTRODUCTION 
 
1 Position of the IMO SMCP in maritime practice 
 
The IMO Standard Marine Communication Phrases (SMCP) has been compiled: 
 

- to assist in the greater safety of navigation and of the conduct of the ship, 
- to standardize the language used in communication for navigation at sea, in port 

approaches, waterways and harbours, and on board vessels with multilingual crews, 
and 

- to assist maritime training institutions in meeting the objectives mentioned above. 
 
These phrases are not intended to supplant or contradict the International Regulations for Preventing 
Collisions at Sea, 1972 or special local rules or recommendations made by IMO concerning ships' 
routeing, neither are they intended to supersede the International Code of Signals, and their use in 
ship’s external communications has to be in strict compliance with the relevant radiotelephone 
procedures as set out in the ITU Radio Regulations.  Furthermore, the IMO SMCP, as a collection of 
individual phrases, should not be regarded as any kind of technical manual providing operational 
instructions. 
 
The IMO SMCP meets the requirements of the STCW Convention, 1978, as revised, and of the 
SOLAS Convention, 1974, as revised, regarding verbal communications; moreover, the phrases cover 
the relevant communication safety aspects laid down in these Conventions.  
 
Use of the IMO SMCP should be made as often as possible in preference to other wording of similar 
meaning; as a minimum requirement, users should adhere as closely as possible to them in relevant 
situations. In this way they are intended to become an acceptable safety language, using English for 
the verbal interchange of intelligence among individuals of all maritime nations on the many and 
varied occasions when precise meanings and translations are in doubt, as is increasingly evident 
under modern conditions at sea. 
 
The accompanying CD/Cassette is designed to familiarize users with the pronunciation of the 
phrases. 
 
2 Organization of the IMO SMCP 
 
The IMO SMCP is divided in to External Communication Phrases and On-board Communication 
Phrases as far as its application is concerned, and into Part A and Part B as to its status within the 
framework of STCW 1978 as revised. 
 
Part A covers phrases applicable in external communications, and may be regarded as the 
replacement of the Standard Marine Navigational Vocabulary 1985, which is required to be used and 
understood under the STCW Code, 1995, Table A-II/I.  This part is enriched by essential phrases 
concerning ship handling and safety of navigation to be used in on-board communications, 
particularly when the Pilot is on the bridge, as required by Regulation 14(4), Chapter V, 
SOLAS 1974, as revised. 
 
Part B calls attention to other on-board standard safety-related phrases which, supplementary to 
Part A may also be regarded as useful for maritime English instruction. 
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3 Position of the IMO SMCP in Maritime Education and Training 
 
The IMO SMCP is not intended to provide a comprehensive maritime English syllabus, which is 
expected to cover a far wider range of language skills to be achieved in the fields of vocabulary, 
grammar, discourse abilities, etc., than the IMO SMCP could ever manage.  However, Part A in 
particular should be an indispensable part of any curriculum which is designed to meet the 
corresponding requirements of the STCW Convention 1978 as revised.  In addition, Part B offers 
a rich choice of situations covered by phrases well suited to meet the communication 
requirements of the STCW Convention 1978 as revised, which mariners are implicitly expected 
to satisfy. 
 
The IMO SMCP should be taught and learned selectively according to users’ specific needs, 
rather than in its entirety.  The respective instruction should be based on practice in the maritime 
environment, and should be implemented through appropriate modern language teaching 
methods. 
 
4 Basic communicative features 
 
The IMO SMCP builds on a basic knowledge of the English language.  It was drafted 
intentionally in a simplified version of maritime English in order to reduce grammatical, lexical 
and idiomatic varieties to a tolerable minimum, using standardized structures for the sake of its 
function aspects, i.e. reducing misunderstanding in safety-related verbal communications, 
thereby endeavouring to reflect present  maritime English language usage on board vessels and in 
ship-to-shore/ship-to-ship communications.  
 
This means that in phrases offered for use in emergency and other situations developing under 
considerable pressure of time or psychological stress, as well as in navigational warnings, a block 
language is applied which uses sparingly or omits the function words the, a/an, is/are, as done in 
seafaring practice. Users, however, may be flexible in this respect.  
 
Further communicative features may be summarized as follows: 

- avoiding synonyms 
- avoiding contracted forms 
- providing fully worded answers to "yes/no"-questions and basic alternative 

answers to sentence questions 
- providing one phrase for one event, and 
- structuring the corresponding phrases according to the principle: identical 

invariable plus variable. 
 
5 Typographical conventions  
 
 ( )  brackets indicate that the part of the message enclosed within the brackets 

may be added where relevant; 
 /  oblique strokes indicate that the items on either side of the stroke are 

alternatives; 
 ...  dots indicate that the relevant information is to be filled in where the dots 

occur; 
 
(italic letters)  indicate the kind of information requested; 
 
 ~  tildes precede possible words or phrases which can be used after/in 

association with the given standard phrase. 
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GENERAL 
 
1 Procedure  
 

When it is necessary to indicate that the IMO SMCP are to be used, the following 
message may be sent: 
 
"Please use IMO Standard Marine Communication Phrases." 
 
"I will use IMO Standard Marine Communication Phrases." 

 
2 Spelling 
 
2.1 Spelling of letters 
 

When spelling is necessary, only the following spelling table should be used: 
 

Letter Code  Letter Code                 
     A Alfa      N November      
     B Bravo      O Oscar 
     C Charlie      P Papa 
     D      Delta        Q Quebec 
     E Echo      R Romeo 
     F Foxtrot      S      Sierra 
     G Golf      T     Tango 
     H      Hote l      U Uniform 
     I India      V Victor 
     J Juliet      W Whisky 
     K Kilo      X X-ray 
     L Lima      Y Yankee 
     M Mike      Z Zulu 

 
2.2  Spelling of digits and numbers 
 

A few digits and numbers have a modified pronunciation compared to general English: 
 
Number Spelling Pronunciation 
0 zero ZEERO 
1 one WUN 
2 two TOO 
3 three TREE 
4 four FOWER 
5 five FIFE 

6 six SIX 
7 seven SEVEN 
8 eight AIT 
9 nine NINER 
1000 thousand TOUSAND 
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3 Message Markers  
 

In shore-to-ship and ship-to-shore communication or radio communication in general, the 
following eight Message Markers may be used (also see "Application of Message 
Markers" given in PART A1/6  "Vessel Traffic Service (VTS) Standard Phrases"): 

 
(i) Instruction 
(ii) Advice  
(iii) Warning 
(iv) Information 
(v) Question 
(vi) Answer 
(vii)  Request 
(viii) Intention  

 
4 Responses 
 
4.1 When the answer to a question is in the affirmative, say: 

"Yes .... "  followed by the appropriate phrase in full. 
 
4.2 When the answer to a question is in the negative, say: 

"No ..." followed by the appropriate phrase in full. 
 
4.3 When the information requested is not immediately available, say: 

"Stand by" followed by the time interval within which the information will be  
available. 

 
4.4 When the information requested cannot be obtained, say: 

"No information." 
 
4.5 When an INSTRUCTION (e.g. by a VTS Station, naval vessel or other fully authorized 

personnel ) or an ADVICE is given, respond if in the affirmative: 
"I will/can ... " - followed by the instruction or advice in full; and, 

if in the negative, respond: 
"I will not/cannot ... " - followed by the instruction or advice in full. 

 
Example: "ADVICE. Do not overtake the vessel North of you." 
Respond: "I will not overtake the vessel North of me." 

 
4.6 Responses to orders and answers to questions of special importance both in external and 
on-board communication are given in wording in the phrases concerned. 
 
5 Distress, urgency and safety signals 
 
5.1 MAYDAY    to be used to announce a distress message 
 
5.2 PAN PAN    to be used to announce an urgency message 
 
5.3 SECURITE    to be used to announce a safety message 
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6 Standard organizational phrases  
 
6.1 "How do you read (me)?" 
 
6.1.1  "I read you ... 

bad/one   with signal strength one  (i.e. barely perceptible) 
poor/two   with signal strength two  (i.e. weak) 
fair/three  with signal strength three  (i.e. fairly good) 
good/four    with signal strength four  (i.e. good) 
excellent/five with signal strength five (i.e. very good) 

 
6.2 When it is advisable to remain on a VHF Channel / frequency, say: 

"Stand by on VHF Channel ... / frequency ... ".  
 
6.2.1  When it is accepted to remain on the VHF channel / frequency indicated, say: 

"Standing by on VHF Channel ... / frequency ... ". 
 
6.3 When it is advisable to change to another VHF Channel / frequency, say: 

"Advise (you) change to VHF Channel ... / frequency ... ." 
"Advise(you) try VHF Channel .. / frequency... .". 

 
6.3.1  When the changing of a VHF Channel / frequency is accepted, say: 

"Changing to VHF Channel ... / frequency ... .". 
 
7 Corrections  
 

When a mistake is made in a message, say: 
"Mistake ..." followed by the word: 
"Correction ... " plus the corrected part of the message. 
 
Example: "My present speed is 14 knots  - mistake. 
Correction, my present speed is 12, one-two, knots." 
 

8 Readiness 
 

"I am/I am not ready to receive your message". 
 
9 Repetition 
 
9.1 If any part of the message is considered sufficiently important to need safeguarding, say: 
  "Repeat ... " -  followed by the corresponding part of the message. 
 

Example: "My draft is 12.6 repeat one-two decimal 6 metres." 
 "Do not overtake - repeat - do not overtake." 

 
9.2 When a message is not properly heard, say: 

 "Say again (please)."  
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10 Numbers  
 

Numbers are to be spoken in separate digits: 
 

"One-five-zero" for 150 
"Two decimal five" or 
 Two point five” for 2.5 

 
Note: Attention! When rudder angles, e.g. in wheel orders, are given, say: 
 

"Fifteen" for 15 or  
"Twenty" for 20, etc. 

 
11 Positions  
 
11.1 When latitude and longitude are used, these shall be expressed in degrees and minutes (and 

decimals of a minute if necessary), North or South of the Equator and East or West of 
Greenwich. 

 
Example: "WARNING. Dangerous wreck in position 15 degrees 34 minutes North 061 

degrees 29 minutes West." 
 
11.2 When the position is related to a mark, the mark shall be a well-defined charted object.  The 

bearing shall be in the 360 degrees notation from true north and shall be that of the position 
FROM the mark. 

 
Example: "Your position  bearing 137 degrees from Big Head lighthouse 

distance 2.4 nautical miles." 
 
12 Bearings 
 

The bearing of the mark or vessel concerned is the bearing in the 360 degree notation from 
north (true north unless otherwise stated), except in the case of relative bearings.  Bearings 
may be either FROM the mark or FROM the vessel. 
 
Examples: "Pilot boat is bearing 215 degrees from you." 
 
Note: Vessels reporting their position should always quote their bearing FROM the 
 mark, as described in paragraph 11.2 of this section. 

 
12.1 Relative bearings 
 

Relative bearings can be expressed in degrees relative to the vessel's head. More frequently 
this is in relation to the port or starboard bow.  
 
Example:  "Buoy 030 degrees on your port bow." 
(Relative D/F bearings are more commonly expressed in the 360 degree notation.) 

 
13 Courses  
 

Always to be expressed in 360 degree notation from north (true north unless otherwise 
stated).  Whether this is to TO or FROM a mark can be stated. 
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14 Distances 
 

To be expressed in nautical miles or cables (tenths of a mile), the unit always to be stated. 
 
15 Speed 
 

To be expressed in knots: 
 

15.1 without further notation, meaning speed through the water; or, 
 
15.2.1.1 "ground speed", meaning speed over the ground. 
 
16 Times 
 

Times should be expressed in the 24 hour UTC notation; if local time will be used in ports or 
harbours it should clearly be stated. 

 
17 Geographical names 
 

Place names used should be those on the chart or in Sailing Directions in use. 
Should these not be understood, latitude and longitude should be given. 

 
18 Ambiguous words  
 

Some words in English have meanings depending on the context in which they appear.  
Misundersta ndings frequently occur, especially in VTS communications, and have produced 
accidents. Such words are: 

 
18.1 The conditionals "may", "might", "should" and "could" 
 

May 
Do not say:  "May I enter the fairway?" 
Say:  "QUESTION. Do I have permission to enter the fairway?" 
Do not say: "You may enter the fairway." 
Say:  "ANSWER. You have permission to enter the fairway." 

Might 
Do not say: "I might enter the fairway." 
Say:  "INTENTION. I will enter the fairway." 

Should 
Do not say: "You should anchor in anchorage B 3." 
Say:  "ADVICE. Anchor in anchorage B 3." 

Could 
Do not say: "You could be running into danger." 
Say:  "WARNING. You are running into danger." 

 
18.2 The word "can" 
 

The word "can" describes either the possibility or the capability of doing something.  In the 
IMO SMCP the situations where phrases using the word "can" appear make it clear whether a 
possibility is referred to.  In an ambiguous context, however, say, for example: "QUESTION. 
Do I have permission to use the shallow draft fairway at this time?"  Do not say: "Can I use 
the shallow draft fairway at this time?" if you are asking for a permission.   (The same applies 
to the word "may"). 

 
Note: In all cases the  radiotelephone procedures as set out in the ITU Radio Regulations have to 

be observed. 
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GLOSSARY 
 
The Glossary includes a limited number of technical terms which do not appear in the text of the 
IMO SMCP, but might be useful in case the content of a given standard Phrase requires modification. 
 
1 General terms  
 
Abandon vessel (to)  To evacuate crew and passengers from a vessel following a distress 
 
Accommodation ladder Ladder attached to platform at vessel's side with flat steps and handrails 

enabling persons to embark / disembark from water or shore 
 
Adrift      Uncontrolled movement at sea under the influence of current, tide or wind 
 
Air draft     The height from the waterline to the highest point of the vessel 
 
Assembly station   Place on deck, in mess rooms, etc., assigned to crew and passengers 

where they have to meet according to the muster list when the 
corresponding alarm is released or announcement made 

 
Backing (of wind)    Shift of wind direction in an anticlockwise manner, for example from 

north to west (opposite of veering) 
 
Beach (to)      To run a vessel up on a beach to prevent its sinking in deep water 
 
Berth      .1 A sea room to be kept for safety around a vessel, rock, platform, etc. 
      .2 The place assigned to a vessel when anchored or lying alongside a 

pier, etc. 
 
Blast      A whistle signal made by the vessel 
 
Blind sector    An area which cannot be scanned by the ship’s radar because it is shielded 

by parts of the superstructure, masts, etc. 
 
Boarding arrangements  All equipment, such as pilot ladder, accommodation ladder, hoist, etc., 

necessary for a safe transfer of the pilot 
 
Boarding speed   The speed of a vessel adjusted to that of a pilot boat at which the pilot can 

safely embark/disembark 
 
Bob-cat     A mini-caterpillar with push-blade used for the careful distribution of 

loose goods in cargo holds of bulk carriers 
 
Briefing     Concise explanatory information to crew and/or passengers 
 
Cable       .1 Chain connecting a vessel to the anchor(s) 
      .2 Wire or rope primarily used for mooring a ship 
      .3 (Measurement) one hundred fathoms or one tenth of a nautical mile  
 
Capsize (to)    To turn over 
 
Cardinal buoy    A seamark, i.e. a buoy, indicating the north, east, south or west, i.e. the 

cardinal points from a fixed point such as a wreck, shallow water, 
banks, etc. 
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Cardinal points    The four main points of the compass: north, east, south and west 
 
Casualty     Here: case of death in an accident or shipping disaster 
 
Check (to)     .1 To make sure that equipment etc. is in proper condition or that 

everything is correct and safe 
      .2  To regulate motion of a cable, rope or wire when it is running out too 

fast 
 
Close-coupled towing  A method of towing vessels through polar ice by means of icebreaking 

tugs with a special stern notch suited to receive and hold the bow of the 
vessel to be towed 

 
Close up (to)     To decrease the distance to the vessel ahead by increasing one’s own 

speed 
 
Compatibility (of goods) Indicates whether different goods can be safely stowed together in one 

cargo space or in an adjacent hold. 
 
Vessel constrained   A vessel severely restricted by her draught in her ability to deviate from 
by her draft    the course followed in relation to the available depth and width of 

navigable water 
 
Convoy     A group of vessels which sail together, e.g. through a canal or ice 
 
Course      The intended direction of movement of a vessel through the water 
 
Course made good   That course which a vessel makes good over ground, after allowing for 

the effect of currents, tidal streams, and leeway caused by wind and sea 
 
COW      Crude Oil Washing: a system of cleaning the cargo tanks by washing 

them with the cargo of crude oil during discharge 
 
CPA/TCPA    Closest Point of Approach/Time to Closest Point of Approach: limit as 

defined by the observer to give warning when a tracked target or targets 
will close to within these limits 

 
Crash-stop     An emergency reversal operation of the main engine(s) to avoid a 

collision 
 
Damage control team  A group of crew members trained for fighting flooding in the vessel 
 
Datum      .1 The most probable position of a search target at a given time 
      .2 The plane of reference to which all data as to the depth on charts are 

referenced 
 

Derelict     Vessel still afloat, abandoned at sea 
 
Destination     Port for which a vessel is bound 
 
Disabled     A vessel damaged or impaired in such a manner as to be incapable of 

proceeding on its voyage 
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Disembark (to)          To go from a vessel 
 
Distress alert (GMDSS) A radio signal from a distressed vessel automatically directed to an 

MRCC giving position, identification, course and speed of the vessel as 
well as the nature of distress 

 
Distress/     Here: the verbal exchange of information on radio from ship to shore  
Urgency traffic     and/or ship to ship / aircraft about a distress / urgency situation as defined 

in the relevant ITU Radio Regulations 
 
Draught (or draft)   Depth in water at which a vessel floats 
 
Dragging (of anchor)  Moving of an anchor over the sea bottom involuntarily because it is no 

longer preventing the movement of the vessel 
 
Dredging (of anchor)  Moving of an anchor over the sea bottom to control the movement of the 

vessel 
 
Drifting     Being driven along by the wind, tide or current 
 
Drop back (to)     To increase the distance from the vessel ahead by reducing one's own 

speed 
 
DSC      Digital Selective Calling (in the GMDSS system) 
 
Embark (to)    To go aboard a vessel 
 
EPIRB      Emergency Position Indicating Radio Beacon 
 
Escape route     A clearly marked way in the vessel which has to be followed in case of an 

emergency 
 
Escort Attending a vessel to be available in case of need, e.g. ice-breaker, 

tug, etc. 
 
ETA      Estimated Time of Arrival 
 
ETD       Estimated Time of Departure 
 
Fathom      A measure of 6 feet 
 
Fire patrol     A member of the watch going around the vessel at certain intervals so that 

an outbreak of fire may be promptly detected; mandatory in vessels 
carrying more than 36 passengers 

 
Flooding     Major uncontrolled flow of seawater into the vessel 
 
Fire monitor     Fixed foam/powder/water cannon shooting fire-extinguishing agents on 

tank deck, manifold etc. 
 
Foul (of anchor)   Anchor has its own cable twisted around it or has fouled an obstruction 
 
Foul (of propeller)   A line, wire, net, etc., is wound round the propeller 
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Full speed     Highest possible speed of a vessel 
 
Fumes      Often harmful gas produced by fires, chemicals, fuel, etc. 
 
General emergency alarm A sound signal of seven short blasts and one prolonged blast given with 

the vessel´s sound system 
 
Give way     To keep out of the way of another vessel 
 
GMDSS     Global Maritime Distress and Safety System 
 
(D) GPS     (Differential) Global (satellite) Positioning System 
 
Half cardinal points  The four main points lying between the cardinal points: north east, 
      south east, south west and north west 
 
Hampered vessel   A vessel restricted by her ability to manoeuvre by the nature of her work 
 
Hatchrails      Ropes supported by stanchions around an open hatch to prevent persons 

from falling into a hold 
 
Heading The horizontal direction of the vessel's bows at a given moment 

measured in degrees clockwise from north 
 
Hoist      Here: a cable used by helicopters for lifting or lowering persons in a 

pick-up operation 
 
Icing      Coating of ice on an object, e.g. the mast or superstructure of a vessel 
 
IMO Class     Group of dangerous or hazardous goods, harmful substances or marine 

pollutants in sea transport as classified in the International Maritime 
Dangerous Goods Code (IMDG Code) 

 
Inert (to) To reduce the oxygen in a tank by inert gas to avoid an explosive 

atmosphere 
 
Initial course    Course directed by the OSC or other authorized person to be steered at the 

beginning of a search 
 
Inoperative      Not functioning 
 
Jettison (to) (of cargo)  To throw goods overboard in order to lighten the vessel or improve its 

stability in case of an emergency 
 
Launch (to)     To lower, e.g. lifeboats, to the water 
 
Leaking     Escape of liquids such as water, oil, etc., out of pipes, boilers, tanks, etc., 

or a minor inflow of seawater into the vessel due to  damage to the hull 
 
Leeward     On or towards the sheltered side of a ship; opposite of windward 
 
Leeway     Vessel’s sideways drift leeward of the desired course 
 
Let go (to)     To set free, let loose, or cast off (of anchors, lines, etc.) 
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Lifeboat station   Place assigned to crew and passengers to muster before being ordered into 

the lifeboats 
 
List      Here: inclination of the vessel to port side or starboard side 
 
Located     In navigational warnings: Position of object confirmed 
 
Make water (to)  To have seawater flowing into the vessel due to hull damage, or 

hatches awash and not properly closed 
 
MMSI      Maritime Mobile Service Identity number 
 
Moor (to)      To secure a vessel in a particular place by means of wires or ropes made 

fast to the shore, to anchors, or to anchored mooring buoys, or to ride with 
both anchors down 

 
MRCC      Maritime Rescue Co-ordination Centre: land-based authority responsible  
      for promoting efficient organization of maritime search and rescue and for 
      co-ordinating the conduct of search and rescue operations within a search 
      and rescue region 
 
Muster (to)      To assemble crew, passengers or both in a special place for purposes of 

checking 
 
Muster list     List of crew, passengers and others on board and their functions in a distress or 

drill 
 
Not under command   (abbr. NUC): a vessel which through exceptional circumstances is unable 

to manoeuvre as required by the COLREGs 
 
Obstruction    An object such as a wreck, net, etc., which blocks a fairway, route, etc. 
 
Off air       When the transmissions of a radio station, etc., have broken down, been 

switched off or suspended 
 
Off station (of buoys)  Not in charted position  
 
Oil clearance    Oil skimming from the surface of the water 
 
Operational    Ready for immediate use 
 
Ordnance exercise   Naval firing practice 
 
OSC      On-Scene Co-ordinator: A person designed to co-ordinate search and 

rescue operations within a specified area 
 
Overflow      Escape of oil or liquid from a tank because of a twofold condition as a 

result of overflowing, thermal expansion, change in vessel trim or vessel 
movement 

 
Polluter     A vessel emitting harmful substances into the air or spilling oil into the sea 
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Preventers     Ropes or wires attached to derricks to prevent them from swinging during 
cargo handling operations 

 
Proceed (to)     To sail or head for a certain position or to continue with the voyage 
 
PA-system     Public address system: loudspeakers in the vessel's cabins, mess rooms, 

etc., and on deck through which important information can be broadcast 
from a central point, mostly from the navigation bridge 

 
Recover (to)     Here: to pick up shipwrecked persons 
 
Refloat (to)      To pull a vessel off after grounding; to set afloat again 
 
Rendez-vous     An appointment between vessels normally made on radio to meet in a 

certain area or position 
 
Reported     In navigational warnings: position of object unconfirmed 
 
Restricted area     A deck, space, area, etc., in vessels where, for safety reasons, entry is only 

permitted for authorized crew members 
 
Resume (to)     Here: to re-start a voyage, service or search 
 
Retreat signal    Sound, visual or other signal to a team ordering it to return to its base 
 
Rig move      The movement of an oil rig, drilling platform, etc., from one position to 

another 
 
Roll call     The act of checking how many passengers and crew members are present, 

e.g. at assembly stations, by reading aloud a list of their names 
 
Safe speed     That speed of a vessel allowing time for effective action to be taken under 

prevailing circumstances and conditions to avoid a collis ion and to be 
stopped within an appropriate distance 

 
SWL      Safe working load: maximum working load of lifting equipment that 
      should not be exceeded 
 
Safe working pressure  The maximum permissible pressure in cargo hoses 
 
SAR      Search and Rescue 
 
SART      Search and Rescue Transponder 
 
Scene       The area or location where the event, e.g. an accident, has happened 
 
Search pattern   A pattern according to which vessels and/or aircraft may conduct a 

co-ordinated search (the IMOSAR offers seven search patterns) 
 
Search speed    The speed of searching vessels directed by the OSC  
 
Seamark     A navigational aid placed to act as a beacon or warning 
 
 



A 22/Res.918 - 24 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

 
 
Segregation(of goods)  Separation of goods which for different reasons must not be stowed 

together 
 
Shackle      .1 Length of chain cable measuring 15 fathoms  
      .2 U-shaped link closed with a pin used for connecting purposes 
 
Shifting cargo    Transverse movement of cargo, especially bulk cargo, caused by rolling or a 

heavy list 
 
Slings       Ropes, nets, and any other means for handling general cargoes 
 
Speed of advance   The speed at which a storm centre moves 
 
Spill      The accidental escape of  oil, etc., from a vessel, container, etc., into the 

sea 
 
Spill control gear   Anti-pollution equipment for combating accidental spills of oils or 
      chemicals 
 
Elongated spreader   Here: step of a pilot ladder which prevents the ladder from twisting 
 
Stand by (to)     To be in readiness or prepared to execute an order; to be readily available  
 
Stand clear (to)    Here: to keep a boat away from the vessel 
 
Standing orders   Orders of the Master to the officer of the watch which he/she must comply with 
 
Stand on (to)     To maintain course and speed 
 
Station      The allotted place or the duties of each person on board 
 
Stripping     Final pumping of tank’s residues 
  
Survivor   A person who continues to live in spite of being in an extremely 

dangerous situation, e.g. a shipping disaster. 
 
Take off (to)     To lift off from a vessel's deck (helicopter) 
 
Target      The echo generated, e.g. by a vessel, on a radar screen 
 
Tension winch    A winch which applies tension to mooring lines to keep them tight 
 
TEU      Twenty Foot Equivalent Unit (standard container dimension) 
 
Track      The path followed, or to be followed, between one position and another 
 
Transit       Here: the passage of a vessel through a canal, fairway, etc. 
 
Transit speed    Speed of a vessel required for passage through a canal, fairway, etc. 
 
Transhipment (of cargo)  Here: the transfer of goods from one vessel to another outside harbours 
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Underway     Describes a vessel which is not at anchor, or made fast to the shore, or 
aground 

 
Union purchase   A method of cargo handling by combining two derricks, one of which is 

fixed over the hatch, the other over the ship’s side 
 
Unlit      When the light of a buoy or a lighthouse are inoperative 
 
UTC      Universal Time Co-ordinated (GMT) 
 
Variable (of winds)  A wind that is constantly changing speed and direction 
 
Veering (of winds)   Clockwise change in the direction of the wind; opposite of backing 
 
Veer out (to)(of anchors) To let out a greater length of cable  
 
VHF    Very High Frequency (30-300 MHz) 

 
Walk out (to) (of anchors) To reverse the action of a windlass to lower the anchor until it is 
      clear of the hawse pipe and ready for dropping 
 
Walk back (to)    To reverse the action of a windlass to ease the cable (of anchors) 
 
Waypoint     A position a vessel has to pass or at which she has to alter course 

according to her voyage plan 
 
Windward     The general direction from which the wind blows; opposite of leeward 
 
Wreck      A vessel which has been destroyed, sunk or abandoned at sea 
 
2 VTS special terms  
 
Fairway     Navigable part of a waterway 
 
Fairway speed    Mandatory speed in a fairway 
 
ITZ      Inshore Traffic Zone (of a TSS): A routing measure comprising a 

designated area between the landward boundary of a TSS and the adjacent 
coast 

 
Manoeuvring speed  A vessel’s reduced speed in circumstances where it may be required to 

use the engines at short notice 
 
Receiving point   A mark or place at which a vessel comes under obligatory entry, transit, or 

escort procedure 
 
Reference line     A line displayed on the radar screens in VTS Centres and/or electronic 

sea-charts separating the fairway for inbound and outbound vessels so that 
they can safely pass each other 

 
Reporting point   A mark or position at which a vessel is required to report to the local VTS 

Station to establish its position 
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Separation zone / line  A zone or line separating the traffic lanes in which vessels are proceeding 

in opposite or nearly opposite directions; or separating a traffic lane from 
the  adjacent sea area; or separating traffic lanes designated for particular 
classes  of vessels proceeding in the same direction 

 
Traffic clearance   VTS authorization for a vessel to proceed under conditions specified 
 
Traffic lane     An area within defined limits in which one-way traffic is established 
 
TSS      Traffic Separation Scheme: a routeing measure aimed at the separation of 

opposing streams of traffic by appropriate means and by the establishment 
of traffic lanes 

 
VTS      Vessel Traffic Services: services designed to improve the safety and 

efficiency of vessel traffic and to protect the environment 
 
VTS area     Area controlled by a VTS Centre or VTS Station 
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IMO STANDARD   MARINE   COMMUNICATION  PHRASES: PART A 
 
Part A covers phrases applicable in external communications from ship to shore, shore to ship and 
ship to ship as required by STCW 1978, as revised, Table A-II/1, as well as phrases applicable on 
board vessels in conversations between Pilots and bridge teams as required by Regulation 14(4) of 
Chapter V of SOLAS 1974, as revised.  
 
A1 EXTERNAL COMMUNICATION PHRASES  
Attention:  The use of Standard Phrases in vessels' external communications does not in any way 
exempt from application of the radiotelephone procedures as set out in the ITU Radio Regulations.  
 
A1/1 Distress traffic 
 The distress traffic controlling station/other stations may impose radio silence on 

any interfering stations by using the term “Seelonce Mayday/Distress”, unless 
the latter have messages about the distress. 

 
A1/1.1  Distress communications  

Note: A distress traffic  always has to commence with stating the position of the vessel 
in distress as specified in “GENERAL 11 Positions /13 Bearings” if it is not included 
in the DSC distress alert. 

 
.1  Fire, explosion 
 
 .1 I am/MV ...  on fire (- after explosion).  
 .2 Where is the fire? 
 .2.1  Fire is 
       ~ on deck. 
    ~ in engine-room. 
    ~ in hold(s). 
    ~ in superstructure/accommodation/... . 
 .3 Are dangerous goods on fire? 
 .3.1  Yes, dangerous goods are on fire. 
 .3.2   No, dangerous goods are not on fire. 
 .4 Is there danger of explosion? 
 .4.1  Yes, danger of explosion. 
 .4.2  No danger of explosion. 
 .5 I am / MV  ...  not under command. 
 .6 Is the fire under control?  
 .6.1  Yes, fire is under control. 
 .6.2  No, fire is not under control. 
 .7 What kind of assistance is required? 
 .7.1  I do not / MV ... does not require assistance. 
 .7.2  I require / MV ... requires 
    ~ fire fighting assistance. 
    ~ breathing apparatus - smoke is toxic. 
    ~ foam extinguishers/CO2  extinguishers. 
    ~ fire pumps. 
    ~ medical assistance/... . 
 .8  Report injured persons. 
 .8.1  No persons injured. 
 .8.2  Number of injured persons/casualties: ... . 
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.2  Flooding 
 
 .1 I am/MV ... is flooding below water line/in the engine room/in the hold(s). 
 .2 I/MV ...  cannot control flooding. 
 .3 What kind of assistance is required? 
 .3.1  I require/MV ... requires  pumps/divers, ... . 
 .3.2  I will send pumps/divers/... . 
 .3.3  I cannot send pumps/divers ... . 
 .4 I have/MV ... has  dangerous list to port side/starboard. 
 .5 I am/MV ...  in critical condition. 
 .6 Flooding is under control. 
 .7 I  /MV ... can proceed without assistance. 
 .8 I require/  MV ... requires escort/tug assistance/... . 
 
.3  Collision 
 
 .1 I have /  MV ... has collided 
   ~ with MV... . 
   ~ with unknown vessel / object / ... . 
   ~ with ...(name) light vessel. 
   ~ with seamark ... (charted name). 
   ~ with iceberg/ ... . 
 .2 Report damage. 
 .2.1  I have / MV .. has damage above / below  water line. 
 .2.2  I am / MV ...  not under command. 
 .2.3  I/MV ….cannot establish damage. 
 .2.4  I  / MV cannot repair damage. 
 .2.5  I / MV ... can only proceed at slow speed. 
 .3 What kind of assistance is required? 
 .3.1  I require / MV ... requires / escort / tug assistance /... . 
 
.4  Grounding 
 
 .1 I am / MV ... aground. 
 .2 I require / MV ...  requires tug assistance / pumps / ... . 
 .3 What part of your vessel is aground? 
 .3.1  Aground forward / amidships /aft / full length. 
 .3.2  I cannot establish which part is aground. 
 .4 Warning. Uncharted rocks in position ... . 
 .5 Risk of grounding at low water. 
 .6 I / MV ... will jettison cargo to refloat. 
 .6.1  Warning! Do not jettison IMO -Class cargo! 
 .7 When do you / does MV ...   expect to refloat? 
 .7.1  I expect /  MV ... expects to refloat  
    ~ at ... UTC. 
    ~ when tide rises. 
    ~ when weather improves. 
    ~ when draft decreases. 
    ~ with tug assistance / ... . 
 .8 Can you / can MV ...  beach? 
 .8.1  I / MV ... can / will beach in position ... . 
 .8.2  I / MV ... cannot beach. 
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.5  List - danger of capsizing 
 
 .1 I have / MV ... has  dangerous list to port / starboard. 
 .2 I / MV ...  will 
   ~ transfer cargo / bunkers to stop listing. 
   ~ jettison cargo to stop listing. 
 .3 I am / MV ... in danger of capsizing (list increasing). 
 
.6  Sinking 

.1 I am / MV ... sinking after collision / grounding / flooding / explosion /. 
 .2 I require / MV ... requires assistance. 
 .3 I am / MV ... proceeding to your assistance. 
 .4 ETA at distress position within ... hours / at ... UTC. 
 
.7  Disabled and adrift 
 
 .1 I am / MV ... 
   ~ not under command. 
   ~ adrift. 
   ~ drifting at ... knots to  ... (cardinal points). 
   ~ drifting into danger. 
 .2 I require / MV ...  requires tug assistance. 
 
.8  Armed attack / piracy 
 
 .1 I am / MV  ... under attack by pirates. 
 .1.1  I / MV ... was under attack by pirates. 
 .2 I require / MV ... requires  assistance. 
 .3 What kind of assistance is required? 
 .3.1  I require / MV ... requires 
    ~ medical assistance. 
    ~ navigational assistance. 
    ~ military assistance. 
    ~ tug assistance. 
    ~ escort / ... . 
 .4 Report damage. 
 .4.1  I have / MV .. has 
    ~  no damage. 
    ~ damage to navigational equipment / ... . 
 .4.2   I am / MV ... not under command. 
 .5 Can you / can MV ...  proceed? 
 .5.1  Yes, I / MV ... can proceed. 
 .5.2  No,  I / MV ... cannot proceed.  
 
.9  Undesignated distress  
 
 .1 I have / MV ... has problems with cargo / engine(s) / navigation / ... . 
 .2 I require / MV ... requires ... . 
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.10  Abandoning vessel 
 
 .1  I / crew of MV ... must abandon vessel ... after explosion / collision / 
  grounding / flooding / piracy / armed attack / ... .    
 
.11  Person overboard 
 
 . 1 I have / MV ... has lost person(s) overboard in position ... . 
 . 2 Assist with search in vicinity of position ... . 
 . 3 All vessels in vicinity of position ... keep sharp lookout and report to ... . 
 . 4 I am / MV… is proceeding for assistance.  ETA at ... UTC / within ... hours.    
 . 5 Search in vicinity of position ... . 
 . 5.1  I am / MV ... is searching in vicinity of position ... . 
 . 6 Aircraft ETA at ... UTC / within ... hours to assist in search. 
 . 7 Can you continue search? 
 . 7.1  Yes, I can continue search. 
 . 7.2   No, I cannot continue search. 

 . 8 Stop search. 
 . 8.1  Return to ... . 
 . 8.2  Proceed with your voyage. 
 .10 What is the result of search? 
 .10.1  The result of  search is negative. 
 .11 I / MV ... located / picked up  person(s) in position ... . 
 .12 Person picked up is crew/member / passenger of MV ... . 
 .13 What is condition of person(s)? 
 .13.1  Condition of person(s) bad / good. 
 .13.2  Person(s) dead. 
 
  
A1/1.2 Search and Rescue communication 
 
.1  SAR communications  (specifying or supplementary to 1.1) 
 
 . 1 I require / MV ... requires assistance. 
 . 2 I am / MV ... proceeding to your assistance. 
 . 3 What is your MMSI number? 
 . 3.1  My MMSI number is …. . 

. 4 What is your position? 
 . 4.1  My position ... . 

 . 5 What is your present course and speed? 

 . 5.1  My present course  ... degrees, my speed  ...  knots. 
 . 6 Report number of persons on board. 

 . 6.1  Number of persons on board: ... . 
 . 7 Report injured persons. 
 . 7.1  No person injured 
 . 7.2  Number of injured persons / casualties:  ... . 

 . 8 Will you abandon vessel?  
 . 8.1  I will not abandon vessel. 
 . 8.2  I will abandon vessel at ... UTC. 

 . 9 Is your EPIRB/SART transmitting? 
 . 9.1  Yes, my EPIRB/SART is transmitting. 
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 . 9.2  Yes, my EPIRB/SART is transmitting by mistake. 
 .10 Did you transmit a DSC distress alert? 
 .10.1  Yes, I transmitted a DSC alert. 
 .10.2  Yes, I transmitted a DSC alert by mistake. 

.11 How many lifeboats / liferafts (with how many persons) will you launch? 
 .11.1  I will launch ... lifeboats / liferafts (with ... persons). 
 .12 How many persons will stay on board? 
 .12.1  No person will stay on board. 
 .12.2   ... persons will stay on board. 
 .13 What is the weather situation in your position? 
 .13.1 Wind ...( cardinal points) force Beaufort ... . 

.13.2 Visibility good/moderate/poor. 

.13.3   Smooth/moderate/rough/high sea / slight/moderate/heavy swell …(cardinal 
points). 

 .13.4  Current ... knots, to …(cardinal points).   

 .14 Are there dangers to navigation? 

 .14.1  No dangers to navigation. 

 .14.2  Warning! Uncharted rocks / ice / abnormally low tides / mines / ... . 
 
.2  Acknowledgement and / or relay of SAR messages 
 
 . 1 Received MAYDAY from MV ... at UTC on VHF Channel.../ frequency .... 
 . 2 Vessel in position ...  
   ~ on fire  
   ~ had explosion. 
   ~ flooded. 
   ~ in collision (with .. ). 
   ~ listing / in danger of capsizing. 
   ~ sinking. 
   ~ disabled and adrift. 
   ~ abandoned / ... . 
 . 3 Vessel requires assistance. 
 . 4 Received your MAYDAY. 
 . 4.1  My position  ... . 
 . 4.2  I / MV ... will proceed to your assistance. 
 . 4.3  ETA at distress position within ... hours / at ... UTC. 
 
.3  Performing / co-ordinating SAR operations  

The questions are normally asked and advice given by the On-scene Co-ordinator 
(OSC).   
For further information see IAMSAR Manual, London/Montreal,1998. 

 
 . 1 I will act as On-scene Co-ordinator. 
 . 1.1  I will show  following signals / lights: ... . 
 . 2 Can you proceed to distress position? 
 . 2.1  Yes, I can proceed to distress position. 
 . 2.2   No, I cannot  proceed to distress position. 
 . 3 What is your ETA at distress position? 
 . 3.1  My ETA at distress position within ... hours / at ... UTC. 
 . 4  MAYDAY position is not correct. 
 . 4.1  Correct MAYDAY position is ... . 
 . 5 Vessels are advised to proceed to position ... to start rescue. 
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 . 6 Carry out search pattern ... starting at ... UTC. 
 . 7 Initial course ... degrees, search speed ... knots. 
 . 8 Carry out radar search. 
 . 9 MV ...  allocated track number ... . 
 .10 MV / MVs ... adjust interval between vessels to ...kilometres / nautical miles. 
 .11 Adjust track spacing to ...kilometres / nautical miles. 
 .12 Search speed  now  ... knots. 
 .13 Alter course  
   ~ to ... degrees (- at ... UTC). 
   ~ for next leg of track now / at ... UTC. 
 .14 We resume search in position ... . 
 .15 Crew has abandoned vessel / MV ... . 
 .16 Keep sharp lookout for lifeboats / liferafts / persons in water / ... . 
 
.4  Finishing with SAR operations  
 
 .1 What is the result of search? 
 .1.1  The result of  search is negative. 
 .2 Sighted  
   ~ vessel in position ... . 
   ~ lifeboats / life rafts in position ... . 
   ~ persons in water / ...  in position ... . 
 .3 Continue search in position ... .  
 .4 Can you pick up survivors? 
 .4.1  Yes, I can pick up survivors. 
 .4.2  No, I cannot pick up survivors. 
 .5 MV ... / I will proceed to pick up survivors. 
 .5.1  Stand by lifeboats / liferafts. 
 .6 Picked up 
   ~  ... survivors in position ... . 
   ~  ... lifeboats / liferafts (with ... persons / casualties) in position ... . 
   ~  ... persons / casualties in lifejackets in position ... . 
   ~  ...  in position ... . 
 .7 Survivors  in bad / good condition. 
 .8 Do you require medical assistance? 
 .8.1  Yes, I require medical assistance. 
 .8.2   No, I do not require  medical assistance.  
 .9 Try to obtain  information from survivors. 
 .10 There are  
   ~ still ... lifeboats / liferafts with survivors. 
   ~ no more lifeboats / liferafts. 
 .11 Total number of persons on board was ... . 
 .12 All persons / ... persons rescued. 
 .13 You / MV ...  may stop search and proceed with voyage. 
 .14 There is no hope to rescue more persons. 
 .15 We finish with SAR operations. 
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A1/1.3  Requesting medical assistance  
 
 . 1 I require / MV ... requires medical assistance. 
 . 2 What kind of assistance is required? 
 . 2.1  I require / MV ... requires  
    ~  boat for hospital transfer. 
    ~  radio medical advice. 
    ~  helicopter with doctor (to pick up person(s)). 
 . 3 I / MV ... will  
   ~ send boat. 
   ~ send helicopter with doctor  
   ~ send helicopter to pick up person(s). 
   ~ arrange for radio medical advice on VHF Channel ... / frequency ... . 
 . 4 Boat / helicopter ETA at ... UTC / within ... hours. 
 . 5 Do you have doctor on board? 
 . 5.1  Yes, I have doctor on board. 
 . 5.2  No, I have no  doctor on board. 
 . 6 Can you make rendezvous in position ... ? 
 . 6.1  Yes, I can make rendezvous in position at ... UTC / within ... hours. 
 . 6.2  No, I cannot make rendezvous. 
 . 7 I / MV ... will send boat / helicopter to transfer doctor. 
 . 8 Transfer person(s) to my vessel / to MV ...  by boat / helicopter. 
 . 9 Transfer of person(s) not possible. 
 
A1/2  Urgency traffic 
   Safety of a vessel (other than distress). 
 Note: An urgency traffic always has to commence with stating the position of the 

calling vessel if it is not included in the DSC alert. 
 
.1  Technical failure  
 
 . 1 I am / MV ...  not under command. 
 . 2 What problems do you have / does MV ... have?  
 . 2.1  I have / MV ...  has problems with engine(s) / steering gear / propeller / ... . 
 . 3 I am / MV ...is manoeuvring with difficulty. 
 . 4 Keep clear of me / MV ... . 
 . 5 Navigate with caution. 
 . 6 I require / MV ... requires tug assistance / escort / ... . 
 . 7 I try / MV ... tries to proceed without assistance. 
 . 8 Stand by on VHF Channel ... / frequency ... . 
 .8.1  Standing by on VHF Channel ... / frequency ... . 
 
.2  Cargo 
 
 . 1 I have / MV has ... lost dangerous goods of IMO-Class ... in position ... . 
 . 2 Containers / barrels / drums / bags / ... with dangerous goods  
  of IMO-Class ... adrift near position ... .  
 . 3 I am / MV ... is spilling 
   ~ dangerous goods of IMO-Class ... in position ...  
   ~ crude oil / ... in position ... . 
 . 4 I require / MV… requires oil clearance assistance - danger of pollution. 
 . 5 I am / MV ...  is dangerous source of radiation. 
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.3  Ice damage 
 
 . 1 I have / MV ... has  damage above / below waterline. 
 . 2 What kind of assistance is required? 
 . 2.1  I require / MV ... requires 
    ~ tug assistance. 
    ~ ice-breaker assistance / escort / ... . 
 . 3 I have / MV ... has  stability problems heavy icing. 
 . 4 Can you proceed without assistance? 
 . 4.1  Yes, I can proceed without assistance. 
 . 4.2  No, I cannot  proceed without assistance. 
 . 5 Stand by on VHF Channel ... / frequency ... . 
 . 5.1  Standing by on VHF Channel ... / frequency ... . 
 
A1/3  Safety Communications  
 
A1/3.1  Meteorological and hydrological conditions  
 
.1  Winds, storms, tropical storms, sea state  
 
 . 1 What is wind direction and force in your position / in position ... ? 
 . 1.1  Wind direction ...(cardinal points), force Beaufort ... in my position / 
   in  position ... .  
 . 2 What wind  is expected in my position / in position ... ? 
 . 2.1  The wind in your position / in position ... is expected 
    ~ from direction... (cardinal points), force Beaufort ... . 
    ~ to increase / decrease. 
    ~ variable. 
 . 3 What is the latest gale / storm warning? 

. 3.1  The latest gale / storm warning is as follows:  
 Gale / storm warning. Winds  at ... UTC in area ... (met.area) from direction 

...(cardinal points) and force Beaufort ... backing/veering to ... 
(cardinal points). 

 . 4 What is the latest tropical storm warning? 
 . 4.1  The latest tropical storm warning is as follows: 

Tropical storm warning at ... UTC. Hurricane... (name) / tropical cyclone / 
tornado / willy-willy / typhoon ... (name) with central pressure of ... 
millibars / hectopascals located in position ...  Present movement... 
(cardinal points) at ... knots. Winds of ... knots within  radius of ... miles of  
centre.  Seas smooth/moderate/rough/high.  Further information on VHF 
Channel ... / frequency ... . 

 . 5 What is the atmospheric pressure in your position / in position ... ? 
. 5.1 The atmospheric pressure in your position / in position ... is ...  millibars/hectopascals. 

 . 6 What is the barometric change in your position / in position ... ? 
 . 6.1  The barometric change in your position / in position ...  
   is ... millibars / hectopascals per hour / within the last ... hours. 
 . 6.2  The barometer is steady / dropping (rapidly) / rising (rapidly). 
 . 7 What maximum winds are expected in the storm area? 
 . 7.1  Maximum winds of ... knots are expected 
    ~ in the storm area.  
    ~ within a radius of ... kilometres / miles of the centre.  
    ~ in the safe / dangerous semicircle. 
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 .8 What is sea state in your position / in position ... ? 
.8.1 The smooth/moderate/rough/high sea/ slight/moderate/heavy swell in my 

position / in position ... is  ... metres from... (cardinal points). 
 

 .9 Is the sea state expected to change (within the next hours)? 
 .9.1  No, the sea state is not expected to change (within the next hours). 
 .9.2  Yes, a sea / swell of ... metres from ...(cardinal points) 
    is expected (- within the next hours). 
 .10 A tsunami / an abnormal wave is expected by ... UTC. 
 
.2  Restricted visibility 
 
 . 1 What is visibility in your position / in position ... ? 
 . 1.1  Visibility in my position / in position is ... metres / nautical miles 
 . 1.2  Visibility is restricted by mist / fog / snow / dust / rain. 
 . 1.3  Visibility is increasing / decreasing / variable. 
 . 2 Is visibility expected to change in my position / in position ... (within the next hours)? 

. 2.1 No, visibility is not expected to change in your position / in position...  
   (within the next hours). 

. 2.2 Yes, visibility is expected to increase / decrease to ... metres / nautical miles 
in your position / in position ... (within the next hours). 

 . 2.3  Visibility is expected to be variable between ... metres / nautical miles  
   in your position / in position ... (within the next hours). 
 
.3  Ice  
 
 . 1 What is the latest ice information? 
 . 1.1  Ice warning. Ice / iceberg(s) located in position ... / reported in area around ...  
 . 1.2  No ice located in position ...  / reported in area around ... . 
 . 2 What ice situation is expected in my position / area around ... ? 
 . 2.1  Ice situation is 
    ~  not expected to change in your position / area around ... . 
    ~ expected to improve / deteriorate in your position / area around ... . 
 . 2.2 Thickness of ice is expected to increase / decrease in your position / area 

around ... . 
 . 3 Navigation is dangerous in area around ... due to floating ice / pack ice / iceberg(s). 
 . 4 Navigation in area around ... is only possible  
   ~ for high-powered vessels of strong construction . 
   ~ with ice-breaker assistance. 
 . 5 Area around ...  temporarily closed for navigation. 
 . 6 Danger of icing in area around ... . 
 
.4  Abnormal tides 
 
 . 1 The present tide  ... is metres above / below datum in position ... . 
 . 2 The tide ... is metres above/below prediction. 
 . 3 The tide is rising / falling. 
 . 4 Wait until high / low water. 
 . 5 Abnormally high / low tides are expected in position ... at about ... UTC / within ... 

hours. 
 . 6 Is the depth of water sufficient in position ... ? 
 . 6.1  Yes, the depth of water is sufficient in position ... . 
 . 6.2  No, the depth of water is not sufficient in position ... . 
 . 6.3  The depth of water is ... metres in position ... . 
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 . 7 My draft ... is metres - can I enter / pass ... (charted name of place)? 
 . 7.1  Yes, you can enter / pass (charted name of place). 
 . 7.2  No, you cannot enter / pass (charted name of place)  - wait until  ... UTC. 
 . 8 The charted depth of water is increased / decreased by ... metres due to sea state / 

winds. 
 
A1/3.2  Navigational warnings involving 
 
.1  Land- or seamarks  
 
  Defects 
 .1 ...( charted name of light / buoy)  in position ...  
   ~ unlit / unreliable / damaged / destroyed / off station / missing. 
 
  Alterations 
 .2 ... ( charted name of lightbuoy / buoy) in position ...  
   ~  (temporarily) changed to ...(full characteristics). 
   ~ (temporarily) removed. 
   ~ (temporarily) discontinued. 
 
  New and moved 
 .3 ...( charted name of light / buoy) ...(full characteristics)  
   ~ established in position ... . 
   ~  re-established in position ... . 
   ~ moved ... kilometres / nautical miles in ... (direction) to position ... .  
 .4 (Note: Only for major fog signal stations).   
   Fog signal ...( charted name of light / buoy)  in position ...  inoperative. 
 
.2  Drifting objects  
 
 .1 Superbuoy / mine / unlit derelict vessel / ... (number) container(s) 
  adrift in vicinity ...(position) at ...(date and time if known). 
  
.3  Electronic navigational aids  
 
 .1 GPS/GLONASS Satellite ...(number) unusable from ... (date and time) to ...(date and 

time).Cancel one hour after time of restoration. 
.2 LORAN station ...(name or number of master / secondary) off air from ...(date and 

time) to... (date and time). Cancel one hour after time of restoration. 
 .3 RACON/RAMARK/ERICON ... (name of station) in position ... off air from ...(date 

and time) to... (date and time). Cancel one hour after time of restoration. 
 
.4  Seabottom characteristics, wrecks  
  Use REPORTED when position is unconfirmed, and use LOCATED when position 

has been confirmed by survey or other means 
 
 .1 Uncharted reef / rock / shoal / dangerous wreck / obstruction  
  reported / located in position ... . 
 .2 Dangerous wreck in position... marked by ... (type)buoy ...(distance in 

kilometres/nautical miles ) ...(direction). 
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.5  Miscellaneous  
 
.5.1   Cable, pipeline and seismic / hydrographic operations  
 

.1 Cable / pipeline operations  by ... (vessel) in vicinity / along line joining ... (positions) 
from ...(date and time)to ...(date and  time).  Wide berth requested (if requested).  
Contact via VHF Channel ...  (if requested). 

 .2 Seismic survey / hydrographic operations by ...(vessel) from ...(date and time) to... 
(date and time) in ...(position). Wide berth requested. (if requested). Contact via VHF  

  Channel ... (if requested). 
 .3 Survey vessel ...(name) towing ...(length) seismic cable along line joining / in area 

bounded by / in vicinity  ...(position) from ...(date and time) to ...(date and time).   
Wide berth requested (if requested).  Contact via VHF Channel ... (if requested). 

 .4 Hazardous operations by  ...(vessel) in area bounded by / in vicinity ... (position) from 
... (date and time) to ...(date and time).  Wide berth requested (if requested). Contact 
via VHF Channel ... (if requested). 

 .5 Current meters / hydrographic instruments moored in ...(position). Wide berth 
requested (if requested). 

 
.5.2   Diving, towing and dredging operations  
 

.1 Diving/dredging operations by vessel ... (name) from ...(date and time)  to ...(date and 
time)  

  in position ... . Wide berth requested (if requested). 
 .2 Difficult tow from ...(port of departure)on ... (date) to ...(destination)on ...(date). 

Wide berth requested. 
 

.5.3  Tanker transhipment 
 
 .1 Transhipment of ...(kind of cargo)  in position... . Wide berth requested. 
 .2 I am / MT ...  spilling oil / chemicals /... in position....Wide berth  requested. 
 .3 I am / LNG-tanker/LPG-tanker ... leaking gas in position..  Avoid passing to leeward. 
 .4 Oil clearance operations near MT ... in position ... . Wide berth requested.  
 
.5.4   Off-shore installations, rig moves  
 
 .1 Platform ...(name/number if available) reported / established in position... at ... 

(dateand time).Wide berth requested (if requested). 
 .2 Platform ...(name/number if available) removed from ...(position) on ... (date). 
 .3 Pipeline / platform ...(name/number if available) in position ...  spilling oil / leaking 

gas. Wide berth requested. 
 .4 Derelict platform ...(name/number if available) being removed from ...(position) at ... 

(date and time).Wide berth requested. 
 
.5.5  Defective locks or bridges 
 
 .1 Lock ...(name) defective. 
 .1.1  For entering ...(charted name of place) use lock ...(name). 
 .2 Lock / bridge ... (name) defective. 
 .2.1  Avoid this area - no possibility for vessels to turn. 



 - 41 - A 22/Res.918 
 
 

I:\ASSEMBLY\22\RES\918.doc 

 
.5.6   Military operations  
 
 .1 Gunnery / rocket firing / missile / torpedo / underwater ordnance exercises in area 

bounded by ... (positions) from ... (date and time) to... (date and time). Wide berth 
requested (if requested). 

 .2 Mine clearing operations from ...(date time) to ...(date and time) in area bounded  
  by ...(positions).Wide berth requested.  Contact via VHF channel ...(number) 
  (if requested). 
 
.5.7  Fishery 
 
 .1 Small fishing boats in area around ... Navigate with caution. 
 .2 Is fishing gear ahead of me? 
 .2.1  No fishing gear ahead of you. 
 .2.2  Yes, fishing gear with buoys / without buoys in position .../ area around ...  
   Navigate with caution. 
 .3 Fishing gear has fouled my propeller(s). 
 .4 You have caught my fishing gear. 
 .5 Advise you to recover your fishing gear. 
 .6 Fishing in area ...  prohibited. 
 
A1/3.3   Environmental protection communications  
 
 .1 Located oil spill in position ... extending ... (length and width in metres) 

 to ... (cardinal points). 
 .2 Located oil spill  
   ~ in your wake. 
   ~ in the wake of MV ... . 
 .3 I have / MV ... has accidental spillage of oil / ... . 
 .4 Can you / MV ... stop spillage? 
 .4.1  Yes, I  / MV ... can stop spillage. 
 .4.2  No, I / MV ... cannot stop spillage. 
 .5 What kind of assistance is required? 
 .5.1  I require / MV ... requires  
    ~ oil clearance assistance. 
    ~ floating booms / oil dispersants / ... . 
 .5 Stay in vicinity of pollution and co-operate with oil clearance team. 
 .6 ... (number) barrels / drums / containers with IMDG Code marks reported adrift 
   near position..... . 
 .7 Located a vessel dumping chemicals / waste / ... in position ... . 
 .7.1  Located a vessel incinerating chemicals / waste / ... in pos ition ... . 
 .8 Can you identify the polluter? 
 .8.1  Yes, I can identify the polluter - polluter is MV ... . 
 .8.2  No, I cannot identify the polluter. 
 .9 What is course and speed of the polluter? 
 .9.1  Course of the polluter ... degrees, speed ... knots. 
 .9.2  The polluter left the scene.  
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A1/4  Pilotage 
 
A1/4.1  Pilot request 
  See AI/6 - .4.3 “Pilot request” 
  
A1/4.2  Embarking / disembarking pilot 
 
 .1 Stand by pilot ladder. 
 .2 Rig the pilot ladder on port side / starboard side/leeside ... metres above  water. 
 .3 The pilot ladder is  rigged on port side / starboard side. 
 .4 You must rig another pilot ladder 
 .5 The pilot ladder is unsafe. 
 .6 What is wrong with the pilot ladder? 
 .7.1  The pilot ladder  
    ~ has broken / loose steps. 
    ~ has broken spreaders. 
    ~ has spreaders too short. 
    ~ is too far aft / forward. 
 .8 Move the pilot ladder 
   ~  ... metres aft / forward. 
   ~ clear of discharge. 
 .9 Rig the accommodation ladder in combination with the pilot ladder.  
 .10 Rig the pilot ladder alongside hoist. 
 .11 Put lights on at the pilot ladder. 
 .12 Man ropes are  required / not required. 
 .13 Have a heaving line ready at the pilot ladder. 
 .14 Correct the list of the vessel. 
 .15 Make a lee on your port side / starboard side. 

 .16 Steer ... degrees to make a lee. 
 .17 Keep the sea on your port quarter / starboard quarter. 
 .18 Make a boarding speed of ... knots. 
 .19 Stop engine(s) until pilot boat is clear. 
 .20 Put helm hard to port / starboard. 
 .21 Alter course to … (cardinal points) - the pilot boat cannot clear the vessel. 
 .22 Put engine(s) ahead / astern. 
 .23 Embarkation is not possible. 
 .23.1  Boarding arrangements do not comply with SOLAS Regulations. 
 .23.2  Vessel is not suited for the pilot ladder. 
 
A1/4.3  Tug request 
 
 .1 Must I take tug(s)? 
 .1.1  Yes, you must take ... tug(s). 
 .1.2  No, you need not take tug(s). 
 .2 How many tugs must I take? 
 .2.1  You must take ... tug(s) according to Port Regulations. 
 .2.2  You must take ... tug(s) fore and ... tug(s) aft. 
 .3 I require ...  tug(s). 
 .4 In what position will the tug(s) meet me? 
 .4.1  The tug(s) will meet you in position  ... at ...UTC. 
 .4.2  Wait for the tug(s) in position ... . 
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 .5 Must I use the towing  lines of my vessel?  
 .5.1  Yes, you must use the towing lines. 
 .5.2  No, you must use the towing  lines of the tug.    
  
A1/5  Specials 
 
A1/5.1  Helicopter operations  
  (H:  =  from helicopter V:  =  from vessel )  
   
 .1 V:  I require a helicopter. 
   ~ to pick up persons. 
   ~ with doctor. 
   ~ with liferaft / ... . 
 .1.1  MRCC: I will send a helicopter with ... . 
 .2 H:  MV ... , I will drop ... . 
 .3 H:  MV ... , are you ready for the helicopter? 
 .3.1  V:  Yes, I am ready for the helicopter. 
 .3.2  V:  No, I am not ready for the helicopter (yet). 
 .3.3  V:  Ready for the helicopter in ... minutes.       
 .4 H:  MV ... , helicopter is on the way to you. 
 .5 H:  MV ... , what is your position? 
 .5.1  V:  My position is ... . 
 .6 H:  MV ... , what is your present course and speed? 
 .6.1  V:  My present course is ... degrees, speed is ... knots. 
 .7 H:  MV ... , make identification signals. 
 .8  V: I am making identification signals by smoke (buoy) / search light /  
              flags / signalling lamp / ... . 
 .9 H:  MV ... , you are identified. 
 .10 H:  MV ... , what is the relative wind direction in degrees and knots? 
 .10.1  V: The relative wind direction is ... degrees and ... knots. 
 .11 H:  MV ... , keep the wind on port / starboard bow. 
 .12 H:  MV ... , keep the wind on port / starboard quarter. 
 .13 H:  MV ... , indicate the landing / pick-up area. 
 .13.1  V: The landing / pick-up area is ... . 
 .14 H:  MV ... , can I land on deck? 
 .14.1  V:  Yes, you can land on deck. 
 .14.2  V:  No, you cannot land on deck (yet). 
 .14.3  V:  You can land on deck in ... minutes. 
 .15 H:  MV ... , I will use hoist / rescue sling / rescue basket / rescue net / 
   rescue litter / rescue seat / double lift. 
 .16 V:  I am ready to receive you. 
 .17 H:  MV ... , I am landing. 
 .18 H:  MV ... , I am starting operation. 
 .19 H:  MV ... , do not fix the hoist cable. 
 .20 H:  MV ... , operation finished. 
 .21 H:  MV ... , I am taking off. 
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A1/5.2  Ice - breaker operations  
 
.1  Ice - breaker request 
 
 .1 I am / MV is ... fast in ice in position ... . 
 .2 I require / MV ... requires  ice-breaker assistance to reach ... . 
 .3 Ice-breaker assistance  
   ~ will arrive at ... UTC / within ... hours. 
   ~ is not available until ... UTC. 
   ~ is available only up to latitude... longitude.... 
   ~ is suspended until...(date and  time). 
   ~ is suspended after sunset. 
   ~ is suspended until favourable weather conditions. 
   ~ will be resumed at ... UTC. 
 
.2  Ice - breaker assistance for convoy 
 
 Ice-breaker commands applying to all the vessels in a convoy have to be immediately 

confirmed consecutively by each vessel in turn and executed according to the pattern given in 
GENERAL 4.6.  Ice-breaker commands applying to a single vessel are confirmed and 
executed only by that vessel, and this applies also to close-coupled towing.  When being 
assisted by an ice-breaker it is important to maintain a continuous listening watch on the 
appropriate VHF Channel and to maintain a proper lookout for sound and visual signals. 

 
 .1 Ice-breaker assistance for convoy will start now / at ... UTC. 
 .2 Your place in convoy  is number ... . 
 .3 MV ... will follow you. 
 .4 You will follow MV ... . 
 .5 Go ahead and follow me. 
 .5.1  Do not follow me. 
 .6 Proceed along the ice channel. 
 .7 Increase / reduce your speed. 
 .8 Reverse your engines. 
 .9 Stop engines. 
 .10 Keep a distance of ... metres  /cables between vessels. 
 .11 Increase / reduce the distance between vessels to ... metres / cables. 
 .12 Stand by for receiving towing line. 
 .12.1  Stand by for letting go towing line. 
 .13 Switch on the bow / stern search light. 
 .14 Stop in present position. 
 .15 Ice-breaker ... will escort you. 
 .16 Ice-breaker assistance for convoy  finished. 
 .16.1  Open water / light ice conditions ahead. 
 .17 Proceed by yourself (to area ...). 
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.3  Ice - breaker assistance in close-coupled towing 
 
 .1 Stand by for close-coupled towing. 
 .2 Slack out your anchors under the hawse-pipes. 
 .3 Pass heaving lines through the hawse-pipes. 
 .4 Receive towing line on deck. 
 .5 Lash together the eyes of the towing line with manila lashing. 
 .6 Fasten towing line on your bitts. 
 .7 I start to draw your bow into the stern notch of the ice-breaker. 
 .8 Stand by for cutting the manila lashing if required. 
 .9 Keep yourself in the centre-plane of the ice-breaker. 
  
A1/6  Vessel Traffic Service (VTS) Standard Phrases 
 
              Application of Message Markers  
 
In order to especially facilitate shore-to-ship and ship-to-shore communication or when one of the 
IMO Standard Marine Communication Phrases will not fit the meaning desired, one of the following 
eight message markers may be used to increase the probability of the purpose of the message being 
properly understood. 
 
It is at the discretion of the shore personnel or the ship’s officer whether to use one of the message 
markers and if so which of them to apply depending on the user’s qualified assessment of the 
situation.  If used, the message marker is to be spoken preceding the message or the corresponding 
part of the message.  The IMO VTS Guidelines recommend that in any message directed to a vessel it 
should be clear whether the message contains information, advice, warning, or instruction and 
IMO Standard Marine Communication Phrases should be used where practicable. 
 
For further standardized VTS communications, also see other sections of Part A1.  For VTS Standard 
Reporting Procedures, see IMO resolution A.851(20) on General Principles for Ship Reporting 
Systems and Ship Reporting Requirements, including guidelines for reporting incidents involving 
dangerous goods, harmful substances and / or marine pollutants. 
 
Note: All of the following phrases must come as the culmination (message content) of a radio 

message exchange between stations covered by the ITU Radio Regulations, and the relevant 
calling procedures have to be observed. 

 
 



A 22/Res.918 - 46 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

Message  Markers  
 
 (i)  INSTRUCTION 
 
This indicates that the following message implies the intention of the sender to influence others 
by a Regulation. 
 
Comment:  This means that the sender, e.g. a VTS Station or a naval vessel, must have full 

authority to send such a message.  The recipient has to follow this legally binding 
message unless he/she has contradictory safety reasons which then have to be 
reported to the sender. 

 
Example:   "INSTRUCTION. Do not cross the fairway.” 
 
 (ii)  ADVICE 
 
This indicates that the following message implies the intention of the sender to influence others 
by a Recommendation. 
 
Comment:  The decision whether to follow the ADVICE still stays with the recipient. ADVICE 

does not necessarily have to be followed but should be considered very carefully. 
 
Example:   "ADVICE. (Advise you) stand by on VHF Channel six nine." 
 

(iii)   WARNING 
 
This indicates that the following message implies the intention of the sender to inform others about 
danger. 

 
Comment:   This means that any recipient of a WARNING should pay immediate attention to  
    the danger mentioned. Consequences of a WARNING will be up to the recipient. 
 
Example:   "WARNING. Obstruction in the fairway." 
 
 (iv)   INFORMATION 
 
This indicates that the following message is restricted to observed facts, situations, etc.. 
 
Comment:   This marker is preferably used for navigational and traffic information, etc.. 
    Consequences of INFORMATION will be up to the recipient. 
 
Example:   "INFORMATION. MV Noname will overtake to the west of you  ." 
 
 (v)  QUESTION 
 
This indicates that the following message is of an interrogative character. 
 
Comment:  The use of this marker removes any doubt as to whether a question is being asked or a 

statement is being made, especially when interrogatives such as what, where, why, 
who, how are additionally used at the beginning of the question.  The recipient is 
expected to return an answer. 

 
Example:   "QUESTION.(What is) your present maximum draft?" 
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 (vi)   ANSWER 
 
This indicates that the following message is the reply to a previous question. 
 
Comment:   Note that an answer should not contain another question. 
 
Example:   "ANSWER. My present maximum draft is zero seven metres." 
 
 (vii)  REQUEST 
 
This indicates that the following message is asking for action from others with respect to the vessel. 
 
Comment:   The use of this marker is to signal: I want something to be arranged or provided,  
    e.g. ship´s stores requirements, tugs, permission, etc.. 
 
Note:    REQUEST must not be used involving navigation, or to modify COLREGS. 
 
Example:   "REQUEST. I require two tugs." 
 
 (viii)  INTENTION 
 
This indicates that the following message informs others about immediate navigational action 
intended to be taken. 
 
Comment:   The use of this message marker is logically restricted to messages announcing  
    navigational actions by the vessel sending this message. 
 
Example:   "INTENTION. I will reduce my speed." 
 
 
A1/6.1  Phrases for acquiring and providing data for a traffic image 
 
.1   Acquiring and providing routine traffic data 
 
.1  What is the name of your vessel and call sign / identification? 
.1.1   The name of my vessel is ... , call sign ... / identification ...  . 
.1.2   Spell the name of your vessel. 
.2  What is your flag State? 
.2.1   My flag State is ... . 
.3  What is your position? 
.3.1   My position is ... . 
.4  What is your present course and speed? 
.4.1   My present course is ... degrees, my speed is ... knots. 
.5  From what direction are you approaching? 
.5.1   I am approaching from ... . 
.6  What is your port of destination / destination? 
.6.1   My port of destination / destination is ... . 
.7  What was your last port of call?  
.7.1   My last port of call was ... . 
.8  What is your ETA in position ... ? 
.8.1   My ETA is ...  UTC. 
.9  What is your ETD from ... ? 
.9.1   My ETD from ... is  ...  UTC. 
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.10  What is your draft forward / aft? 

.10.1  My draft forward / aft is  ... metres. 

.11  What is your present maximum draft ? 

.11.1  My present maximum draft is  ... metres. 

.12  What is your freeboard? 

.12.1  My freeboard is ... metres. 

.13  What is your air draft? 

.13.1  My air draft is ... metres. 

.14  Are you underway? 

.14.1  Yes, I am underway.  

.14.2  No, I am not underway.    

.14.3  I am ready to get underway. 

.15  What is your full speed / full manoeuvring speed? 

.15.1  My full speed / full manoeuvring speed is ... knots. 

.16  What is your cargo? 

.16.1  My cargo is ... . 

.17  Do you carry any dangerous goods? 

.17.1  Yes, I carry the following dangerous goods:  ... kilograms / tonnes IMO Class ... . 

.17.2  No, I do not carry any dangerous goods. 

.18  Do you have any deficiencies / restrictions? 

.18.1  No, I have no deficiencies / restrictions. 

.18.2  Yes, I have the following deficiencies / restrictions: ... . 

.19  I am / MV ...  is constrained by draft. 

.20  The maximum permitted draft is  ... metres. 

.21  Do you have any list? 

.21.1  Yes, I have a list to port / starboard of ... degrees. 

.21.2  No, I have no list. 

.22  Are you on even keel?  

.22.1  Yes, I am on even keel. 

.22.2  No, I am trimmed by the head / stern. 
 
.2   Acquiring and providing distress traffic data 
   See A1/1.1 “Distress communications”. 
 
A1/6.2  Phrases for providing VTS services  
 
.1  Information service  
             These phrases are normally transmitted from the shore. 
 
.1.1  Navigational warnings 
 
.1  Unknown object(s) in position ... . 
.2  Ice / iceberg(s) in position ... / area around ... . 
.3  Unlit derelict vessel adrift in vicinity ... at ... (date and time). 
.4  Dangerous wreck / obstruction located in position ... marked by ... (type) buoy. 
.5  Hazardous mine adrift in vicinity ... at ... (date and time). 
.6  Uncharted reef / rock / shoal reported in position ... . 
.7  Pipeline is leaking gas / oil in position ... Wide berth requested. 
.8  Depth of water not sufficient in position ... . 
.9  Navigation closed in area ... . 
 



 - 49 - A 22/Res.918 
 
 

I:\ASSEMBLY\22\RES\918.doc 

.1.2  Navigational information 
 
.1  Oil spill in position ... . 
.2  Current meters / hydrographic instruments moored in position ...Wide berth requested. 
.3  Platform ...(name / number) reported / established in position ...Wide berth requested. 
.4  ...(charted name of light / buoy) in position ...  
      ~ unlit / unreliable / damaged / destroyed / off station / missing.  
     ~ (temporarily) changed to ...(full characteristics). 
      ~ (temporarily) removed. 
     ~ (temporarily) discontinued. 
.5  ...(charted name of light / buoy) ...(full characteristics). 
      ~ established in position ... . 
      ~ re-established in position ... . 
      ~ moved ... kilometres / nautical miles in ... (direction) to position ... . 
.6  (Note: Only for major fog signal stations). 
  Fog signal ...(charted name of light / buoy) in position ...  inoperative. 
 
.1.3  Traffic information 
 
.1  Gunnery / rocket firing / missile / torpedo / underwater ordnance exercises in area bounded by 

...(positions) and ... from ... (date and time) to ... (date and time).  Wide berth requested. 
.2  Cable / pipeline operations by... (vessel) in vicinity ... / along a line joining ...(position) from 

... (date and time) to... (date and time).  Wide berth requested. Contact via VHF Channel ...  
.3  Salvage operations in position ... from ... (date and time) to ... (date and time). 
  Wide berth requested. Contact via VHF Channel ... . 
.4   Seismic / hydrographic operations by  ... (vessel)... from ... (date and time) 
   to ...(date and    time) in position ... Wide berth requested.  
   Contact via VHF Channel ... . 
.5  Oil clearance operations near MT ... in position ... Wide berth requested. 
.6  Transhipment of ...(kind of cargo) in position ... Wide berth requested. 
.7  Difficult tow from ...(port of departure) to ...(destination) on ...(date). 
  Wide berth requested. 
.8  Vessel not under command in position ... / area ... . 
.9  Hampered vessel in position ... area ... (course ... degrees, speed ...  knots). 
.9.1   Vessel constrained by her draft in position … area … (course … degrees … speed … 

knots) 
.10  Vessel in position ... on course ... and speed ... is not complying with traffic regulations. 
.11  Vessel is crossing ... traffic lane on course ... and speed ... in position ... . 
.12  Small fishing boats in area around ... Navigate with caution. 
.13  Submarines operating in sea area around ... Surface vessels are in attendance. 
 
.1.4  Route information 
 
.1 Route .../ Traffic  Lane ... has been suspended / discontinued / diverted. 
 
.1.5  Hydrographic information 
 
.1  Tidal prediction for ... (name of station(s)) / area ... : 
.1.1   A tide of ... metres above / below datum is expected in position ... / area ...  
   at about ... UTC. 
.1.2   Abnormally high / low tides are expected in position ... / area ... at about ... UTC. 
.2  The tide is rising: 
   ~ it is ... hours before high water / after low water. 
   ~ it is ... metres below high water / above low water. 
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.3  The tide is falling: 
   ~ it is ... hours after high water / before low water. 
   ~ it is ... metres below high water / above low water. 
.4  The tide is slack. 
.5  Present tide is ...  metres above / below datum ... in position ... .. 
.6  The tide is ... metres above / below prediction. 
.7  The tidal stream / current is ... knots in position ... . 
.8  The tide is setting in direction ... degrees. 
.9  The depth of water is / is not sufficient in position ... . 
.12  Charted depth has increased / decreased by ... metres due to winds / sea state. 
 
.1.6  Electronic navigational aids information 
 
.1  GPS Satellite ...(number) unusable from ...(date and time) to ...  (date and time).  
  Cancel one hour after time of restoration. 
.2  LORAN station ...(name number of master / secondary )  
.3  RACON ... (name of station) in position ... off air ... from ... (date and time)  
  to ...  (date and time). 
 
.1.7  Meteorological warnings 
 
.1  Gale warning / storm warning was issued at ... UTC starting at ... UTC . 
.1.1   Gale warning / storm warning. Wind at ... UTC in area ... (met. area) from direction 
   ... (cardinal points) and force Beaufort ... backing / veering to ... (cardinal points). 
.2  Tropical storm warning was issued at ... UTC starting at ... UTC. 
.2.1   Tropical storm warning at ... UTC. Hurricane ... (name) / tropical cyclone / tornado / 
   willy-willy / typhoon / ... with central pressure of ... millibars/hectopascals located in 

position ... . 
   Present movement ... (cardinal points) at ... knots. Winds of ... knots within radius 
   of ... nautical miles of centre. Seas over ... metres.  
   Further information on VHF Channel ... / frequency ... (at ... UTC). 
 
.1.8  Meteorological information 
 
.1  Position of tropical storm ... (name) ..., path  ... (cardinal points),  
  speed of advance ... knots. 
.2  Wind direction ...(cardinal points), force Beaufort ... in position ... . 
.3  Wind is backing / veering and increasing / decreasing. 
.4  Wind is expected to increase / decrease in position ... to force Beaufort ...   
  within the next... hours. 
.5  Visibility in position ...    
   ~ ... metres / nautical miles. 
   ~ reduced by mist / fog / snow / dust / rain / ... . 
   ~ expected to increase / decrease to ... metres / nautical miles  
      within the next ...  hours. 
.6  Sea / swell in position ...  
   ~ ... metres from ...(cardinal points). 
   ~  expected to increase / decrease within the  next ... hours. 
.7  Icing is expected / not expected  in area ... . 
 
.1.9  Meteorological questions and answers  
  See A1/3.1 “Meteorological and hydrological conditions” 
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.2  Navigational assistance service  
 Shore based pilotage by navigational assistance service: see also A1/6.4 .3.18 to .3.21 

 
.2.1  Request  and identification 
 
.1  Is shore based radar assistance available? 
.1.1  Yes, shore based radar assistance is available. 
.1.2   No, shore based radar assistance is not available. 
.2  Shore based radar assistance is available from ... to ... UTC.  
.3  Do you require navigational assistance to reach ... ? 
.3.1   Yes, I require navigational assistance. 
.3.2    No, I do not require   navigational assistance. 
.4  What is your position? 
.4.1   My position is bearing ... degrees ..., distance ... kilometres / nautical miles from ... . 
.5  How was your position obtained? 
.5.1   My position was obtained by GPS / RADAR / cross-bearing /  
  astronomical observation / ...  
.6  Repeat your position for identification. 
.7  I have located you on my radar screen. 
.7.1 Your position is bearing  ... degrees, distance ... kilometres / nautical miles from ... . 
.8  I cannot locate you on my radar screen. 
.9  What is your present course and speed? 
.9.1   My present course is  ... degrees, my speed is ... knots. 
.10  What is the course to reach you? 
.10.1  The course to reach me is  ... degrees. 
.11  Is your radar in operation? 
.11.1  Yes, my radar is in operation. 
.11.2  No, my radar is  not in operation. 
.12  What range scale are you using? 
.12.1  I am using ... miles range scale. 
.12.2  Change to a larger / smaller range scale. 
.13  You are leaving my radar screen. 
.14  Change to radar ... (name) VHF Channel ... . 
.15  I have lost radar contact.  
 
.2.2  Position 
 
.1  You are entering ... . 
.2  Your position is  .../ bearing ... degrees, distance ... kilometres / nautical miles from ... . 
.4  You are passing ... . 
  You are  
   ~ in the centre of the fairway. 
   ~ on / not on the  radar reference line (of the fairway). 
   ~ on the ... (cardinal points) side of the fairway. 
.5  You are approaching the ... (cardinal points) limit of the fairway. 
.6  Your position is  buoy number ... distance ... metres / cables  
   to the ... (cardinal points) of the radar reference line. 
.7  Your position is distance ... metres / cables from the intersection of radar reference line ...  
  and radar reference line ... and distance ... metres / cables to the  ... (cardinal points)  
  of radar reference line ... . 
.8  MV ... has reported at reporting point ... . 
.9  You are getting closer to the vessel …  (cardinal points) of you. 
.10  Vessel on opposite course is passing to the ... (cardinal points) of you. 
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.11  MV ... is metres / cables ... (cardinal points) of you. 
   ~ is ingoing / outgoing. 
  ~ has stopped. 
   ~ is at anchor. 
   ~ is on a reciprocal course. 
   ~ will overtake to the ... (cardinal points) of you. 
.12  Vessel has anchored ... metres / cables ... (cardinal points) of you in position ... . 
.13  Vessel ... (cardinal points) of you is obstructing your movements. 
.14  You will meet crossing traffic in position ... . 
.15  Vessel is entering / leaving the fairway at ... . 
.16  Buoy ... distance ... metres / cables ... (cardinal points). 
.17  Vessel ... (cardinal points) of you is 
   ~ turning. 
   ~ anchoring. 
   ~ increasing / decreasing speed. 
   ~ overtaking you. 
   ~ not under command. 
 
.2.3  Course 
  Note: the user of this phrase should be fully aware of the implications of words such  
  as "track", "heading" and "course made good". 
 
.1  Your track is 
   ~ parallel with the reference line. 
   ~ diverging from the reference line. 
   ~ converging to the reference line. 
.2  What is your present course / heading? 
.2.1   My present course / heading is  ... degrees. 
.3  You are steering a dangerous course. 
.4  Course to make good is ... degrees. 
.5  Vessel ... (cardinal points) of you is on same course ... degrees. 
.5.1   Advise you 
  ~ Keep your present course. 
   ~ A new course of  … degrees. 
.6  Have you altered course? 
.6.1   Yes, I have altered course - my new course is  ... degrees. 
.6.2   No, I have not altered course - my course is  ... degrees. 
.7  You are running into danger - 
   ~ shallow water ... (cardinal points) of you. 
   ~ submerged wreck ... (cardinal points) of you. 
   ~ fog bank ... (cardinal points) of you. 
   ~ risk of collision (with a vessel bearing ... degrees, distance ... kilometres / 
      nautical miles). 
   ~ bridge is defective / ... . 
 
.3  Traffic organization service  
 
.3.1  Clearance, forward planning 
 
.1  Traffic clearance is required before entering ...  . 
.2  Do not enter the traffic lane / ... . 
.3  Proceed to the emergency anchorage. 
.4  Keep clear of .../  avoid ... . 
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.5  You have permission  
   ~ to enter the traffic lane / route - traffic clearance  granted. 
   ~ to enter traffic lane / route in position ... at ... UTC. 
.6  Do not pass the reporting point ... until ... UTC. 
.7  Report at the next waypoint / waypoint ... / at ... UTC. 
.8  You must arrive at way point ... at ... UTC - your berth is clear. 
.9  Do not arrive in position ... before / after ... UTC. 
.10  The tide is  with you / against you. 
 
.3.2  Anchoring 
 
.1  You must anchor  
   ~ at ... UTC. 
   ~ until the pilot arrives. 
   ~ in a different position. 
   ~ clear of fairway. 
.2  Do not anchor in position ... . 
.3  Anchoring is prohibited. 
.6  You must heave up anchor. 
.7  You are at anchor in a wrong position. 
.8  Have your crew on stand by for heaving up  anchor when the pilot embarks. 
.9  You have permission to anchor (at ... UTC) 
   ~ in position ... . 
   ~ until the pilot arrives. 
   ~ until the tugs arrive. 
   ~ until  sufficient water. 
.10  You are obstructing the fairway / other traffic. 
.11  Are you dragging / dredging anchor? 
.11.1  Yes, I am dragging / dredging anchor. 
.11.2  No, I am not dragging / dredging anchor. 
.12  Do not dredge anchor. 
 
.3.3  Arrival, berthing and departure  
 
.1  Your orders are to berth on ... . 
.2  Your orders are changed to proceed to ... .  
.3  Proceed to ... for orders. 
.4  You have permission to enter / to proceed at ... UTC. 
.5  Vessel is turning / manoeuvring in position ... . 
.6  MV ...  
   ~ will turn in position ... . 
   ~ will leave ... at ... UTC. 
   ~ is leaving ... . 
   ~ has left ... . 
    ~ entered fairway in position ... . 
.7  Your berth is not clear (until ... UTC)  
.7.1   Your berth will be clear at ... UTC. 
.8  You will berth / dock at ... UTC . 
.9  Berthing has been delayed by ... hours. 
.10  Be ready to get underway. 
.10.1  I am ready to get underway 
.11  Get underway. 
 



A 22/Res.918 - 54 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

.12  Are you underway? 

.12.1  Yes, I am underway. 

.12.2  No, I am not underway. 

.13  Move ahead / astern ... metres. 

.14  Your vessel is in position - make fast. 
 
.3.4  Enforcement 
 
.1  According to my radar, your course does not comply with Rule 10 of the COLREGs. 
.2  Your actions will be reported to the Authorities. 
.3  You are  
   ~ not complying with traffic regulations. 
   ~ not keeping to the correct traffic lane. 
.4  Have all navigational instruments in operation before entering this area / area ... . 
.5  Your navigation lights are not visible. 
.6  Recover your fishing gear.  
.6.1   You are fishing in the fairway. 
.7  Fishing gear is to the ... (cardinal points) of you. 
.8  Fishing in area ...is prohibited. 
.9  You are approaching a prohibited fishing area. 
.10  Fairway speed is... knots. 
 
.3.5  Avoiding dangerous situations, providing safe movements  
 
.1  It is dangerous  
   ~ to anchor in  your present position. 
   ~ to remain in  your present position. 
   ~ to alter course to ... (cardinal points). 
.2  Large vessel is leaving the fairway- keep clear of the fairway approach. 
.3  Nets with buoys / without buoys in this area - navigate with caution. 
.4  Collision in position ... . 
.5  MV ... is  aground / on fire / ... in position ... . 
.6  Stand by for assistance. 
.7  Vessels must 
   ~ keep clear of this area / area ... . 
   ~ avoid this area / area ... . 
   ~ navigate with caution. 
.8  Keep clear of ... - search and rescue in progress. 
.9  Your present course is  too close 
   ~ to ingoing / outgoing vessel. 
   ~ to the vessel that you are overtaking. 
   ~ to the ... (cardinal points) limit of the fairway. 
.10  Your course is deviating from the radar reference line. 
.11  You are running into danger 
   ~ shallow water .... (cardinal points) of you. 
   ~ submerged wreck ... (cardinal points) of you. 
   ~ fog bank ... (cardinal points) of you. 
   ~ risk of collision (with vessel bearing ... degrees, 
      distance ... kilometres / nautical miles). 
   ~ bridge is defective. 
.12  You are proceeding at a dangerous speed. 
.13  You must 
   ~ proceed by the fairway / route ... . 
   ~ keep to the ... (cardinal points) of the fairway line / radar reference line. 
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   ~ stay clear of the fairway. 
.14  You must wait for MV ... to cross ahead of you. 
.15  You must wait for MV ... to clear ... before  
   ~ entering the fairway. 
   ~ getting underway. 
   ~ leaving the berth. 
.16  Do not  
   ~ overtake. 
   ~ cross the fairway. 
.17  Alter course to ...(cardinal points) of you. 
.18  Pass ... (cardinal points) of 
  ~  ingoing /outgoing / anchored / disabled vessel. 
   ~ of ... mark / ... . 
.19  Stop engines. 
.20  MV ...  
   ~ wishes to overtake …  (cardinal points) of you.     
  ~ agrees / does not agree to be overtaken. 
   ~ is approaching an obscured area ... - approaching vessels acknowledge. 
    
.3.6  Canal and lock operations  
 
.1  You must  
   ~ close up on the vessel ahead of you. 
   ~ drop back from the vessel ahead of you. 
   ~ wait at ... . 
   ~ moor at ... . 
   ~ wait for lock clearance at ... until ... UTC. 
.2  Convoy ... must wait / moor at ... . 
.3  You will  
   ~ join  convoy ... at ... UTC. 
   ~ enter  canal / lock at ... UTC. 
.4  Transit will begin at ... UTC. 
.5  Your place in convoy is number ... . 
.6  Transit / convoy speed is ... knots. 
.7  Convoys / vessels will pass in area ... . 
 
A1/6.3  Handing over to another VTS 
 
.1  ... VTS this is ... VTS: MV ... position is bearing... degrees, distance ... kilometres / nautical 
   miles from ... . working frequency is VHF Channel ... . Your target. Please confirm. 
.2  ... VTS this is ... VTS: MV ... position bearing is ... degrees, distance ... kilometres / nautical  

miles from ... .  I confirm. My target. 
.3  .... VTS this is ... VTS: MV ... position is bearing... degrees, distance ... kilometres / nautical  
   miles from ... . I am unable to take over this target. 
 
A1/6.4  Phrases for communication with emergency services and allied services 
 
.1  Emergency services  (SAR, fire fighting, pollution fighting)   
  See A1/1.1 “Distress communications” 
 
.2  Tug services 
  Also see A2/3.6 “Tug assistance” 
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.1  How many tugs do you require? 

.1.1   I require ... tug(s). 

.2  You must take 
   ~ ... tug(s) according to port regulations. 
   ~ ... tug(s) fore and ... tug(s) aft. 
.3  Wait for the tug(s) in position ... . 
.4  The tugs will meet you in position ... at ... UTC. 
.6  Tug services have been suspended until ...(date and time) /  resumed on...(date and time). 
 
.3  Pilot request 
 
.1  Must I take a pilot?    
.1.1   Yes, you must take a pilot - pilotage is compulsory. 
.1.2   No, you need not take a pilot. 
.2  Do you require a pilot? 
.2.1   Yes, I require a pilot. 
.2.2   No, I do not require a pilot - I am holder of Pilotage Exemption Certificate (No. ...). 
.3  You are exempted from pilotage.  
.4  Do you require a pilot at ...(name) Pilot Station? 
.4.1   Yes, I require a pilot at ...(name) Pilot Station. 
.4.2   No, I do not require a pilot at ...(name) Pilot Station - I require a pilot in position ...  
.5  What is your ETA at ...(name) Pilot Station in local time? 
.5.1   My ETA at...(name) Pilot Station is ... hours local time. 
.6  What is local time? 
.6.1   Local time is ... hours. 
.7  What is your  position? 
.7.1   My  position is ... . 
.8  What is your distance from ...(name) Pilot Station? 
.8.1   My distance from ...(name) Pilot Station is ... kilometres / nautical miles. 
.9  Is the pilot boat on station? 
.9.1   Yes, the pilot boat is on station. 
.9.2   No, the pilot boat is  not on station. 
.9.3   The pilot boat will be on station at ... hours local time. 
.10  In what position can I take the pilot? 
.10.1  Take the pilot at ...(Pilot Station) / near position….   
.11  When will the pilot embark? 
.11.1  The pilot will embark at ... hours local time. 
.12  The pilot boat is coming to you. 
.13  Stop in present position and wait for the pilot. 
.14  Keep the pilot boat …  (cardinal points) of you. 
.15  What is your freeboard? 
.15.1  My freeboard is  ... metres. 
.16  Change to VHF Channel ... for pilot transfer. 
.17  Stand by on VHF Channel ... until pilot transfer is completed. 
.18  Pilotage at ...(name) Pilot Station has been suspended until ... (date and local time). 
.19  Pilotage at ...(name) Pilot Station has been resumed. 
.20  The pilot cannot embark at ... (name) Pilot Station due to ... . 
.21  Do you accept shore-based navigational assistance from VTS Centre? 
.21.1  Yes, I accept shore-based navigational assistance. 
.21.2  No, I do not accept shore-based navigational assistance. 
.21.3   I will stay in position ... until ... . 
.22  You have permission to proceed by yourself  (or wait for the  pilot at ... buoy). 
.23  Follow the pilot boat inward where the pilot will embark. 
 
.4  Embarking / disembarking pilot 
  See A1/4.2 “Embarking/disembarking pilot” 
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Appendix to A1  - External Communication Phrases 
Standard GMDSS Messages 
For further details, see ITU Manual for use by the Maritime Mobile and Maritime Mobile  
Satellite Services, Geneva. 
 
1  Standard distress message  
 
 .1  Structure  

Upon receipt of a DSC Distress Alert acknowledgement the vessel in distress should 
commence the distress traffic on one of the international distress traffic frequencies such 
as VHF Channel 16 or frequency 2182 kHz (if not automatically controlled) as follows: 

 

 MAYDAY 
 THIS IS 

- the 9-digit Maritime Mobile Service Identity code (MMSI) plus name / call sign  
or other identification of the vessel calling 

  - the position of the vessel 
  - the nature of distress 
  - the assistance required 
  - any other information which might facilitate rescue. 
 
 .2  Example 
  
 MAYDAY  
  - THIS IS TWO-ONE-ONE-TWO-THREE-NINE-SIX-EIGHT-ZERO 
     MOTOR VESSEL "BIRTE" CALL SIGN DELTA ALPHA MIKE KILO 
 - POSITION SIX TWO DEGREES ONE ONE DECIMAL EIGHT  
              MINUTES NORTH 
  - ZERO ZERO SEVEN DEGREES FOUR FOUR MINUTES EAST 
  - I AM ON FIRE AFTER EXPLOSION 
  - I REQUIRE FIRE FIGHTING ASSISTANCE 
  - SMOKE NOT TOXIC  OVER 
 
Standard urgency message  
 
 .1 Structure  

After the transmission of a DSC Urgency Call switch the transmitter to VHF Channel 16 or 
frequency 2182 kHz (if not automatically controlled) and commence the urgency traffic as 
follows: 

 
 PAN PAN  (repeated three times) 
 ALL STATIONS  (repeated three times) 
 THIS IS 
  - the 9-digit MMSI of the vessel plus name / call sign or other identification 
  - the position of the vessel 
  - the text of the urgency message. 
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 .2 Example 
   
 PAN PAN  PAN PAN  PAN PAN 
 ALL STATIONS ALL STATIONS ALL STATIONS 
 - THIS IS TWO-ONE-ONE-TWO-THREE-NINE-SIX-EIGHT-ZERO 
    MOTORVESSEL "BIRTE" CALL SIGN DELTA ALPHA MIKE KILO 
 - POSITION  SIX TWO DEGREES ONE ONE DECIMAL EIGHT MINUTES NORTH 
   ZERO ZERO SEVEN DEGREES FOUR FOUR MINUTES EAST 
 - I HAVE PROBLEMS WITH ENGINES 
 - I REQUIRE TUG ASSISTANCE  OUT 
 
Standard safety message  
 
 .1 Structure  

After the transmission of a DSC Safety Call switch the transmitter to VHF Channel 16 or 
frequency 2182 kHz (if not automatically controlled) and transmit the safety message as 
follows: 

 
 SÉCURITÉ  (repeated three times) 
 ALL STATIONS (or all ships in a specific geographical area, or to a specific station) 
 (repeated three times) 
 THIS IS 
  - the 9-digit MMSI of the vessel plus name / call sign or other identification 
  - the text of the safety message. 
 
 .3 Example 
  
 SÉCURITÉ   SÉCURITÉ   SÉCURITÉ 
 ALL SHIPS   ALL SHIPS   ALL SHIPS  IN AREA PETER REEF 
 - THIS IS  TWO-ONE-ONE-TWO-THREE-NINE-SIX-EIGHT-ZERO 
   MOTORVESSEL "BIRTE"  CALL SIGN DELTA ALPHA MIKE KILO 
 - DANGEROUS WRECK LOCATED IN POSITION TWO NAUTICAL   MILES  
   SOUTH OF PETER REEF     OVER 
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A2 ON-BOARD COMMUNICATION PHRASES 
 
A2/1 Standard wheel orders  

All wheel orders given should be repeated by the helmsman and the officer of the watch 
should ensure that they are carried out correctly and immediately. All wheel orders should be 
held until countermanded. The helmsman should report immediately if the vessel does not 
answer the wheel. 
When there is concern that the helmsman is inattentive s/he should be questioned: 

"What is your heading ?"   And he/she should respond: 
"My heading is ... degrees." 

 
Order       Meaning 

 
 1. Midships        Rudder to be held in the fore and aft position. 
 2. Port / starboard five     5° of port / starboard rudder to be held. 
 3. Port / starboard ten     10°of port / starboard rudder to be held. 
 4. Port / starboard fifteen    15°of port / starboard rudder to be held. 
 5. Port / starboard twenty                     20° of port / starboard rudder to be held. 
 6. Port / starboard twenty-five    25°of port / starboard rudder to be held. 
 7. Hard -a-port / starboard    Rudder to be held fully over to port / starboard. 
 8. Nothing to port/starboard   Avoid allowing the vessel’s head to go to 

port/starboard 
 9. Meet her       Check the swing of the vessel´s head in a turn. 

  10. Steady        Reduce swing as rapidly as possible. 
11. Ease to five / ten      Reduce amount of rudder to 5°/10°/15°/20° and hold.  
 / fifteen / twenty 
12. Steady as she goes     Steer a steady course on the compass heading 

indicated at the time of the order. The helmsman is to 
repeat the order and call out the compass heading on 
receiving the order. When the vessel is steady on that 
heading, the  helmsman is to call out: "Steady on ..." 

13. Keep  the buoy/ mark/ beacon/ ...  on port side / starboard side. 
14. Report if she does not answer the wheel. 
15. Finished with wheel, no more steering. 

  
When the officer of the watch requires a course to be steered by compass, the direction in which  s/he 
wants the wheel turned should be stated followed by each numeral being said separately, including 
zero, for example: 
 

Order       Course to be steered 
 

Port, steer one eight two     182° 
Starboard, steer zero eight two    082° 
Port, steer three zero five      305° 

 
On receipt of an order to steer, for example, 1820, the helmsman should repeat it and bring the vessel 
round steadily to the course ordered. When the vessel is steady on the course ordered, the helmsman 
is to call out: 

"Steady on one eight two". 
The person giving the order should acknowledge the helmsman's reply.  
 
If it is desired to steer on a selected mark the helmsman should be ordered to: 

"Steer on ... buoy / ... mark / ... beacon". 
The person giving the order should acknowledge the helmsman's reply. 
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A2/2 Standard engine orders  
 
Any engine order given should be repeated by the person operating the bridge telegraph(s) and the 
officer of the watch should ensure the order is carried out correctly and immediately. 
 

Order 
 

 1. (Port / starboard engines) Full ahead / astern 
 2. (Port / starboard engines) Half ahead / astern 
 3. (Port / starboard engines) Slow ahead / astern 
 4. (Port / starboard engines) Dead slow ahead / astern 
 5. Stop (port / starboard) engines 
 6. Emergency full ahead / astern 

                   7. Stand by engine 
(Engine-room personnel fully ready to manoeuvre and bridge manned to relay  
engine orders.) 

 8. Finished with engines – no more manoeuvring. 
(Operation of engines no longer required.) 

 
In vessels fitted with twin propellers, the word "both" should be added to all orders affecting both 
shafts, e.g. "Full ahead both", and "Slow astern both", except that the words "Stop all engines" should 
be used, when appropriate. When required to manoeuvre twin propellers independently, this should 
be indicated, i.e. "Full  ahead starboard", "Half astern port", etc. 
 

Where bow thrusters are used, the following orders are used: 
 

9. Bow thruster full / half to port / starboard.  
                 10. Stern thruster full / half to port / starboard.  
                 11. Bow / stern thruster stop 
 
A2/3  Pilot on the bridge 
 
A2/3.1  Propulsion system 
 

. 1  Is the engine a diesel or a turbine? 

. 1.1  The engine is a diesel / turbine. 

. 2  Is the engine-room manned or is the engine on bridge control? 

. 2.1  The engine-room is manned. 

. 2.2  The engine is on bridge control. 

. 3  How long does it take to change the engines from ahead  to astern? 

. 3.1  It takes ... seconds to change the engines (from ahead to astern). 

. 4  How long does it take to start the engines from stopped? 

. 4.1.   It takes ... seconds to start the engines (from stopped). 

. 5  Is extra power available in an emergency? 

. 5.1  Yes, extra power is available. 

. 5.2  No, extra power is not available. 

. 6  Do you have a controllable or fixed pitch propeller? 

. 6.1  We have  a controllable pitch propeller. 

. 6.2  We have  a fixed pitch propeller. 

. 7  Do you have a right-hand or left-hand propeller? 

. 7.1  We have a right-hand / left-hand propeller. 

. 8  Do you have a single propeller or twin propellers? 

. 8.1  We have a single propeller / twin propellers. 



 - 61 - A 22/Res.918 
 
 

I:\ASSEMBLY\22\RES\918.doc 

. 9  Do you have a bow thruster / stern thruster? 

. 9.1  We have one /two/.. bow thruster(s) / stern thruster(s). 

.10  What is the maximum manoeuvring power ahead / astern? 

.10.1   The maximum manoeuvring power ahead / astern is ... kilowatts. 

.11  What are the maximum revolutions ahead / astern? 

.11.1  The maximum revolutions ahead / astern are ... . 

.12  Do the twin propellers turn inward or outward when going ahead? 

.12.1  The twin propellers turn inward / outward (when going ahead). 
 
A2/3.2  Manoeuvring 
 

. 1  I require the pilot card / manoeuvring data. 

. 2  What is the diameter of the turning circle? 

. 2.1  The diameter of  the turning circle is ... metres. 

. 3  What is the advance and transfer distance in a crash-stop? 

. 3.1  The advance distance is ... kilometres / nautical miles,  
the transfer distance is ... degrees (in a crash-stop). 

. 4  How long does it take from hard-a-port to hard-a-starboard? 

. 4.1  It takes ... seconds (from hard-a-port to hard-a-starboard). 

. 5  Is the turning effect of the propeller very strong? 

. 5.1  Yes, the turning effect (of the propeller) is very strong. 

. 5.2  No, the turning effect (of the propeller) is  not very strong. 

. 6  Where is the whistle control?  

. 6.1  The whistle control is on the console / on ... . 

. 7  What notice is required to reduce from full sea speed to manoeuvring speed? 

. 7.1   ... minutes notice is required (to reduce from full sea speed  
   to manoeuvring speed). 
. 8  Do you have an automatic pilot? 
. 8.1  Yes, we have  an automatic pilot. 
. 8.2  No, we do not have an automatic pilot. 
. 9  Give ... short / prolonged blast(s) (on the whistle). 
.10   Stand by lookout. 
   ~ on the bridge 
   ~ on the forecastle  
   ~ in the port/starboard wing 
.11   Maintain a speed of ... knots. 
.12   What is the (manoeuvring) speed at full / half / slow / dead slow ahead? 
.12.1   The manoeuvring speed at full / half / slow / dead slow ahead is ... knots. 
.13   What is the full sea speed / fairway speed? 
.13.1   The full sea speed / fairway speed is … knots. 

 
A2/3.3  Radar 
 

.1  Is the radar operational?  

.1.1   Yes, the radar is operational. 

.1.2   No, the radar is not operational. 

.2  Where is the radar antenna? 

.2.1   The radar antanna is on … . 

.3  Does the radar have any blind sectors? 

.3.1   Yes, the radar has  blind sectors from … to … degrees and from … to … degrees. 

.3.2   No, the radar does not have any blind sectors. 

.4  Change the radar to 
~ … miles range scale. 
~ relative head-up / north-up / course-up. 
~ true-motion north-up / course-up. 
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A2/3.4  Draft and air draft  

 
.1  What is your present maximum draft? 
.1.1   My present maximum draft is … metres. 
.1.2   My draft forward / aft is … metres. 
.2  What is your air draft? 
.2.1  My air draft is … metres. 

 
A2/3.5  Anchoring 
 
.1   Going to anchor 
 

.1  Stand by port / starboard / both anchor(s) for letting go. 

.2  Walk out the anchor(s). 

.3  We are going to anchorage. 

.4  We will let go port / starboard / both anchor(s). 

.5  Put … shackles  in the water / in the pipe / on deck. 

.6  Walk back port / starboard / both anchor(s) one / one and a half shackle(s). 

.7  We will let go port / starboard / both anchor(s) … shackle(s) and dredge it / them. 

.8  Let go port / starboard / both anchor(s). 

.9   Slack out the cable(s). 

.9.1   Check the cable(s). 

.9.2   Hold on the port / the starboard / both cable(s). 

.10  How is the cable leading? 

.10.1  The cable is leading  
~ ahead / astern. 
~ to port / to starboard. 
~ round the bow.  
~ up and down. 

.11  How is the cable growing? 

.11.1  The cable is slack / tight / coming tight. 

.12  Is / are the anchor(s) holding.  

.12.1  Yes, the anchor(s) is / are holding. 

.12.2  No, the anchor(s) is / are not holding. 

.13  Is she brought up? 

.13.1  Yes, she is brought up in position … . 

.13.2  No, she is not brought up (yet). 

.14  Switch on the anchor light(s). 

.15  Hoist the anchor ball.  

.16  Check the anchor position by bearings / by … . 

.16.1  The anchor position is bearing … degrees, 
    distance … kilometres / nautical miles to … . 
.16.2  Check the anchor position every … minutes. 

 
.2   Leaving the anchorage  
 

.1  How much cable is out? 

.1.1   … shackle(s) is / are  out. 

.2  Stand by for heaving up. 

.3  Put the windlass in gear. 

.3.1   The windlass is in gear. 

.4  How is the cable leading? 

.4.1   The cable is leading 
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~ ahead / astern. 
~ to port / to starboard. 
~ round the bow. 

  ~ up and down. 
.5  Heave up port / starboard / both cable(s). 
.6  How much weight is on the cable? 
.6.1   Much / too much weight is on the cable. 
.6.2   No weight is on the cable. 
.7  Stop heaving. 
.8  How many shackles are left (to come in)? 
.8.1   ... shackles are left (to come in). 
.9  Attention! Turn in cable(s). 
.10  The anchor(s) is / are aweigh. 
.10.1  The cables are clear. 
.11  The anchor(s) is / are  clear of the water / home / foul / secured. 

 
A2/3.6  Tug assistance  
 

.1  We will take ... tug(s). 

.2  The tug(s) will pull / push. 

.3  We use the towing line(s) of  your  vessel. 

.3.1   We use the towing line(s) of the tug(s). 

.4  Stand by for making fast the tug(s). 

.5  Use the centre lead / panama lead. 

.5.1   Use the fairlead  
~ on port side / starboard side. 
~ amidships. 
~ on port bow / starboard bow. 
~ on port / starboard quarter. 

.6  Send heaving line(s) to the tug(s). 

.7  Send two towing line(s) to the tug(s). 

.8  Lower  towing line(s)  
~ to the tug(s). 
~ ... metre(s) from the water. 

.9  Slack away towing line(s). 

.10  Make fast the tug(s). 

.10.1  Make fast the tug(s) 
~ forward / aft. 
~ on port bow / starboard bow. 
~ on  port quarter / starboard quarter. 

.11  Make fast the forward / aft tug(s) alongside on  port side / starboard side. 

.12  Make fast ... tug(s) on each bow / quarter. 

.13  Put the eyes of the towing line(s) on bitts. 

.14  The tug(s) is / are fast (on ... ). 

.15  Keep clear of  towing line(s). 

.16  Stand by for letting go the tug(s). 

.17  Let go the tug(s). 

.18  Towing line(s) is/are broken. 
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A2/3.7   Berthing and unberthing 
 
.1   General 
 

.1  Is/are the propeller(s) clear? 

.1.1   Yes, the propeller(s)  is/are clear. 

.1.2   No, the propeller(s)  is/are not clear. 

.1.3   Keep the propeller(s)  clear. 

.2   Are fenders on the berth? 

.2.1   Yes, fenders are on the berth. 

.2.2   No, fenders are not on the berth. 

.3  Have fenders ready fore and aft. 
 
.2   Berthing 
 

.1  We will berth port side / starboard side alongside. 

.2  We will moor  
~ to buoy(s) (ahead and astern). 
~ alongside. 
~ to dolphins. 

.3  Send out  
~ the head / stern / breast lines. 
~ the ... spring(s) forward / aft. 

.4  Do you have tension winches? 

.4.1   Yes, we have tension winches (forward and aft). 
 4.2   No, we do not have tension winches. 
.5  Have the heaving lines ready forward and aft. 
 6   Send the heaving / head / stern / breast line(s) ashore. 
.7   The linesmen will use shackles / lashings for securing the mooring. 
.8  Use  

~ the centre lead / panama lead . 
~ the bow lead. 
~ the port quarter / starboard  quarter lead. 

.9  Heave on the ... line(s) / ... spring(s).. 

.10  Pick up the slack on the ... line(s) / ... spring(s).. 

.11  Heave away. 

.11.1  Stop heaving. 

.12  Slack away / check the ... line(s) / ... spring(s).. 

.13  Hold on the ... line(s) / ... spring(s). 

.14  Heave in easy. 

.14.1  Heave alongside. 

.15  Keep the ... line(s) / ... spring(s) tight. 

.16  Report the forward / aft distance to ... . 

.16.1  The forward / aft distance to ... ... is metres. 

.17  We have to move ... metres ahead / astern. 

.18  We are in position. 

.19  Make fast fore and aft. 

.20  Finished with manoeuvring stations. 
 
.3   Unberthing 
 

.1  Stand by engine(s). 

.2  Are you ready to get underway? 

.2.1   Yes, we are ready (to get underway). 
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.2.2   No, we are not ready (yet) ( to get underway). 

.2.3   We will be ready to get underway in ... minutes. 

.3  Stand by for letting go. 

.4  Single up the ... lines and  ... springs fore and aft. 

.5  Slack away / hold on / heave on the 
~ head / stern line. 
~ breast line. 
~ fore / aft spring. 

.6  Let go  
~ the head / stern line. 
~ the breast line. 
~ the fore / aft spring   
~ all (forward / aft). 

.7  Let go the towing line(s). 

.8  Stand by  bow anchor(s). 

.9  Finished with manoeuvring stations. 
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IMO STANDARD  MARINE  COMMUNICATION  PHRASES:  PART B  
 
Part B covers further on-board standard safety-related phrases which, supplementary  to Part A, may  
assist mariners in meeting other basic on-board communication requirements and may be regarded 
useful for maritime English instruction. 
 
B   ON-BOARD COMMUNICATION PHRASES  
 
B1   Operative ship handling 
 
B1/1  Handing over the watch 
 
B1/1.1  Briefing on position, movement and draft 
 

The officer of the watch should brief the relieving officer on the following: 
 
.1   Position 
 

.1  The present position is 
~ latitude ..., longitude ... . 
~ bearing ... degrees, distance ... cables / nautical miles from/to..... 
~ buoy ...(charted name). 
~ between ... and... . 
~ way point / reporting point ... . 
~ ... . 

.2  The next waypoint / reporting point is ... . 

.3  ETA at ... is ... UTC. 

.4  We are passing / we passed buoy ...(charted name) on port side / starboard side. 

.5  We are approaching buoy ...(charted name) on port side / starboard side. 

.6  Buoy ...(charted name) ... is cables / nautical miles ahead. 

.7  We are entering / we entered area ... . 

.8  We are leaving / we left area ... . 
 
.2   Movements  
 

.1  True course / gyro compass course / magnetic compass course is ... degrees. 

.2  Gyro compass  error is ... degrees plus / minus. 

.2.1   Magnetic compass error is ... degrees east / west. 

.3  Speed over ground / through water is ... knots. 

.4  Set and dr ift is ...  degrees, ... knots. 

.5  We are making ...  degrees leeway. 

.6  The course board is written up. 

.7  The next chart is within .... hours. 
 
.3   Draft 
 

.1  Draft forward / aft is ... metres. 

.2  Present maximum draft is ... metres. 

.3  Underkeel clearance is ... metres. 
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B1/1.2  Briefing on traffic situation in the area 
 

.1  A vessel is  
~ overtaking … (cardinal points) of us. 
~ on opposite course. 
~ passing on port side / starboard side.  

.2  A vessel is crossing from port side. 

.2.1   The vessel 
~ will give way. 
~ has given way. 
~ has not given way yet. 
~ is standing on. 
~ need not give way. 

.3  A vessel is crossing from starboard side. 

.3.1   We  
~ need not give way. 
~ will stand on. 
~ will alter course to give way. 
~ have altered course to give way. 

.3.2   The vessel will pass ... kilometres / nautical miles ahead / astern. 

.3.3   I will complete the manoeuvre. 

.4  A vessel … (cardinal points) of us is on the same course. 

.5  The bearing to the vessel in ... degrees is constant.  

.6  There is heavy traffic / ... in the area. 

.6.1   There are fishing boats / ... in the area. 

.7  There are no dangerous targets on the radar . 

.7.1   Attention. There are dangerous targets on the radar . 

.8  Call the Master if any vessel  passes with a CPA of less than .... miles. 

.8.1   Call the Master if ... . 
 
B1/1.3  Briefing on navigational aids and equipment status  
 

.1  Port side / starboard side  radar is at ... miles range scale. 

.2  The radar is 
~ relative head-up / north-up / course-up. 
~ true-motion north-up / course-up. 

.3  GPS / LORAN is / is not in operation. 

.4  Echo sounder is at ... metres range scale. 

.4.1   The echo sounder recordings are unreliable. 

.5  I changed to manual / automatic steering (at ... UTC). 

.6  Navigation lights are switched on / off. 
 
B1/1.4  Briefing on radiocommunications  
 

.1  INMARSAT ...(type of system) is operational / is not operational. 

.2  VHF DSC Channel 70 / VHF Channel ... / DSC controller is switched on. 

.2.1   DSC frequency 2187.5 kHz is switched on. 

.3  NAVTEX is switched on. 

.4  Following was received on ... at ... UTC 

.5  Shore based radar assistance / VTS / Pilot station is on VHF Channel ... . 
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 .6  The Pilot station / VTS station requires  
~ flag State. 
~ call sign / identification. 
~ draft. 
~ gross tonnage. 
~ length overall. 
~ kind of cargo. 
~ ETA  at .... . 
~ MAREP POSREP / ... . 

     ~ ... . 
B1/1.5  Briefing on meteorological conditions  
 

.1  A weak / strong (tidal) current is setting .... degrees. 

.1.1   The direction of the (tidal) current will change in ... hours. 

.2  Fog / mist / dust / rain / snow / ... is in the area.  

.3  Automatic fog signal is switched on. 

.4  The wind  increased / decreased (within last ... hours). 

.4.1   The wind is ... (cardinal points) force Beaufort ... . 

.4.2   The wind changed from .... (cardinal points) to .... (cardinal points). 

.5  The sea state is expected to change (within .... hours). 

.6   A smooth/moderate/rough/heavy sea / slight/moderate/high swell of  ... metres from 
...(cardinal points) is expected (within .... hours). 

.7  A tsunami / an abnormal wave is expected by ... UTC. 

.8  Visibility is ... nautical miles. 

.9  Visibility is reduced by fog / mist / dust / rain / snow / ... . 

.10  Visibility is expected 
~ to decrease / increase to ... nautical miles (within ... hours). 
~ variable between ... and ... nautical miles (within .... hours). 

.11  Next weather report is at ... UTC. 

.12  Atmospheric pressure is ...  millibars/hectopascal. 

.13  Barometric change is ...  millibars /hectopascal per hour / within the last ... hours. 

.13.1  Barometer is steady / dropping (rapidly) / rising (rapidly). 

.14  There was a gale warning / tropical storm warning for the area ... at ... UTC. 
 

B1/1.6  Briefing on standing orders and bridge organization 
 

.1  Standing orders for the period from ... to ... UTC ... are: ... . 

.2  Standing orders for the area ... are: ... . 

.3  Take notice of changes in the standing orders. 

.4  Do you understand the standing orders? 

.4.1   Yes, I understand the standing orders. 

.4.2   No, I do not understand, please explain. 

.5  Read / sign the standing orders. 

.6  The latest fire patrol was at ... UTC. 

.7  The latest security patrol was at ... UTC. 

.7.1   Everything is in order. 

.7.2   The following was stated: ... . 

.7.3   The following measures were taken: ... . 

.7.4   The following requires attention: ... . 

.8  The lookout is standing by. 

.9  The helmsman is standing by. 

.10  Call the Master at ... UTC / in position ... . 
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B1/1.7  Briefing on special events  
   See also A1/3 “Safety communications”. 
 

.1  There was an engine alarm at ... UTC due to ...... 

.2  Speed was reduced at ... UTC due to ...... 

.3  Engine(s) was / were stopped at ... UTC due to ...... 

.4  Course was altered at ... UTC due to .... 

.5  The Master / Chief Engineer was called at ... UTC due to ... . 
 
B1/1.8  Briefing on temperatures, pressures and soundings  
 

.1  The  ...(equipment) temperature minimum/maximum is 
~ ... degrees (centigrade) /to maintain. 
~ ... above / below normal. 
~ critical. 

 .1.1   Do not exceed a minimum/maximum temperature of … degrees. 
.2   The  ...(equipment) pressure minimum/maximum is 

~ ... kiloponds / bars/to maintain. 
~ above / below normal. 
~ critical. 

 .2.1   Do not exceed a pressure of … kiloponds / bars. 
.3  Ballast / fresh water/ fuel / oil /slop sounding is ... metres / cubic metres. 
.3.1   Sounding of  

~ no ... cargo tank is ... metres / cubic metres. 
~ no ... cargo hold is ... centimetres. 
~  ... . 

 
B1/1.9  Briefing on operation of main engine and auxiliary equipment  

See also B1/1.8. 
 

.1  (present) revolutions of the main engine(s) are ... per minute. 

.2  (present) output of the main engine(s) / auxiliary engine(s) are ... kilowatts. 

.3  (present)  pitch of the propeller(s) is ... degrees. 

.4  There are no problems. 

.5  There are problems with ... . 
~ with the main engine(s) / auxiliary engine(s). 
~ with ... . 

 6  Call the watch engineer (if the problems continue). 
.6.1   Call the watch engineer ... minutes before the arrival at ... / at ... UTC. 

 
B1/1.10 Briefing on pumping of fuel, ballast water, etc. 
 

.1  There is no pumping at present. 

.2  We are filling / we filled (no.) ... double bottom tank(s) / the ballast tanks /  
  the ... tank(s). 
.2.1   Fill up … tonnes/ sounding …/ ullage …/ level … to the alarm point. 
.3  We are discharging / we discharged (no.) ... double bottom tank(s) /  

the ballast tanks / the ... tank(s). 
.4  We are transferring / we transferred fuel / ballast / fresh water / oil 

from (no.) ... tank(s) to (no.) ... tank(s). 
.5  We require a further generator to operate an  additional pump. 
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B1/1.11 Briefing on special machinery events and repairs  
 

.1  There  was a breakdown of the main engine(s) (at ... UTC / from ... to ... UTC). 

.1.1   There  was a breakdown of ... (at ... UTC / from ... to ... UTC). 

.2  There was a total blackout (at ... UTC / from ... to ... UTC). 

.2.1   There was a blackout in ...(at ... UTC / from ... to ... UTC) . 

.3  Main engine(s) was / were stopped (at ... UTC / from ... to ... UTC) due to ... .. 

.4  Speed was reduced (at ... UTC / from ... to ... UTC) due to ... . 

.5  Call the Master / Chief Engineer if the revolutions of the main engine(s)  
are below ... per minute. 

.5.1   Call the Master / Chief Engineer / Watch Engineer if ... . 
 
B1/1.12 Briefing on record keeping  
 

.1  The log books / record books are completed and signed. 

.1.1   The note book entries will be copied (into the log books / record books)  
   after the watch. 
.2  Change the paper of the data logger / echo sounder / ... recorder. 
.2.1   Refill the toner / ink of the data logger /  echo sounder / ... recorder 

 
B1/1.13 Handing and taking over the watch/conn 
 

The Master / Chief Engineer or an (engineer) officer handing over the watch should say: 
.1    You have the watch now.  

 
 .1.1   The relieving officer should confirm and say: 

    I have the watch now . 
 

The Master/Chief Engineer when called to the bridge/engine (control) room and 
formally taking over the watch, should confirm and say: 

.2    I have the watch now.  
 
 .2.1   The officer of the watch should confirm and say: 

    You have the  watch now. 
 
B1/2 Trim, list and stability 
 

 1  The vessel is on even keel (at present). 
.1.1   The vessel is ... metres down by the head / stern (at present). 
.2  There is no list  (at present). 
.2.1    (present) list is ... degrees to port / starboard. 
.3  Fuel / ballast / fresh water / oil was transferred  from (no.) ... tank(s)  

   to (no.) ... tank(s) to correct the list. 
.3.1   We must transfer fuel / ballast / fresh water / oil  from (no.) ... tank(s) 

 to (no.) ... tank(s) to correct the list. 
.4   Deck cargo / cargo was restowed (in  (no.) ... hold(s)) to correct the list. 
.4.1   We must restow cargo in (no.) ... hold(s) to correct the list. 
.5   (present) stability is good / poor. 
.6   (no.) ... double bottom tank(s) was / were filled to improve the stability. 
.7  Fuel / ballast / fresh water / oil was transferred from (no.) ... tank(s) 

   to (no.) ... tank(s) to improve the stability. 
.7.1   We must transfer fuel / ballast / fresh water/ oil from (no.) ... tank(s)  

to (no.) ... tank(s) to improve the stability. 
.7.2 Fore peak/after peak tank was filled/emptied to change the trim 
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.8  Cargo was restowed in (no.) ... hold(s) / on deck to improve the stability. 

.8.1   We must restow cargo in (no.) ... hold(s) / on deck to improve the stability. 

.9  Containers were restowed from ... to ... to improve the stability. 

.9.1   We must restow containers from ... to ... to improve the stability. 
 
B2 Safety on board 
 
B2/1 General activities 
 
The phrases of this section apply to most of the emergencies covered in this chapter. 
 
B2/1.1  Raising alarm 
 
 .1  Operate the general emergency alarm. 
 .2  Inform the Master / Chief Engineer /... . 
 .3  Inform the ... coast radio station / vessels in vicinity (on radio). 
 .4  Request assistance (on radio) from ... and report. 
 .4.1   Assistance was 
    ~ requested from ... . 
    ~ offered by ... . 
    ~ accepted from ... . 

 .5  Transmit a SÉCURITÉ / PAN-PAN / distress alert / MAYDAY and report. 

 .5.1   A  SÉCURITÉ / PAN-PAN / distress alert / MAYDAY was transmitted. 
 .6   Was the distress ale rt / MAYDAY acknowledged? 
 .6.1   Yes, the distress alert / MAYDAY was acknowledged  
    by ... coast radio station / MRCC / vessel(s) in vicinity. 
 .6.2   No, the distress alert was not acknowledged (yet). 
 .6.1.1  Repeat the distress alert. 
 
B2/1.2  Briefing crew and passengers  
 
See also B4 “ Passenger care”.  
 

.1 Make the following announcement (on the PA - system): 

.2 This is your Captain speaking. 

.2.1  We have grounded / a minor flooding / a minor fire in ... . 

.2.2  There is no immediate danger to crew, passengers or vessel, and there is no reason  
  to be alarmed. 
.2.3  For safety reasons  I request all crew members to go to their assembly stations. 
.2.3.1   All officers to report to the bridge. 
.2.3.2   Watchkeepers remain at stations until further order. 
.2.4 As soon as I have further information I will make another announcement - there is  
 no danger at this time. 
.2.5   Fire fighting teams / damage control teams are fighting the fire / flooding. 
.2.6  We also have radio contact with other vessels / coast radio stations. 
.2.7  The fire / flooding is under control. 
.3  This is your Captain speaking. I have another announcement: 
.3.1  The fire / flooding is not under control yet. 
.3.2  Leave the engine room / superstructure / your stations / your cabins / ... immediately. 

Close all openings. 
.3.3  Take lifejackets with you. 
.3.3.1   Take your emergency equipment with you according to the muster list. 
.3.4  Stand by fire fighting stations / damage control stations and report. 
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.3.4.1   Fire fighting stations / damage control stations are standing by. 

.3.5  All crew members to assembly stations. 
 .3.6   Follow the escape routes shown. 
 .3.7   The route to the assembly station is ... not clear. 
 .3.7.1   The route to the assembly station will be via  ... . 

.3.8   Assemble  
     ~ on deck. 
     ~ on the foredeck / afterdeck. 
    ~ on the ... deck on port side / starboard side. 
    ~ on the ... deck forward of ... / aft of ... . 
.3.9   Do not  
     ~ go to the lifeboat / liferaft stations before ordered. 
    ~ enter the lifeboats / liferafts - the order to enter will be given  
       from the bridge / by the officers. 
.3.10  The following department(s) / crew members will (temporarily)  
     disembark for  safety reasons. 
 

B2/1.3 Checking status of escape routes  
 
.1  Check the escape routes and report. 
.1.1   All escape routes  are clear. 
.1.2   The escape route(s) from ... (to ...) / via ... is / are blocked / not clear (yet). 
.1.3   The escape route(s) from ... (to ...) / via ... will be clear in ... minutes.. 
 

B2/1.4 Checking status of lifeboats / liferafts 
 
.1  Check the launching tracks and report. 
.1.1   All launching tracks are clear. 
.1.2   The launching track(s) of no. ...lifeboat / liferaft is / are not clear (yet). 
.1.3   The launching track(s) of no. ... lifeboat / liferaft will be clear in ... minutes. 
.2  Check the working parts and report. 
.2.1   All working parts  are free. 
.2.2   The roll(s) / block(s) / rigging / ... of no. ...lifeboat  is / are not free (yet). 
.2.3   The roll(s) / block(s) / rigging / ... of no. ... lifeboat will be free in ... minutes. 
.3  Check the securings of the launching appliances and report. 
.3.1   All securings  are in the correct position. 
.3.2   The securing of no. ... lifeboat / liferaft  is not in the correct position. 
.3.2.1   Correct the position of the securing . 
.3.3   The securing of no. ... lifeboat / liferaft is  damaged. 
.3.3.1   Replace / repair the securing. 
.3.4   The harbour pin(s) of no. ...lifeboat is / are missing. 
.3.4.1   Replace the harbour pin(s). 
.4  Check the fuel / oil of the lifeboat engine(s) and report. 
.4.1   The fuel tank of no. ...lifeboat engine is full / not full. 
.4.1.1   Fill up fuel. 
.4.2   The oil level of no. ... lifeboat engine is normal / below normal. 
.4.2.1   Fill up oil. 
.5  Operate the lifeboat engine(s) and report. 
.5.1   All lifeboat engines are operational. 
.5.2   No. ... lifeboat engine is not operational (yet). 
.5.3   No. ... lifeboat engine will be operational in ... minutes. 
  .6  Check the bilge pumps of the lifeboats and report. 
.6.1   All bilge are operational. 
.6.2   The bilge pumps of no. ... lifeboat  are not operational (yet). 
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.6.3   The bilge pumps of no. ... lifeboat will be operational in ... minutes. 

.7  Check the drain plugs and report. 

.7.1   All drain plugs are available. 

.7.2   The drain plug(s) in no. ... lifeboat is / are missing. 

.7.2.1     Replace the drain plug(s). 

.8  Check the slip gear in the lifeboats and report. 

.8.1   All slip gear is in the correct position and secured. 

.8.2   The  slip gear of no. ... lifeboat is not in the correct position. 

.8.2.1   Correct the position of the slip gear. 

.8.3   The slip gear of no. ... lifeboat is not secured. 

.8.3.1   Secure the slip gear. 

.9  Check the lifeboat equipment and report. 

.9.1   All lifeboat equipment is complete and operational. 

.9.2   The lifeboat equipment is not complete. 

.9.2.1   Complete the lifeboat equipment.. 

.10  Launch / hoist no. ... lifeboat(s) and report. 

.10.1  The launching appliances are operational. 

.10.2  The launching appliances are not operational. 

.10.3  No. ... winch / davit is not operational (yet). 

.10.3.1  No. ... winch / davit will be operational in ... minutes. 
  .10.4  Hoist no. ... lifeboat(s). 
.11  Secure the lifeboat(s) and report. 
.11.1  Lifeboat(s) is / are secured . 
.12  Check the liferafts and report. 
.12.1  All liferafts are in position and operational. 
.12.2  No. ... liferaft(s) is / are not operational. 
.12.3  The inflation cord of no. ... liferaft is not secured on board. 
.12.3.1   Secure the inflation cord. 
.12.4  No. ... liferaft container is damaged. 
.12.4.1   Replace the liferaft container in the next port. 
.12.5  The inspection tag of no. ... liferaft is expired. 
.12.5.1   Replace the liferaft in the next port. 

 
B2/1.5 Ordering evacuation 
 

.1  Evacuate all rooms / spaces / decks / ... and report. 

.1.1   All rooms / spaces / decks / ... evacuated. 

.2  Evacuate engine room and report. 

.2.1   Engine room evacuated. 

.3  Evacuate no. ... hold(s) / tank(s) and report. 

.3.1   No. ... hold(s) / tank(s) evacuated. 

.4  Evacuate superstructure and report. 

.4.1   Superstructure evacuated. 

.5  Evacuate accommodation and report. 

.5.1   Accommodation evacuated. 

.6  Do not enter ... deck / space / area. 

.7  Report missing persons / injured persons / casualties. 

.7.1   No persons missing / injured. 

.7.2   Number of missing persons / injured persons / casualties is:... . 

.7.3   ... deck / space / area  not accessible (yet). 

.8   Provide first aid  (in the vessel's hospital / at a safe place). 

.8.1   Request medical assistance from ... (on radio). 

.9  All persons are outside the danger area.  
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B2/1.6 Roll call 
 

.1  Report number of all persons / passengers / crew members at assembly stations. 

.1.1   Number of all persons / passengers / crew members at assembly station  ...is ... .  

.1.2   Number of persons / passengers / crew members  
   at assembly station  ... is complete. 
.1.3   Number of persons / passengers / crew members  

    at assembly station ... is not complete (yet). 
.1.4   ... passenger(s) / crew member(s)is / are missing. 
.2  Search for missing passenger(s) / crew member(s) and report. 
.2.1   Missing passenger(s) / crew member(s) recovered. 
.2.2    Missing passenger(s) / crew member(s) not recovered (yet)-(search is continuing). 
.3  Watchkeepers to assembly stations. 
.4  Lifeboatmen! Check the equipment of the crew at assembly stations and report. 
.4.1   Equipment of the crew at assembly station ... is complete. 
.4.2   Equipment of the crew at assembly station ...is not complete (yet). 
.4.3   Complete the equipment and report. 
.4.3.1   Go for blanket / stretcher / ... and report. 
.5  Lifeboatmen! Check the outfit of the passengers at assembly stations and report. 
.5.1   Outfit of the passengers at assembly station ... is correct. 
.5.2   Outfit of the passengers at assembly station ... is not correct (yet). 
.5.2.1   Correct the outfit and report. 
.5.2.2   Put on warm clothing / long sleeved shirt / long trousers / strong shoes /  

     head  covering / ... and report. 
.6  Passengers and crew ! Follow the lifeboatmen  

   to the lifeboat stations / liferaft stations on the embarkation deck. 
 
B2/1.7 Ordering abandon vessel 
 

.1  Swing out no. ... lifeboat(s) and report. 

.1.1   No. ... lifeboat(s) swung out. 

.2  Lower no. ... lifeboat(s) alongside the embarkation deck and report. 

.2.1   No. ... lifeboat(s) is / are alongside the embarkation deck. 

.3  Enter the lifeboat(s) (no. ...) and report. 

.3.1   Enter the lifeboat(s) / liferaft(s) over the ... deck. 

.3.2   Enter the lifeboat(s) / liferaft(s) over the ladders / nets / manropes. 

.3.3   Jump into the water and enter the lifeboat(s) / liferaft(s). 

.3.4   Jump onto the liferaft(s) alongside the vessel. 

.3.5   Do not push each other when entering. 

.3.6   Assist injured / helpless persons. 

.3.7   Clear the entrance of the lifeboat / liferaft. 

.3.8   Sit down in the lifeboat / liferaft immediately. 

.3.9   Hold on to the ropes or to your seat when launching. 

.4  No. ... lifeboat(s) / liferaft(s) entered. 

.5  Let go no. ... lifeboat(s) / liferaft(s) and report. 

.5.1   No. ... lifeboat(s) / liveraft(s) is / are let go. 

.6  Throw over board no. ... liferaft and report. 

.6.1   No. ... liferaft thrown over board. 

.7  Inform coast radio stations / vessels in vicinity about the number of lifeboats /  
   liferafts launched and report. 

.7.1   Inform coast radio stations / vessels in vicinity about the number of persons  
    in each lifeboat / liferaft and report. 

.7.2   Inform coast radio stations / vessels in vicinity about the number of  
    crew members remaining on board. 

.7.3   Coast radio station ... / vessels in vicinity informed. 
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.8  Stand clear of the vessel and report. 

.8.1   No. ... lifeboat(s) / liferaft(s)  standing clear. 

.8.2   No. ... lifeboat(s) / liveraft(s)  not standing clear. 

.9  Rescue boat / no. ...motor lifeboat! 
   Assist no. ... lifeboat(s) / liferaft(s) and report. 

.9.1   Rescue boat / no. ... motor lifeboat is  assisting.  
 .9.2   No. ... lifeboat(s) / liferaft(s)  standing clear of the vessel now. 
 
B2/1.8 In - boat procedures 
 
See also: B4 “ Passenger Care” 2.5 and 2.6. 
 

.1  Stand by engine / pumps / lookout / entrance and report. 

.1.1   Engine/ pumps / lookout / entrance  is / are standing by. 

.2  Recover persons in water and report. 

.2.1   Number of persons recovered is: ... . 

.2.2   Keep lookout for further persons in water. 

.2.3   Report the total number of persons in lifeboat(s) / liferaft(s). 

.2.3.1   The total number of persons is now: ... . 

.3  Report the number of injured persons. 
 .3.1   No persons injured. 

.3.2   The number of injured persons is: ... . 

.3.3   Provide first aid to injured persons . 

.3.4   Secure injured / helpless persons. 

.4  Let go sea anchor and report. 

.4.1   Sea anchor is let go. 

.5  Report the number of lifeboats / liferafts in sight. 

.5.1   The number of lifeboats / liferafts in sight is: ... . 

.6  Contact the lifeboat(s) / liferaft(s) on radio and report. 

.6.1   Lifeboat(s) / liferaft(s) contacted.   

.6.2   No contact possible. 

.7  Give distress signals for identification. 

.7.1   Fire rockets for identification. 

.7.2   Use glasses / lamps / mirrors for identification. 

.7.3   Give sound signals / ...  signals for identification. 

.8  Start the engine. and report. 

.9  Set sail. 

.10  Use oars. 

.11  Join the other lifeboat(s) / liferaft(s).  

.11.1  Connect the lifeboats / liferafts with lines and report. 

.11.2  ... lifeboats / liferafts connected. 
 
B2/2 Occupational safety 
 
B2/2.1 Instruction 
 
 .1  Prepare a training plan for occupational safety. 
 .2   When was the last training session on occupational safety? 
 .2.1   The last training session was on  ... (date). 
 .3  When is the next training session on occupational safety? 
 .3.1   The next training session is on ... (date). 
 .4  Are new crew members / passengers  instructed on occupational safety? 
 .4.1   Yes,  new crew members / passengers are instructed. 
  .4.2   No, new crew members / passengers are not instructed (yet). 
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 .4.3   Instruct  new crew members / passengers by ...(time) / on ...(date). 
 .5  Participation in training sessions on occupational safety is mandatory. 
 
B2/2.2  Practical occupational safety 
 
 .1  Instruct crew on occupational safety before departure. 
 .2  Have special instruction on dangerous goods / heavy lifts/ 
   cargo securing / illumination / ventilation / ... . 
 .3  Where are dangerous goods carried on board? 
 .3.1   Dangerous goods of IMO Class ... are carried 
    ~ on deck (in roped-off areas). 
    ~ in no. ... hold(s). 
    ~ in ... /on... . 
 .4  Prepare  an emergency plan. 
 .5  Brief all crew members / passengers on the symptoms caused by  
   dangerous substances. 
 .6  What signals / communications are used in case of emergency ? 
 .6.1   The following signals / communications are used in case of emergency: ... .  
 .7  Brief all crew members / passengers  
    ~ about restricted areas. 
    ~ how to report in / out (when entering / leaving  bridge / engine room / ... ). 
 .8  Do not enter  the unmanned (engine) room /... space without permission. 
 .8.1   Report on telephone / radio / ... while in   
    the  (engine) room /... space every ... minutes. 
 .9  Brief all crew members / passengers on  the storm. 
 .9.1   Attention! 
    Entering the forecastle / main deck / weather side  / ... of  the vessel is  
    prohibited / dangerous (due to storm). 
 .9.2   Attention! 
    Make use of  hand rails and lifelines in  corridors and on deck. 
 .9.3   Attention! 
    Close all dead lights and storm doors. 
 .9.4   Attention! 
    Secure all loose objects in your cabins  / on deck / in ... . 
 .10  Brief all crew members / passengers on winter conditions / tropical conditions. 
 .12  Check the completeness and availability of the occupational safety equipment  
   and report. 
 .12.1  Occupational safety equipment is complete and available. 
 .12.2  Following occupational safety equipment is not complete / available: ... 
 .12.3  Occupational safety equipment will be complete and available in ... hour(s). 
 .13  Appoint an officer / a crew member in charge of safety before working. 
 .14  Take additional safety measures for the 
   ~  work on  masts. 
   ~  work outboard. 
   ~  work in hold(s) / tank(s). 
   ~  work in extreme weather conditions / ... . 
 
B2/2.3 Occupational accidents  
  
 .1   Accident  in  engine room / in no. ... hold / in no. ... tank / in superstructure/ 
   in accommodation / in ... space / on deck / outboard / on pier / on ... / in ... . 
 .2  Report injured persons / casualties: 
 .2.1   No person injured. 
 .2.2   The number of injured persons / casualties is: ... . 
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 .3  What happened? 
 .3.1   Explosion / fire in ... . 
 .3 .2  Accident with cargo. 
 .3.3   Fall from .../ into ... . 
 .3.4   Electrical accident in ... . 
 .3.5   Leakage of gas / ... . 
 .3.6   ... . 
 .4   Take immediate action to recover injured person(s) / casualties. 
 .4.1   Provide first aid. 
 .4.2   Take immediate action to control the danger area. 
 .5  What kind of assistance is required? 
 .5.1   No assistance is required. 
 .5.2   Medical / technical assistance is required. 
 .5.3   Shoreside assistance is required. 
 .6  Secure the danger area and report. 
 .6.1   The danger area is secured. 
 .7  Prepare an accident report. 
 
B2/3 Fire protection and fire fighting 
 
B2/3.1 Fire protection 
 
.1 Checking status of equipment 
 
 .1  Have fire patrols ( every ... hour(s) / ... time(s) every watch). 
 .1.1   Have fire patrols  
    ~ in all spaces. 
    ~ in the engine room /  cargo hold(s) / superstructures /  accommodation/  ... . 
    ~ on deck. 

.1.2   Have a permanent fire watch. 

.2  Is everything in order? 

.2.1   Yes, everything is in order. 

.2.2   No, following is not in order: ... . 

.3  Check  the fire / smoke alarm(s)  and report. 

.3.1   All fire / smoke alarms  are operational. 

.3.2   Fire / smoke alarm(s) in ... is /  are not operational (yet). 

.3.3   Fire / smoke alarm(s) in ... will be operational in ... minutes. 

.4  Check the portable extinguishers and report. 

.4.1   All portable extinguishers are in position and operational. 

.4.2   The portable extinguishers in ... 
    ~ are not in position (yet).. 
    ~ will be in position in ... minutes.. 
    ~ are not accessible (yet). 
    ~ will be accessible in ... minutes. 
    ~ are missing. 
.4.2.1   Replace the missing portable extinguisher(s). 
.4.3   The inspection tag(s) of  the portable extinguisher(s) in ... is /  are  
   broken / expired. 
.4.3.1   Replace the portable extinguisher(s) with broken / expired inspection tag(s). 
.5  Check the fire mains and report. 
.5.1   All fire mains are operational. 
.5.2   The hydrant(s) in ...  is / are not operational (yet).. 
.5.2.1   The  hydrant(s) will be operational in ... minutes. 
.5.3   The hose(s) to hydrant(s) in ... is / are worn / cut. 



A 22/Res.918 - 78 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

.5.3.1   Replace the worn / cut hose(s). 

.5.4   The hose(s) / spanner (s) / nozzle(s) to hydrant(s) in ... is / are missing. 

.5.4.1   Replace  the missing hose(s) / spanner(s) / nozzles(s). 

.5.5   The fire pump(s) in ... is / are not operational (yet). 

.5.5.1   Fire pump(s) in ... will be operational in ... minutes. 

.5.6   The water pipe(s) in ... is / are leaking. 

.5.6.1   Repair the leaking water pipe(s) in ... . 

.5.7   The water pipe(s) in ... is / are blocked. 

.5.7.1   Free the blocked water pipe(s) in ... . 

.5.8   Pressure in the water pipe(s) in ... is too high / low. 

.5.8.1   Reduce / increase  pressure in the water pipe(s)in ... . 

.6  Check  the fixed foam / gas fire extinguishing system and report. 

.6.1   The fixed foam / gas system is operational. 

.6.2   The fixed foam/gas system is not operational (yet) 

.6.2.1   The fixed foam / gas system will be operational in ... minutes. 

.7  Check the sprinkler system and report. 

.7.1   The sprinkler system is operational. 

.7.2   The sprinkler system in  ... is  not operational (yet). 

.7.2.1   The sprinkler system in  ...  will be operational in ... minutes. 

.8  Check the ventilation system and report. 

.8.1   The ventilation system is operational. 

.8.2   The ventilation system is not operational (yet) 

.8.2.1   The ventilation system will be operational in ... minutes. 

.8.3   The remote control is not operational (yet). 

.8.3.1   The remote control will be operational in ... minutes 

.8.4   The indicators are not operational (yet). 

.8.4.1   The indicators will be operational in ... minutes. 

.8.5   The fire dampers in ... are not operational (yet). 

.8.5.1   The fire dampers in ... will be operational in ... minutes. 

.8.6   The fire dampers in ... are painted stuck. 

.8.6.1   Clear the fire dampers. 

.9  Check the skylights / windows / ... and report. 

.9.1   The skylights / windows / ... in / to ...  are open. 

.9.1.1   Close the skylights  / windows / ... in / to ... . 

.10  Check the watertight door control and report. 

.10.1  The watertight door control is operational. 

.10.2  The watertight door control  in ...  is not operational (yet). 

.10.3  The watertight door control in ... will be operational in ... minutes. 

.11  Check  the electrical lighting and report 

.11.1  The electrical lighting is operational. 

.11.2  The electrical lighting in ...is not operational (yet). 

.11.3  The electrical lighting in ... will be operational in ... minutes. 

.11.4  Switch on / off the electrical lighting in ... . 

.12  Check the emergency power supply and  report. 

.12.1  The emergency power supply is operational. 

.12.2  The emergency power supply is not operational (yet). 

.12.3  The emergency power supply will be operational in ... minutes. 

.13  Check  the firemen´s outfits and report. 

.13.1  All firemen´s outfits are complete and available. 

.13.2  The firemen´s outfits are not complete. 

.13.2.1   Complete the firemen´s outfits. 
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B2/3.2 Fire fighting and drills 
 
.1 Reporting fire  
 
 .1  Fire on board! 
 .1.1   Smoke / fumes / fire / explosion 
     ~ in engine room. 
     ~ in no. ... hold(s) / tank(s). 
     ~ in superstructure / accommodation. 
     ~ in ... space. 
     ~ on deck / ... . 
 .1.2   Smoke / fumes from ventilator(s). 
 .1.3   Burnt smell / fumes in .../ from... . 
 .2  Report injured persons / casualties: 
 .2.1   No person injured. 
 .2.2   Number of injured persons / casualties is: ... . 
 .3  What is on fire? 
 .3.1   Fuel / cargo / car(s) / truck(s) / waggon(s) /  
    containers (with dangerous goods) / ...  on fire. 
 .3.6   No information (yet). 
 .4  Is smoke toxic? 
 .4.1   No, smoke not toxic. 
 .4.2   Yes, smoke toxic   
 .5  Is fire under control?  
 .5.1   Yes, fire (in ... ) under control. 
 .5.2   No, fire (in ... ) not under control (yet). 
 .5.2.1        Fire  spreading (to ... ). 
 .5.2.2   Fire (in ... ) not accessible. 
 .6  Report damage. 
 .6.1   No damage. 
 .6.2   Minor / major damage in .../ to ... . 
 .6.3   No power supply (in ... ). 
 .6.4   Making water in ... . 
 .7  Pressure on fire mains! 
 .8  Shut down main engine(s) / auxiliary engine(s) / ... and report. 
 .8.1   Main engine(s) / auxiliary engine(s) / ... shut down. 
 .9  Stop fuel and report. 
 .9.1   Fuel stopped. 
 .10  Close all openings (in ... / in all rooms) and report. 
 .10.1  All openings ( in ... / in all rooms) closed. 
 .10.1.1   Openings in ... not accessible. 
 .11  Switch off ventilator(s) (in ... ) and report. 
 .11.1  Ventilator(s) (in ... ) switched off. 
 .12  Turn  bow / stern to windward. 
 .13  Turn port side / starboard side to windward. 
 .14  Alter course to ... . 
 



A 22/Res.918 - 80 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

.2 Reporting readiness for action 
 
 .1  Stand by fire fighting team / rescue team / first aid team / support team and report. 
 .1.1   Fire fighting team / rescue team / first aid team / support team standing by. 
 .2  Stand by main engine and report. 
 .2.1   Main engine standing by. 
 .3  Stand by CO2 station / ... station/ emergency generator. 
 .3.1    CO2 station / ... station / emergency generator standing by. 
 .4  Close all openings (in ... / in all rooms) and report. 
 .4.1   All openings (in ... / in all rooms) closed. 
 .4.1.1   Openings in ... not accessible. 
 
.3 Orders for fire fighting 
 
 .1  Start fire fighting. 
 .1 .1  Take one / two / ... fire fighting teams / ... team(s) to scene. 
 .2  Go following route: 
 .2.1   Go through engine room / no. ... hold(s)/tank(s) / superstructure / 
    accommodation / ... space / manhole(s) to ... space / funnel / ... . 
 .2.2   Go from  
     ~ outside / inside to ... . 
     ~ port side / starboard side to ... . 
     ~ ... to ... . 
 .3  Take  following (additional) safety measures and report. 
 .3.1   Have two / ...  members in one team. 
 .3.1.1   Number of members in  fire fighting team / ... team is: ... . 
 .3.2   Have lifeline between each other / to outside. 
 .3.2.1   ... team members have lifelines to each other. 
 .3.2.2   ... team has lifelines to outside. 
 .3.3   Have rescue team on stand-by. 
 .3.4   Maintain visual contact / radio contact on walkie -talkie. 
 .4  Fire fighting team must have following outfit: 
 .4.1   Fire fighting team must have protective clothing / 
    smoke helmets / breathing apparatus / ... . 
 .5  Manning of fire fighting team / ... team(s) as follows: 
 .5.1   Chief Officer / Chief Engineer / ...  in command  
    of fire fighting team / ... team (no. ...). 
 .5.2   Following officer(s) / crew member(s)  in fire fighting team /... team: ...  
 .6  Restrict  action (in .../ on ... ) to ... minutes. 
 .6.1   Agree on  retreat signal and report. 
 .6.1.1   Retreat signal for fire fighting team / ... team ... is ... . 
 .7  Use water / foam / powder / CO2 / sand / ... in ... . 
 .8  Run out fire hoses and report. 
 .8.1   Fire hoses run out. 
 .9  Water on! 
 .9.1   Water is on. 
 .10  Cool down ... with water and report. 
 .10.1  ... cooled down. 
 
.4 Cancellation of alarm 
 
 .1  Is  the fire extinguished? 
 .1.1   Yes, fire (in ... ) extinguished. 
 .1.2   No, fire (in ... ) not  extinguished (yet). 
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 .1.3   Fire restricted to ... space / area. 
 .2  Post a fire watch and report. 
 .2.1   Fire watch posted ( in ...space / area). 
 .3   Fire extinguishing systems / means remain on stand-by. 
 .4  Fire fighting team / ... team remain on stand-by. 
 .5  Rope off the fire area and report. 
 .5.1   Fire area roped off. 
 .6  Check  the fire area every ... minutes / hour(s) for re-ignition and report. 
 .6.1   Fire area checked, no re-ignition. 
 .6.2   Fire area checked, re-ignition in ... space / area. 
 .6.2.1   Re-ignition extinguished. 
 .7  The fire alarm is cancelled (with following restrictions: ... .) 
 
B2/4 Damage Control 
 
See also B2/1 "General Activities". 
 
B2/4.1 Checking equipment status and drills  
 
 .1  Check the openings in all spaces / in ... and report 

.1.1   All openings in ... are closed. 

.1.2   Openings in ... are not closed (yet). 

.1.3   Openings in ...  are not accessible. 
 .2  Check the watertight door control and report 
 .2.1   Watertight door control  
     ~  is operational. 
     ~ (in ...) is not operational (yet). 
     ~ (in ...) will be operational in ... minutes. 
 .2.2   Watertight door(s) (in ...)  is / are not accessible. 
 .3 Check the pumps / emergency generator and report 
 .3.1   (Bilge) pump(s) in ... / emergency generator  
     ~  is / are operational. 
     ~  is / are not operational (yet). 
     ~ will be operational in ... minutes. 

.4 Check the power supply and report  
 .4.1   Power ( in / at ... )  
     ~  is available. 
     ~  is not available ( yet). 
     ~ will be available in ... minutes. 
 .5  Check the damage control equipment and report. 
 .5.1   All damage control equipment is complete and available. 
 .5.2   Damage control equipment  is not complete. 
 .5.2.1   Complete the damage control equipment. 
 
B2/4.2 Damage control activities 
 
.1 Reporting flooding 
 
 .1  We have collided (with ...) . 
 .2  We have flooding in ... . 
 .3  Is flooding under control ? 
 .3.1   Yes, flooding under control. 
 .3.2   No, flooding (in ...) not under control (yet). 
 .4  Is danger imminent ? 
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 .4.1   No,  danger not imminent. 
 .4.2   Yes, danger of (total) blackout (in ...). 
 .4.3   Yes, danger of heavy listing / capsizing / sinking / ... . 
 
.2 Reporting readiness for action 
 
 .1  Muster damage control team and report.  
 .1.1   Damage control team stand complete and mustered. 
 .2  Is damage control material available? 

.2.1  Yes, damage control material available. 
 .2.2   No, damage control material not available (yet). 
 .2.3   Damage control material will be available in ... minutes. 
 .3  Stand by engine room / ... station and report. 
 .3.1   Engine room / ... station standing by. 
 .3.2   Engine room / ... station flooded. 
 .3.3   Engine room / ... station will be standing by in ... minutes. 
 
.3 Orders for damage control 
 
 .1  Close all openings / outlets / valves (in ...) and report. 
 .1.1   All openings / outlets / valves (in ...) closed. 
 .1.2   Openings / outlets / valves in ... not accessible / not operational. 
 .2  Switch on / off power (at / on / in) and report. 
 .2.1   Power (at / on / in ...) switched on / off. 
 .2.2   Power supply (at / on / in ...) not operational. 
 .3  Close watertight door(s) (in ...) (by hand) and report. 
 .3.1   Watertight door(s) (in ...) closed. 
 .3.2   Watertight door(s) (in ...) not accessible / not operational. 
 .4  Switch on (bilge) pump(s) (in ...)and report. 
 .4.1   (Bilge) pump(s) (in ...) switched on. 
 .4.2   (Bilge) pump(s) (in ...) not operational. 
 .5  Switch over (bilge) pump(s) from ... to ... . 
 .5.1   (Bilge) pump(s) switched over.         
 .5.2   Switching over (bilge) pump(s) not possible. 
 .6  Start damage control. 
 .6.1   Take one / two / ... damage control team(s) to scene. 
 .7  Go following route: ... . 
 .7.1   Go through engine room / no. ... hold(s)/tank(s) / superstructure / manhole / 
    ... space / ... deck / ... . 
 .8  Go from  
    ~ outside / inside to ... . 
    ~ port side / starboard side to ... . 
    ~  ... to ... . 
 .9  Take following (additional) safety measures and report. 
 .9.1   Have two / ... members in one damage control team. 
 .9.2   Have lifeline to each other / to outside. 
 .9.3   Have rescue team on stand by and report. 
 .9.3.1   Rescue team standing by. 
 .9.4   Maintain visual contact / radio contact on walkie -talkie.    
 .10  Damage control team must have following outfit(s). 
 .10.1  Damage control team must have 
     ~ protective clothing 
     ~ safety helmets.   
     ~ lifejackets. 
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     ~ diving equipment / ... . 
 .11  Manning of damage control team  as follows: ... . 
 .11.1  Chief Officer / Chief Engineer / ... in command of damage control team (no. ...) ... 
 .11.2  Following officer(s) / crew member(s) in damage control team (no. ...):.. . 
 .12  Restrict action (in ...) to ... minutes. 
 .12.1  Agree on retreat signal and report. 

.12.1.1  Retreat signal  ... . 
 .13  Stop flooding from inside / outside (... space / area) and report. 
 .13.1  Flooding stopped 
 .13.2  Stopping flooding from inside / outside not possible. 
 
.4 Cancellation of alarm 
 
 .1  Has flooding stopped ? 
 .1.1   Yes, flooding (in ...) has stopped. 
 .1.2   No, flooding (in ...) has not (completely) stopped (yet). 
 .2  Is flooding under control ? 
 .2.1   Yes, flooding (in ...)  under control.       
 .2.2   Flooding (in ...)  below / above capacity of (bilge) pump(s). 
 .2.3   Flooding  restricted to ... space / area. 
 .3  Post  damage control watch and report. 
 .3.1   Damage control watch posted (in ...). 
 .4  How much water is in the vessel ? 
 .4.1   Quantity of water (in ...) about ... tonnes. 
 .4.2   Quantity of water (in ...) not dangerous. 
 .5  (Bilge) pump(s) remain on stand-by. 
 .6  Engine room remains on stand-by. 
 .7  Additional emergency generator remains on stand-by. 
 .8  Damage control team remains on stand-by. 
 .9  Rope off  flooded area. 
 .10  Check  leak every ... minutes / hour(s) and report. 
 .10.1  Leak checked - no flooding. 
 .10.2  Leak checked - minor / major flooding (in ...). 
 .10.2.1   Flooding has stopped. 
 .11  The alarm is cancelled (with following restrictions: ... ). 
 
B2/5 Grounding 
 
See also B2/1 "General Activities" 
 
B2/5.1 Reporting grounding and ordering actions  
 

.1  We are aground. 

.2  Stop engine(s). 

.3  Close watertight doors and report. 

.3.1   Watertight doors closed. 

.4  Is vessel (still) making way? 

.4.1   Yes, vessel making way ahead / astern. 

.4.2   No, vessel not making way. 

.5  Give "vessel aground" signals. 

.6  Inform engine room. 

.7  What part is aground? 

.7.1   Vessel aground forward / amidships / aft / full length. 
 .8  Stand by forward station and aft station and report. 
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.8.1   Forward station / aft station standing by. 
 .9  Stand by port anchor / starboard anchor. 

.10  What is position ? 

.10.1  Position  ... .   
 
B2/5.2 Reporting damage  
 

.1  Report damage. 

.1.1   No damage. 

.1.2   Crack(s) in plating / no. ... double bottom / no. ... hold(s) / tank(s) /  
    main/auxiliary engine(s) foundation / ... . 

.1.3   Deformation(s) / indentation(s) to plating / to ... . 

.1.4   Deformation(s) / indentation(s) to ... . 

.2  Check flooding and report. 

.2.1   No flooding. 

.2.2   Flooding in ... . 

.3  Is danger imminent ? 

.3.1   No, danger not imminent. 

.3.2   Yes, danger of 
     ~ heavy listing (to port / starboard)  
     ~ decreasing stability. 

    ~ damage by sea. 
    ~ breaking apart. 
    ~ environmental pollution. 
    ~ ... . 
.4  What is  nature of sea bottom ? 
.4.1   Sea bottom rocky. 
.4.2   Sea bottom soft. 
.5  What is state of tide ? 
.5.1   No tide. 
.5.2   Tide ... metres / rising / falling / turning at ... UTC / within ... hours. 
.6  What is wind force and direction ? 
.6.1   Wind force Beaufort... from ...( cardinal points) . 
.6.1.1   Wind expected to decrease / increase (within the next ... hours). 
.6.1.2 Wind expected to back / veer (within the next ... hours). 
.6.1.   No change expected (within the next ... hours). 
.7  What is sea state ? 
.7.1   Sea smooth/moderate/rough/high / swell slight/moderate/heavy... metres from 

...(cardinal points) . 
.7.2   Sea smooth/moderate/rough/high / swell slight/moderate/heavy ... expected to 

decrease / increase (within the ne xt ... hours). 
.7.3  No change expected (within the next ... hours). 

 .8  What is draft ? 
.8.1 Draft ... metres (port side / starboard side) forward / aft / amidships. 
.9  What is depth of water ?  
.9.1   Greatest depth  ... metres (port side / starboard side) forward / aft / amidships. 

 
B2/5.3 Orders for refloating  
 

.1  Are (bilge) pumps operational ? 

.1.1   Yes, (bilge) pumps operational. 

.1.2   No, (bilge) pumps not operational (yet). 

.1.3   (Bilge) pumps will be operational in ... minutes. 

.2  Is damage control material available ? 
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.2.1   Yes, damage control material available. 

.2.2   No, damage control material not available (yet). 

.2.3   Damage control material will be available in ... minutes. 

.3  Stand by  engine room and report. 

.3.1   Engine room standing by. 

.4  Stand by all anchors for letting go. 

.5  Report distribution of cargo. 

.5.1   No. ... hold(s) / tank(s) ... tonnes (of ... cargo). 

.5.2   Deck cargo forward / aft / amidships ... tonnes (of ...). 

.5.3   Forepeak / afterpeak ... tonnes. 

.5.4   No. ... double bottom tank(s) ... tonnes (of ballast / ...). 

.6  Transfer cargo from no. ... hold(s) / tank(s) to no. ...hold(s) /  tank(s) and report. 

.6.1   Cargo from no. ... hold(s) / tank(s) transferred to no. ... hold(s) / tank(s). 

.7  Transfer deck cargo from ... to ... and report. 

.7.1   Deck cargo from ... transferred to ... . 

.8  Pump out forepeak / afterpeak and report. 

.8.1   Forepeak / afterpeak pumped out. 

.9  Transfer ballast / ... from no. ... double bottom tank(s) 
   to no. ... double  bottom tank(s) and report. 

.9.1   Ballast / ... from no. ... double bottom tanks transferred to  
   no. ... double bottom tank(s). 
.10  Fill forepeak / afterpeak. 
.11  Jettison cargo from ... and report. 
.11.1  Cargo from ... jettisoned . 
.12  Engine(s) full / ... astern / ahead. 
.13  Has vessel refloated? 
.13.1  Yes, vessel refloated. 
.13.2  No, vessel not refloated (yet). 

 
B2/5.4 Checking seaworthiness  
 

.1  Request a (diving) survey. 

.2  Report the result of the (diving) survey. 

.2.1   No damage. 

.2.2   Following damage to the plating: 

.2.2.1   Crack(s) in area of ... . 

.2.2.2   Deformation(s) / indentation(s) in area of ... . 

.2.3   Following damage to the engine(s) / pipe(s): 

.2.3.1   Crack(s) in the main engine(s) / auxiliary engine(s) foundation. 

.2.3.2   Deformations / fracture(s) to the pipe(s) in / out ... . 

.2.3.3  Fractures / bending of  the bolt(s) of ... 

.2.4   Following damage to the underwater hull: 
    (see also: .1.2.2) 

.2.4.1   Deformation(s) / indentation(s) to the sea water inlet(s) / outlet(s). 

.2.4.2   Deformation(s) / indentation(s) to the stem / bulb. 

.2.4.3   Deformation(s) to the propeller(s). 

.2.4.4   (Port / starboard) propeller(s) missing. 

.2.4.5   Deformation to the rudder / to ... . 

.2.5   Dry - docking is recommended / necessary. 

.3  Is the vessel seaworthy ? 

.3.1   Yes, the vessel is seaworthy  

.3.2   No, the vessel is not seaworthy (yet). 

.3.2.1   The vessel must be repaired and re-inspected. 

.3.3   Request ... tug(s). 
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B2/6 Search and rescue  on-board activities 
 
For details see also IAMSAR Manual,   London/Montreal, 1998.  
 
B2/6.1 Checking equipment status  
 

.1  Check the lifebuoys and report. 
 .1.1   All lifebuoys are complete. 
 .1.2   Lifebuoy(s) at ... is / are damaged / missing. 

.1.2.1  Replace the damaged / missing lifebuoy(s). 
 .2  When was the last man overboard drill ? 
 .2.1   Last man overboard drill was on ...(date) . 
 .3  Prepare a plan for man overboard drill. 
 .3.1   Prepare a plan for  
     ~ an announced / not announced drill. 
     ~ a daytime / nighttime drill. 
     ~ a muster (at all stations). 
     ~ a recovering manoeuvre (with dummy / buoy). 
 .4  Have a drill / manoeuvre / muster on ...(date) . 
 
B2/6.2 Person-overboard activities 
 
 .1  Man overboard (on port side / starboard side / astern)! 
 .2  Drop lifebuoy(s). 
 .2.1   Sound "man overboard" alarm. 
 .3  Hoist flag signal "Oscar". 
 .4  Hard-a-port / hard-a-starboard the wheel. 
 .5  Is person in water / lifebuoy located ? 
 .5.1   Yes, person in water / lifebuoy  located. 
 .5.2   Report direction and distance of person in water / lifebuoy. 
 .5.2.1   Direction at ... points port side / starboard side / ... degrees, distance ... metres. 
 .5.2.2   Maintain visual contact to person in water / lifebuoy. 
 .5.3   No, person in water / lifebuoy  not located (yet). 
 .5.3.1   Look out for person in water / lifebuoy and report. 
 .5.4   Passenger / crew member missing (for ... hours / since ... UTC) 
     - search in vessel negative. 
 .5.4.1   Stop engine(s). 
 .5.4.2   Transmit alarm signal - PAN-PAN / distress alert - MAYDAY to radio coast 

station / Maritime Rescue Co-ordination Centre / vessels in vicinity and 
report. 

 .5.4.3   Alarm signal - PAN-PAN / distress alert - MAYDAY transmitted / 
     acknowledged by ... / not acknowledged (yet).. 
 .6  Return manoeuvre ! Port / starboard, steer... degrees. 
 .7  Report position. 
 .7.1   Position ... . 
 .8  Report traffic situation. 
 .8.1   No vessel in vicinity. 

.8.2  Following vessel(s) in vicinity ... . 
 .9  Report weather situation. 
 .9.1   Sea smooth/moderate/rough/high – swell slight/moderate/heavy from  .. (cardinal 

points). 
 .9.2   Winds force Beaufort... from ... (cardinal points). 
  .9.3  Visibility good/moderate/poor. 
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 .9.4   Current ... knots to ... (cardinal points). 
.10  Have man overboard stations / lookouts at ... manned and report. 

 .10.1  Man overboard stations / lookouts at ... manned. 
 .11  Stand by for recovering from shipboard and report. 

.11.1  Standing by for recovering from shipboard. 
 .12  Stand by boat / motor lifeboat no. ... for letting go and report. 
 .12.1  Rescue boat / motor lifeboat no. ... standing by for letting go. 
 .13  Let go rescue boat / motor lifeboat. 
 .14  Use VHF Channel ... / frequency ... for communication. 
 .14.1  Use light signals / flag signals / whistle for communication. 
 .15   What is retreat signal for rescue boat / motor lifeboat ? 
 .15.1  Retreat signal ... . 
 .16  Stand by one / two crew member(s) for rescue in water and report. 
 .16.1  One / two crew member(s) standing by for rescue in water. 
 .17  Person overboard rescued / recovered. 
 .18  Stand by boat / rescue litter / rescue net / rescue basket / rescue sling and report. 
 .18.1  Boat / rescue litter / rescue net / rescue basket / rescue sling standing by. 
 .19  Hoist person and report. 
 .20  Report condition of survivor. 
 .20.1  Survivor  
     ~  is in good / bad condition. 
     ~ has hypothermia. 
     ~ is injured. 
     ~ is suffering from shock. 
 .20.2  Person is dead. 
 
B2/6.3 Rescue operation - reporting readiness for assistance 
 
See also A1/1.2  "Search and rescue communications" 
 
 .1  Received an alarm signal / PAN-PAN /  
   distress alert - MAYDAY at ... UTC on ... (VHF Channel/frequency). 
 .2  Observed the following distress signal in ... degrees. 
 .3  Report the distress position. 
 .3.1   Distress position  ... . 
 .4  Was the alarm signal / PAN-PAN / distress alert - MAYDAY acknowledged? 
 .4.1   The alarm signal / PAN-PAN / distress alert - MAYDAY was acknowledged 

by ... / not acknowledged (yet).. 
 .4.2.1   Acknowledge the PAN-PAN / distress alert - MAYDAY -  RELAY. 
 .4.3   Transmit a MAYDAY - RELAY to ... (radio station). 
 .5  Watch the radar. 
 .6  Have the lookouts manned and report. 
 .6.1   Lookouts are manned. 
 .7  Contact vessels in vicinity of the distress and report. 
 .7.1   We have contact to following vessel(s) in vicinity of the distress: .... . 
 .7.2   We have no contact (yet). 
 .8  Request information from the vessel in distress and report. 
 .8.1   We have  following information from the vessel in distress: ... . 
 .8.2   We have  no information (yet). 
 .9  Stand by lines / lifebuoys / nets / derricks / cranes / ... and report. 
 .9.1   Lines / lifeboats / nets / derricks / cranes / ... standing by. 
 .10  Stand by lifeboats / rescue boat and report. 
 .10.1  Lifeboats / rescue boat standing by. 
 .11  Stand by liferaft(s) as boarding station(s) and report. 
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 .11.1  Liferaft(s) standing by as boarding station(s). 
 .11.2  Let go liferaft(s) as boarding station(s) with ... crew members (each). 
 .13  Stand by ... crew members for assisting survivors in water and report. 
 .13.1  ... crew members standing by for assisting survivors in water. 
 .14  Switch on the deck lighting / outboard lighting / search lights. 
 .15  Stand by line throwing apparatus and report. 
 .15.1  Line throwing apparatus standing by. 
 
B2/6.4 Conducting search 
 
 .1  We / MV ...  will act as On-scene Co-ordinator. 
 .1.2   Inform radio coast station(s) / MRCC/ vessels in vicinity. 
 .2  Stand by bridge team / lookouts for information / signals of On-scene Co-ordinator. 
 .2.1   Following information / signal received from On-scene Co-ordinator: 
 .3  We carry out search pattern ... / radar search. 
 .3.1   We start search pattern ... radar search at ... UTC. 
 .3.1.1   Inform the crew / lookouts / engine room. 
 .4  Bridge team / lookouts ! 
   Keep sharp lookout for signals / sightings of  the vessel in distress and report  
   every ... minutes. 
 .4.1   Light signals / smoke signals / sound signals / ... signals in ... degrees. 
 .4.2   Objects / vessel in distress / lifeboat(s) / life raft(s) / person(s) in water  
    in ... degrees 
 .5  Stand by rescue team / boat crews / engine room and report. 
 .5.1   Rescue team / boat crews / engine room standing by. 
 .6  Transmit the following information / signals to  the searching vessel(s): ... . 
 
B2/6.5 Rescue activities 
 
See also B2/6.2 "Person-overboard activities" 
 
 .1  Rescue persons in following order: 
    - persons in water 
    - injured / helpless persons 
    - women and children 
    - passengers 
    - crew/members. 
 .2  Ask the survivor(s) the following information: 
 .2.1   What was  the total number of persons on board the vessel in distress ? 
 .2.1.1   Total number of persons was: ... . 
 .2.2   What was the number of casualties ? 
 .2.2.1   Number of casualties was: ... . 
 .2.3   What was the number of lifeboats / liferafts launched ? 
 .2.3.1   Number of lifeboats / liferafts launched was: ... . 
 .2.4   What was the number of persons in lifeboats / liferafts ? 
 .2.4.1   Number of persons in lifeboats / liferafts was: ... . 
 .2.5   What was the number of persons in water ? 
 .2.5.1   Number of persons in water was: ... . 
 .3  Inform  ...  coast radio station about the name(s) / call sign(s) and destination  
   of the vessel(s) with the survivors. 
 .3.1   Inform about the number of survivors on (each) vessel. 
 .3.2   Inform about the condition of the survivors. 
 .4  Inform  ...  coast radio station about the condition of the vessel in distress: 
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.4.1 The vessel in distress  
     ~ capsized / sunk / adrift (near position ... ) / drifting in ... degrees. 
   ~ grounded (in position: ...). 
     ~ on fire. 
     ~ not under command. 
 .5  Transmit the following safety message / navigational warning: 
   Vessel in distress (in position ...) danger to navigation. 
 
B2/6.6 Finishing with search and rescue operations  
 
 .1  Search and rescue finished at ... UTC. 
 .1.1   Inform the crew / lookouts / engine room. 
 .2  We resume on-board routine at ... UTC. 
 .3  Inform the coast radio station / searching vessels  
   about the cancellation of search and rescue. 
 .4  We proceed with our  voyage. 
 
B3   Cargo and cargo handling 
 
B3/1   Cargo handling  
 
B3/1.1   Loading and unloading 
 
.1   Loading capacities and quantities 
 
 .1  What is the deadweight of the vessel?  
 .1.1   The deadweight is ... tonnes. 
 .2  What is the hold / bale / grain capacity of  vessel?  
 .2.1   The hold / bale / grain capacity is ... cubic metres. 
 .3  What is the container capacity of the vessel?  
 .3.1   The container capacity is ... TEU. 
 .4  How many 20'/ 40' containers will the vessel  load? 
 .4.1   The vessel will load ... 20'/ 40' containers. 
 .5  How many cubic metres of cargo space are required? 
 .5.1   ... cubic metres of cargo space are required. 
 .6  How many tonnes / cubic metres can the vessel still load? 
 .6.1   The vessel can still load ... tonnes / cubic metres. 
 .7  How much deck cargo can the vessel load? 
 .7.1   The vessel can load ... tonnes / cubic metres / ... 20'/40' containers on deck. 
 .8  How many cars / trailers / trucks / ... can the vessel load?  
 .8.1   The vessel can load ... cars / trailers / trucks / ... . 
 .9  What is the size of the hatch openings? 
 .9.1   The size of the  hatch openings is ... by ... metres. 
 .10  What is the safety load of no. ... hold? 
 .10.1  The safety load of the ... deck  of no. ... hold is ... tonnes per square metre. 
 .11  The vessel will still bunker ... tonnes of fuel / fresh water/ ... . 
 



A 22/Res.918 - 90 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

.2 Dockside  / shipboard cargo handling gear and equipment 
 
 .1  Are dockside / floating cranes available? 
 .1.1   Yes, dockside / floating cranes  are available. 
 .1.2   No, dockside / floating cranes are not available. 
 .2  What is the safe working load of the crane? 
 .2.1   The safe working load of the crane is  ... tonnes. 
 .3  What is the maximum reach of the crane? 
 .3.1   The maximum reach of the crane is ... metres. 
 .4  What is the handling capacity of the  container crane / gantry? 
 .4.1   The handling capacity of  container crane / gantry is ... containers per hour. 
 .5  What is the handling capacity of the grain elevator/ore loader/ ... ? 
 .5.1   The handling capacity of the  grain elevator / ore loader / is ... tonnes / cubic  
    metres per hour. 
 .6  What is the pumping capacity of the cargo pumps? 
 .6.1   The pumping capacity of the cargo pumps is ... tonnes per hour. 
 .7  Are (light) fork-lift trucks for the cargo holds available? 
 .7.1   Yes, (light) fork-lift trucks are available. 
 .7.2   No, (light) fork-lift trucks are not available. 
 .8  Only use electric fork-lift trucks in the holds. 
 .9  What is the safe working load of the fork-lift truck? 
 .9.1   The safe working load of the fork-lift truck is ... tonnes. 
 .10  What is the safe working load of the  derricks / cranes of  the vessel?  
 .10.1  The safe working load of the derricks / cranes of  the vessel is ... tonnes. 
 .11  What is the safe working load of the ...  slings? 
 .11.1  The safe working load of the  ...  slings is  ... tonnes. 
 .12  These slings do not permit safe cargo handling. 
 .12.1  Replace the slings. 
 .13  Are bob-cats available for trimming? 
 .13.1  Yes, bob-cats are available for trimming. 
 .13.2  No, bob-cats are  not available for trimming. 
 
.3 Preparing for loading / unloading 
 
 .1  Prepare the vessel for loading / discharging. 
 .2  Unlock the hatch covers. 
 .3  Rig the hatchrails in no. ... hold(s). 
 .4  Give notice of readiness to load/discharging by ... UTC/local time. 
 .5  Is the cargo list available and complete? 
 .5.1   Yes,  the cargo list is available and complete .  
 .5.2   No, the cargo list is not available and complete (yet). 
 .5.3   The cargo list will be available and complete in ... minutes. 
 .6  Complete the stowage plan. 
 .7  Make the stability calculation. 
 .8  Are the holds clean / dry / free of smell ? 
 .8.1   Yes, the holds are clean / dry / free of smell. 
 .8.2   No, the holds are not clean / dry / free of smell (yet). 
 .8.3   The holds will be clean / dry / free of smell in ... minutes / hours. 
 .8.3.1   Clean the hold(s)  / deck(s). 
 .9  Are the safety arrangements in the  hold(s) operational?  
 .9.1   Yes, the safety arrangements in the hold(s) are operational. 
 .9.2   No, the safety arrangements in the  hold(s) are not operational (yet). 
 .9.3   The safety arrangements in the hold(s) will be operational in ... minutes. 
 .10  Fill the double bottom tank(s) / ballast tank(s) before loading the heavy lifts. 
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 .11  What is the maximum loading rate / discharging rate? 
 .11.1  The maximum loading rate / discharging rate is ... tonnes per hour. 
 .11.2  Do not exceed the loading rate / discharging rate  of ... tonnes per hour. 
 
.4 Operating cargo handling equipment and hatches 
 
 .1  Open all hatches before loading / discharging. 
 .2  Are the cranes / derricks operational?  
 .2.1   Yes, the cranes / derricks are operational. 
 .2.2   No, the cranes / derricks are not operational (yet). 
 .2.3   The cranes / derricks will be operational in ... minutes. 
 .3  Rig the derrick(s) / crane(s) of no. ... hold(s). 
 .4  Check the preventers. 
 .5  Keep within the safe working load of derrick(s) / crane(s). 
 .6  Instruct the winchmen / cranemen . 
 .7  Clean the tween deck(s) before opening lower hold(s). 
 .8  Switch on / off the hold ventilation. 
 .9  Switch on / off the hold lights. 
 .10  Close / open the cargo port(s) to no. ... hold(s). 
 
.5 Maintaining / repairing cargo handling equipment 
 
 .1  Check the hold(s) / hatch cover(s) / derrick(s) / ... for damage and report. 
 .1.1   The hold(s) / hatch cover(s) / derrick(s) / ... is / are in order. 
 .1.2   The cargo battens are damaged. 
 .1.3   The rubber seals of the hatch cover(s) are damaged. 
 .1.4   The preventer(s) of no. ... hold(s) is / are damaged. 
 .1.5   The (Container) lashings are damaged. 
 .1.6   ... is / are damaged. 
 .1.6.1   Replace the damaged ... . 
 .2  The hold ladder(s) is / are  bent. 
 .2.1   Straighten the hold ladder(s). 
 .3  Are the hold ventilators operational?  
 .3.1   Yes, the hold ventilators are operational. 
 .3.2   No, the hold ventilators are not operational (yet). 
 .3.3   The hold ventilators will be operational in ... minutes. 
 .4  Are the winch motors operational?  
 .4.1   Yes, the winch motors are  operational. 
 .4.2   No, the winch motor of no. ... derrick  is not operational (yet). 
 .4.3   The winch motor of no. ... derrick will be operational in ... minutes. 
 .5  Check the repair works personally. 
 
.6 Briefing on stowing and securing 
 
 .1  Check  the 
    ~ careful and safe stowage. 
    ~ complete unloading. 
    ~ proper use of  handling gear. 
    ~ careful separation of  different lots. 
 .2  Close the hatches in case of rain / snow / ... . 
 .3  Refuse damaged / crushed / renailed /wet /torn/ resewn / ...  
   boxes / cartons / cases /crates / bags / ... . 
 .4  Do not overstow  cartons with other goods. 
 .5  Do not use hooks for handling bags. 
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 .6  Stow ventilation ducts into the bag cargo. 
 .7  Place dunnage between the tiers. 
 .8  Stow the 
    ~ ... into tween deck of no. ... hold. 
    ~ pallets / cartons / ...  closely together. 
    ~ ... in  reefer hold. 
    ~ empty containers in  topmost tiers . 
    ~ container(s)  onto hatch cover(s). 
    ~ ... . 
 .9  Check the  
    ~ containers for damage. 
    ~ correct interlock of  the stowpieces. 
    ~ correct fixing of  the rope clips. 
 .10  Secure the heavy lift(s) immediately . 
 .11  Relash all  lashings. 
 
B3/1.2 Handling dangerous goods   
 
See also IMO IMDG Code, London 1994, as revised. 
 
.1 Briefing on nature of dangerous goods  
 
 .1  What is the IMO Class of these goods? 
 .1.1   The IMO Class of these goods is: ... . 
 .2  This package contains IMO Class ... goods. 
 .3  These goods are flammable / poisonous / ...  . 
 .3.1   Handle these goods with caution. 
 .4  These goods emit flammable gases in contact with water. 
 .4.1   Keep these goods dry. 
 .5  These goods are liable to spontaneous heating and combustion.  
 .6  Do not touch ... . 
 
.2 Instructions on compatibility and stowage 
 
 .1  Observe the IMDG-Code when loading / stowing. 
 .2  Check  the 
    ~ proper segregation of goods. 
    ~ correct technical names in documents. 
    ~ correct marks / labels. 
    ~ compatibility of IMO Class ... goods. 
 .3  Stow IMO Class ... goods  
    ~ away from living quarters / away from ... . 
    ~ separated (by  one hold) from IMO Class ... goods. 
    ~ under / on deck. 
 .3.1   Cover IMO Class ... goods on deck with tarpaulins / ... . 
 .4  Stow  
    ~ flammable goods away from the engine room bulkhead / ... . 
    ~ infectious substances separated by one hold / compartment from  foodstuffs. 
    ~ ... drums away from IMO Class ... goods at a minimum of ... metres. 
 .5  Brief the stevedores on the dangerous goods in number ... hold(s). 
 .6  Refuse da maged / wet / ... packings with dangerous goods. 
 .7  Ventilate the hold(s) before entering. 
 .8  Load / unload IMO Class ... goods first. 
 .9  No smoking during loading / unloading. 
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.3 Reporting incidents  
 
 .1  Sling(s) with bottles / drums / ... of IMO Class ... goods were dropped on deck / 
   into no. ... hold / on pier ... . 
 .1.1   Liquid / powder / gas is spilling. 
 .2  Several drums / barrels / tanks / ... are deformed ( and leaking). 
 .3  The ... container with IMO Class ... goods is spilling out of  the door. 
 .4  Spilling substances of IMO Class ... escaped  into  the sea / harbour water. 
 .4.1   Inform  the pollution control. 
 .5  Temperature in locker / container/ ... with IMO Class ... goods is  increasing (rapidly). 
 .6  Orange / red / ... smoke is developing from IMO Class ... goods (on deck). 
 .7  Explosion in no.  ... hold. 
 .7.1   Damage to gas tank / container /.... 
 .8  Minor / major fire in number ... hold. 
 .8.1   Fire  extinguished. 
 .8.2   IMO Class ... goods re-ignited. 
 .8.3   Fire under control. 
 .8.4   Fire not under control (yet). 
 .8.4.1   Operate the general emergency alarm.    
 .8.4.2   Call the harbour fire brigade / ... . 
 .9  Report injured persons / casualties. 
 .9.1   No person injured. 
 .9.2   Number of injured persons / casualties is ... . 
 
.4 Action in case of incidents 
 
 .1  Take actions according to the Emergency Plan. 
 .2  Turn the vessel out of the  wind – the spilling gas / smoke is toxic. 
 .3  Put on protective clothing and breathing apparatus. 
 .4  Stop the spillage. 
 .5  Let the spillage evaporate. 
 .6  Remove the spillage with synthetic scoops. 
 .6.1   Use absorbents for the spillage.   
 .6.2   Do not touch the spillage. 
 .7  Separate contaminated goods from other goods. 
 .8  Cover  contaminated goods with tarpaulins / ... . 
 .9  Only open the container / hold / locker / ... when smoking is stopped. 
 .10  Cool down  the container/ ... with water. 
 .11  Ventilate the hold(s) carefully. 
 .12  Close the hatch - operate the fire extinguishing system. 
 .13  Fight the fire from a great distance. 
 .14  Flood no. .. hold(s). 
 .15  Rescue persons. 
 .15.1  Take injured persons / casualties to a safe  area. 
 .15.2  Provide first aid to injured persons. 
 .15.3  Call the ambulance. 
 .16  Take off and dispose of contaminated clothing. 
 .17  Alter course for the nearest port (inform on radio). 
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B3/1.3 Handling liquid goods, bunkers and ballast pollution prevention 
 
.1 Preparing safety measures 
 
 .1  Plug the scuppers / drip-trays and report. 
 .1.1   All scuppers / drip-trays are plugged. 
 .2  Close the sea-valves / discharges and report. 

.2.1   All sea-valves / discharges  are closed. 

.3  Stand by absorbent materials and report. 

.3.1   Absorbent materials standing by. 

.4  Stand by spill control gear and report. 

.4.1   Spill control gear standing by.  

.5  Stand by emergency fire pump / foam monitor / fire extinguishers and report. 

.5.1   Emergency fire pump / foam monitor / fire extinguishers standing by. 

.6  Fit bonding wire and report. 

.6.1   Bonding wire is fitted. 

.7  Maintain contact on VHF Channels ... with  the bunker barge / oil terminal. 

.8  Is the oil pollution prevention plan available ? 

.8.1   Yes,  the oil pollution prevention plan is available. 

.8.2   No,  the oil pollution prevention plan is not available (yet). 

.8.3   The oil pollution prevention plan will be available in ... minutes. 

.9  Instruct the pumpman / ... and report. 

.9.1   Pumpman / ... is instructed. 
 
.2 Operating pumping equipment 
 (including phrases for communication with bunker barge / oil terminal) 
 

.1  What is the (maximum) loading rate / discharge rate ? 

.1.1   The (maximum) loading rate / discharge rate is: ... tonnes per hour. 

.2  Is the COW - system / inert gas system operational ? 

.2.1   Yes,  the COW - system / inert gas system is operational . 

.2.2   No, the COW - system / inert gas system is not operational (yet). 

.2.3   The COW - system / inert gas will be operational in ... minutes. 

.3  When will crude oil washing start ? 

.3.1   Crude oil washing will start in ... minutes. 
 .4  Are your tanks inerted? 
 .4.1   Yes, my tanks are inerted. 
 .4.2   No, my  tanks are not inerted (yet). 
 .4.3   My  tanks will be inerted in ... minutes. 
 .5  What is the pressure in the inerted tanks? 
 .5.1   The pressure in the inerted tanks is ... bar. 

.6  What is the pumping pressure ? 

.6.1   The pumping pressure is ... bar. 

.7  Can we connect the loading arm ? 

.7.1   Yes, you can connect  the loading arm. 

.7.2   No, you cannot connect the loading arm (yet). 

.7.3   Connect the loading arm in ... minutes. 

.8  Inform ... minutes before loading / discharge will start / finish.  

.8.1   Loading / discharge will start / finish in ... minutes. 
 .9  What is the back pressure for stripping ? 

.9.1   The backpressure for stripping is... bars. 
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.10  Are the cargo hoses / booms connected ? 

.10.1  Yes,  the cargo hoses / booms are connected. 

.10.2  No, the cargo hoses / booms are not connected (yet). 

.10.3   The cargo hoses / booms will be connected in ... minutes. 

.11  Are the cargo hoses / booms disconnected ? 

.11.1  Yes, the cargo hoses / booms are disconnected. 

.11.2  No, the cargo hoses / booms are not disconnected (yet). 

.11.3  The cargo hoses / booms will be disconnected in ... minutes. 

.12  Are you ready to load /discharge? 

.12.1  Yes, I am ready to load / discharge.  

.12.2   No, I am  not ready to load /discharge (yet). 

.12.3   I will be  ready to load / discharge in ... minutes. 

.13  Keep a safe working pressure. 

.14  Open the valve(s) and report. 

.14.1  All full open aboard / ashore. 

.15  Close the valve(s) and report. 

.15.1   All full closed aboard / ashore. 

.16  Start pumping (slowly). 

.17  Are you pumping / receiving ? 

.17.1  Yes, I am pumping / receiving. 

.17.2  No, I am not pumping / not receiving. 

.18  Increase / decrease pumping rate to ... revolutions / bar.. 

.19  (Quantity received) - stop pumping. 
 
.3 Reporting and cleaning up spillage 
 

.1  Leak at manifold connection! 

.1.1   Overflow at ... ! 

.2  Stop pumping ! 

.3  How much is spilled ? 

.3.1   Spill is about ... tonne(s). 

.4  Treat spill with ... . 

.5  Stand by oil clearance team and report. 

.5.1   Oil clearance team standing by. 

.5.2 All crew assist to remove the spill. 

.5.4.1   Spillage stopped. 

.5.4.2 Spill cleaned up.  

.5.4.3   Spill waste contained in save-all/… . 

.6  Oil / ... escaping into sea / harbour water! 

.6.1   Inform pollution control! 
 
.4 Ballast handling 
 

.1  Plug the scuppers and report. 

.1.1 All scuppers are plugged. 

.2  Open / close the sea suction valve / ballast tank valve no. ... and report. 

.2.1   Sea suction valve / ballast tank valve no. ... is open / closed. 

.3  Start  the ballast pump and report. 

.3.1   Ballast pump started. 

.4  Stop the  ballast pump (ballast overflow) and report. 

.4.1   Ballast pump stopped. 
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.5  Pump out ballast ta nk no. ... and report. 

.5.1   Ballast tank no. ... is pumped out. 

.5.2   Stop the ballast pump - ballast dirty ! 
 

.5 Cleaning tanks 
 

.1  Pump the slops into the slop tank . 

.2  Dispose the sludge into the sludge tank. 

.3  Order  a shore slop tank / slop barge. 

.3.1   We have ... tonnes of slops / sludge. 

.4  Start / stop pumping slops. 

.5  Keep a safe working pressure. 
 
B3/1.4 Preparing for sea 
 
 .1  Close and secure the hatch covers for sea and report 
 .1.1   Hatch covers   closed and secured. 
 .2  Lash and secure the goods for sea and report. 
 .2.1   Goods  lashed and secured. 
 

(In ro/ro-ferries: the execution of instructions 3, 4 and 5 given from the bridge on  
radio should be confirmed by the person in charge of the corresponding station using 
phrases 3.1, 4.1 and  5.1) 

 
 .3  Close and secure the bow door / stern door and report.. 
 .3.1   Bow door / stern door closed and secured. 
 .4  Fold and secure the bow ramp  / stern ramp / side ramp and report. 
 .4.1   Bow ramp / stern ramp / side ramp folded and secured. 
 .5  Lash and secure all cars / trucks / wagons / ... and report. 
 .5.1   All cars / trucks / wagons / ... lashed and secured. 
 .6  Lower and secure the derricks / cranes and report. 
 .6.1   Derricks / cranes lowered and secured. 
 .7  Check the seaworthiness of  the holds and report 
 .7.1   Holds seaworthy. 
 .8  How much ballast can we take (down to her marks)? 
 .8.1   We can take ... tonnes of ballast. 
 .9  Check the trim. 
 .9.1   Fill the forepeak to decrease the stern trim. 
 .9.2   Fill  the double -bottom tank(s) . 
 .9.3   Pump fuel  from ... tank to ... tank to bring  the vessel upright. 
 
B3/2 Cargo care  
 
B3/2.1 Operating shipboard equipment for cargo care  
 
 .1  Is the equipment for cargo care operational?  
 .1.1   Yes, the  equipment for cargo care is operational. 
 .1.2   No, the ... (equipment) is  not operational (yet). 
 .1.3   The ... (equipment) will be operational in ... minutes. 
 .2  What is the air change rate of the hold ventilators? 
 .2.1   The air change rate of the hold ventilators is ... -fold. 
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 .3 Are the temperature / humidity recorders in the hold(s) operational?  
 .3.1   Yes,  the temperature / humidity recorders in the  hold(s) are operational. 
 .3.2   No,  the temperature / humidity recorders in the hold(s) are  not operational (yet). 
 .3.3   The temperature / humidity recorders in the hold(s)  
    will be operational in ... minutes. 
 .4  Instruct the crew how to connect  reefer plugs / clip-on units / ... and report. 
 .4.1   The crew is instructed how to connect reefer plugs / clip-on units / ... . 
 
B3/2.2 Taking measures for cargo care  
 
.1 Carrying out inspections  
 
 .1  The holds must be inspected by the  surveyor before loading. 
 .2  Check the reefer holds for proper loading preparation and report. 
 .2.1   The reefer holds are ready for loading. 
 .2.2   The reefer holds are not ready for loading (yet). 
 .2.3   The reefer holds will be ready for loading in ... minutes. 
 .3  Are the holds  clean (dry and free of smell)? 
 .3.1   Yes, the holds are clean( dry and free of smell). 
 .3.2   No,  the holdsare  not clean (dry and free of smell) (yet). 
 .3.3   The holds will be clean (dry and free of smell) in ... minutes / hours. 
 .4  Check  the operation of the hold ventilators and report 
 .4.1   The hold ventilators  are operational. 
 .4.2   The hold ventilators ( in no. ... hold(s)) are not operational (yet). 
 .4.3   The hold ventilators (in no ... hold(s)) will be operational in ... minutes. 
 .5  Order a surveyor to check  the reefer plugs / cargo securings. 
 .6  Is the certificate of survey available and complete? 
 .6.1   Yes, the certificate of survey  is available and complete. 
 .6.2   No,  the certificate of survey  is not available and complete (yet). 
 .6.3   The certificate of survey will be available and complete in ... minutes / hours. 
 .7  Check the lashings and securings every day / ... hours.. 
 .8  Enter all checks into the log-book. 
 .9  Before unloading open the hatches only when the surveyor is present. 
 
.2 Describing damage to the cargo 
 
 See also section B2/1.2.3 "Reporting incidents"  
 
 .1  The  ...(cargo) is in a bad condition. 
 .2  The packages of ...(cargo) are 
    ~ wet / damp / mouldy. 
    ~ marked by fresh water / sea water. 
 .3  The metal of  ...(cargo) is rusty. 
 .4  The bands of  ...(cargo) are  broken / missing  / rusty. 
 .5  The crates / cases with ...(cargo) are renailed. 
 .5.1   The boards of  crates/cases with ...(cargo) are  loose. 
 .6  The marks / labels on  ...(cargo) are unclear / illegible /false. 
 .7  The contents of drums / barrels / ... are  unknown. 
 .8  The weight of  the ...(cargo) is unknown. 
 .10  The boxes / crates / cases / ... with ...(cargo) are  damaged. 
 .11  The bags / bales with ...(cargo) are  torn / resewn / spilling. 
 .12  The drums / barrels / ... with ...(cargo) are deformed / spilling . 
 .13  The boxes / cartons / cases/ ... with ...(cargo) are crushed. 
 .14  The bags / boxes / cartons / ... with ...(cargo) are  not full / slack / empty. 



A 22/Res.918 - 98 - 
 
 

I:\ASSEMBLY\22\RES\918.doc 

 .15  The bags / boxes / cartons / ... with ...(cargo) are  second-hand. 
 .16  The boxes/cartons/cases/ ... with bottles of ...(cargo) are (partly) broken. 
 .17  The ...( cargo) is (partly)  
    ~ eaten by rats  /worms. 
    ~ infected by  vermin. 
    ~ missing. 
 .18  ... conta iner(s) are damaged. 
 .18.1  ... container(s) were damaged 
     ~ before loading. 
     ~ during loading. 
     ~ by shifting on board. 
     ~ by heavy seas. 
 .19  ... container(s) were washed overboard (inform on radio). 
 .20  The temperature in no. ... hold is 
   above normal / below normal / critical / ... degrees Celsius. 
 .21  The humidity of  ...(cargo) is above normal / below normal / critical. 
 
.3 Taking actions  
 
 See also section B2/1.2.4 "Action in case of incident" 
 
 .1  Switch on  the hold ventilation to supply / exhaust air. 
 .2  Switch off  the hold ventilation (in case of shipping seas). 
 .3  Switch on / off  the automatic temperature control / recorder. 
 .4  Relash the container(s) /car(s) / trucks(s)... in no. ... hold / on ... deck. 
 .5  Replug the reefer container(s) in no. ... hold/on deck. 
 .6  Secure the shifting cargo in no. ... hold / on ... deck. 
 .7  Protect the deck cargo of ...(cargo)  against  sun / rain / shipping seas. 
 .8  Keep the deck cargo of ...(cargo)  wet / dry. 
 .9  Check the contents of  drum(s) / barrel(s) /container(s) / ... with false labels. 
 
 
B4  Passenger care  

The phrases of this chapter should help Masters, officers and crew members of passenger 
vessels  and passenger ferries to inform passengers on safety aspects and to manage them in 
case of an emergency. 

 
B4/1 Briefing and Instruction 
 
B4/1.1 Conduct of passengers on board 
 
.1  General information on conduct of passengers  
 
 .1  Ladies and Gentlemen.  This is Captain ... speaking. 
   I have pleasure in informing you that all safety equipment is in full working order.   
   The bow / stern doors are closed and secured.  The vessel is in all respects ready for sea.   
   Please listen carefully to the safety instructions which follow.  In the unlikely event of an  
   emergency, please obey the orders given on the public address system. 
 .2  Passengers are requested to read all notes and leaflets concerning safety regulations. 
 .3  All regulations concerning the vessel's routine have to be obeye d. 
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.2  Briefing on prohibited areas, decks, and spaces 
 
   Safety regulations do not permit passengers to enter the following spaces: 
   - navigating bridge 
   - engine room 
   - manoeuvring areas at the front and back end of the vessel 
   - cargo rooms and compartments 
   - service rooms 
   - all areas and spaces marked "Crew only" 
   - all closed, sealed or roped off areas, spaces and rooms 
   - car decks when the vessel is at sea. 
 
B4/1.2  Briefing on safety regulations, preventive measures and communications  
 
.1   Drills 
 
 .1  International regulations require all passengers to be assembled in a drill  
   which has to take place within 24 hours of departure.. 
 .2  A drill will be held to familiarize passengers with their assembly stations, 
   with their life-saving equipment and with emergency procedures. 
 .3  All passengers must attend this drill. 
 
.2   The general emergency alarm 
 
 .1  In case of emergency seven short blasts and one prolonged blast 
   will be given with the ship's whistle and the alarm system. 
 .2  Remain calm when you hear the general emergency alarm. 
 .3  Passengers will be taught how to act and behave  
   in cases of emergency . 
 
.3   Preventing / reporting fire  
 
 . 1  Always remember that fire is the greatest hazard aboard ship. 
 . 2  Always act immediately if you detect fire or smell fumes or smoke. 
 . 3  Always inform a member of the crew if you detect fire or smell fumes or smoke.  
 . 4  Be careful to extinguish cigarettes completely. 
 . 5  Put used cigarettes in a container provided. 
 . 6  Never smoke in bed. 
 . 7  Never smoke on deck except in areas labelled as smoking areas. 
 . 8  Never throw a cigarette overboard. 
 . 9  The use of naked light and  open fire is strictly prohibited. 
 .10  Never use lighted candles. 
 .11  Never hang anything over or near an electric bulb. 
 .12  Never use an electric iron in a cabin.  If you need to iron something  
   use the ironing room on .... deck.  The key may be collected at the information desk. 
 .13  If you detect a fire or smell fumes or smoke act immediately as follows: 
   - Call out "Fire !" 
   - Operate the nearest fire alarm 
   - Inform a member of the crew 

 - Telephone the navigating bridge.  The number to dial is .... 
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.4   PA announcements on emergency 
 
 .1  Attention please!  Attention please! 
   This is your captain with an important announcement.  
   I repeat, this is your captain with an important announcement. 
 .1.1   We have grounded/ a minor flooding (in ... )/ a minor fire (in ... ). 
 .1.2   There is no immediate danger to our passengers or the ship  
    and there is no reason to be alarmed. 
 .1.3   For safety reasons we request all passengers to go to their assembly stations  
    on deck and wait there for further instructions. 
 .1.4   Please follow the instructions given by the officers and crew. 
 .1.5   The ship's fire fighting team / damage control team is fighting the fire / flooding. 
 .1.6   We also have radio contact with other ships / radio coast stations. 
 .1.7   The fire / flooding is under control. 
 .1.8   As soon as I have further information I will make another announcement. 
    I ask you kindly to remain calm.  There is no danger at this time. 
 .2  This is your Captain speaking. I have another announcement.  
   The fire / flooding is not under control yet. 
 .2.1   There is smoke / flooding in ... Access to this area is prohibited..  
 .2.2   For safety reasons we request all passengers to prepare to go to their assembly 

stations.  Access to the assembly stations will be via ...... .  Do not forget to take your 
lifejackets and blankets with you. 

 .2.3   All passengers of deck no. ..... are requested to follow the crew members who will 
escort you to your assembly stations. 

 .2.4   When you get to your assembly stations put on your lifejackets and wait for further 
orders. 

 .2.5   Do not go to the lifeboat stations until you are ordered to do so. 
 .2.6   Go to your lifeboat stations. 
 .2.7   Follow the escape routes shown. 
 .2.8   Do not enter the lifeboats / liferafts.  The order to enter the lifeboats / liferafts will be 

given from the bridge or by the officers. 
 .2.9   We have just received a message from shore / other vessels that assistance is on the 

way.  Assistance should arrive within approximately .... hours. 
 
.5   Person overboard 
 
 .1 If you see anybody fall overboard, act as follows: 
   - call out "Man overboard" 
   - throw lifebuoys overboard 
   - keep your eyes on the person in the water 

- show / tell an  officer / crew the person's position in the water, or telephone the  
  bridge immediately, the number is .... . 

 
.6   Protective measures for children 
 
 .1  Children must be kept under permanent observation. 
 .2  Never let children climb or sit on the ship's rails. 
 .3  Special lifejackets for children are available; please ask the steward / stewardess. 
 .4  You may leave your children under qualified care in the children's playroom / on the 

playdeck on .... deck from .... to .... hours. 
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B4/2   Evacuation and Boat Drill 
 
B4/2.1  Allocating / directing to assembly stations, describing how to escape  
 
 .1  When the general emergency alarm is sounded, which consists of seven short blasts and 

one  prolonged blast, all passengers have to go to their assembly station.  Take your 
lifejackets and blankets with you.  Lifejackets are stored in your cabins under your beds 
and at your assembly stations.  You are encouraged to try on your lifejacket. 

 .2   All passengers must put on 
   - warm clothing 
   - long trousers, long-sleeved shirts / jackets 
   - strong shoes and head covering. 
 .3   All passengers with their lifejackets and blankets are requested to go to their assembly 

stations/ the lounge / the ...  immediately. 
 .4   From your assembly stations you will be escorted to your lifeboats / liferafts. 
 .5   All passengers are requested to carefully study the safety instructions behind their 

cabin doors. 
 .6  All passengers are requested to follow the escape routes shown. 
 .7   Do not use lifts / elevators. 
 .8   All passengers are requested to strictly obey the instructions given by the officers or crew. 
 .9  When you hear the abandon ship alarm, which consists of one prolonged  and one short  

blast repeated continuously, please act in the same manner as under the general 
emergency alarm. 

 .10   During the voyage you may hear some other sound signals.  These are exclusively for the 
information of the crew. 

   Please, act only if you hear the general emergency alarm or the abandon ship alarm. 
 .11   If you have any questions regarding safety, do not hesitate to ask any of the officers or 

crew. 
 
B4/2.2  Briefing on how to dress and what to take to assembly stations  
 
 .1   Take your lifejacket and a blanket. 
   You will find your lifejacket under your bed. 
 .2  Put on warm clothing, long-sleeved shirts, strong shoes and head covering whatever the 

weather.  No high-heeled shoes. 
 .3   Do not forget personal documents, your spectacles and medicine if necessary. 
 .4  Do not return to your cabin to collect your property. 
 
B4/2.3  Performing roll call 
 
 .1  At your assembly station one of the officers / crew will perform a roll call. 
 .2  The officer / crew will say "This is a roll call", and will call out the passengers 

individually by their names. 
 .3  When your name is called out, please answer loudly "Here". 
 .4  If one of your cabinmates is not able to attend the roll call, please inform the officer/crew 

immediately. 
 
B4/2.4  Briefing on how to put on lifejackets  
 
 .1  (dependent on type of lifejacket used) 
   - pull the lifejacket over your head 
   - tighten the strings well 
   - pull the strings around your waist and tie in front. 
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 .2  Follow closely the demonstration given by the officer / crew.  
   The crew members will help you if necessary. 
 .3  Carefully study the demonstration in the pictures in your cabins. 
 .4  Carefully study the demonstration in the diagram at the assembly station. 
 
B4/2.5  Instructions on how to embark and behave in lifeboats / liferafts 
 
 .1  Enter the lifeboat / liferaft only when ordered by an officer / lifeboatman. 
 .2  Clear the entrance of the lifeboat / liferaft immediately after entering. 
 .3  Do not push each other when entering the lifeboat / liferaft. 
 .4  Hold on to ropes or to your seat when lowering / hoisting. 
 .5  Sit down in the lifeboat / liferaft immediately. 
 .6  Keep your lifejackets on. 
 .7  Provisions and drinking water will be distributed by an officer / lifeboatman only. 
 .8  Strictly obey all instructions given by the officer / lifeboatman. 
 .9  Discipline in the lifeboat / liferaft is of vital importance. 
 
B4/2.6  On-scene measures and actions in lifeboats / liferafts 
 
 .1  Keep a sharp lookout for persons in the water. 
 .2  Have a line / hook / knife / lifebuoy ready. 
 .3  Do not take off  your shirts / long trousers / head covering whatever the weather. 
 .4  Pump out the water / free the lifeboat / liferaft from water. 
 .5  Who needs medical first aid? 
 .6  Everybody will get the same ration of provisions and water. 
 .7   Warning! Do not drink sea water whatever the situation. 
 .8   We will send a MAYDAY. 
 .9   We will fire rockets / use smoke buoys / ..... to attract attention. 
 .10  We will join the other lifeboats / liferafts. 
 
B4/3  Attending to passengers in an emergency 
 
B4/3.1  Informing on present situation 
 
 .1  The vessel was abandoned in position .... due to  
   fire / grounding / collision / flooding / heavy list / serious damage / ... . 
 .2  Keep calm.  There is no reason to panic.  
   The officers / lifeboatmen know exactly what to do. 
 .3  There are enough life-saving appliances for everyone on board. 
 .4  The Maritime Rescue Co-ordination Centre/vessels in the vicinity have already been 

informed of our situation. 
 .5  Vessels / helicopters / aircraft are coming to our rescue. 
 .6  Vessels / helicopters / aircraft will reach us within ...... hours. 
 .7  We have radio contact with rescue craft. 
 .8  There are enough provisions and drinking water for 48 hours. 
 .9  You obtain medicine for seasickness from the lifeboatman. 
 
B4/3.2  Escorting helpless passengers  
 
 .1  ...... persons are missing. 
 .2  Search all cabins / WCs/showers for missing persons. 
 .3  Assist those who need help. 
 .4  Help children, elderly, disabled, injured or sick persons with lifejackets. 
 .5  Give assistance when entering lifeboats / liferafts. 
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 .6  We require warm clothing and blankets  
   for the children / elderly / disabled / injured / sick. 
 .7  We require a stretcher for the disabled / injured / sick. 
 .8  All persons, please move closer.  
 .8.1   The elderly / disabled / injured / sick need room to lie down. 
 .9  Everyone, please, be quiet.  The children / the sick need rest. 
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ANNEX 2 

 
 

 
PROCEDURE FOR AMENDING THE IMO STANDARD  

MARINE COMMUNICATION PHRASES 
 
 

1 The Committee should receive and evaluate proposals for amendments and/or additions 
to the IMO Standard Marine Communication Phrases, submitted as appropriate. 
 
2 Such proposals should be examined collectively rather than individually when, in the 
Committee’s judgement, they are sufficient or of such importance as to warrant examination. 
 
3 Amendments to the IMO Standard Marine Communication Phrases should normally 
come into force at intervals of approximately five years. When, however, amendments are of a 
very important nature and/or require urgent action, the period may be shortened to three years. 
Amendments adopted by the Committee will be notified to all concerned and will come into 
force twelve months after the date of notification. 
 
 
 

_________________ 
 
 
 



IMC Y Asociados  Final Draft Report 

 
 May 2009  409 
 

 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

ANNEX 8: 
 

Circular MSC.1 216 
“REVISED RECOMMENDATIONS ON THE SAFE TRANSPORT OF DANGEROUS 

CARGOES AND RELATED ACTIVITIES IN PORT AREAS” 

 

 

 

 

 

 

 

 

 

 



 

 
 
I:\CIRC\MSC\01\1216.doc 

 
INTERNATIONAL MARITIME ORGANIZATION 
4 ALBERT EMBANKMENT 
LONDON SE1 7SR 
 
Telephone: 020 7735 7611 
Fax: 020 7587 3210 
 

 

 
IMO 

 

E
 

 
 
Ref. T3/1.02 MSC.1/Circ.1216 
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REVISED RECOMMENDATIONS ON THE SAFE TRANSPORT OF DANGEROUS 
CARGOES AND RELATED ACTIVITIES IN PORT AREAS 

 
 
1 The Maritime Safety Committee, at its sixty-fourth session (5 to 9 December 1994), adopted 
Recommendations on the safe transport of dangerous cargoes and related activities in port areas, 
which were disseminated by means of MSC/Circ.675. 
 
2 The Committee, at its eighty-second session (29 November to 8 December 2006), 
recognizing the need to align the relevant provisions of the Recommendations with those of 
the IMDG Code, as amended, and with the ISPS Code concerning security provisions, approved the 
Revised Recommendations on the safe transport of dangerous cargoes and related activities in port 
areas, set out in the annex. 
 
3 Member Governments are invited to bring the annexed Revised Recommendations to the 
attention of the appropriate authorities, shipowners, ship and berth operators, relevant cargo interests, 
emergency services and all others concerned. 
 
4 This circular revokes the aforementioned MSC/Circ.675. 
 
 
 

*** 
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FOREWORD 

 
A Recommendation on Safe Practice on Dangerous Goods in Ports and Harbours was first 
circulated by the Organization in November 1973. 
 
The subsequent development of new techniques in shore and ship operations, as well as the 
desirability of having more comprehensive recommendations which included dangerous goods in 
packaged form, liquid and solid dangerous substances and liquefied gas carried in bulk, made it 
necessary to revise and update the Recommendation. 
 
The Recommendation which was originally adopted as resolution A.289 (VIII), has been revised on 
several occasions and circulated as MSC/Circ.299 (12 February 1981), MSC/Circ.299/Add.1 
(8 July 1983) and MSC/Circ.675 (30 January 1995). 
 
The 1995 edition of the Recommendations included necessary updates and some novel features, the 
most important of which was guidance for the implementation of the Recommendations by those 
Member States which were in the process of developing the regulation of the transport of dangerous 
goods and related activities in their ports. 
 
In 1996, the Maritime Safety Committee agreed that the IMDG Code should be reformatted in a style 
consistent with the format of the UN Model Regulations with the intention of enhancing 
user-friendliness, compliance with the regulations and the safe transport of dangerous goods. 
  
At its seventy-fifth session in May 2002, the Maritime Safety Committee confirmed its earlier 
decision to make the IMDG Code mandatory in international law.  Thus, IMDG Code 
Amendment 31 became mandatory on 1 January 2004 without any transitional period under the 
umbrella of chapters VI and VII of SOLAS 74, as amended. 
 
The Recommendations are aligned with relevant IMO codes and the IMDG Code in particular.  It is 
considered essential to harmonize the rules within the port area with the ship in order to ensure 
smooth operations and to avoid misunderstandings between ship and shore. 
 
The Recommendations make a distinction between keeping and storage.  Dangerous cargoes 
temporarily in the port area as part of the transport chain are not considered as being stored as their 
presence is solely concerned with awaiting loading onto and further onward movement by another 
mode of transport.  Because this is an operation covered by the Recommendations, the term 
“keeping” is included in the overall definition of handling.  Storage, which involves the holding of 
substances for an indeterminate period not directly involved with the transportation process, is 
considered to be outside the scope of these Recommendations and has been excluded from the 
definitions.  Regulatory authorities may wish to regulate the storage of such substances but that 
would be achieved by other regulations unconnected with the transportation process. 
 
For the purpose of these Recommendations the term “cargo interests” refers to those organizations 
which can be involved with the dangerous cargoes even before such cargoes reach the port area and 
a ship, and also includes consignors (shippers), packers, those concerned with documentation, 
consolidators and forwarding agents. Experience has shown that this group has a crucial role to play 
in the safe transport of dangerous cargoes and that the Recommendations should also apply to them.  
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It is important to draw to the attention of the users of these Recommendations that the term 
“dangerous cargo” comprises oils, noxious liquid chemicals and gases carried in bulk, solid bulk 
materials possessing chemical hazards, solid bulk materials hazardous only in bulk, harmful 
substances in packaged form (covered by Annex III of MARPOL 73/78) as well as dangerous goods 
in packaged form (covered by the IMDG Code). 
 
Throughout the Recommendations the terms defined in chapter 2 have been highlighted in bold 
italic type.  
 
A non-exhaustive glossary of relevance to the handling of dangerous cargoes is given in appendix 1 
to this document. 
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1 INTRODUCTION 
 
1.1 The entry and presence of dangerous cargoes in port areas and any consequential handling 
should be controlled to ensure the general safety and security of the area, the containment of the 
cargoes, the safety of all persons in or near the port area, and the protection of the environment. 
 
1.2 The safety of life at sea and the safety and security of a ship, its cargo and its crew in a port 
area are directly related to the care which is taken with dangerous cargoes prior to loading or 
unloading, and during their handling. 
 
1.3 These Recommendations are confined to dangerous cargoes which are in a port area as part 
of the transport chain.  These Recommendations do not apply to dangerous substances which are 
used in a port area or are for general storage in the port area, but Governments may wish to control 
such use and storage by national legal requirements.  Should a substance covered by either of these 
exclusions subsequently be shipped, these Recommendations should then be applied, even though 
the substance is already in the port area. 
 
1.4 An essential pre-requisite for the safe transport and handling of dangerous cargoes is their 
proper identification, containment, packaging, packing, securing, marking, labelling, placarding and 
documentation.  This applies whether the operation takes place in a port area or at premises away 
from a port area. 
 
1.5 Whilst the total transport chain includes inland, port and marine elements, it is essential that 
every care is taken by those responsible for the matters in 1.4 and that all relevant information is 
passed to those involved in the transport chain and to the final consignee.  Attention should be paid 
to the possible differing requirements for different modes of transport. 
 
1.6 The safe transport and handling of dangerous cargoes is based on correct and accurate 
application of regulations for transport and handling of such cargoes and depends on appreciation by 
all persons concerned of the risks involved and on the full and detailed understanding of the 
regulations.  This can only be achieved by properly planned and carried out training and retraining of 
persons concerned. 
 
1.7 Surveys carried out by regulatory authorities of many countries have indicated the need for 
greater training activities.  Therefore, chapter 4 has been updated in response to those needs based on 
the provisions set out in chapter 1.3 of the reformatted IMDG Code.  
 
1.8  Chapter 5 is addressed to the regulatory authority, port authority, berth operator and cargo 
interests and describes their roles in the transport chain of dangerous cargoes and activities in port 
areas in respect of such cargoes. 
 
1.9 These Recommendations are intended to set out a standard framework within which legal 
requirements can be prepared by Governments, whether for the first time or as a revision, to ensure 
the safe transport and handling of dangerous cargoes in port areas.  These Recommendations are 
not intended to specify standards of construction and equipment. 
 
1.10 The IMO has adopted over the years a number of internationally recognized codes and 
guides, which are of direct relevance to the safe and secure transport and handling of dangerous 
cargoes in port areas, and which may serve as valuable sources of information in the development of 
national legal requirements.  Appendix 2 is a bibliography which lists the relevant IMO requirements 
and other relevant publications. 
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1.11 The codes and guides are under continuous review and are regularly revised.  It is essential 
that only the most up-to-date editions are used.  The contents of these codes and guides have been 
repeated in these Recommendations only to the extent necessary. 
 
1.12 Governments should ensure that national legal requirements concerning the transport and 
handling of dangerous cargoes are to the greatest extent possible compatible with the relevant codes 
and guides (see operative paragraph 2 of IMO resolution A.717(17) which: “STRONGLY URGES 
Governments to co-ordinate their work in the different organizations to prevent conflicts with 
established rules and regulations relating to the maritime transport of dangerous, hazardous and 
harmful cargoes, including environmentally hazardous substances (marine pollutants) and wastes”). 
 
1.13 Governments may consider pursuing co-operative programmes or agreements, between 
Member Governments and private industry, to establish integrated supply chain safety and security 
standards in the transport and handling of dangerous cargoes. 
 
2 APPLICATION AND DEFINITIONS 
 
2.1 Application 
 
These Recommendations apply to the entry and presence of dangerous cargoes in port areas both on 
ship and on shore.  It is intended that they should be made applicable to any ship visiting a port 
irrespective of its flag.  They should not apply to ships’ stores and equipment or to troopships and 
warships. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

2.1  The purpose of this section is to assist those drafting national legal requirements to ensure that such 
requirements are as effective as possible, by covering all possible circumstances in which dangerous cargoes are 
present in port areas, but do not apply in circumstances which should be excluded. 
 
It is recommended that the definitions are carefully studied and used so as to prevent misunderstandings. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
2.2 Definitions 
 
For the purpose of these Recommendations, the following definitions apply: 
 
Berth means any dock, pier, jetty, quay, wharf, marine terminal or similar structure (whether floating 
or not) at which a ship may tie up.  It includes any plant or premises, other than a ship, used for 
purposes ancillary or incidental to the loading or unloading of dangerous cargoes. 
 
Berth operator means any person or body of persons who has for the time being the day-to-day 
control of the operation of a berth. 
 
Bulk means cargoes which are intended to be carried without any intermediate form of containment 
in a cargo space which is a structural part of a ship or in a tank permanently fixed in or on a ship. 
 
Cargo interests means a consignor (shipper), carrier, forwarder, consolidator, packing centre or any 
person, company or institution involved in any of the following activities: identification, 
containment, packaging, packing, securing, marking, labelling, placarding or documentation, as 
appropriate, of dangerous cargoes for receipt by a port and transport by sea and having control over 
the cargo at any time. 
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Certificate of Fitness means a certificate issued by or on behalf of an Administration in accordance 
with the relevant codes for the construction and equipment of a type of ship certifying that the 
construction and equipment of the ship are such that certain specified dangerous cargoes may be 
carried in that ship. 
 
Dangerous cargoes means any of the following cargoes, whether packaged, carried in bulk 
packagings or in bulk within the scope of the following instruments:  
 

– oils covered by Annex I of MARPOL 73/78; 
– gases covered by the Codes for the Construction and Equipment of Ships Carrying 

Liquefied Gases in Bulk; 
– noxious liquid substances/chemicals, including wastes, covered by the Codes for the 

Construction and Equipment of Ships Carrying Dangerous Chemicals in Bulk and 
Annex II of MARPOL 73/78; 

– solid bulk materials possessing chemical hazards and solid bulk materials hazardous 
only in bulk (MHBs), including wastes, covered by group B schedules in the Code of 
Safe Practice for Solid Bulk Cargoes (BC Code); 

– harmful substances in packaged form (covered by Annex III of MARPOL 73/78); and 
– dangerous goods, whether substances, materials or articles (covered by 

the IMDG Code). 
 
The term dangerous cargoes includes any empty uncleaned packagings (such as tank-containers, 
receptacles, intermediate bulk containers (IBCs), bulk packagings, portable tanks or tank vehicles) 
which previously contained dangerous cargoes, unless the packagings have been sufficiently cleaned 
of residue of the dangerous cargoes and purged of vapours so as to nullify any hazard or has been 
filled with a substance not classified as being dangerous. 
 
Document of Compliance means a document issued by or on behalf of an Administration to a 
ship carrying dangerous goods in packaged form or in solid form in bulk under 
SOLAS regulation II-2/19.4 as evidence of compliance of construction and equipment with the 
requirements of that regulation. 
 
Flexible pipe means a flexible hose and its end fittings, which may include means of sealing the 
ends, used for the purpose of transferring dangerous cargoes. 
 
Handling means the operation of loading or unloading of a ship, railway wagon, vehicle, freight 
container or other means of transport, transfer to, from or within a warehouse or terminal area or 
within a ship or transhipment between ships or other modes of transport and includes intermediate 
keeping, i.e. the temporary storage of dangerous cargoes in the port area during their transport from 
the point of origin to their destination for the purpose of changing the modes or means of transport 
and movement within the port which is part of the transport supply chain for those cargoes.    
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

This term has been very widely drawn so as to cover all of the many operations which relate to dangerous 
cargoes in a port area. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
Hot work means the use of open fires and flames, power tools or hot rivets, grinding, soldering, 
burning, cutting, welding or any other repair work involving heat or creating sparks which may lead 
to a hazard because of the presence or proximity of dangerous cargoes. 
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Loading arm means an articulated hard pipe system and its associated equipment, which may 
include quick release couplings, emergency release systems or hydraulic power pack, used for the 
purpose of transferring dangerous cargoes.   
 
 –––––––––––––––––––––––––––––––––––––––– 

The term includes articulated pipes and hardarms. 
–––––––––––––––––––––––––––––––––––––––– 

 
Master means the person having command of a ship.  
  
 –––––––––––––––––––––––––––––––– 

It does not include a pilot or watchman.   
–––––––––––––––––––––––––––––––– 
  

Packing means the packing, loading or filling of dangerous cargoes into receptacles, intermediate 
bulk containers (IBCs), freight containers, tank containers, portable tanks, railway wagons, bulk 
containers, vehicles, ship borne barges or other cargo transport units. 
 
Pipeline means all pipes, connections, valves and other ancillary plant, apparatus and appliances in a 
port provided or used for, or in connection with, the handling of dangerous cargoes, but does not 
include a flexible pipe, loading arm or any part of a ship’s pipes, apparatus or equipment other than 
the termination of those parts of the ship’s pipes, apparatus or equipment to which a flexible pipe is 
connected. 
 
Port area means the land and sea area established by legislation. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

Note: Some port areas may overlap and legal requirements should take account of this possibility.  
In establishing the definition of port area in national legislation, careful thought needs to be given to ensuring 
that the laws apply to all of the various premises which might be involved. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
Port authority means any person or body of persons empowered to exercise effective control in a 
port area.   

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
It should be recognized that in some countries the effective control referred to is exercised by more than one 
authority, which may not necessarily include the port authority in the common sense of that phrase e.g., Captain 
of the Port. The control should encompass safety, security and environmental protection. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

Regulatory authority means the national, regional or local authority empowered to make legal 
requirements in respect of a port area and having powers to enforce the legal requirements. 
 
Responsible person means a person appointed by a shore side employer or by the master of a ship 
who is empowered to take all decisions relating to a specific task, having the necessary current 
knowledge and experience for that purpose and, where required, is suitably certificated or otherwise 
recognized by the regulatory authority. 
 
Ship means any seagoing or non-seagoing water craft, including those used on inland waters, used 
for the transport of dangerous cargoes. 
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Ships’ stores means materials which are on board a ship for the upkeep, maintenance, safety, 
operation or navigation of the ship (except for fuel and compressed air used for the ship’s primary 
propulsion machinery or for fixed auxiliary equipment) or for the safety or comfort of the ship’s 
passengers or crew.  Materials which are intended for use in commercial operations by a ship are not 
to be considered as ships’ stores (e.g., materials used for diving, surveying and salvage operations).   
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

Ships’ stores have been defined to include those substances which a ship would normally need to carry for its 
normal running, including for the comfort of passengers and crew, but does not extend to substances which it 
might carry for purposes of carrying out specialist functions of a ship, e.g., explosives carried on a deep sea 
salvage ship or dangerous substances used by a well stimulation ship. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
Skilled person means any person having the current knowledge, experience and competence to 
perform a certain duty. 
 
Stowage means the positioning of packages, intermediate bulk containers (IBCs), freight containers, 
tank containers, portable tanks, bulk containers, vehicles, ship borne barges, other cargo transport 
units and bulk cargoes on board ships, in warehouses, sheds or other areas. 
 
Transport means the movement by one or more modes of transport in port areas. 
 
Unstable substance means a substance which, by nature of its chemical make-up, tends to 
polymerize or otherwise react in a dangerous manner under certain conditions of temperature or in 
contact with a catalyst.  Mitigation of this tendency can be carried out by special transport conditions 
or by introducing adequate amounts of chemical inhibitors or stabilizers into the product. 
 
2.3 Security-related terms 
 
Security-related terms not otherwise defined in the present document have the meaning assigned to 
them in SOLAS chapter XI-2 and in the ISPS Code. 
 
3 WAREHOUSES, TERMINAL AREAS AND INFRASTRUCTURE 
 
3.1 General 
 
3.1.1 This chapter relates to jetties, pipelines, cargo sheds, container stacking areas, warehouses 
and terminal areas for dangerous cargoes, access and transport roads, rail links and waterways in 
port areas. 
 
3.1.2 The regulatory authority should take every care that, in defining the port area, it covers only 
areas where dangerous cargoes are transported, handled or kept for the purpose of changing the 
mode or means of transport.  Refineries, chemical plants, factories, etc., should not be included in 
the port area except for jetties or wharves relating to those activities. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.1.2   All dangerous cargoes moving by road, rail, barge or ship are governed by transport legal requirements 
covering such matters as packing, marking, labelling or placarding, documentation and segregation.  Worldwide, 
the transport legal requirements should be adequate to protect the population and the environment along the 
transport chain, including handling at the beginning or the end of the transport chain and during changes of the 
mode of transport.  This applies to all dangerous cargoes. 
 
As ports are places where there is an interchange between the modes of transport, the transport legal 
requirements to all the relevant modes of transport will apply in ports. 
 
However, in many industrialized countries there are specific legal requirements and standards for the design, 
construction and operation of refineries, chemical plants, tank farms, factories, storage and distribution centres 
or similar installations.  They may include legislation relating to labour, environment, pollution prevention, 
water protection or explosives. 
 
These specific legal requirements and standards sometimes differ considerably from the legal requirements 
based on these Recommendations.  To avoid conflict between the different legal requirements and the authorities 
responsible for their implementation, the Recommendations should not be applied to areas within or near a port 
that are not directly related to or involved in the transport of dangerous cargoes.  The Recommendations may 
also be applied to marine terminals not situated in port areas. 
 
Example 1 
 
One way of defining areas to which legal requirements based on the Recommendations apply is to attach a plan 
to the port laws or port by-laws, showing the various areas in different colours, e.g., (see figure 1): 
 

Blue = water areas to which the legal requirements apply; 
Red = ship/shore interface areas (berth, jetties, wharves) to which the legal requirements apply; 
Yellow = shore areas to which the legal requirements apply; and 
White = shore areas to which the legal requirements do not apply. 
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Figure 1 – Plan of Port area 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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3.1.3 The regulatory authority should establish general legal requirements to be met for new 
facilities or for extensions or major changes to existing facilities. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.1.3 The legal requirements and standards should cover, e.g.: 
 

.1 public works planning procedures; 
 
.2 zoning; 
 
.3 planning/project approval procedures; 
 
.4 environmental impact assessment; 
 
.5 planning laws for towns and country; 
 
.6 building, including standards for static and building materials and the carrying out of 

construction work; 
 
.7 fire protection; 
 
.8 environment protection, including protection from noxious substances, water pollution, 

explosives, ground pollution; 
 
.9 factories; and 
 
.10 labour safety. 

 
For most of the above subjects, international conventions, guidelines or recommendations are available. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.1.4 The regulatory authority should also encourage the upgrading of existing facilities to meet 
such requirements. 
 
3.1.5 When establishing such requirements the regulatory authority should make every effort to 
prevent conflicts with established legal requirements relating to the transport of dangerous cargoes 
including environmentally hazardous substances and wastes. 

 
––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––- 
3.1.5  Operative paragraph 2 of IMO resolution A.717(17) states: “Strongly urges Governments to 
co-ordinate their work in the different organizations to prevent conflicts with the established rules and 
regulations relating to the maritime transport of dangerous, hazardous and harmful cargoes, including 
environmentally hazardous substances (marine pollutants) and wastes.” 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

3.2 Land use planning 
 
3.2.1 When planning new facilities or upgrading of existing facilities in a port area the following 
factors should be considered: 
 

.1 the protection of safety, health and security of persons, property and the environment; 
 
.2 the dangerous cargoes to be transported or handled; 
 
.3 other hazardous installations in the vicinity; 
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.4 population density in the area under consideration including the vulnerability of the 
population; 

 
.5 ease of evacuation or other measures which may need to be taken in the event of an 

accident; 
 
.6 emergency services and procedures available; 
 
.7 possibility and probability of an accident occurring and the effects on health, 

property and the environment, depending on the dangerous cargoes to be transported 
or handled; 

  
.8 the provision of repair and cleaning facilities for ships and cargo transport units; and 
 
.9 the requirements of MARPOL 73/78 with respect to reception facilities. 

 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.2.1.7 In order to prevent flooding and fire and to provide protection against water pollution, additional 
precautions may be necessary. 
 
Example 2 
 
The following points should be considered: 
 

.1 the location of facilities on areas which are safe from flooding or are adequately protected 
from it by means such as dykes or walls; 

 
.2 ensuring unrestricted access/egress of the emergency services such as fire brigade or 

ambulance; 
 
.3 the limitation of size of areas where dangerous cargoes are kept; 
 
.4 the use of non-flammable construction materials; 
 
.5 the provision of lightning protection equipment; 
 
.6 the installation of smoke- and heat-extraction equipment; 
 
.7 ensuring an adequate supply of fire-extinguishing water and, if necessary, other    

extinguishing agents; 
 
.8 the provision of automatic fire detection equipment and, if necessary, automatic fire 

extinguishing installations and other fire-fighting equipment; 
 
.9 the provision of facilities to retain contaminated fire-extinguishing and cooling water; and 
 
.10 the provision of sealed areas and absorption equipment facilities for retaining spilled 

substances harmful to the aquatic environment. 
 ––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––  
 
3.2.2 Land use planning decisions should take into account the cumulative risk of all hazardous 
installations and substances in the vicinity of ports. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.2.2   Centres of population and other factories, refineries or chemical plants in the vicinity should be taken 
into account when planning port facilities. 
 
The cumulative risk of all hazardous installations and substances in the vicinity of the port, the population in 
the vicinity, the standard of the facilities and the emergency services available should be considered in 
determining limitations for classes of cargo to be handled, kept or transported in a port or which will remain on 
board a ship in transit. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.2.3 Land use planning decisions should always take into account international guidelines, 
experience and recommendations available from the various international bodies. 
 
 ______________________________________________________________________________________ 

3.2.3   When planning port facilities consideration should be given to the need for repair or cleaning facilities for 
ships and/or cargo transport units such as shipyards, lay-by berths, tank cleaning stations or workshops.  
Depending on the size of the port and the number and types of ships and cargoes, it may be necessary to provide 
all or at least some of these facilities. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.3 Considerations for specific dangerous cargoes 
 
3.3.1 Substances harmful to the aquatic environment 
 
3.3.1.1 Where practicable, wherever such substances are present in the port area, suitable means 
should be used to prevent these substances entering into the soil, water areas or drainage systems.  
This also applies to pipe and conveyor bridges. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.3.1.1   It may be impracticable to seal the complete port area to prevent substances harmful to the 
aquatic environment entering the soil. 
 
However, if there are areas where only specific types of cargo, e.g., bulk liquids, are handled or kept, the 
ground should be sealed. This may not be practicable in existing ports.   In other areas other means, such as 
absorbents, should be available for use in case of an accidental spillage.  To prevent harmful substances 
entering into the drainage systems, drain openings should be closed by means of special covers during the 
handling of such cargoes. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.3.1.2 Whenever practicable, drainage systems should be furnished with shut-off valves, sumps or 
basins and shore discharge facilities for contaminated water. 
 
3.3.1.3 Whenever practicable, such areas should be separated by containment walls, bunds or sills. 
 
3.3.2 Explosives 
 
3.3.2.1 Explosives should not be permitted to enter the port area unless the regulatory authority 
has granted permission to handle explosives.  This should include explosives in transit. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.3.2.1   Class-1 cargoes other than division 1.4S should only be allowed to enter the port area for direct 
transport to or from ships (import and export).  However, situations may arise where, despite all the precautions 
taken, these cargoes have to be kept in the port area for several hours.  In such situations a special site should be 
available for such short-term keeping. 
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Example 3 
 
An example of such a special facility might be a bunker like structure which: 
 
.1 consists of an area surrounded on three sides by a double steel pile wall, filled with sand; 
 
.2 has on its fourth side a double locked steel door; 
 
.3 is without a roof; 
 
.4 is accessible by road and rail; 
 
.5 has a sprinkler system installed; 
 
.6 has a storage tank underneath with sufficient capacity of collecting contaminated water; and 
 
.7 has an office container next to it with communication facilities provided for the watchmen, who should 

be present around the clock when cargo is inside the bunker. 
 
Example 4 
 
Another example would be to take the cargo to an isolated place which is secure. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

3.3.2.2 Where necessary and permitted by the regulatory authority a special site with suitable 
protection and with access by road and rail should be provided for the yard placement or storage 
location of explosives. 
 
3.3.2.3 Any such site should be fenced off to prevent the entry of unauthorized persons and should 
have facilities for watchmen, including adequate means of communications. 
 
3.3.2.4 Items for consideration by the regulatory authority in connection with the handling of 
explosives in ports are set out in annex 2. 
 
3.3.3 Temperature-controlled dangerous cargoes 
 
3.3.3.1 Where necessary, special areas, with shore facilities for connecting temperature-controlled 
cargo transport units to shore utilities should be provided.  The facilities should include 
back-up systems. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.3.3.1   Certain dangerous cargoes such as self-reactive substances (class 4.1), organic peroxides (class 5.2) 
and related substances need to be transported and handled under temperature control provisions specified in 
chapters 2.4, 2.5 and 7.7 of the IMDG Code.  These chapters provide information on their control temperature 
and emergency temperature and methods of temperature control.  Some infectious substances (class 6.2) shall 
also be transported and handled under special temperature control provisions which are required for their safe 
and successful delivery from a consignor to a consignee. 
 
This provides guidance to port authorities/berth operators if such cargoes have to be kept for short periods in 
a port area. 
 
Some dangerous cargoes are transported under controlled temperature or are stabilized by temperature control 
for quality assurance purposes rather than for safety purposes. 
 
It is recommended that direct delivery for loading or discharging of such cargoes should be arranged particularly 
if they are in cargo transport units.  Where this is not possible, ports should designate special areas or sheds 
where these cargoes can be kept.  These areas or sheds should have facilities, including back-up systems, for 
connecting temperature controlled cargo transport units to shore power supplies. 
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Certain dangerous cargoes may be transported in cargo transport units of a type refrigerated by liquid or solid 
refrigerants, such as solid carbon dioxide (dry ice) or liquid nitrogen.  In such cases sufficient refrigerant, with a 
margin for reasonable delays, should be carried in or with the cargo transport unit.  Neither liquid oxygen nor 
liquid air should be used as a refrigerant.  In the case of carbon dioxide, the cargo transport unit shall be marked 
in accordance with the relevant special provision in the IMDG Code. 
 
Temperature-controlled dangerous cargoes, being loaded in insulated, refrigerated and mechanically 
refrigerated vehicles, may be transported by ships if these vehicles conform to the provisions of sections 7.7.3, 
7.7.4 and 7.7.5, as appropriate, of chapter 7.7 of the IMDG Code. 
 
Less stringent means of temperature control may be used or artificial refrigeration may be dispensed with by the 
written approval of the competent authority, during the transport and handling of such dangerous cargoes at low 
ambient temperatures or during short international voyages. 
 
Because of the properties of this type of dangerous cargo (some may require explosive subsidiary risk labelling), 
it is necessary to control the temperature of any cargo transport unit to determine if dual refrigerating units may 
be required.  It may be necessary to implement emergency procedures (e.g., disposal of packages) if the 
specified temperature of the unit, the emergency temperature, is reached.  This is particularly important for ports 
in tropical zones in which the need for an open-sided shed for the keeping of such units should be considered. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.3.4 Radioactive material 
 
3.3.4.1 Where necessary, special areas, which include buildings built in accordance with 
international safety standards, should be provided for radioactive material. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.3.4.1   Normally radioactive material (dangerous goods of class 7 covered by chapter 2.7 of the IMDG Code) 
should only be allowed to enter the port for direct transhipment.  If they have to be kept in the port area for 
several hours special facilities should be provided.  An additional high fence at an adequate distance could 
provide additional safety and security. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.3.4.2 Any such areas should be secured to prevent the entry of unauthorized persons. 
 
3.4 Specific considerations for warehouses and terminal areas 
 
3.4.1 Dangerous cargo areas 
 
3.4.1.1 Dangerous cargo areas should have separate areas with all necessary facilities appropriate to 
the hazards emanating from the cargoes to be kept.  Where appropriate these facilities should include 
separate ventilation, drainage, fire resisting walls, ceilings, etc. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.4.1.1   The quantity and type of dangerous cargo areas will vary from port to port and depend on the volume 
and types of cargo handled in it.  In some ports it may be sufficient to have dedicated open areas which are 
either fenced off or clearly marked.  More sensitive dangerous cargoes may need to be kept in purpose built 
dangerous goods boxes, permanently stationed containers, magazines in general cargo sheds or dedicated and 
clearly marked areas in such sheds.  Other cargoes may require to be kept in an area that is covered by a roof but 
open on all sides.  Consideration should also be given to the maximum amount of cargo to be kept in area, and 
the maximum height of the stowage of such cargo. 
 

Example 5 
 
Figures 2 and 3 show how one port, handling about 400,000 tons of packaged dangerous cargoes of all classes 
annually, has dealt with it. 
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Figure 2 – Plan showing dangerous goods areas  
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 



 MSC.1/Circ.1216 
ANNEX 
Page 19 

 

I:\CIRC\MSC\01\1216.doc 

Figure 3 – Dangerous goods boxes 
 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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3.4.1.2 Dangerous cargo areas should, where possible, be located so that management and/or 
security personnel may keep them under continuous observation.  Otherwise, an alarm system may 
be provided or the spaces inspected at frequent intervals. 
  
3.4.1.3 The spaces should enable an adequate segregation of dangerous cargoes in accordance with 
the legal requirements of the regulatory authority. 
 
3.4.2 Container stacking areas/rail sidings/lorry parking areas 
 
3.4.2.1  Separate areas may be designated for specific dangerous cargoes. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.4.2.1   In addition to providing sufficient space for segregation, the layout of the dangerous cargo area should 
provide adequate access to the dangerous cargoes kept in that area and access lanes for handling equipment such 
as lift trucks. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.4.2.2 Segregation requirements of the regulatory authority should be met when designating areas. 
 
3.4.2.3 Care should be taken that, in case of an emergency, adequate access is provided for handling 
equipment, emergency services, etc.   
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.4.2.3   The following illustrates how one port with straddle carrier operations has dealt with it (see 
also figure 4). 
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Figure 4 – Container storage area 
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Example 6 
 
One hundred and eighty-five lanes out of a total of three hundred and seventy (every odd numbered lane) are 
designated for containers carrying dangerous cargoes.  Each such lane is marked with a red triangle.  Only the 
first container positioned in a lane may contain dangerous cargoes to allow opening of the door for easy access 
in case of an emergency.  The segregation requirements for the containers are in accordance with the 
IMDG Code requirements for “on deck” stowage, which are set out in chapter 7.1 of the Code.  However, in this 
case stacking of dangerous goods containers is prohibited.  For containers requiring temperature control, lanes 
with shore power connection stations are available. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
3.4.2.4 Adequate emergency facilities should be provided.  These should be appropriate to the 
hazards of the dangerous cargoes to be handled. 
 
3.4.3 Fumigation areas 
 
3.4.3.1 Separate areas should be provided or designated for ships and/or cargo transport units to be 
fumigated. 
 
3.4.3.2 Whenever practicable, these areas should be fenced off to prevent the entry of unauthorized 
persons and should have facilities for watchmen.  The facilities should include adequate means of 
communication. 
 
3.4.3.3 A guide to fumigation operations is set out in annex 7. 
 
3.4.4 Special areas for damaged dangerous cargoes and wastes contaminated with  

dangerous cargoes 
 
3.4.4.1 Special areas for damaged dangerous cargoes and wastes contaminated with dangerous 
cargoes should be provided, where damaged dangerous cargoes may be kept and repacked or 
contaminated wastes separated and kept until their disposal. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

3.4.4.1   The following describes how one port has dealt with it: 
 
Example 7 
 
The facility consists of an area surrounded by a high fence which is easily accessible by road and rail.  Inside 
there are two buildings.  One is for the personnel required to work there and contains all controls for the 
drainage system, means of communication and emergency equipment. 
 
The second is a shed where damaged cargo can be kept safely.  The shed is divided into three sections, each of 
which can accommodate one 40 foot container.  The floor is sloped to allow the containment of 30 m3 of 
contaminated liquids within shed.  The floor is made of concrete and has a double barrier-layer sheet underneath 
which seals it from the ground.  The barrier-layer sheet has a drain system which enables the user to 
immediately detect any damage (leakage) by means of a vacuum pump.  The handling area in front of the shed is 
also made of concrete and sealed. 
 
The drainage system has been especially designed and is resistant to approximately 95% of all dangerous 
substances handled in the port.  All pipes are made of PE-HD (high density polyethylene) while all valves are 
coated with PTFE (polytetrafluoroethylene).  Three storage basins are available, two small ones of 2 m3 capacity 
each and a large one with a capacity of 80 m3.  All basins are coated. 
 
Normally, all valves are kept in an open position to allow direct drainage into the harbour.  When damaged 
cargo or contaminated waste is handled, the valves are closed.  Only when no spillages have occurred during the 
handling are the valves opened again. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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3.4.4.2 Such areas should, where appropriate, be covered, have a sealed floor or ground, separate 
drainage systems with shut-off valves, sumps or basins and means to discharge contaminated water 
to special facilities in order to safeguard the port area and the environment. 
 
3.4.4.3 Such areas should be fenced off to prevent the entry of unauthorized persons and should 
have facilities for watchmen.  The facilities should include adequate means of communication. 
 
3.4.5 Repairing/cleaning facilities 
 
3.4.5.1 Where repair or cleaning facilities for ships or cargo transport units are provided, they 
should be situated well away from any area where dangerous cargoes are transported or handled.  
This should not preclude the carrying out of minor voyage repairs on ships at cargo handling berths 
or cleaning of cargo tanks at tanker terminals. 
 
3.4.5.2 Cleaning facilities should be designated and constructed to protect the environment when 
environmentally hazardous substances are used or are otherwise involved, in the cleaning process. 
 
3.4.6 Reception facilities 
 
3.4.6.1 Facilities should be provided for the reception and disposal of bilge water, wastes, ballast 
and slops, contaminated with dangerous cargoes, as appropriate. 
 
3.4.7 Tank storage and pipelines 
 
3.4.7.1 Permanent installations for the storage of liquid dangerous cargoes, including pipelines, in 
the port area should be designated, constructed and maintained in accordance with the regulatory 
authority’s legal requirements, taking into account temperature, the development of pressure, 
compatibility of substances and the need to ensure harmonization with the requirements laid down 
for ships. 
 
4 TRAINING 
 
4.1 Regulatory authorities 
 
4.1.1 The regulatory authority should establish minimum requirements for training and, where 
appropriate, qualifications for each person involved, directly or indirectly, in the transport or 
handling of dangerous cargoes. 
 
4.1.2 Regulatory authorities involved in the development or enforcement of legal requirements 
relating to the supervision of transport or handling of dangerous cargoes should ensure that their 
personnel are adequately trained, commensurate with their responsibilities. 
 
4.2 Management 
 
4.2.1 Management should ensure that all shipboard and shore personnel involved in the transport 
or handling of dangerous cargoes or in the supervision thereof are adequately trained, 
commensurate with their responsibilities within their organization. 
 
4.2.2 Management at all levels should exercise day-to-day responsibility for health and safety. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

4.2.2   Whilst duties to comply with legal requirements cannot be delegated by management, responsibilities 
within undertakings to implement safe operational procedures on a day to day basis may be delegated, as 
appropriate, to all levels of management and should be exercised by them. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
4.2.3 In order to draw up safe operational procedures for the transport and handling of dangerous 
cargoes, management should carry out an assessment of the risks involved.  In certain cases a 
quantified risk assessment may be necessary. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

4.2.3   It is generally accepted that the majority of all accidents are linked to the human element, for example 
attitude, communication problems or fatigue.  It is essential, therefore, that operating procedures take the human 
factor into account. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 
4.3 Personnel (cargo interests, berth operators and ships) 
 
4.3.1 Every person engaged in the transport or handling of dangerous cargoes should receive 
training on the safe transport and handling of dangerous cargoes, commensurate with his 
responsibilities. 
 
4.3.2 Shore-based personnel should receive general awareness/familiarization training, 
function-specific training and safety training.  Such persons may be those who: 
 

.1 classify dangerous goods and identify Proper Shipping Names of dangerous goods; 
 
.2 pack dangerous goods in packages; 
 
.3 mark, label or placard dangerous goods; 
 
.4 pack/unpack cargo transport units; 
 
.5 prepare transport documents for dangerous goods; 
 
.6 offer dangerous goods for transport; 
 
.7 accept or receive dangerous goods for transport; 
 
.8 handle dangerous goods in transport; 
 
.9 prepare dangerous goods loading/stowage plans; 
 
.10 load/unload dangerous goods into/from ships; 
 
.11 carry dangerous goods in transport; 
 
.12 inert cargo tanks; 
 
.13 measure and sample cargo tanks; 
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.14 wash cargo tanks under the approved procedures and arrangements; 
 
.15 enforce, survey or inspect for compliance with applicable legal requirements and 

rules and regulations; or 
 
.16 are otherwise involved in the transport of dangerous goods as determined by the 

Competent Authority. 
 
4.4 Training content 
 
4.4.1 General awareness/familiarization training 
 
4.4.1.1 Every person should receive training on the safe transport and handling of dangerous 
cargoes, commensurate with his duties.  The training should be designed to provide familiarity with 
the general hazards of relevant dangerous cargoes and the legal requirements.  Such training should 
include a description of the types and classes of dangerous cargoes; marking, labelling and 
placarding, packing, segregation and compatibility requirements; a description of the purpose and 
content of the transport documents; and a description of available emergency response documents. 
 
4.4.2 Function-specific training 
 
4.4.2.1 Every person should receive detailed training concerning specific requirements for the 
transport and handling of dangerous cargoes which are applicable to the function that he performs. 
 
4.4.3 Safety training 
 
4.4.3.1 Each person should receive training commensurate with the risks in the event of a release of 
dangerous cargoes and the functions he performs, on: 
 

.1 methods and procedures for accident avoidance, such as proper use of package-
handling equipment and appropriate methods of stowage and segregation of 
dangerous cargoes; 

 
.2 necessary emergency response information and how to use it; 
 
.3 general dangers of the various types and classes of dangerous cargoes and how to 

prevent exposure to their hazards including, if appropriate, the use of personal 
protective clothing and equipment; and 

 
.4 immediate procedures to be followed in the event of an unintentional release of 

dangerous cargoes, including any emergency procedures for which the person is 
responsible and the personal protection procedures to be followed. 

 
4.4.3.2 Such training should be provided or verified upon employment in a position involving the 
transport or handling of dangerous cargoes and should be periodically supplemented with 
retraining, as deemed appropriate by the regulatory authority. 
 
4.4.3.3 Records of all safety training undertaken should be kept by the employer and made 
available to the employee if requested. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

4.4.3.3 Detailed description of recommended training for shore-side personnel involved in the transport and 
handling of dangerous cargoes are given in section 1.3.1 of chapter 1.3 of the IMDG Code. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

4.4.4 Security training (see also section 5) 
 
4.4.4.1  Security training for personnel having duties in relation to the handling and transport of 
dangerous cargoes should be appropriate with their responsibilities and duties under the provisions 
of the port facility security plan (section A/2.1.5 of the ISPS Code).  In addition, the training 
requirements specific to security of dangerous goods given in chapter 1.4 of the IMDG Code should 
also be addressed. 
 
5 SECURITY PROVISIONS 
 
5.1 The special measures to enhance maritime security are contained in SOLAS chapter XI-2 and 
in the ISPS Code. The requirements form the international framework through which ships and port 
facilities can co-operate to detect and deter acts which threaten security in the international maritime 
transport sector.  
 
5.2 In addition, explicit security provisions for personnel, involved in the transport of dangerous 
goods by sea and shore-based personnel involved in handling IMDG Code classified dangerous 
cargoes in ports, have been included in the IMDG Code since Amendment 32-04. 
 
5.3 Notwithstanding the provisions of section 2.1 on application, because of the importance of 
detecting and preventing possible security threats and breaches in security, when IMDG Code 
classified dangerous cargoes might be involved, attention is drawn to the requirements of chapter 1.4 
(Security provisions) of the IMDG Code. 
 
5.4 Competent Authorities should consider developing appropriate security-related provisions, 
based on the philosophy on which chapter 1.4 of the IMDG Code is based, for the non packaged 
dangerous cargoes. 
 
6 RESPONSIBILITIES 
 
6.1 Role of regulatory authorities  
 
6.1.1 The regulatory authority should ensure that appropriate legal requirements, based upon these 
Recommendations are made and reviewed regularly. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.1.1   The regulatory authority responsible for port safety varies from country to country.  More than one 
authority is frequently involved with different authorities, being responsible for different aspects, e.g. for marine 
and inland transport safety and the safety of ships’ crew and passengers, shore side safety and the safety of shore 
employees, land use planning or environmental matters.  In some countries the regulatory authority or authorities 
may be national or federal bodies, whilst in others the authorities may be the state, regional or local authorities 
or a combination of some or all of these. 
 
It is possible that different sections of the Recommendations will be incorporated in separate legal requirements 
or legal requirements which are the responsibility of two or more regulatory authorities.  In such cases it is 
essential that there is effective liaison between the authorities to ensure that the legal requirements are consistent 
and that gaps are not left between them. 
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In some cases it may be necessary for legal requirements made by different regulatory authorities to overlap.  An 
example could be requirements applying to shore side organizations working on ships and ships’ crew.  Again it 
is essential that there is effective liaison between the authorities to ensure that the legal requirements are 
harmonized. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.1.2 The regulatory authority should make arrangements for appropriate enforcement action to be 
taken to ensure compliance with the legal requirements. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.1.2   To be effective it is essential that the legal requirements are enforced consistently in accordance with a 
country’s legal system.  Enforcement ensures that those with duties under the legal requirements are aware of 
the likelihood of penalties being imposed on them if they fail to comply with the legal requirements. 
 
Regulatory authorities should, therefore, consider by what body the legal requirements should be enforced and 
ensure that the officers concerned are adequately trained and instructed. 
 
Regulatory authorities’ enforcement strategy should include random checks. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.1.3 As some of the matters covered by these Recommendations are better dealt with by the 
people on the spot, the regulatory authority should consider whether some of the legal requirements 
should be enforced by the port authority. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.1.3   Regulatory authorities should consider if any of the legal requirements need to be dealt with on a 
day-to-day basis by persons on the spot.  If regulatory authorities decide this is so and it is permitted by the legal 
system of the country or State concerned, they should consider whether particular legal requirements should be 
enforced by the port authority rather than by themselves. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.1.4 Where appropriate, national legal requirements should permit purely local matters to be 
regulated by local rules (by-laws), enforced by the port authority.  Such local rules should not 
duplicate nor be contrary to any of the national legal requirements. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.1.4   The regulatory authority should make provision for port authorities to make local rules or by-laws.  
Potential confusion due to differences between the local rules or by-laws in different ports can be minimized by 
the development by regulatory authorities of model by-laws to harmonize the requirements of by-laws that are 
found to be necessary in many ports. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

6.1.5 The regulatory authority should take steps to ensure that appropriate advice is made 
available to all those who have duties under the legal requirements. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.1.5   Persons with duties under the legal requirements often need advice or guidance on how to comply with 
them.  Regulatory authorities should take steps to ensure that such advice is available.  This may take the form 
of internationally recognized codes or guidance, such as certain chapters and sections of the IMDG Code and its 
Supplement which remain recommendatory, while the IMDG Code is a mandatory IMO instrument, or the 
International Safety Guide for Oil Tankers and Terminals (ISGOTT), the ILO Code of Practice Safety and 
Health in Ports, national guidance published by the regulatory authority or guidance published by other 
reputable bodies such as industry organizations.  In addition, the regulatory authority should be prepared to give 
advice about the legal requirements when appropriate. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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6.2 Role of port authorities 
 
6.2.1 The port authority should exercise control over the movement of shipping through the port 
area and should establish systems for the receipt of prior notification and the conditions under which 
dangerous cargoes may enter the port area. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.2.1   The port authority should make known any limitations on the classes or quantities of dangerous cargoes 
that may be handled in the port area.  In determining any such limits, the port authority should take into account 
any relevant requirements of the regulatory authority (e.g., limits specified in an explosives licence), land use 
planning restrictions and sensitive nearby premises such as schools, hospitals, special-needs housing etc.  
Special consideration should be given to the needs of ships to enter the port area under stress of weather or other 
emergency.  In some cases it may not be appropriate to permit a ship to enter the port owing to the potential 
risks to other ships and shore premises. 
 
The port authority should make arrangements to regulate the presence or handling of any cargo which gives rise 
to a risk to the health or safety of any person, whether or not within the port area, due to the condition of the 
dangerous cargo itself or the condition of a freight container, portable tank or other receptacle containing the 
cargo or of any ship or vehicle carrying it.  The condition referred to does not relate to the inherent properties of 
the cargo, e.g., the corrosiveness of an acid. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.2.2 The port authority should exercise control over the shore side entry of dangerous cargoes 
into the port area and should establish systems for the receipt of prior notification and the conditions 
under which dangerous cargoes may enter the port area. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.2.2   The international nature of shipping means that ships are likely to call at many ports in many countries.  
Significant differences in the legal requirements relating to dangerous cargoes in transit between different ports 
and countries could cause confusion and misunderstandings which could possibly lead to dangerous situations.  
So far as possible, therefore, the legal requirements of ports within a country and of ports of different countries 
should be harmonized.  This is best done by basing the necessary legal requirements on these 
Recommendations. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.2.3 The port authority, where it has been empowered to do so, should make provisions to enforce 
the relevant part of the national legal requirements. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.2.3   The port authority should make arrangements for suitably trained personnel to enforce any national legal 
requirements that the regulatory authority requires it to enforce. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.2.4 Where appropriate, the port authority should develop and enforce local port rules (by-laws) 
covering dangerous cargoes in the port area. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.2.4   Any local rules or by-laws should be kept to the minimum and should deal only with local matters 
specific to the port.  They should nor duplicate or be inconsistent with the national legal requirements.  Such 
by-laws may include navigational requirements relating to the circumstances of a particular port.  The port 
authority should make arrangements for any such local rules or by-laws to be enforced by suitably trained 
personnel. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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6.2.5 The port authority should, when it is within the scope of its responsibility, develop, maintain, 
publicize and practice, as appropriate, plans for any foreseeable emergency concerning dangerous 
cargoes in the port area. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
6.2.5   The port authority should prepare and keep up to date an emergency plan for dealing with any 
emergencies that may arise.  This should include emergencies which involve, or could involve, dangerous 
cargoes in the port area.  The emergency plan should be compatible with any local emergency plan and 
emergency plans of any nearby premises with which it may overlap and any other body, for example, other 
responsible authorities, that may be involved in such an emergency. 
 
The emergency plan should cater for all emergencies that are likely to occur.  In addition to considering the 
emergencies that are likely to occur during the normal operation of the port, the port authority should consider 
external emergencies that could affect dangerous cargoes whilst in the port area.  These may include the entry of 
ships in distress carrying dangerous cargoes not normally handled in the port, emergencies in nearby premises 
and emergencies involving bridges in the port area or aircraft. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.3 Role of berth operators and cargo interests 
 
6.3.1 The berth operator and cargo interests have the prime responsibility for carrying out the 
transport and handling of dangerous cargoes in a manner which safeguards the health and safety of 
their employees and others who may be affected by the operations, including the general public. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.3.1   In many cases particularly at intermodal transfer points such as ports, the activities of two or more 
undertakings will overlap.  In such cases the duties will also overlap and co-operation between the managements 
of the undertakings will be essential to ensure that the necessity standards of health and safety are maintained. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.3.2 The berth operator and cargo interests should consider the risks associated with such 
activities in port areas and take them into account when devising safe operational procedures.  The 
procedures should ensure compliance with relevant legal requirements. 
 
6.3.3 The berth operator and cargo interests should provide appropriate information, instruction, 
training and supervision to their employees to ensure that the safe operational procedures are 
followed in practice.  Such supervision should include procedures to verify that dangerous cargoes 
comply with the relevant legal requirements and can be accepted for onward transport. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.3.3   Health and safety in relation to the transport and handling of dangerous cargoes is only achieved by 
positive action.  It needs to be managed in the same way as any other resources.  A framework for achieving 
successful management of health and safety involves: 
 

.1 setting up a clear policy for health and safety which fully complies with the minimum 
standards laid down in national and local legal requirements, as appropriate; 

 
.2 drawing up realistic and safe operational procedures and standards; 
 
.3 organizing staff to implement the procedures; 
 
.4 routine checking of actual practices against the procedures; and 
 
.5 periodic audit and review of the arrangements as a whole. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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6.3.4 The berth operator should ensure that appropriate plans are made to deal with foreseeable 
emergencies.  Such plans should be co-ordinated with the port emergency plan and relate to incidents 
and their consequences in the area they control within the port area and in adjacent areas or 
premises. 
 
6.3.5 The berth operator should ensure that all accidents and other emergencies, including those 
involving property, are properly investigated to identify their causes, reported as required by national 
and local legal requirements, and that any remedial action necessary to correct any deficiencies and 
prevent any recurrence is taken promptly. 
 
6.3.6 The berth operator and cargo interests should ensure that the safety of all aspects of the 
transport and handling of dangerous cargoes is regularly reviewed. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

6.3.6   Management should periodically undertake a review of all aspects of the management of health and 
safety in connection with the transport and handling of dangerous cargoes, so as to ensure that proper procedures 
are being implemented, that they remain appropriate for the risks they are intended to control, that operational 
and accident experience is taken into account and that complacency is avoided. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
6.3.7 Cargo interests should also ensure that dangerous cargoes they forward for transport by sea 
comply with the relevant legal requirements. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
6.3.7   In many ways the management of cargo interests holds the key to the health and safety of all those further 
along the transport chain.  Often only they will have control over the correct packing, segregation and securing 
of the contents of cargo transport units.  In many cases the packer of a cargo transport unit will be the last person 
who sees the inside of it until it reaches its final destination and will, therefore, have the prime responsibility for 
ensuring it is correctly and securely packed.  Cargo interests should ensure that all cargo transport units for 
transport by sea are suitable for the purpose in accordance with the Container Safety Convention (CSC), 1972, 
where relevant and are correctly packed, placarded, marked and documented in accordance with the 
requirements of the IMDG Code and other relevant codes and are loaded in accordance with the IMO/ILO/UN 
ECE Guidelines for packing of cargo transport units before passing them on along the transport chain. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 
6.4 Awareness 
 
6.1.1 All persons involved with the transport or handling of dangerous cargoes should be 
appropriately trained to ensure that they are aware of the hazards associated with such cargoes and 
the precautions that should be taken. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
6.4.1   It is essential that every person in any undertaking involved with the transport or handling of dangerous 
cargoes has an appropriate degree of training and awareness of the hazards and risks associated with such 
dangerous cargoes and of the procedures and precautions that should be followed.  Lack of such knowledge can 
result in injury to themselves and others.  This is equally applicable to all employees. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 



 MSC.1/Circ.1216 
ANNEX 
Page 31 

 

I:\CIRC\MSC\01\1216.doc 

7 GENERAL RECOMMENDATIONS FOR REGULATORY AUTHORITIES, PORT 
AUTHORITIES, SHIPS, BERTH OPERATORS AND CARGO INTERESTS 

 
7.1 Regulatory authorities and port authorities 
 
7.1.1 Acceptability of dangerous cargoes in port areas 
 
7.1.1.1 The regulatory authority should determine the classes and quantities of dangerous cargoes 
which may be permitted to transit or to enter a port area by any mode of transport and the 
conditions under which they are to be handled, having regard to the facilities available for the 
reception and keeping of dangerous cargoes and the location of the port area in relation to nearby 
installations and centres of population.  The regulatory authority should make such information 
available in the national and, where appropriate, English languages. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.1.1   Restrictions on the type and quantity of dangerous cargoes allowed to stay within the port area may be 
necessary, depending on nearby housing areas, other hazardous installations such as tank farms or chemical 
plants and special environmental protection areas. 
 
When establishing quantity limitations or other restrictions, the considerations should be given to the expertise 
and the equipment available within the organizations responsible for emergency response (e.g., fire brigade, 
hospitals, and ambulance). 
 
It is very important that those who are involved in the transport of dangerous cargoes by sea are informed about 
any restrictions by means of official publications (e.g., port by-laws) to avoid such dangerous cargoes arriving 
by ship or other means of transport and having to be rejected because of restrictions.  As English is 
internationally accepted as the maritime language, the use of that language is recommended. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.1.2 The port authority should be empowered to refuse dangerous cargoes intended for keeping 
within, or transit through, the port area, if it is considered that their presence would endanger life or 
property because of their condition, the condition of their consignment, the condition of their mode 
of conveyance, or the conditions in the port area.  Notwithstanding this provision all reasonable 
effort should be made to aid a ship in distress, particularly when the lives of its crew are in danger. 
 
7.1.1.3 If any dangerous cargo within the port area constitutes an unacceptable hazard, the port 
authority should be able to remove, or order the removal of, any such cargo or any ship, package, 
freight container, tank-container, portable tank, vehicle or other cargo transport unit containing it. 
 
7.1.1.4 An unstable substance should not be accepted unless all conditions necessary to ensure its 
safe transport and handling have been specified and met.   
 
7.1.1.5 Competent Authority approvals or exemptions should accompany all shipments when 
operational and/or transport requirements different to the IMDG Code have been permitted by a 
Competent Authority (MSC/Circ.1075). 
 
7.1.2 Advance notification 
 
7.1.2.1 The regulatory authority should establish a system whereby the port authority is notified in 
good time, but generally not less than 24 hours in advance of the arrival of dangerous cargoes in the 
port area.  The regulatory authority should establish and make information on the various categories 
and minimum quantities of such categories of dangerous cargoes for which prior notification of 
arrival is required.  The system may enable special arrangements to be made or exemptions to be 
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granted as appropriate for certain categories and/or quantities of dangerous cargoes, for certain 
modes of transport and for short voyages.  This will include ships carrying dangerous cargoes 
which intend to transit through the port area.  Where possible all dangerous goods should be 
manifested on FAL Form 7 as amended. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.2.1   The notification serves the purpose of allowing the port authority to check if the cargoes to be handled 
or in transit can be accommodated without jeopardizing the port’s safety at the intended date and time, taking 
into account the type and quantity of cargo involved and any quantity limitations in force. 
 
Furthermore, it allows the port authority to verify the details (such as classification, quantity, type, packing 
group) and to arrange any necessary corrections in advance.  It may also be used to inform the emergency 
services well in advance of the type and quantities expected, so that they will be able to take the necessary 
precautions in case of a specific risk from such cargoes. 
 
All port authorities should know where their dangerous cargoes and related documents are located.  In many 
ports the individual advance notifications are used to create an overview of all the dangerous cargoes in the port, 
that is, which cargoes are located where and in what quantities.  The use of electronic data processing (E.D.P.) 
will facilitate the keeping of such records but requires a standardized notification format. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.2.2 Advance notification should also be given when a ship or a cargo transport unit arrives 
under fumigation.  The notification should contain the name of the fumigant and the date of 
application. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.2.2   Reference is made to the “Recommendations on the Safe Use of Pesticides in Ships” in the Supplement 
to the IMDG Code.  In many cases additional national health regulations have to be observed. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.2.3 The advance notification should also include any deficiency of the ship, its equipment 
and/or the containment of dangerous cargoes which may affect the safety in the port area or 
the ship. 
 
7.1.2.4 The regulatory authority should establish a system whereby the port authority of the port 
of departure is notified, in good time but generally not less than 3 hours prior to the departure of a 
ship, of the dangerous cargoes on board. 
 
7.1.2.5 The advance arrival and departure notification should be given by letter, telex, telefax, or 
electronic data interchange (EDI) transmission techniques such as the international forwarding and 
transport of dangerous goods notification (IFTDGN) or any other means acceptable to the 
port authority. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.1.2.5   In accordance with the requirements of chapter VII part A regulation 4 of the SOLAS Convention and 
the requirements of Annex III of the MARPOL 73/78 Convention,  ships shall make available, to the port State 
authority, a detailed stowage plan or a list of all dangerous cargoes with their stowage position on board prior to 
leaving the port.  This serves to ensure the availability of information on dangerous cargoes on board in cases 
where the relevant cargo documents cannot be obtained or communication is impossible due to an accident 
involving the ship.  It can also be used to ensure advance notification to the next port of call. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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7.1.2.6 The information which should be given is set out at annex 1. 
 
7.1.2.7 For dangerous cargoes arriving by sea the notification should be given by the master of the 
ship, the shipowner, or his agent.  For dangerous cargoes arriving by road, rail or inland watercraft, 
advance notification should be given by the cargo interests. 
 
7.1.3 Berthing 
 
7.1.3.1 The port authority should be empowered to: 
 

.1 direct when and where a ship, having any dangerous cargoes on board, should 
anchor, moor, berth or remain within the port area, taking into consideration relevant 
matters such as the quantity and nature of the dangerous cargoes involved, the 
environment, the population, the weather conditions; 

 
.2 direct, in an emergency, a ship having any dangerous cargoes on board to be moved 

within the port area, or to be removed from the port area having due regard to the 
safety of the ship and its crew; and 

 
.3 attach such requirements to any such directions as are appropriate to local 

circumstances and the quantity and nature of the dangerous cargoes involved. 
 
7.1.3.2 The regulatory authority should require that adequate safe means of access are provided 
between the ship and the shore. 
 
7.1.4 Emergency procedures 
 
7.1.4.1 The regulatory authority should require that appropriate emergency arrangements (plans 
and procedures) are made, brought to the attention of all concerned and ensure their training is 
appropriate and commensurate with their responsibilities.  These arrangements should include: 
 

.1 the provision of appropriate emergency response alarm operating points; 
 
.2 procedures for notification of an incident or emergency to the appropriate emergency 

response services within and outside the port area; 
 
.3 procedures for notification of an incident or emergency to the port area users both on 

land and water; 
 
.4 the provision of emergency equipment appropriate to the hazards of the dangerous 

cargoes to be handled; 
 
.5 the formation of a local emergency response team to co-ordinate action in the case of 

a major emergency and to deal with any day-to-day untoward incidents such as a 
minor leak or spillage of dangerous cargoes; 

 
.6 co-ordinated arrangements for the release of a ship in case of an emergency; and 
 
.7 arrangements to ensure adequate access/egress at all times. 

 



MSC.1/Circ.1216 
ANNEX 
Page 34 
  

 
I:\CIRC\MSC\01\1216.doc 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.1.4.1   Berth emergency plans should be harmonized with the port emergency plan and the emergency plans of 
any other relevant nearly premises.  The plans should include agreed arrangements for alerting the port authority 
and other premises as appropriate. 
 
The emergency plan should set out clearly how it is to be initiated, the steps to be taken to put it into practice 
and identify the facilities and equipment that would be available in the event of an emergency. 
 
It is essential to ensure that communications can be maintained with the emergency services at all times during 
an emergency.  It is therefore necessary to ensure that facilities for dealing with the media and the public are 
kept separate from those used to control the emergency. 
 
The emergency plan should be distributed to all organizations and to all bodies who may be involved with it in 
the event of an emergency. 
 
Port authority personnel who may be involved in putting the emergency plan into effect should be suitably 
instructed and trained in its operation. 
 
Persons who may be involved in clean up measures should be aware of the limitations of their knowledge and 
capabilities and have clear instructions as to when to call on external sources of help. 
 
The emergency plan should be exercised at regular intervals, e.g., at least once per year.  Whilst full-scale 
exercises are desirable, they may only be practicable infrequently.  In such circumstances, table-top exercises 
should be carried out at more frequent intervals. 
 
The emergency plan should be reviewed periodically on a routine basis, as well as after each occasion that it has 
to be put into effect or is exercised and when changes are made in the port.  Any lesson that can be learned 
should be incorporated in a revision of the plan. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.4.2 The regulatory authority should require the preparation and maintenance of records of the 
dangerous cargoes which are present in the port area for use in emergency. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.4.2   The records may be prepared from the notifications required by 7.1.2.1 and 7.1.2.4, together with 
details of arrival and departure.  The records should show the type, quantity and location of the dangerous 
cargoes in the port area. 
 
The records should include: 
 

.1 intermediate keeping within the port area for the purpose of changing the mode of transport; 
 
.2 dangerous cargoes remaining on board in transit (see 7.2.5.1.1); and 
 
.3 dangerous cargoes to be loaded and discharged in the port (see 7.2.5.1.2/3). 

 
The use of electronic data processing (EDP) has the advantage of having the possibility to provide other 
authorities like fire brigade, port police or port health or other authorities with the same information through 
electronic data interchange (EDI). 
 
Provided that the system is constantly updated and functions without disturbance, it can provide instant 
information to the emergency services about the type and quantities of dangerous cargoes that may be involved 
in an incident, immediately after the receipt of the notification.  It will enable the emergency services to plan 
manpower and equipment deployment already on their way to the location of the incident and take all necessary 
precautions right away (e.g., evacuation of people, etc.) especially when the system is connected to a dangerous 
substances database. 
 
The records can also be maintained manually.  In such cases each shed, warehouse or area where dangerous 
cargoes are kept, should have a designated place (e.g., a red box) where all relevant documents of each 
dangerous cargo kept within the premises are placed.  The location should be chosen in close co-operation with 
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the emergency services and should be well known to them.  The person responsible for the shed, warehouse or 
area will also be responsible for ensuring that only documents of cargoes still within the premises are kept in the 
designated place. 
 
In addition to the designated places for documents a detailed plan of each shed, warehouse or area should be 
prepared by the port authority in close co-operation with the emergency services and the berth operator, 
specifying the exact location within the shed, warehouse or area where dangerous cargoes may be kept.  This 
should specify the class(es) and the maximum quantities that may be kept there.  When specifying the class(es) 
and quantities, due consideration should be given to the construction and the emergency equipment installed.  
All parties concerned should have a copy of the plans. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.4.3 The regulatory authority should require that emergency response information is available 
where dangerous cargoes are handled and that it is accessible at all time. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.1.4.3   The information is intended to give the berth operator’s personnel some guidance on the first aid and 
first steps to be taken to limit the extent of injuries in case of an incident until the arrival of the emergency 
services. 
 
The use of electronic data banks can be of great assistance, provided the authorities and operators have direct 
access to the information in them. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.5 Fire precautions 
 
7.1.5.1 The regulatory authority should require that areas where certain dangerous cargoes are 
handled are designated as areas where smoking and other sources of ignition are prohibited and 
where only electrical equipment of a type safe for use in a flammable or explosive atmosphere 
is used.  
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.5.1   Attention is drawn to the relevant recommendations published by the International Electrotechnical 
Commission. 
 
When considering the dangers of fire and explosion that may result from the carriage of dangerous cargoes, it 
should be appreciated that nominally empty holds and cargo transport units may still contain residues and 
flammable vapours and may remain hazardous. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.5.2 The carrying out of hot work and the use of any equipment or activity which may lead to a 
fire or explosion hazard should be prohibited in areas where certain dangerous cargoes are handled, 
unless authorized by the port authority. 
 
7.1.5.3 In areas or spaces where a flammable or explosive atmosphere may exist or develop, 
electrical equipment and gas measuring equipment should be of a type safe for use in that 
environment. 
 
7.1.5.4 Fire precautions applying to individual classes of dangerous goods, and where necessary to 
individual substances, are recommended in sections 7.3.2, 7.3.5 to 7.3.9 and the Dangerous Goods 
List of the IMDG Code. 
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7.1.6 Environmental precautions 
 
7.1.6.1 The regulatory authority should require that special areas for the holding and repacking of 
damaged dangerous cargoes and wastes contaminated with dangerous cargoes are provided 
wherever necessary. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.6.1   An example of a possible facility is given in the Guidance to 3.4.4.1. 
 
Safe reserve packagings (e.g., oversize drums) as well as absorbing or binding agents, cleaning equipment, 
equipment for limiting the spread of liquids (e.g., drain covers, oil booms) should be readily available. 
 
Personnel should be regularly trained in the correct and safe use of this equipment. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

7.1.6.2 The port authority should ensure that damaged packages, unit loads or cargo transport units 
are immediately and safely moved to the special area mentioned in 7.1.6.1.  They should ensure that 
damaged packages, unit loads or cargo transport units do not leave the special area unless the 
dangerous cargoes have been properly repacked in appropriate salvage packagings and are in all 
respects fit and safe for further transport and handling. 
 
7.1.7 Reporting of incidents (including security incidents) 
 
7.1.7.1 Any person having charge of dangerous cargoes should inform the port authority 
immediately of any incident relevant to such cargo that occurs within the port area which may 
endanger the safety or security of persons, of the ship or of other ships within the port, of the port or 
of any other property or the environment. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.1.7.1   To ensure a prompt and effective response, treatment of injured personnel and mitigation of damage, it 
is essential that a concise and accurate description of the incident is available to the emergency response centre 
as quickly as possible.  If immediately available, the description should include such details as: 
 

.1 nature and time of the incident; 
 
.2 precise location; 
 
.3 type, quantity and condition of cargo involved; 
 
.4 particular hazards present/marine pollutant; 
 
.5 details of marks and labels; 
 
.6 if an IMDG Code classified cargo, Proper Shipping Name, class (when assigned, the division 

of the goods and the compatibility group letter for class 1), UN number, and packing group; 
 
.7 name of manufacturer of the cargo; 
 
.8 extent of damage/pollution; 
 
.9 sequence of events leading to the incident; 
 
.10 number and types of injuries/fatalities; and 
 
.11 emergency response taken. 
 

The information contained in the notification referred to in 7.1.2.1 or kept in the places mentioned in 7.2.5.1 and 
in the guidance to 7.1.4.2 may be of assistance. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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7.1.8 Inspections 
 
7.1.8.1 The port authority should make regular inspections to ensure the implementation of the 
safety precautions in the port area and the safe transport and handling of dangerous cargoes.  They 
should be empowered to: 
 

.1 inspect documents and certificates concerning the safe transport, handling, packing, 
stowage and segregation (when appropriate) of dangerous cargoes in the port area; 

 
.2 inspect packages, unit loads and cargo transport units containing dangerous cargoes 

to verify that they are packed, marked, labelled or placarded in accordance with the 
provisions of the IMDG Code or the appropriate national or international standards 
applicable for the mode of transport; that unnecessary labels, placards and marks 
have been removed; and that the cargo transport units have been loaded, packed and 
secured in accordance with the IMO/ILO UN ECE Guidelines for packing of cargo 
transport units; 

 
.3 inspect freight containers, tank-containers, portable tanks and vehicles containing 

dangerous cargoes to ensure that they have a current safety approval plate in 
accordance with the International Convention for Safe Containers (CSC), 1972, as 
amended, when applicable,  and are in compliance with the applicable provisions of 
part 4 and part 6 of the IMDG Code; and 

 
.4 check, by external examination, the physical condition of each freight container, 

tank-container, portable tank or vehicle containing dangerous cargoes for obvious 
damage affecting its strength or packaging integrity and for the presence of any sign 
of leakage of contents. 

 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.8.1   For ships carrying bulk liquids reference should be made to 9.1.1.3. 
 

The regular inspections should be carried out by especially trained personnel of the port authority.  When 
selecting cargoes for inspection, the ones most likely to pose a risk (for example consolidated containers) should 
be chosen, unless there is a special action programme aimed at specific cargoes. 
 
When carrying out inspections, care should be taken to ensure minimum disturbance of operations.  Delays due 
to inspections should be avoided unless cargoes or cargo transport units are detained for safety or 
security reasons. 
 
It is recommended that the berth operator and the cargo interests are informed about the intended inspections 
and that the latter be requested to participate in the inspections.  This ensures that no claims of pilferage or 
damage to cargo can be levied against the inspection team. 
 
It also gives the cargo interests the possibility to see at first hand any deficiency and enables them to report the 
findings to the originator, who in turn will then be able to check and rectify his procedures to avoid future 
deficiencies. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

7.1.8.2 If any of the inspections or checks mentioned above reveal deficiencies which may affect 
the safe transport or handling of dangerous cargoes, the port authority should immediately advise 
all parties concerned and request them to rectify all deficiencies prior to any further transport or 
handling of the dangerous cargoes. 
 
Such inspections may also be carried out by the berth operator (see 7.3.12.1). 
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7.1.9 Hot work and other repair or maintenance work 
 
7.1.9.1 The port authority should require that it is notified of any person’s intention to carry out 
hot work or any other repair or maintenance work, either on board a ship or ashore, which may 
constitute a hazard because of the presence of dangerous cargoes, and such work is authorized only 
when it can be carried out without creating such a hazard. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.9.1   The requirement for an authorization and advance notice of the intended period of hot work enables all 
emergency response institutions, such as the fire brigade, to be given adequate notice so they can voice 
objections or advise additional precautionary measures. 
 
In special cases, such as hot work in holds of tankers or in or nearby enclosed spaces, a thorough inspection of 
the area should be conducted by specialists who can determine whether specific safety measures are required. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.9.2 In the case of hot work in or near tanks, a gas-free certificate, issued by a chemist or other 
suitably qualified person approved by the port authority should be pre-requisite.  This certificate 
should be renewed if circumstances alter and at least every 24 hours. 
 
7.1.9.3 Hot work should only be carried out by persons approved by the port authority and only 
after being authorized as required in 7.1.5.2.  When carrying out such work all necessary precautions 
should be taken. 
 
7.1.9.4 Minimum safety requirements for carrying out hot work are set out in annex 4. 
 
7.1.10 Entry into confined or enclosed spaces 
 
7.1.10.1 The port authority should require the master of a ship and the berth operator within their 
respective areas of responsibility to ensure that before any personnel enter any confined or enclosed 
space, appropriate precautions are taken against the possible presence of dangerous vapours or 
oxygen depletion. 
 
7.1.11 Cargoes and cargo transport units under fumigation 
 
7.1.11.1 The port authority should designate specific areas for ships or cargo transport units which 
arrive under fumigation or are to be fumigated.  Entry into such areas should be restricted.  
Appropriate signs (preferably pictograms similar to that shown in figure 5) should be displayed in 
such areas ashore. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.11.1   For containers under fumigation, reference should be made to the Recommendations on the Safe Use 
of Pesticides in Ships and IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport Units (CTUs) in the 
Supplement to the IMDG Code.  Such containers shall also carry the fumigation warning sign.  In many cases 
additional national legal requirements relating to health should be observed. 
 
Annex 3 of the Recommendations on the Safe Use of Pesticides in Ships shows a warning sign to be used for 
ships, ships’ compartments, freight containers, barges and cargo transport units under fumigation.  A similar 
label is shown in annex 2 of the IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport Units (CTUs). 
 
Figure 5 of these Recommendations shows an example of a pictorial warning sign suitable for cargo sheds, other 
spaces ashore which are fumigated or about to be fumigated or in which cargo transport units under fumigation 
are kept.  The sign should be of an appropriate size to be clearly seen. 
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Figure 5 – Fumigation warning sign 
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7.1.11.2 No unauthorized persons should be allowed access to ships, warehouses, sheds or cargo 
transport units until all parts of such ships, warehouses, sheds or cargo transport units have been 
determined gas-free, fumigation warning signs have been removed and a clearance certificate issued 
by a responsible person. 
 
7.1.11.3 Prior to giving permission for access to ships, warehouses, sheds or cargo transport units 
under fumigation, the port authority should require a clearance certificate from a responsible person  
that it is safe to do so. 
 
7.1.11.4 No person should fumigate the contents of a freight container, barge or cargo transport unit 
once it has been loaded on board a ship. 
 
7.1.11.5 A Guide to fumigation operations is set out in annex 7. 
 
7.1.12 Reception facilities for contaminated bilge water, wastes, ballast and slops 
 
7.1.12.1 The regulatory authority should make the necessary legal requirements to ensure that, 
where necessary, contaminated bilge water and hazardous wastes are removed from the ship prior to 
leaving the port area. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.12.1   Reference should be made to the MARPOL 73/78 Convention and the IMO Comprehensive Manual 
on Port Reception Facilities for additional information and guidance. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

7.1.12.2 The regulatory authority should ensure that adequate reception facilities are provided for 
the reception and disposal of bilge water, wastes, ballast and slops contaminated with dangerous 
cargoes, as appropriate. 
 
7.1.12.3 The regulatory authority should ensure that the legal requirements for bunkering (7.1.14) 
are also applied to reception operations. 
 
7.1.13 Safe transport and handling 
 

7.1.13.1 The regulatory authority should establish guidelines for measures to be taken to ensure the 
safe transport and handling of dangerous cargoes, especially the packing, stowage and segregation 
of incompatible cargoes in compliance with the requirements of part 4 and part 7 of the IMDG Code. 
 

7.1.13.2 Where the handling of dangerous cargoes involves the temporary keeping of the cargoes in 
the port area for the purpose of changing the mode of transport, requirements similar to those 
described in chapter 7.1 and 7.2 of the IMDG Code should be adopted for the stowage and 
segregation in the port area. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.13.2 An example of general guidance on stowage and segregation of dangerous cargoes is shown in table 1 
however, divergence from these guidelines may be appropriate.  In a remote area, less stringent regulations may 
be acceptable.  If a port is sited in the vicinity of housing areas, chemical plants or tank farms for example, it 
may be necessary to impose more stringent stowage and segregation requirements. 
 
In all cases, all interested parties should be informed of the required standard by port by-laws and other 
publications to avoid any problems in day-to-day operation. 
 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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7.1.14 Bunkering 
 
7.1.14.1 The regulatory authority and port authority should include legal requirements for 
bunkering in port laws or port by-laws which should include the use of a bunkering checklist 
reflecting local circumstances.  Bunkering of ships should normally only be allowed at designated 
installations or by using bunker vessels.  Bunkering precautions including a bunkering checklist are 
set out in annex 5. 
 
7.1.14.2 Where bunkering is carried out simultaneously with the handling of dangerous cargoes, 
gas freeing, purging or tank cleaning, the port authority may consider the need for special 
permission to be given and special precautions to be taken to avoid damage to connecting pipelines 
or flexible pipes or any other damage.  The permission should only be given when all the questions 
contained in the bunkering checklist have been answered affirmatively. 
 
7.1.14.3 Dangerous cargoes of class 1 (except those in division 1.4S) and bulk cargoes of class 5.1 
should not be loaded or unloaded when bunkering is in progress unless permission has been granted 
by the port authority and under conditions prescribed by the port authority. 
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TABLE 1 – SEGREGATION TABLE FOR DANGEROUS CARGOES IN PORT AREAS 

 

Classes  2.1 2.2 2.3 3 4.1 4.2 4.3 5.1 5.2 6.1 8 9 
Flammable gases 2.1 0 0 0 s a s 0 s s 0 a 0 
Non-toxic, non-flammable gases 2.2 0 0 0 a 0 a 0 0 a 0 0 0 
Toxic gases 2.3 0 0 0 s 0 s 0 0 s 0 0 0 
Flammable liquids 3 s a s 0 0 s a s s 0 0 0 
Flammable solids, self-reactive 
substances and desensitized explosives 

4.1 a 0 0 0 0 a 0 a s 0 a 0 

Spontaneously combustible substances 4.2 s a s s a 0 a s s a a 0 
Substances which, in contact with water, 
emit flammable gases  

4.3 0 0 0 a 0 a 0 s s 0 a 0 

Oxidizing substances 5.1 s 0 0 s a s s 0 s a s 0 
 Organic peroxides 5.2 s a s s s s s s 0 a s 0 
Toxic substances (liquid and solids) 6.1 0 0 0 0 0 a 0 a a 0 0 0 
Corrosives (liquid and solids) 8 a 0 0 0 a a a s s 0 0 0 
Miscellaneous dangerous substances and 
articles 

9 0 0 0 0 0 0 0 0 0 0 0 0 

 
 
Note for the segregation table 

Cargoes of classes 1 (except division 1.4S), 6.2 and 7 should normally be allowed into the port area for direct shipment or delivery only.  These classes have not been included in the table.  However, if, 
through unforeseen circumstances, these cargoes have to be temporarily kept, it should be in designated areas.  Segregation requirements of the individual class as stipulated in the IMDG Code should 
be considered by the port authority when establishing specific requirements. 
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NOTE TO TABLE 1 
 

SEGREGATION ADVICE FOR THE TEMPORARY KEEPING OF DANGEROUS CARGOES IN PORT 
AREAS 

 
1 The reception and keeping of dangerous cargoes of classes 1 (other than division 1.4S), 6.2 and 7 should be 
subject to special rules for each port as the handling facilities at each terminal or berth vary considerably.  The rules 
should be agreed with the authorities responsible for the safety of the port. 
 
2 All dangerous cargoes delivered to the port area should be marked, documented, packaged, labelled or 
placarded in accordance with the IMDG Code. 
 
3 The segregation of dangerous cargoes should be in accordance with chapter 7.2 of the IMDG Code as follows: 
 
3.1 Packages/IBCs/trailers/flat racks or platform containers 
 
 0 = no segregation necessary unless required by the individual schedules 
 a = away from – minimum 3 m separation required 

s = separated from – in open areas, minimum 6 m separation required in sheds or warehouses, minimum 
12 m separation required unless separated by an approved fire wall 

 
3.2 Closed containers/portable tanks/closed road vehicles 
 
 0 = no segregation necessary 
 a = away from – no segregation necessary 
 s = separated from – in open areas, longitudinally and laterally, minimum 3 m separation required, in sheds 

or warehouses longitudinally and laterally, minimum 6 m separation required unless separated by an 
approved fire wall 

 
3.3 Open road vehicles/railway freight wagons/open-top containers 
 

0 = no segregation necessary 
a = away from – minimum 3 m separation required 
s = separated from – in open areas, longitudinally and laterally, minimum 6 m separation required, in sheds 

or warehouses longitudinally and laterally, minimum 12 m separation required unless separated by an 
approved fire wall 

 
Notes: 
 
1 For freight containers, portable tanks, lorries, flat racks or platform containers or rail wagons a distance of 3 m is 
equal to the width of a standard 20-foot container, or one rail track, one trailer lane or, in the case of successive rail 
wagons, the longitudinal buffer space. 
 
2 The segregation table shown uses “0” to indicate that no general segregation is required but those individual 
requirements of the Dangerous Goods List of the IMDG Code shall be consulted.  The IMDG Code’s general segregation 
table (7.2.1.16), however, uses an “X” instead of the “0” used in these Recommendations.  The difference is intentional, 
to emphasize the difference in the use of the segregation tables. 
 
3 “Closed type unit” means a unit in which dangerous goods are totally enclosed by sufficiently strong boundaries, 
such as a freight container, a tank or a vehicle.  Units with fabric sides or tops are not closed type units. 
 
4 General 
 
4.1 For dangerous cargoes with a secondary hazard, the segregation requirement for the secondary hazard should be 
applied when it is the more stringent.  For cargo transport units containing dangerous cargoes of more than one class, the 
most stringent segregation requirement should be applied. 
 
4.2 Dangerous cargoes in packaged non-containerized form, belonging to different classes, should not be stowed 
directly above each other.  This applies to packaged dangerous cargoes belonging to one class but having different 
secondary hazards and also to certain cargoes of class 8. 
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4.3 Containers, tank-containers and portable tanks containing dangerous cargoes, where practicable, should not be 
stowed directly above each other or overlap.  Exemptions should only be allowed for containers which contain dangerous 
cargoes of the same class.  This does not apply to containers with different cargoes of class 8.  Where applicable, 
containers should be stowed in such a manner as to allow, when applicable, access to the doors and both sides at all times. 
 
4.4 Dangerous cargoes with toxic (poisonous) labels or placards should be separated from foodstuffs and animal 
feeds. 
 
4.5 The segregation requirements only apply to dangerous cargoes in storage areas and on vehicles in the port areas. 
 
4.6 All dangerous cargoes, except for individual packages, should, where applicable, be separated by a minimum 
distance of 1 m in order to permit access. 
 
 
7.1.15 Explosives 
 
7.1.15.1 Dangerous cargoes of class 1 other than division 1.4S should only be permitted to enter 
the port area for direct shipment to or from ships, unless permitted by the regulatory authority. 
 
7.1.15.2 The regulatory authority should establish specific requirements for the transport and 
handling of explosives, having regard to the hazards involved and the population density in the 
vicinity of the port area and any other relevant circumstances. 
 
7.1.15.3 The regulatory authority establishing these specific requirements should highlight the fact 
that the classification of explosive substances and articles, together with the compatibility group 
assignment and the Proper Shipping Name, under which the substance or article is to be transported, 
shall have approval by the competent authority of the country of manufacture prior to transport in 
compliance with the provisions of chapter 2.1 of the IMDG Code. 
 
7.1.15.4 The following precautions during loading and unloading of explosives should be taken 
into account: 
 
 .1 Artificial lighting 

Electric lights, except arc lights, are the only form of artificial lighting permitted 
during cargo operations involving dangerous goods of class 1 (requirements for 
electrical equipment and cables are set out in chapter 7.1 of the IMDG Code); 

 
 .2 Radio and radar 

During loading or unloading of cargoes of class 1 (except those in division 1.4), no 
radio or radar transmitters should be used on the ship, in cranes or elsewhere in the 
vicinity, except for VHF transmitters with a power output that does not 
exceed 25 W and no part of their aerial systems passes within the minimum safe 
distance of 2 metres from the explosives. 
 
Some articles of class 1 contain initiation systems which are sensitive to 
electromagnetic radiation from external sources such as radio or radar transmitters.  
Therefore all such equipment should be de-energized by opening the main switches 
controlling the equipment and tagging them to ensure that the devices are not 
energized until loading or unloading has ceased. 
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.3 Mechanical aids to stowage 

All mechanical aids to stowage, whether power-driven or not, should be properly 
maintained and inspected before use to ensure that they are in a good working 
condition, comply with an appropriate recognized standard and are serviced in 
accordance with the manufacturer’s maintenance recommendations. 

 
.4 Defective packages 

Any damaged, leaking, affected by moisture or otherwise defective package should 
not be accepted for shipment.  No repair of defective or damaged packages should be 
permitted on board the ship. 

 
.5 Protections against weather 

Packages containing dangerous goods of class 1 should be prevented from becoming 
wetted since, the danger may, in some cases, be aggravated by wetting.  

 
.6 Security 

To ensure the security of dangerous goods of class 1, a responsible person should be 
present at all times whilst the hatches are open.  Unauthorized persons should never 
be allowed access to compartments where goods of class 1 are stowed. 

 
7.1.15.5 Basic items for consideration by the regulatory authority are set out at annex 2. 
 
7.1.16 Radioactive material 
 
7.1.16.1 Radioactive material, assigned to class 7 of the IMDG Code and described in chapter 2.7 
of the Code, should only be permitted to enter the port area for direct shipment or delivery if 
permitted by the regulatory authority. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.16.1   When radioactive material cannot directly go to or from a ship for unforeseen reasons it should only 
be kept in port areas with the permission of the regulatory authority. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.16.2 Packaged radioactive material should not be brought into the port area unless it is in 
conformity with the International Atomic Energy Agency’s (IAEA) Regulations for the Safe 
Transport of Radioactive Materials, and the requirements of the IMDG Code or similar national legal 
requirements. 
 
7.1.16.3 Packages containing radioactive material should be stowed and segregated in compliance 
with the detailed requirements of sections 7.1.14 and 7.2.9 of the IMDG Code. Guidance on 
segregation distances required on shore is set out in annex 3. 
 
7.1.16.4 In the event of any accident involving radioactive material or packages of radioactive 
materials or any theft or loss of any such materials or packages, the port authority and relevant 
national authorities should be notified immediately.  If there is any possibility of loss of containment 
of radioactive material, the area should be isolated and the appropriate contingency plans put 
into operation. 
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7.1.17 Infectious substances 
 
7.1.17.1 Infectious substances (class 6.2 of the IMDG Code) should only be permitted to enter the 
port area for direct shipment or delivery if permitted by the regulatory authority.  
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.17.1   When infectious substances cannot directly go to or from a ship for unforeseen reasons they should 
only be kept in port areas with the permission of the regulatory authorities. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.17.2 The regulatory authority should establish specific requirements for the handling of 
infectious substances, including but not limited to: 
 

.1 areas for handling; 
 
.2 stringent supervision; and 
 
.3 additional equipment for the containment of such substances. 

 
7.1.18 Signals 
 
7.1.18.1 The regulatory authority should decide if and when a ship engaged in the transport or 
handling of certain specified dangerous cargoes in the port area, should exhibit by day or by night 
any special visual signals. 
 
7.1.18.2 The specified dangerous cargoes referred to in 7.1.18.1 should include: 

 
.1 bulk liquids with a flashpoint below 60ºC closed cup; 
 
.2 bulk flammable and/or toxic gases; and 
 
.3 explosives (other than division 1.4S), liquid desensitized explosives assigned to 

class 3 and solid desensitized explosives assigned to class 4.1; to the degree specified 
by the regulatory authority. 

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.1.18.2   The reason for exhibiting a day or night signal is to advise maritime traffic and personnel within the 
port area about an increased hazard created by the presence of the dangerous cargoes listed in 7.1.18.2.  Vessels 
exhibiting such signals may be subject to the special requirements and special instructions of the port authority. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.18.3 The following four scenarios should be considered: 
 

.1 the ship is moored or at anchor by day; 
 
.2 the ship is moored or at anchor at night; 
 
.3 the ship is under way by day; or 
 
.4 the ship is under way at night. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.18.3   When practicable, a dedicated anchorage or berth should be provided for vessels carrying dangerous 
cargoes listed in 7.1.18.2 requiring the exhibition of such signals.  Special restrictions may be applied to: 
 

.1 access to the vessels; 
 
.2 radio and radar transmissions; 
 
.3 transiting the anchorage; and 
 
.4 passing of ships moored or anchored. 

 
Port authorities should give consideration to the separation of ships under way exhibiting the signals required 
by 7.1.18.1. The port authority may also impose specific separation distances and regulate the movement of 
vessels to avoid the passing of such ships in narrow channels or at bends. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.18.4 Where signals are to be exhibited, they should be: 
 

.1 by day flag “B” of the International Code of Signals; and 
 
.2 by night an all-round fixed red light. 

 
7.1.19 Communications 
 
7.1.19.1 The port authority should ensure that every ship engaged in the transport of dangerous 
cargoes can maintain effective communications with the port authority.  When appropriate and 
practicable such communications should be carried out by VHF in accordance with the provisions of 
SOLAS regulation IV/7 and complying with the performance standards set out in IMO Assembly 
resolution A.609(15) and the requirements of the regulatory authority. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.19.1   Effective communications are a prerequisite for the safety of the ship and its crew as well as for the 
port, its employees, installations and the environment.  They are necessary for the exchange of the important 
information, such as the safety of navigation, waiting and berthing orders, and notification or reporting of 
incidents. 
 
For ships entering and leaving the port, reporting locations should be established.  Furthermore, ships should be 
requested to maintain constant watch on pre-assigned radio channels while within the port area.  The reporting 
points and listening channels should be published in the port by-laws, port or terminal information books and 
hydrographical publications, for example the World Vessel Traffic Service Guide. 
 
It may also be necessary to require ships carrying certain dangerous cargoes to take a suitable telephone on 
board while alongside (see Guidance to 7.2.1.2.1). 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.1.20 Pilotage and tug assistance 
 
7.1.20.1 The port authority should decide if and when a ship engaged in the transport of 
dangerous cargoes should take a pilot on board and/or tug assistance while entering, leaving or 
moving in the port area. 
 
7.1.20.2 In making such decision consideration should be given to: 
 

.1 the type of ship and its manoeuvrability; 
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.2 the traffic situation; 
 

.3 the layout of the port area; 
 

.4 the tidal and weather situation; and 
 

.5 the categories (classes) and quantities of dangerous cargoes carried. 
 
7.1.21 Unmanned barges 
 
7.1.21.1 The regulatory authority should establish specific rules for unmanned barges carrying 
dangerous cargoes, including but not limited to: 
 

.1 handling of such barges; 
 

.2 waiting areas; 
 

.3 watchkeeping; and 
 

.4 fire precautions and fire-fighting arrangements. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.1.21.1   Unmanned barges carrying dangerous cargoes should be moored in designated areas where adequate 
access to emergency facilities such as fire-fighting monitors, fire-fighting boats or tug assistance is available.  
A shore-based watchman should safeguard the barges.  He should be provided with adequate means of 
communication. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

7.1.22 Exemptions 
 
7.1.22.1 The regulatory authority should take account of the varying degrees of hazards presented 
by dangerous cargoes and provide for exemptions from the provisions of these Recommendations, 
as appropriate.  Exemptions should take account of nature, class and amount of the dangerous 
cargoes involved and the specific circumstances of the port area.  In all cases it should be ensured 
that the exemption will not give rise to a significant risk to persons. 
 
7.1.23 Knowledge of rules and regulations 
 
7.1.23.1 The port authority should appoint at least one responsible person who has adequate 
knowledge of the current national and international legal requirements concerning the transport and 
handling of dangerous cargoes. 
 
7.1.24 References 
 
7.1.24.1 The port authority and terminal operators should ensure that all relevant national and 
international legal requirements, guidelines, recommendations or other documents governing, 
referring or relating to: 
 

.1 the transport of dangerous cargoes; 
 

.2 ships carrying such cargoes; and  
 

.3 installations handling, transporting, producing or otherwise using such cargoes; 
 

which have to be consulted within the port area, are readily available at the port authority for 
reference and are updated as appropriate. 
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7.2 Ships carrying dangerous cargoes 
 
7.2.1 Entering the port area 
 
7.2.1.1 Prior to entering a port area, the master of a ship having dangerous cargoes on 
board should: 
 

.1 familiarize himself and the crew, as appropriate, with the legal requirements relating 
to ships carrying or handling dangerous cargoes in the port area; 

 
.2 check the condition of the ship, its machinery, equipment and appliances, as 

appropriate; 
 
.3 check wherever possible, the dangerous cargoes and their containments for any 

damage or leakage; and 
 
.4 inform the port authority of any relevant deficiency of the ship, its machinery, 

equipment or appliances or any damage or leakage of dangerous cargoes or failure 
of containment system which may endanger life, property or the environment. 

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.2.1.1   Shipowners should ensure that the master is provided with all relevant information in the working 
language of the ship (see also 7.1.1.1). 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

7.2.1.2 Unless exempted by the port authority, the master of a ship should ensure that upon 
entering the port area: 
 

.1 proper communications are maintained with the port authority; and 
 
.2 when required, the signals referred to in 7.1.18.1 are displayed. 

 
––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.2.1.2.1   Effective communications are a prerequisite for the safety of the ship and its crew as well as for the port, 
its employees, installations and the environment.  They are necessary for the exchange of the important information, 
such as the safety of navigation, waiting and berthing orders, and notification or reporting of incidents. 
 
For the safety of the ship and its crew, the master of a ship carrying dangerous cargoes may need to take a suitable 
telephone on board while alongside, even when it is not specifically required by port regulations. 
––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.2 Watchkeeping 
 
7.2.2.1 The master of a ship should ensure that a safe deck watch and a safe engine watch are 
maintained at all times.  The master should ensure that at all times there are sufficient crew available 
to operate the appropriate shipboard appliances in the case of an emergency. 
 
7.2.2.2 The master of a ship should, in organizing safe watchkeeping arrangements, take full 
account of the nature, quantity, packing and stowage of the dangerous cargoes and of any special 
conditions required. 
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7.2.2.3 In organizing the watches, full account should also be taken of the requirements of 
sections A-VIII/2, part 4-1 and A-VIII/2, part 4-5 of the STCW Code.  
 
7.2.3 Berthing 
 
7.2.3.1 The master of a ship should ensure that the moorings used in securing the ship are of an 
appropriate type, and of sufficient strength and number for the size of the ship and the local 
conditions. 
 
7.2.3.2 Unless exempted by the port authority, the master of a ship which has to display the signals 
referred to in 7.1.18.1 should, at all times, while it is berthed in the port area: 
 

.1 provide towing wires (otherwise referred to in some places as “fire wires”) of 
adequate size at the bow and the stern ready for immediate use.  The towing eye 
should be passed outboard and kept at about the water level by means of a rope 
stopper which will break under stress and release an adequate length of towing wire, 
stowed on deck for immediate use.  The end of the wire should be properly secured to 
mooring bitts; and 

 
.2 ensure that the mooring arrangements are such that the ship can be released quickly 

in an emergency. 
 
7.2.3.3 The master of a ship should ensure that machinery necessary for the safety of the ship or the 
handling of cargo or ballast is properly maintained, attended and always ready for use and that 
funnel uptakes and boiler tubes are not blown without the permission of the port authority. 
 
7.2.3.4 The master of a ship should ensure that adequate safe means of access are provided between 
the ship and the shore. 
 
7.2.4 Emergency procedures 
 
7.2.4.1 The master of a ship should, as appropriate, make himself, his officers and his crew familiar 
with the emergency response procedures established in the port area and the facilities available at 
the berth. 
 
7.2.4.2 The master of a ship should consider the necessity for arrangements for a safe and quick 
emergency escape, taking into account the nature of the dangerous cargoes and any special 
conditions on board. 
 
7.2.4.3 The master of a ship should establish emergency response procedures on board the ship to 
deal with incidents involving dangerous cargoes carried or to be carried on board and should ensure 
that the officers and crew are properly trained in carrying out such procedures. 
 
7.2.5 Emergency information 
 
7.2.5.1 The master of a ship carrying dangerous cargoes should ensure that in addition to the 
information to be provided in accordance with SOLAS regulation II-2/15.2.4.2, the following 
information is kept at the same place: 
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.1 a list of all dangerous cargoes on board in transit; 
 

.2 a list of all dangerous cargoes to be unloaded in the port area; and 
 

.3 a list of all dangerous cargoes to be loaded in the port area and the intended stowage 
and loading arrangement on board the ship. 

 

7.2.5.2 The master of a ship should ensure that the officer on duty has the necessary information on 
measures to be taken to deal with incidents involving dangerous cargoes and that it is available for 
use in emergencies. 
 
7.2.5.3 The master should ensure that, in addition to the emergency response procedures required 
for dangerous cargoes, any appropriate security provisions are readily accessible. Such information 
includes for example the Emergency Response Procedures for Ships Carrying Dangerous Goods 
(EmS Guide) for use in conjunction with the transport document, the Medical First Aid Guide for 
Use in Accidents involving Dangerous Goods (MFAG) (included in the IMDG Code Supplement) 
and safety data sheets. 
 
7.2.5.4 The master of a ship should ensure that the duty officer is always aware of the crew 
members or passengers and/or visitors on board or on shore leave. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.5.4   This can be achieved by ensuring all crew members/passengers/visitors, etc. report to the duty officers 
when they leave the ship.  A record should be kept by the duty officer. 
 
The purpose of this requirement is the need for the emergency services to know, in case of an incident, if all 
persons have left the ship or if any is still on board, e.g. trapped inside the accommodation. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

7.2.6 Fire Precautions 
 
7.2.6.1 The master of a ship should ensure that: 
 

.1 places where smoking is prohibited are designated; and 
 

.2 notices in a pictogram form prohibiting smoking are clearly visible at all locations 
and at a safe distance from places where smoking would constitute a hazard. 

 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.6.1   When considering the dangers of fire and explosion that may result from the carriage of dangerous 
cargoes, it should be appreciated that nominally empty holds and cargo transport units may still contain residues 
and flammable vapours and may remain hazardous. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

7.2.6.2 The master of a ship should ensure that tools or equipment that are used in an area or space 
where a flammable or explosive atmosphere may exist or may develop, are used in such a manner 
that no fire or explosion can be caused. 
 

7.2.6.3 The master of a ship should ensure that, in areas or spaces in which a flammable 
atmosphere may occur, only portable electrical equipment, including any used for sampling or 
ullaging, of a type safe for use in a flammable atmosphere is used. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.6.3   Attention is drawn to the relevant recommendations published by the International Electrotechnical 
Commission. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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7.2.6.4 The master of a ship should ensure that electrical equipment on a wandering electrical lead 
is not used in areas or spaces where a flammable atmosphere may occur. 
 
7.2.6.5 The master of a ship should ensure that adequate and properly tested fire-fighting facilities, 
appropriate to the dangerous cargoes on board, are readily available and that the crew is trained and 
practised in the use of the tested fire-fighting equipment. 
 
7.2.7 Environmental precautions 
 
7.2.7.1 The master of a ship carrying dangerous cargoes on board should ensure that all necessary 
measures are taken to avoid accidental release of such cargoes into the environment. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.7.1   Masters should ensure that all scuppers are well plugged and that absorbing and neutralizing materials 
are readily available and used properly, taking into account the safety of the crew and of the ship.  Care should 
be taken, when cleaning spilled areas that only means suitable for the type of cargo spilled are used. 
 
To avoid accidental release of dangerous cargoes into the environment, it is of utmost importance that only well 
qualified and trained personnel, with adequate knowledge of the risks emanating from the dangerous cargoes 
involved, are used in dealing with dangerous cargoes accidents, so as to ensure correct and safe handling 
procedures.  Personnel should be trained regularly in the correct and safe use of equipment. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.8 Reporting of incidents 
 
7.2.8.1 The master of a ship, within his area of responsibility, should ensure that, if an incident 
occurs during the handling of dangerous cargoes which may endanger the safety or security of 
persons, of the ship or of other ships within the port, of the port or of any other property or the 
environment, the person having charge of the handling immediately causes the operation to be 
stopped, if it is safe to do so, and prevents it being resumed until adequate safety measures have been 
taken.  The master of a ship should impose upon each member of his crew the obligation of 
reporting the incident, to the person having charge of the operation and to the appropriate authorities, 
of any such incident occurring during the handling of dangerous cargoes. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.8.1   To ensure a prompt and effective response, treatment of injured personnel and mitigation of damage, it 
is essential that a concise and accurate description of the incident is available to the emergency response centre 
as quickly as possible.  This description should include such details as shown in the Guidance to 7.1.7.1. 
 
The information contained in the notification referred to in 7.1.2.1 of the Recommendations or kept in the places 
mentioned in 7.2.5.1 and in the Guidance to 7.1.4.2 may be of assistance. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.8.2 The master of a ship should ensure that any incident which may affect the safety or security 
of the port area, the population or the environment, is immediately reported to the port authority.  
These may include incidents involving the ship, its crew, machinery, equipment or appliances, or to 
the dangerous cargoes or their containments which occur while in the port area, or after notification 
in accordance with 7.1.2 has been given. 
 
7.2.8.3 The master of a ship should ensure that any damaged or leaking package, unit load or cargo 
transport unit containing dangerous cargoes on board the ship is reported immediately to the berth 
operator and the port authority and that suitable remedial action is taken in accordance with 7.1.6.2. 
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7.2.9 Inspections 
 
7.2.9.1 The master of a ship should ensure that, where practicable, regular inspections are carried 
out by the crew on the condition of the dangerous cargoes or their containments while on board the 
ship in the port area. 
 
7.2.9.2 The master of a ship should ensure that all necessary support is given to the port authority 
when an inspection of dangerous cargoes and/or their containments on board the ship is carried out 
by them. 
 
7.2.10 Hot work and other repair or maintenance work 
 
7.2.10.1 The master of a ship, after having consulted the berth operator, where appropriate, should 
ensure that no repair or maintenance work resulting in the immobilization of the ship, its cargo 
handling equipment or the non-functioning of its safety appliances is carried out without prior 
permission of the port authority. 
 
7.2.10.2 The master of a ship and persons carrying out the repair or maintenance work, after having 
consulting the berth operator, should ensure that they are in possession of a permit to proceed issued 
by the port authority before any such work involving hot work and any other repair or maintenance 
work which may lead to a hazard because of the presence of dangerous cargoes, is carried out 
on a ship. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.10.2   The requirement for a permit and advance notice of the intended period of hot work enables all 
emergency response institutions, such as the fire brigade, to be given adequate notice so they can voice 
objections and advise additional precautionary measures. 
 
In special cases, such as hot work in holds of tankers or in or nearby enclosed spaces, a thorough inspection of 
the area should be conducted by specialists who can determine whether specific safety measures are required. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.10.3 Minimum safety requirements for carrying out hot work are set out in annex 4. 
 
7.2.11 Entry into confined or enclosed spaces 
 
7.2.11.1 The master of a ship should ensure that no person enters any enclosed space, such as a cargo 
space, cargo tank, void space around such tank, cargo handling space, ballast tank or other confined or 
enclosed space which has contained or may contain dangerous vapours or oxygen-depleting cargoes, 
unless the space is free of dangerous vapours, is not deficient in oxygen, and that entry has been 
authorized by a responsible person.  The responsible person should be trained in the use of the relevant 
equipment to test the space and sufficiently knowledgeable to interpret correctly the results obtained.  
The responsible person should record the measurements taken. 
 
7.2.11.2 Where it is necessary for operational purposes to enter a space which cannot be freed of 
dangerous vapours within a reasonable time or it is unlikely that the space will remain free of 
dangerous vapours, then entry should only be made by personnel wearing self-contained breathing 
apparatus, and any other necessary protective equipment and clothing.  The entire operation should 
be carried out under the direct supervision of the responsible person who should be provided with 
self-contained breathing apparatus, protective equipment and rescue harness.  The breathing 
apparatus, protective and rescue equipment should not be of a type that could introduce a source of 
ignition into the space. 
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7.2.11.3 The master of a ship should ensure that entry into a space mentioned in 7.2.11.1 follows 
the carefully established procedures contained in international codes and guides. 
 
7.2.12 Fumigation of ships, cargo spaces or cargo transport units 
 
7.2.12.1 The master of a ship under fumigation or which has compartments under fumigation or 
fumigated cargo transport units on board should ensure, that appropriate warning signs  
(see 7.1.11.1) are displayed at a clearly visible position at the gangway or entrance to the 
compartment or cargo transport unit.  The signs should state the hazard to anyone entering the ship, 
compartment or cargo transport unit. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.12.1   Reference should be made to the Recommendations on the Safe Use of Pesticides in Ships and 
IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport Units (CTUs) in the Supplement to the 
IMDG Code.  In many cases additional national legal requirements relating to health should be observed. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.12.2 The master of a ship should ensure that no person enters the ship, compartment or cargo 
transport unit which has been fumigated unless it has been thoroughly ventilated, determined 
gas-free, fumigation warning signs removed and a responsible person has determined that it is safe 
to enter and issued a clearance certificate. Where pertinent, all confined space entry procedures shall 
be complied with. 
 
7.2.12.4 A guide to fumigation operations is set out in annex 7. 
 
7.2.13 Contaminated bilge water, wastes, ballast or slops 
 
7.2.13.1 The master of a ship should ensure that bilge water, wastes, ballast or slops contaminated 
with dangerous cargoes are collected and kept on board whilst in the port area either in the cargo 
space, or other designated spaces, or watertight receptacles to avoid accidental spillage. 
 
7.2.13.2 The master of a ship having bilge water, wastes, ballast or slops contaminated with 
dangerous cargoes on board should ensure that such contaminated bilge water, wastes, ballast or 
slops are removed from the ship in accordance with the requirements of the regulatory authority 
prior to the ship leaving the port area. 
 
7.2.14 Alcohol and drug abuse 
 
7.2.14.1 The master of a ship, within his area of responsibility, should ensure that no person under 
the influence of alcohol or drugs is allowed to participate in any operation involving the handling of 
dangerous cargoes.  Any such persons should be kept clear of the immediate areas where dangerous 
cargoes are being transported or handled. 
 
7.2.15 Weather conditions 
 
7.2.15.1 The master of a ship, within his area of responsibility, should not permit dangerous 
cargoes to be handled in weather conditions which may seriously increase the risk.   
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.2.15.1  As an example, no explosives or liquid bulk dangerous cargoes should be handled during 
thunderstorms nor should unprotected cargoes, which react dangerously when in contact with water, be 
handled during rain. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.2.16 Lighting 
 
7.2.16.1 The master of a ship, within his area of responsibility, should ensure that the areas where 
dangerous cargoes are handled or where preparations are being made for the handling of dangerous 
cargoes and access to such areas are adequately illuminated. 
 
7.2.17 Handling equipment 
 
7.2.17.1 The master of a ship, within his area of responsibility, should ensure that all ship’s 
equipment, including cargo-securing equipment, used in the handling of dangerous cargoes is 
suitable for such use and used only by skilled persons. 
 
7.2.17.2 The master of a ship, within his area of responsibility, should ensure that all ship’s cargo 
handling equipment is of an approved type, properly maintained, and tested in accordance with 
national and international legal requirements. 
 
7.2.18 Protective equipment 
 
7.2.18.1 The master of a ship, within his area of responsibility, should, when necessary, provide a 
sufficient quantity of appropriate protective equipment and clothing for the ship’s personnel 
involved in the handling of dangerous cargoes. 
 
7.2.18.2 The protective equipment and clothing should provide adequate protection against the 
hazards specific to the dangerous cargoes handled and should, where appropriate, be of an approved 
type or made in conformity with an approved standard. 
 
7.2.19 Security procedures 
 
7.2.19.1 The master of the ship should familiarize himself with the security requirements of 
the port. 
 
7.3 Shore installations 
 
7.3.1 Berthing 
 
7.3.1.1 The berth operator should ensure that: 
 

.1 adequate and safe mooring facilities are provided; and 
 
.2 adequate safe access is provided between the ship and the shore. 

 
7.3.2 Supervision 
 
7.3.2.1 The berth operator should ensure that areas where packages or cargo transport units are 
kept are properly supervised and packages or cargo transport units are regularly inspected for 
leakage or damage.  Any leaking package or cargo transport units should only be handled under the 
supervision of a responsible person. 
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7.3.2.2 The berth operator should ensure that no person, without reasonable cause, opens or 
otherwise interferes with any freight container, tank-container, portable tank or vehicle containing 
dangerous cargoes.  When a freight container, tank-container, portable tank or vehicle is opened by 
a person authorized to examine its contents, the berth operator should ensure that the person 
concerned is aware of the possible hazards arising from the presence of the dangerous cargoes. 
 
7.3.3 Identification, packing, marking, labelling or placarding and certification 
 
7.3.3.1 The berth operator should ensure that dangerous cargoes entering his premises have been 
duly certified or declared by the cargo interests as being properly identified, packed, marked, 
labelled or placarded so as to comply with the appropriate provisions of the IMDG Code or, 
alternatively, with appropriate national or international legal requirements applicable to the relevant 
mode of transport. 
 
7.3.4 Safe handling and segregation 
 
7.3.4.1 A berth operator transporting or handling dangerous cargoes should appoint at least one 
responsible person who has adequate knowledge of the national or international legal requirements 
concerning the transport and handling of dangerous cargoes, including the segregation of 
incompatible cargoes. 
 
7.3.5 Emergency procedures 
 
7.3.5.1 The berth operator should ensure that appropriate emergency arrangements are made and 
brought to the attention of all concerned. These arrangements should include: 
 

.1 the provision of appropriate emergency alarm operating points; 
 
.2 procedures for notification of an incident or emergency to the appropriate emergency 

services within and outside the port area; 
 
.3 procedures for notification of an incident or emergency to the port authority and port 

area users both on land and water; 
 
.4 the provision of emergency equipment appropriate to the hazards of the dangerous 

cargoes to be handled; 
 
.5 co-ordinated arrangements for the release of a ship in the case of an emergency; and 
 
.6 arrangements to ensure adequate access/egress at all times. 

 
7.3.5.2 The berth operator should consider the necessity of arrangements for a safe and quick 
emergency escape, taking into account the nature of the dangerous cargoes and any special 
conditions. 
 
7.3.6 Emergency information 
 
7.3.6.1 The berth operator should ensure that a list of all dangerous cargoes in the warehouses, 
sheds or other areas, including the quantities, and if appropriate Proper Shipping Names, correct 
technical names (if applicable), UN numbers, classes or, when assigned, the division of the goods, 
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including for class 1, the compatibility group letter, subsidiary hazard classes (if assigned), packing 
group (where assigned) and exact location is held readily available for the emergency services. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.6.1   Notifications in accordance with 7.1.2.1 could be used for preparing the comprehensive record of all 
dangerous cargoes present in the port area at any given time (see also Guidance to 7.1.4.2). 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.6.2 The berth operator should ensure that the responsible person for a warehouse, shed or area, 
where dangerous cargoes are handled, is as far as possible aware of the status of occupancy with the 
dangerous cargoes in his area and is available in case of emergencies. 
 
7.3.6.3 The berth operator should ensure that the person responsible for cargo handling operations 
involving dangerous cargoes has the necessary information on measures to be taken to deal with 
incidents involving dangerous cargoes and that it is available for use in emergencies. 
 
7.3.6.4 To ensure the availability of the information referred to in 7.3.6.1 to 7.3.6.3, electronic or 
other automatic data processing or transmission techniques should be used. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.6.4   Dangerous substances data sheets are normally available from manufacturers of chemicals.  Electronic 
databases with emergency response information are also available and should be used when direct access to the 
data can be ensured. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.6.5 The berth operator should ensure that the port or berth emergency response procedures and 
port or berth emergency telephone numbers are placed at prominent locations within or at 
warehouses, sheds or areas where dangerous cargoes are transported or handled. 
 
7.3.6.6 The berth operator should ensure that fire-fighting and pollution-combating equipment and 
installations are clearly marked as such and notices drawing attention to them are clearly visible at 
all appropriate locations. 
 
7.3.6.7 The berth operator should inform the master of any ship carrying or handling dangerous 
cargoes of the emergency procedures in force and the services available at the berth. 
 
7.3.7 Fire precautions 
 
7.3.7.1 The berth operator should ensure that: 
 

.1 all parts of the berth and any ship moored to it are at all times accessible to 
emergency services; 

 
.2 audible or visual alarms for emergency use are installed in the area or other means of 

rapid communication with emergency services are available; 
 
.3 the berth is fitted with an international ship/shore connection that complies with the 

requirements of regulation II/2/10.2.1.7 to supply water to the ship’s fire-fighting 
equipment for ships of 500 gross tonnage and upwards regardless of the year of 
build; 

 
.4 all areas used for the handling of dangerous cargoes are kept clean and tidy; 



MSC.1/Circ.1216 
ANNEX 
Page 60 
 

I:\CIRC\MSC\01\1216.doc    

 
.5 before dangerous cargoes are handled, the master of a ship is informed of the 

location of the nearest means of summoning emergency services; and 
 
.6 the lighting and other electrical equipment in areas where dangerous cargoes are 

present on the berth is of a type safe for use in a flammable or explosive atmosphere. 
  

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.3.7.1.6   Attention is drawn to the relevant recommendations published by the International Electrotechnical 
Commission. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.7.2 The berth operator should ensure that: 
 

.1 places where smoking is prohibited are designated; and 
 
.2 notices in a pictogram form prohibiting smoking are clearly visible at all locations 

and at a safe distance from places where smoking would constitute a hazard. 
 
7.3.7.3 The berth operator should ensure that equipment used in an area or space where a 
flammable or explosive atmosphere may exist or develop, is of a type safe for use in a flammable or 
explosive atmosphere and used in such a manner that no fire or explosion can be caused. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.7.3   When considering the dangers of fire and explosion that may result from the carriage of dangerous 
cargoes, it should be appreciated that nominally empty holds and cargo transport units may still contain residues 
and flammable or explosive vapours and may remain hazardous. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.7.4 The berth operator should ensure that only portable electrical equipment of a type safe for 
use in a flammable atmosphere is used in an area or space in which a flammable atmosphere 
may occur.   
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.7.4   Attention is drawn to the relevant recommendations published by the International Electrotechnical 
Commission. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.7.5 The berth operator should ensure that electrical equipment on a wandering lead is not used 
in areas or spaces where a flammable atmosphere may occur. 
 
7.3.8 Fire fighting 
 
7.3.8.1 The berth operator should ensure that adequate and properly tested fire-fighting equipment 
and facilities are provided and readily available in accordance with the requirements of the 
regulatory authority in areas where dangerous cargoes are transported or handled. 
 
7.3.8.2 The berth operator should ensure that personnel involved in the handling or transport of 
dangerous cargoes are trained and practised in the use of fire-fighting equipment in accordance with 
the requirements of the regulatory authority. 
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7.3.9 Environmental precautions 
 
7.3.9.1 The berth operator should ensure that dangerous cargoes are only handled in areas which 
comply with the requirements of the regulatory authority. 
 
7.3.9.2 The berth operator should ensure that any damaged package, unit load or cargo transport 
unit containing dangerous cargoes is dealt with in accordance with the requirements of the 
regulatory authority and is not transported or handled unless the dangerous cargoes have been 
properly repacked and are in all respects fit and safe for further transport and handling. 
 
7.3.9.3 The berth operator should ensure that, if necessary, any damaged package, unit load or 
cargo transport unit containing dangerous cargoes is removed to a designated area for such cargoes. 
 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.3.9.3   An example of a facility is given in the Guidance to 3.4.4.1. 
 
To avoid accidental release of dangerous cargoes into the environment, it is of utmost importance that only well 
qualified and trained personnel, with adequate knowledge of the risks emanating from the dangerous cargoes 
involved, deal with dangerous cargoes accidents, so as to ensure correct and safe handling procedures. 
 
Safe reserve packagings (e.g., oversize drums) as well as absorbing or binding agents, cleaning equipment and 
equipment limiting the spread of liquids (e.g., drain covers, oil booms) should be readily available. 
 
Personnel should be trained regularly in the correct and safe use of equipment. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.10 Pollution combating 
 
7.3.10.1 The berth operator should ensure that adequate equipment is available to minimize the 
damage in case of a spillage of dangerous cargoes.   
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.10.1   Equipment should include oil booms, drain covers, absorbing and neutralizing agents, as well as 
cleaning materials and portable collection basins. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.10.2 The berth operator should ensure that personnel involved in the transport and handling of 
dangerous cargoes are trained and practised in the use of pollution combating equipment and 
facilities in accordance with the requirements of the regulatory authority. 
 
7.3.11 Reporting of incidents 
 
7.3.11.1 The berth operator, within his area of responsibility, should ensure that, if an incident 
occurs during the handling of dangerous cargoes which may endanger the safety or security of 
persons, of ships within the port, of the port or of any other property, or the environment, the person 
having charge of the handling immediately causes the operation to be stopped, if it is safe to do so, 
and prevents it being resumed until appropriate safety measures have been taken.  The berth 
operator should require every member of his personnel to report, to the person having charge of the 
operation, any such incident they see to occur during the handling of dangerous cargoes. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.11.1   To ensure a prompt and effective response, treatment of injured personnel and mitigation of damage, it 
is essential that a concise and accurate description of the incident is available to the emergency response centre 
as quickly as possible.  This description should include such details as shown in the Guidance to 7.1.7.1. 
 
The information contained in the notification referred to in 7.1.2.1 or kept in the places mentioned in 7.3.6 and 
in the Guidance to 7.1.4.2 may be of assistance. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.11.2 The berth operator should ensure that any incident involving dangerous cargoes which 
may endanger the safety or security of persons, or of ships within the port or of the port or of any 
other property or the environment is reported immediately to the port authority. 
 
7.3.11.3 The berth operator should ensure that any damaged or leaking package, unit load or cargo 
transport unit containing dangerous cargoes is reported immediately to the port authority and that 
suitable remedial action is taken in accordance with 6.1.6.2. 
 
7.3.12 Inspections 
 
7.3.12.1 The berth operator, where appropriate, should: 
 

.1 check documents and certificates concerning the safe transport, handling, packing 
and stowage of dangerous cargoes in the port area at the time of receipt; 

 
.2 check, where practicable, packages, unit loads and cargo transport units containing 

dangerous cargoes to verify that they are marked, labelled or placarded in 
accordance with the provisions of the IMDG Code and the appropriate national or 
international legal requirements applicable for the mode of transport and that 
unnecessary labels, placards and marks have been removed and that the cargo 
transport units have been loaded, packed and secured in accordance with 
the IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport Units (CTUs); 

 
.3 check freight containers, tank-containers, portable tanks and vehicles containing 

dangerous cargoes to ensure that they have a current safety approval plate in 
accordance with the International Convention for Safe Containers (CSC), 1972, as 
amended, when applicable, or have been approved in accordance with the relevant 
provisions of the IMDG Code or by a certification or approval system of an 
appropriate authority; and 

 
.4 check, by external examination, the physical condition of each freight container, 

tank-container, portable tank or vehicle containing dangerous cargoes for obvious 
damage affecting its strength or packaging integrity and for the presence of any sign 
of leakage of contents. 

 
7.3.12.2 The berth operator should make such checks regularly to ensure implementation of the 
safety precautions in the port area and the safety of transport. 
 
7.3.12.3 If any of the checks mentioned above reveal deficiencies which may affect the safe 
transport or handling of dangerous cargoes the berth operator should immediately advise all 
parties concerned and request them to rectify all deficiencies prior to any further transport or 
handling of dangerous cargoes. 
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7.3.12.4 The berth operator should ensure that every necessary support will be given to the port 
authority or any other person or institution entitled to carry out inspections when they intend to carry 
out an inspection of dangerous cargoes. 
 
7.3.13 Hot work and other repair or maintenance work 
 
7.3.13.1 The berth operator should ensure that no repair or maintenance work resulting in 
non-availability of the emergency/fire equipment required by these Recommendations is carried out 
at the berth without prior permission of the port authority. 
 
7.3.13.2 The berth operator and the company carrying out the repairs, after having consulted the 
master of a ship, where appropriate, should ensure that they are in possession of a permit to proceed 
issued by the port authority before any repair or maintenance work involving hot work, or any other 
such work which may lead to a hazard because of the presence of dangerous cargoes, is carried out. 

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
7.3.13.2   The requirement for a permit and advance notice of the intended period of hot work or non-availability 
of equipment enables all emergency response institutions, such as the fire brigade, to be given adequate notice 
so they can voice objections and advise additional precautionary measures. 
 
In special cases, such as hot work in holds of tankers or in or nearby enclosed spaces, a thorough inspection of 
the area should be conducted by specialists who can determine whether specific safety measures are required. 

 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 
7.3.13.3 Minimum safety requirements for carrying out hot work are set out in annex 4. 
 
7.3.14 Entry into confined or enclosed spaces 
 
7.3.14.1 The berth operator should ensure that no person enters any enclosed space such as, for 
example, a cargo space, cargo tank, void space around such tank, cargo handling space, or other 
confined or enclosed space which has contained or may contain dangerous vapour or oxygen 
depleting cargoes, unless the space is free of dangerous vapour and not deficient in oxygen, and is 
certified to that effect by a responsible person trained in the use of the relevant equipment and 
sufficiently knowledgeable to interpret correctly the results obtained.  The responsible person should 
record the measurements taken. 
 
7.3.14.2 Where it is necessary for operational purposes to enter a space which cannot be freed of 
dangerous vapour within a reasonable time and which, therefore, can not be certified as provided 
in 7.3.14.1, or it is unlikely that the space will remain free of dangerous vapour, then entry should 
only be made by persons wearing a self-contained breathing apparatus and any other necessary 
protective equipment and clothing.  The entire operation should be carried out under the direct 
supervision of a responsible person who should be provided with self-contained breathing apparatus, 
protective equipment and rescue harness.  The breathing apparatus, protective and rescue equipment 
should not be of a type that could introduce a source of ignition into the space. 
 
7.3.14.3 The berth operator should ensure that entry into a space mentioned in 7.3.14.1 follows 
carefully established procedures which are contained in international codes and guides. 
 
7.3.15 Fumigation of warehouses, sheds or cargo transport units 
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7.3.15.1 The berth operator should ensure that fumigation of warehouses, sheds or cargo transport 
units is carried out in accordance with the requirements of the regulatory authority.  Reference 
should be made to the Recommendations on the Safe Use of Pesticides in Ships in the Supplement to 
the IMDG Code. 
 
7.3.15.2 The berth operator should ensure that fumigation of cargo transport units is carried out 
only in areas designated by the port authority for this purpose. 
 
7.3.15.3 The berth operator should ensure that fumigated warehouses, sheds or cargo transport 
units are conspicuously marked, informing anyone approaching them of the hazard involved. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.15.3   Annex 3 of the Recommendations on the Safe Use of Pesticides in Ships shows a warning sign to be 
used for ships, ships’ compartments, freight containers, barges and cargo transport units under fumigation.  
A similar label is shown in annex 2 of the IMO/ILO/UN ECE Guidelines for Packing of Cargo 
Transport Units (CTUs). 
 

Fumigation warning sign 

 
 
Figure 5 of these Recommendations shows an example of a pictorial warning sign suitable for cargo sheds, other 
spaces ashore which are fumigated or about to be fumigated or in which cargo transport units under fumigation 
are kept. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.15.4 The berth operator should ensure that no person enters a warehouse, shed or cargo 
transport unit unless it has been properly ventilated, determined gas-free, fumigation warning signs 
have been removed and a responsible person has determined that it is safe to enter and issued a 
clearance certificate. 
 
7.3.15.5 A Guide to fumigation operations is set out in annex 7. 
 
7.3.16 Contaminated wastes 
 
7.3.16.1 The berth operator should ensure that wastes contaminated with dangerous cargoes are 
immediately collected and disposed of in accordance with the requirements of the 
regulatory authority. 
 
7.3.17 Alcohol and drug abuse 
 
7.3.17.1 The berth operator, within his area of responsibility, should ensure that no person under 
the influence of alcohol or drugs is allowed to participate in any operation involving the handling of 
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dangerous cargoes.  Any such persons should always be kept clear of the immediate areas where 
dangerous cargoes are being transported or handled. 
 
7.3.18 Weather conditions 
 
7.3.18.1 The berth operator, within his area of responsibility, should not permit dangerous cargoes 
to be handled in weather conditions which may seriously increase the risk.   
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.3.18.1   As an example, no explosives or liquid bulk dangerous cargoes should be handled during 
thunderstorms nor should unprotected cargoes which react dangerously, when in contact with water, be handled 
during rain. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.3.19 Lighting 
 
7.3.19.1 The berth operator, within his area of responsibility, should ensure that areas where 
dangerous cargoes are handled or where preparations are being made to handle dangerous cargoes 
and access to such areas are adequately illuminated. 
 
7.3.20 Handling equipment 
 
7.3.20.1 The berth operator, within his area of responsibility, should ensure that all equipment used 
in the handling of dangerous cargoes is suitable for such use and used only by skilled persons. 
 
7.3.20.2 The berth operator, within his area of responsibility, should ensure that all cargo handling 
equipment is of an approved type where appropriate, properly maintained and tested in accordance 
with national and international legal requirements. 
 
7.3.21 Protective equipment 
 
7.3.21.1 The berth operator, within his area of responsibility, should ensure, when necessary, that a 
sufficient quantity of appropriate protective equipment is available to all personnel involved in the 
handling of dangerous cargoes. 
 
7.3.21.2 Such equipment should provide adequate protection against the hazards specific to the 
dangerous cargoes handled and should be of an approved type or made in conformity with an 
approved standard. 
 
7.4 Cargo interests 
 
7.4.1 Documents and certificates 
 
7.4.1.1 The cargo interests should ensure that all documents and certificates concerning dangerous 
cargoes are issued in accordance with the IMDG Code and national or international legal 
requirements applicable to the relevant modes of transport.  Required shipping papers with the 
related certificates, where applicable, should always be with the party having the dangerous cargo, 
at each stage while in the port area. 
 
7.4.2 Identification, packing, marking, labelling or placarding and certification 
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7.4.2.1 The cargo interests should ensure that dangerous cargoes are properly identified, packed, 
marked, labelled or placarded so as to comply with the appropriate provisions of part 5 of 
the IMDG Code and with appropriate national or international legal requirements applicable to the 
relevant modes of transport and that unnecessary, placards, marks and labels have been removed. 
 
7.4.3 Freight containers, tank-containers, portable tanks and vehicles 
 
7.4.3.1 The cargo interests should ensure that freight containers, tank-containers, portable tanks 
and vehicles used for carrying dangerous cargoes are safe for use and have a current safety approval 
plate in accordance with the International Convention for Safe Containers (CSC), 1972, as amended, 
when appropriate, and have been approved in accordance with the relevant provisions of part 6 of 
the IMDG Code, or by a certification or approval system of an appropriate authority. 
 
7.4.3.2 The cargo interests should ensure that cargo transport units are packed with dangerous 
cargoes in accordance with the IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport 
Units (CTUs) or any other national or international legal requirements applicable to the mode of 
transport so as to ensure the safe transport and handling of such units in the port area. 
 
 ______________________________________________________________________________________ 

7.4.3.2   To ensure safe transport by sea, road, rail or barge, it is of utmost importance that, prior to leaving the 
premises of the originator, freight containers and other cargo transport units are packed and stowed in 
accordance with the IMO/ILO/UN ECE Guidelines for Packing of Cargo Transport Units (CTUs).  Corrections 
along the transport chain are not usually possible as deficiencies are unlikely to be detected prior to damage 
occurring.  If they are possible they are likely to be costly and to result in delays.  It is, therefore, essential that 
the cargo interests ensure compliance with the IMO/ILO/UN ECE Guidelines at the place of packing the cargo 
transport units.  It should be noted that safe packing and stowage also has commercial advantages, as customers 
will always prefer intact goods and insurance claims should drop considerably. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

  
7.4.4 Inspections 
 
7.4.4.1 The cargo interests should appoint a responsible person when dangerous cargoes are 
handled or transhipped who should prior to and during the transport chain, check that the provisions 
set out in 7.4.1 to 7.4.3 are complied with. 
 
7.4.4.2 The responsible person of the cargo interests should check, by visual examination, the 
physical condition of each freight container, tank-container, portable tank or vehicle for obvious 
damage affecting its strength or packaging integrity and for the presence of any sign of leakage 
of contents. 
 
7.4.4.3 The responsible person of the cargo interests should make such checks regularly to ensure 
implementation of the safety precautions in the transport chain to the port area. 
 
7.4.4.4 If any of the checks in 7.4.1 to 7.4.3 reveal deficiencies which may affect the safe transport 
or handling of dangerous cargoes the responsible person of the cargo interests should advise all 
parties concerned immediately and request them to rectify all deficiencies prior to any further 
transport or handling of dangerous cargoes. 
 
7.4.4.5 The responsible person of the cargo interests should ensure that every necessary support 
will be given to the port authority or the berth operator when an inspection of the dangerous 
cargoes is carried out by them. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

7.4.4.5   The cargo interests should consider appointing an agent or forwarder in the port of loading or 
discharging who could participate in the inspections carried out by the regulatory or port authorities (see also 
Guidance to 7.1.8.1).  This is to ensure that their interests are met during the inspection and actions can be taken 
to avoid future mistakes and deficiencies. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
7.4.4.6 The cargo interests should, commensurate with their responsibilities, ensure that the 
security provisions concerning dangerous cargoes in accordance with the relevant IMO Codes and 
national or international legal requirements applicable to the relevant modes of transport are 
implemented. 
 
8 DANGEROUS CARGOES IN PACKAGED FORM 
 
8.1 Documentation 
 
8.1.1 Passenger ships and cargo ships of 500 gross tonnage or over constructed on or after 
1 September 1984 and carrying dangerous goods, shall comply with the requirements of 
regulation II-2/19 of SOLAS 1974.  In this connection, such ships are required to carry on board a 
Document of Compliance in accordance with SOLAS 1974, regulation II-2/19.4 as evidence that 
the ship complies with the special requirements for ships carrying dangerous goods 
stipulated in SOLAS regulation II-2/19. Cargo ships of less than 500 gross tonnage constructed on or 
after 1 February 1992 shall comply with the requirements of regulation II-2/19 of SOLAS 1974, 
unless Administrations have reduced the requirements and this has been recorded in the Document 
of Compliance. 
 
8.1.2 The Document of Compliance provides information on the classes of dangerous goods that 
may be carried on deck and in each compartment of the ship. 
 
8.1.3 On board a ship carrying packaged dangerous cargoes a special list or manifest setting out 
the dangerous goods and marine pollutants and their location is required.  A detailed stowage plan, 
which identifies by class and sets out the location of all dangerous goods and marine pollutants on 
board, may be used in place of such a special list or manifest.  IMO FAL form 7 provides a format 
for such a manifest. 
 
8.1.4 The dangerous goods and/or marine pollutants list or manifest shall be based on the 
documentation and certification required by chapter 5.4 of the IMDG Code and contain the stowage 
location and the total quantity of dangerous goods and/or marine pollutants on board. 
 
8.1.5 The regulatory authority should establish appropriate arrangements for the inspection of the 
ship, to ensure, where appropriate, that the dangerous goods have been loaded and stowed in 
accordance with the Document of Compliance. 
 

8.2 Supervision 
 

8.2.1 As soon as practicable after the berthing of the ship, the master and the berth operator, 
within their respective areas of responsibility, should ensure that a responsible person is appointed 
to supervise the handling of dangerous cargoes.  The responsible person should be aware of the 
risks involved and the steps to be taken in an emergency and who will maintain any necessary 
contact with the master and the berth operator. 
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 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

8.2.1   Communication between persons, especially between the responsible persons who are involved in 
handling of dangerous cargoes, is very important.  This is why it has to be clear to all parties who is the 
responsible person on the ship and at the berth.  Both the master of the ship concerned and the berth operator 
should ensure that a responsible person is appointed who will supervise, within their respective areas of 
responsibility, the handling of dangerous cargoes.  For the ship the responsible person will usually be the chief 
officer or cargo officer.  On the berth the responsible person, in most cases, will be supervisor on duty 
responsible for the loading/unloading operations. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

8.3 Information for operational and emergency purposes 
 
8.3.1 The master of a ship and the berth operator, within their respective areas of responsibility, 
should have the following information with respect to all dangerous cargoes transported or handled 
immediately available: 
 

.1 the description of dangerous cargoes in accordance with chapter 5.4 of 
the IMDG Code;   

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
8.3.1.1   The information is not only necessary for emergency procedures such as fire, spillage, leakage or 
accidental contact, but also for loading/unloading operations and stowage and segregation requirements.  
The necessary information consists of documentation of dangerous goods shipments as described in chapter 5.4 
of the IMDG Code (e.g., dangerous goods transport document including dangerous goods declaration 
(multimodal dangerous goods declaration form may be used) and container/vehicle packing certificate.  These 
documents shall be available for the dangerous cargoes to be loaded. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

.2 details of special equipment needed for the safe handling of a particular dangerous 
cargo; and   

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
8.3.1.2   When special equipment is needed for the handling of dangerous cargoes, information and any relevant 
test and examination certificates about this equipment shall be immediately available to the master, the berth 
operator and the responsible persons. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 

.3 the emergency procedures, including action to be taken in the event of a spillage or 
leakage, counter measures against accidental contact, fire-fighting procedures and 
suitable fire-fighting media.   

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
8.3.1.3   Information in respect of emergency procedures should be immediately available to the master, the 
berth operator and the responsible persons.  The information should be placed in a location immediately 
accessible to the persons concerned, e.g., aboard ship in the cargo office, at the berth in the terminal operations 
office, etc. 

 
For the ship this information consists, among other things, of the Emergency Response Procedures for Ships 
Carrying Dangerous Goods (EmS Guide), the Medical First Aid Guide for Use in Accidents Involving 
Dangerous Goods (MFAG) and the emergency and fire plan of the ship. 
 
The information at the berth should include the emergency procedures on the berth, fire and emergency 
arrangements on the berth and the telephone numbers of the fire service, ambulance, police and the authorities to 
be informed in case of an incident concerning dangerous cargoes.  It is furthermore recommended that all 
concerned are informed about the emergency procedures which apply to the ship and the berth. 
 
If a telephone can be placed on the ship, this is recommended, together with the telephone number of the 
responsible person of the berth and the emergency telephone number to be dialled in case of an incident 
concerning dangerous cargoes. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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8.3.2 The master of a ship and the berth operator, within their respective areas of responsibility, 
should each appoint a responsible person who should maintain records of dangerous cargoes 
loaded and/or unloaded.  The responsible person and records should be available to assist in 
emergencies.  The responsible person is not automatically the same responsible person who is 
supervising the handling of dangerous cargoes.  If the responsible persons are not the same, this 
should be made clear to the parties involved.  The reason that only one person should be responsible 
for these records is so that all documents concerned are kept in one record system and handled by 
one person, to avoid the records becoming incomplete.  This should not mean that the records 
become inaccessible to other parties.  The records should be kept in an immediately accessible place 
(e.g., the ship’s cargo office or the terminal-operations office of the berth). 
 
8.3.3 A copy of a dangerous goods and/or marine pollutants list or manifest shall be made 
available before departure to the person(s) or organization(s) designated by the port State authority.   
 
8.4 General handling precautions 
 
8.4.1 The master of a ship and the berth operator, within their respective areas of responsibility, 
should ensure that: 
 

.1 every person engaged in the handling of dangerous cargoes exercises reasonable 
care to avoid damage to packages, unit loads and cargo transport units.   

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
8.4.1.1   This can be achieved by making all persons handling dangerous cargoes aware of the dangers which 
can occur during loading and unloading dangerous cargoes.  Persons handling dangerous cargoes should also 
know how to handle the equipment they use and be aware of the limits of the equipment. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
.2 whilst dangerous cargoes are being handled, precautions are taken to prevent 

unauthorized access to handling areas. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

8.4.1.2   Unauthorized persons who enter areas where dangerous cargoes are handled can cause dangerous 
situations, not only to themselves but also to authorized persons working in these areas.  To prevent such 
situations, access to the entrance to the handling area should be controlled.  When persons who are not directly 
involved in the handling of dangerous cargoes have to pass through the area, they should only do so via 
designated walkways. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
.3 if there is any loss of containment of dangerous cargo, every practical step is taken 

to minimize risks to persons and adverse effects to the environment. 
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9 LIQUID BULK DANGEROUS CARGOES (INCLUDING LIQUIFIED GAS) 
 
9.1 General 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

9.1   Comprehensive guidance on the Recommendations of this section is provided in the documents listed in the 
bibliography set out in appendix 2.  Particular attention is drawn to: 

 
ICS/OCIMF/IAPH: International Safety Guide for Oil Tankers and Terminals (ISGOTT) – Fifth  
edition, 2006;  
 
ICS/OCIMF/SIGTTO: Guide to Contingency Planning for Gas Carrier Alongside and Within Port Limits – 
Second edition, 1999; 
 
SIGTTO:  Guide to Contingency Planning for Marine Terminals Handling Liquefied Gases in  
Bulk – First edition, 2001; 

 
OCIMF/SIGTTO: Inspection Guidelines for Ships Carrying Liquefied Gases in Bulk – Second  
edition 1998; 
 
OCIMF:  Vessel Inspection Questionnaire for Oil Tankers, Combination Carriers, Shuttle Tankers, Chemical 
Carriers and Gas Carriers, Barges, Towing Vessels Utilized for Handling Barges and Vessels Carrying 
Packaged Cargoes (VIQ) – Third edition, 2005; 
 
OCIMF: Harmonized Vessel Particulars Questionnaire (VPQ) ; 
 
SIGTTO: Liquefied Gas Handling Principles on Ships and in Terminals – Third edition, 2000; and 
 
OECD: Guiding Principles for Chemical Accident Prevention, Preparedness and Response – 1992. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
9.1.1 International certificates 
 
9.1.1.1 The following international certificates may be relevant: 
 

.1 International Oil Pollution Prevention Certificate (IOPP Certificate); 
 
.2 International Pollution Prevention Certificate for the Carriage of Noxious Liquid 

Substances in Bulk (NLS Certificate); 
 
.3 International Certificate of Fitness for the Carriage of Liquefied Gases in Bulk, or the 

Certificate of Fitness for the Carriage of Liquefied Gases in Bulk, whichever is 
appropriate; 

 
.4 International Certificate of Fitness for the Carriage of Dangerous Chemicals in Bulk, 

or the Certificate of Fitness for the Carriage of Dangerous Chemicals in Bulk, 
whichever is appropriate; and 

 
.5 Certificate of Fitness issued under the Provisions of the Guidelines for the Transport 

and Handling of Limited Amounts of Hazardous and Noxious Liquid Substances in 
Bulk on Offshore Support Vessels (LHNS Certificate). 
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9.1.1.2 The port authority should, in accordance with the legal requirements of the regulatory 
authority, be able to prohibit: 
 

.1 the entry into the port area of a ship carrying bulk oil, unless the master is in 
possession of a valid IOPP Certificate, supplemented with form B – Record of 
Construction and Equipment for Oil Tankers; 

 
.2 the entry into the port area of a ship carrying liquid bulk dangerous cargoes to 

which the Codes for the Construction and Equipment of Ships Carrying Dangerous 
Chemicals or Liquefied Gases in Bulk are applicable, unless the master is in 
possession of a valid Certificate of Fitness; 

 
.3 the entry into the port area of a ship carrying liquid bulk dangerous cargoes to 

which the Codes for the Construction and Equipment of Ships Carrying Dangerous 
Chemicals or Liquefied Gases in Bulk are not applicable, unless the master is in 
possession of a valid NLS Certificate; and 

 
.4 the loading and unloading of liquid bulk dangerous cargoes into or from ships 

referred to in 9.1.1.2.1 to 9.1.1.2.3 unless the master is in possession of a valid IOPP 
Certificate, Certificate of Fitness or NLS Certificate, as appropriate, for the ship and 
those dangerous cargoes. 

 
9.1.1.3 The regulatory authority should establish appropriate arrangements for the inspection of a 
ship, to ensure that it complies with any certificate, referred to in 9.1.1.1, where there is reason to 
believe that the ship may not comply. 
 
9.1.2 Vapour emission control 
 
9.1.2.1  Subject to the requirements of the regulatory authority, the port authority may require that 
whenever certain liquid bulk dangerous cargoes are handled, suitable and safe measures are taken to 
prevent or control the emission of vapour into the atmosphere.  Attention is drawn to IMO Circular 
MSC/Circ.585 on Standards for Vapour Emission Control Systems. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

9.1.2   This is a complex matter and under continuous development by experts.  Local environmental conditions 
and legal requirements should be taken into account in deciding whether to require any vapour-return line or 
vapour-disposal system.  If such a system should be required, due attention should be given to avoiding 
additional hazards. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
9.1.3 Information for operational and emergency purposes 
 
9.1.3.1  The master of a ship and the berth operator, within their respective areas of responsibility, 
should have immediately available the following information with respect to each dangerous cargo 
transported or handled: 
 

.1 the product name of the cargo, the UN number (where available) and a description of 
the relevant physical and chemical properties (including reactivity) necessary for the 
safe containment and handling of the cargo; 
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.2 procedures for the cargo transfer, slop transfer, gas-freeing, inerting, ballasting, 
de-ballasting and tank cleaning; 

 
.3 special equipment needed for the safe handling of a particular cargo; and 

 
.4 appropriate emergency response procedures, including the: 

 
– action to be taken in the event of a spillage or leak; 
– counter-measures against accidental contact; and 
– fire-fighting procedures and the suitable fire-fighting media. 

 
9.2 Ships carrying liquid bulk dangerous cargoes 
 
9.2.1 Compatibility 
 
9.2.1.1 The master of a ship should in co-operation with the port authority and berth operator, 
where appropriate, ensure that during the handling of liquid bulk dangerous cargoes, which may 
react in a hazardous manner (physically or chemically) with any other cargo carried or handled, 
every precaution is taken to prevent such hazard by selecting non-adjacent tanks with separate 
venting systems for their carriage and using separate pumping and piping systems for their handling. 
 
9.2.1.2 The master of a ship should ensure that no liquid bulk dangerous cargoes comes into 
contact with any tank, pipe, valve or any other equipment in the ship which may cause a hazard by 
weakening, chemical reaction or any other means.  He should also be aware of the hazard associated 
with solidification of cargo in ships’ vent lines, substances which react with water and 
oxidizing agents. 
 
9.2.2 Handling 
 
9.2.2.1 The master of a ship should ensure that: 
 

.1 precautions are taken at all times to prevent flammable and/or toxic vapour from 
entering a service or control station, accommodation or machinery spaces on 
the ship; 

 
.2 except for vents designed to prevent excess pressure or vacuum within a cargo space, 

all openings from cargo spaces are kept closed during handling of flammable and/or 
toxic cargoes, or ballast water contaminated with such cargoes, except with the 
permission of the port authority and berth operator; and 

 
.3 any tools or equipment used, e.g. for sampling or ullaging are used in a manner so as 

not to cause ignition. 
 
9.2.2.2 In the case of flammable cargoes sighting and ullage ports should be kept closed unless 
required to be open for operational purposes.  If, for design reasons, they are required to be open, the 
openings should be protected by a flame screen which may be removed for a short period during 
ullaging, sighting, sounding and sampling.  The flame screens should be a good fit and be kept clean 
and in good condition. 
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9.2.2.3 The master of a ship should ensure that, if an incident occurs during the handling of liquid 
bulk dangerous cargoes or ballast water contaminated with liquid bulk dangerous cargoes which 
necessitates a repair to the cargo piping system or connections, or which interferes in any way with 
the uninterrupted flow of liquid bulk dangerous cargoes or ballast water, such handling is stopped 
and not resumed until adequate safety measures have been taken with the approval of the port 
authority and, where appropriate, the berth operator. 
 
9.2.3 Gas-freeing, tank cleaning and inerting 
 
9.2.3.1 The master of a ship carrying or having carried liquid bulk dangerous cargoes should 
ensure that gas-freeing, tank cleaning (including crude oil washing), or purging with inert gas is 
carried out in accordance with the ship’s operating manuals which lay down the correct procedure to 
be employed.  Such operating manuals should deal comprehensively with the procedure to be 
employed and should incorporate the recommendations and guidelines of IMO or other 
organizations where they are appropriate. 
 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

9.2.3.1   Ship’s operating manuals should be approved by the Administration.  The guidelines referred to 
concern inert gas systems and crude oil washing systems. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
9.2.3.2 No gas-freeing, tank cleaning or purging should be carried out without the permission of the 
port authority and the berth operator, where appropriate. 
 
9.2.4 Containment of spillage 
 
9.2.4.1 The master of a ship should ensure that during handling operations all scuppers are kept 
closed except to the extent that it is necessary to allow water to drain off, and that the scuppers are 
inspected regularly.  Where corrosive liquids or refrigerated gases are being handled, the scuppers 
may be kept open if permitted by the port authority, provided that an ample supply of water is 
available at all times in the vicinity of the manifolds.  Attention is, however, drawn to the 
requirements of regulations of Annex I and Annex II of MARPOL 73/78 for provision of shipboard 
oil pollution emergency plans and marine pollution emergency plans for noxious liquid substances. 
 
9.3 Shore installations 
 
9.3.1 Warning notices 
 
9.3.1.1 The berth operator should ensure that, before handling liquid bulk dangerous cargoes at 
any berth on the shore, appropriate warning notices, preferably pictograms, are placed at all 
entrances and approaches to the berth. 
 
9.3.2 Compatibility 
 
9.3.2.1 The berth operator should ensure that liquid bulk dangerous cargoes are handled and kept 
in such a manner so as to preclude the possibility of a dangerous interaction with incompatible 
cargoes or materials. 
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9.3.3 Communications 
 
9.3.3.1 The berth operator should ensure that effective communication has been established 
between a berth used for the handling of liquid bulk dangerous cargoes and the installation from or 
into which such cargoes are being transferred.  Communication equipment so used should be of a 
type safe for use in a flammable atmosphere or explosive atmosphere and be in a good order. 
 

Note: VHF equipment operating on frequencies allocated to the maritime mobile service 
should only be used for communications between a ship and the shore installations 
where allowed by the regulatory authority and where permitted by the 
port authority. 

 
9.3.4 Pipelines used for liquid bulk dangerous cargoes 
 
9.3.4.1 The berth operator should ensure that a pipeline or flexible pipe:  
 

.1 is not used for cargoes other than those for which it is suitable, having regard to the 
temperature and compatibility of such cargoes; 

 
.2 is suitably protected if it is liable to be damaged by impact; and 

 
.3 is electrically continuous except for the inclusion of an insulating flange or 

non-conductive spool piece when used for the transfer of a flammable liquid.  
The pipeline on the seaward side of the insulating section should be electrically 
continuous to the ship, and that on the landward side should be electrically 
continuous to the jetty earthing system.  The insulating flange should be tested in 
accordance with chapter 17 of ISGOTT. 

 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

9.3.4.1   The use of a ship/shore bonding cable is not only considered to be ineffective but could also be 
dangerous.  Port authorities are urged to adopt the recommendation concerning the use of an insulating flange or 
a non-conducting hose to ensure electrical discontinuity between the ship and shore. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
9.3.4.2 The berth operator should ensure that: 
 

.1 adequate precautions are taken to prevent a short-circuit of the insulating section 
referred to in 9.3.4.1.3; 

 
.2 the insulating and earthing systems referred to in 9.3.4.1.3 are inspected and tested at 

appropriate intervals to ensure their effectiveness; and 
 

.3 any other metallic connections between the berth and the ship are protected or 
arranged so as to ensure that there is no possibility of incentive sparking where a 
flammable atmosphere may be present. 

 
 –––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

9.3.4.2   Reference is made to the appropriate checklists in the International Safety Guide for Oil Tankers and 
Terminals (ISGOTT). 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
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9.3.5 Sources of ignition 
 
9.3.5.1 The berth operator should ensure that the master of a ship is notified of any conditions 
which may require precautions to be taken for avoidance of sources of ignition on the ship such as 
galley stoves or cooking appliances with non-immersed elements. 
 
9.3.6 Containment of spillage 
 
9.3.6.1 The berth operator should ensure that all drain holes and pipes and all other drains of any 
kind on the jetty, where liquid bulk dangerous cargoes might escape in case of an accident, are 
closed before handling commences and are kept closed during the whole of the period of the 
handling of liquid bulk dangerous cargoes. 
 
9.3.6.2 In case of a spillage occurring, adequate means of containment and disposal, as required by 
the regulatory authority or port authority, should be available at short notice. 
 
9.3.7 Shore electricity supply 
 
9.3.7.1 The berth operator should ensure that any shore communication cables to a ship are of a 
type certified safe for use in hazardous areas. 
 
9.3.7.2 The berth operator should ensure that no shore electrical supply is connected to a ship, 
except a supply of a type certified safe for use in flammable atmosphere, or in an emergency and 
with approval of the port authority. 
 
9.3.7.3 The berth operator should ensure that no connection, cable or electrical supply is used near 
a ship carrying flammable cargoes at a berth where such cargoes are present or where a flammable 
atmosphere may be present, unless it is certified for use in such places. 
 
9.4 Handling 
 
9.4.1 Flexible pipes 
 
9.4.1.1 The master of a ship and berth operator within their respective areas of responsibility 
should ensure that: 
 

.1 no flexible pipe is used for cargoes other than those for which it is suitable, having 
regard to the temperature and compatibility of such cargoes, or at any working 
pressure for which it is unsuitable; 

 
.2 each type of flexible pipe complete with end fittings has been prototype tested and a 

certificate provided to show the bursting pressure.  Prototype hoses may not be used 
in service; 

 
.3 before being placed in service, each flexible pipe supplied should be hydraulically 

tested in accordance with the requirements of the regulatory authority; 
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.4 before being put into use on any day a flexible pipe, other than one being used at a 
monobuoy or other off-shore facility, is visually inspected.  Flexible pipes used at 
monobuoys and other off-shore facilities should be inspected at frequent intervals; 

 
.5 a flexible pipe is permanently and legibly marked, showing the type of hose, its 

specified maximum working pressure and its month and year of manufacture; 
 

.6 there are adequate electrical insulation flanges; 
 

.7 the length of each flexible pipe is sufficient to satisfactorily operate within the 
defined operating envelope without overstressing the terminal connections; 

 
.8 a flexible pipe rigged for the handling of liquid bulk dangerous cargoes is kept 

under adequate supervision; 
 

.9 there are adequate procedures for the disconnection of the flexible pipe in the event 
of an emergency, to protect the environment, personnel safety and equipment; and 

 
.10 any flexible pipe after use is drained and purged of the liquid bulk dangerous 

cargoes and that in cases where this is not possible or has not been carried out, the 
flexible pipe is provided at each free end with a suitable means to prevent the escape 
of vapour or admission of air.  Such equipment should always be provided on 
flexible pipes used for the handling of highly toxic liquids or liquefied gas. 

 
9.4.2 Loading arms 
 
9.4.2.1 The master of a ship and berth operator within their respective areas of responsibility 
should ensure that: 
 

.1 there are adequate procedures for the operation, supervision and disconnection of 
loading arms in the event of emergency, to protect the environment, personnel safety 
and equipment; 

 
.2 no loading arm is used for substances other than those for which it is suitable, having 

regard to the temperature and compatibility of such substances and the working 
pressure or flow rate for which it is suitable; 

 
.3 in an emergency there are adequate means for draining the inner and outer arms after 

normal use and before disconnection; 
 

.4 the operating envelope of the loading arms is suitable for the ship; 
 

.5 the manifold spacing is satisfactory when more than one loading arm is connected; 
 

.6 each loading arm has been periodically maintained and has a current certificate for 
its fitness for use; and 

 
.7 there are adequate electrical insulation flanges. 



MSC.1/Circ.1216 
ANNEX 
Page 77 

 

 
I:\CIRC\MSC\01\1216.doc 

9.4.3 Preliminary precautions 
 
9.4.3.1 The master of a ship and berth operator within their respective areas of responsibility, 
should ensure that cargo handling controls, gauging systems, emergency shutdown and alarm 
systems, where applicable, have been tested and found to be satisfactory before cargo handling 
operation begins. 
 
9.4.3.2 The master of a ship and berth operator should before liquid bulk dangerous cargoes are 
pumped into or out of a ship from or into a shore installation: 
 

.1 agree in writing on the handling procedures including the maximum loading or 
unloading rates taking into account: 

 
.1.1 the arrangement, capacity and maximum allowable pressure of the ship’s 

cargo lines and the shore pipelines; 
 
.1.2 the arrangement and capacity of the vapour venting system; 
 
.1.3 the possible pressures increase due to emergency shut-down procedures; 
 
.1.4 the possible accumulation of electrostatic charge; and 
 
.1.5 the presence of responsible persons during start up operations on board 

ship and ashore; 
 

.2 complete and sign an appropriate safety check list showing the main safety 
precautions to be taken before and during such handling operations; 

 
.3 agree in writing the action to be taken and the signals to be used in the event of an 

emergency during handling operations; and 
 

.4 ensure appropriate safety equipment and clothing are used. 
 
9.4.3.3  The berth operator should ensure that master flow and drain valves, and other valves that 
would permit direct outward flow of a bulk liquid storage tanks contents to the surface are securely 
locked in the closed position when in a non-operating or non-standby status. 
 
9.4.3.4  The berth operator should ensure that starter controls on all bulk liquid transfer pumps are 
locked in the “off” position, or located at a site accessible only to authorized personnel. 
 
9.4.3.5  The berth operator should ensure that loading/unloading connections of pipelines, loading 
arms, or transfer hoses are securely capped or blank-flanged when not in service or in 
standby service. 
 
9.4.4 Pumping 
 
9.4.4.1 The master of a ship and berth operator within their respective areas of responsibility 
should ensure that: 
 



MSC.1/Circ.1216 
ANNEX 
Page 78 
 

I:\CIRC\MSC\01\1216.doc    

.1 frequent checks are made to ensure that the agreed back-pressures and loading or 
unloading rates are not exceeded; 

 
.2 all reasonable care is taken to prevent all relevant pipelines, loading arms, flexible 

pipes and associated equipment on board the ship and ashore from developing a leak, 
and that they are kept under adequate supervision during the handling of liquid bulk 
dangerous cargoes; 

 
.3 effective communication between the ship and the shore installations is maintained 

throughout the handling operations; 
 

.4 the safety check list mentioned in 9.4.3.2.2 is available for inspection throughout the 
handling operations; 

 
.5 simultaneous working of ships’ stores with the handling of dangerous cargoes, 

gas-freeing, purging or tank cleaning is only carried out when permitted by the port 
authority and all practicable precautions are taken to avoid damage to connecting 
loading arms, flexible pipes or associated equipment or any other hazards; 

 
.6 during the handling of liquid bulk dangerous cargoes, arrangements are made for 

the gauging of ships’ tanks to ensure that no tank is overfilled; 
 

.7 responsible persons are present during operations on board ship and ashore; and 
 

.8 appropriate safety equipment and clothing are used. 
 
9.4.5 Completion of operation 
 
9.4.5.1 The master of a ship and berth operator within their respective areas of responsibility 
should ensure that after the completion of every transfer of liquid bulk dangerous cargoes the valves 
of the discharging and receiving cargo spaces and tanks are closed and any residual pressure in the 
relevant pipelines, loading arms and flexible pipes is released, unless the same valves are required to 
be open for normal plant or ship operations.  They should also ensure that: 
 

.1 prior to the disconnection of the shore pipelines from the ship, the loading arms, 
flexible pipes and piping are drained of liquids, the pressure relieved and the 
piping vented; 

 
.2 all safety precautions are taken, including the blanking off of the ship manifold 

connection and the shore pipeline; and 
 

.3 appropriate safety equipment and clothing are used. 
 
9.4.6 Ship-to-ship transfer 
 
9.4.6.1 The ship-to-ship transfer of liquid bulk dangerous cargoes should be subject to the 
authorization of the port authority and, where appropriate, the permission of the berth operator.  If 
the port authority permits ship-to-ship transfer, it should impose conditions such as special safety 
check lists and control of the place where the operation may be undertaken, taking into account the 
particular hazards involved. 
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–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
9.4.6.1   Attention is drawn to the ICS/OCIMF Ship-to-Ship Transfer Guide (Liquefied Gases) and  
Ship-to-Ship Transfer Guide (Petroleum).  An example of a checklist is given in annex 5. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
9.5 Special categories 
 
9.5.1 Excess pressure in tanks containing liquefied gas 
 
9.5.1.1 The master of a ship and berth operator within their respective areas of responsibility 
should ensure that excess pressure does not develop in the tanks containing liquefied gas under 
pressure in the ship or on the berth.  Where appropriate, the surroundings should be cooled by 
whatever means are available, including the use of water spray. 
 
9.5.2 Refrigerated liquefied gas 
 
9.5.2.1 The master of a ship, the port authority and berth operator within their respective areas of 
responsibility should ensure that the loading or unloading of liquefied gas at low temperature is only 
carried out if: 
 

.1 all relevant shore and ship tanks, pipelines, loading arms and relevant ships’ piping 
are gradually and evenly cooled to prevent thermal stress; 

 
.2 all automatic controls, gas detectors and other associated instruments are in working 

order; and 
 
.3 suitable protective equipment and clothing is available and used as appropriate. 

 

9.6 Combination carriers 
 
9.6.1 A combination carrier which has previously carried crude oil or petroleum products having a 
flashpoint not exceeding 60ºC c.c. as a cargo, should be subject to Section 9 of these 
Recommendations unless it can be proved that no liquid, solid or gaseous residues of such cargo 
remain in any of the ship’s tanks, holds, void spaces, cargo or ballast lines, pumps or pump-rooms. 
 
9.6.2 When a combination carrier, referred to in 9.6.1, is moored in a port terminal other than an oil 
terminal and the ship is not gas-free: 
 

.1 the area 25 metres around the ship should be regarded as a hazardous area where 
special precautions against fire should be taken; 

 
.2 the tanks should be inerted; 

 
.3 a ship/shore safety check list should be completed; and 

 
.4 the area should be watched by a special shore safety guard in addition to the ship’s 

deck watch. 
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10 SOLID BULK DANGEROUS CARGOES 
 
10.1 Documentation 
 
10.1.1 Ships of 500 gross tonnage or above constructed on or after 1 September 1984 and carrying 
dangerous goods, shall comply with the requirements of regulation II-2/19 of SOLAS 1974.  In this 
connection, such ships are required to carry on board a Document of Compliance in accordance with 
SOLAS 1974, regulation II-2/19.4 as evidence that the ship complies with the special requirements 
for ships carrying dangerous cargoes stipulated in SOLAS regulation II-2/19.  Cargo ships of less 
than 500 gross tonnage constructed on or after 1 February 1992 shall comply with the requirements 
of regulation II-2/19 of SOLAS 1974, unless Administrations have reduced the requirements and this 
has been recorded in the Document of Compliance. 
 
10.1.2 The Document of Compliance also provides information on the classes of dangerous 
cargoes that may be carried. 
 
10.1.3 Also, on board a ship carrying solid bulk dangerous cargoes, a list, a manifest or detailed 
stowage plan detailing the dangerous cargo and its location on board is required. 
 
10.1.4 The regulatory authority should establish appropriate arrangements for the inspection of the 
ship, to ensure, where appropriate, that the solid bulk dangerous cargoes have been loaded and 
stowed in accordance with the Document of Compliance. 
 
10.2 Responsibility for compliance 
 
10.2.1 When solid bulk dangerous cargoes are carried, handled or stowed, the master of a ship 
and berth operator within their respective areas of responsibility should ensure that the loading and 
unloading operations are carried out in accordance with the Bulk Cargo (BC) Code and the Code of 
Practice for the Safe Loading and Unloading of Bulk Carriers (BLU Code), where applicable, and 
the recommendations in 10.3 to 10.8 and the Manual on Loading and Unloading of Solid Bulk 
Cargoes for Terminal Representatives.  
 

10.3 Emission of harmful dusts 
 

10.3.1 Where the transport, handling or stowage of solid bulk dangerous cargoes may give rise to 
the emission of dust, all necessary practicable precautions should be taken to prevent and minimize 
the emission of such dusts and to protect persons and the environment from them. 
 
10.3.2 The precautions should include the use of appropriate protective clothing, respiratory 
protection, and barrier creams, when needed; as well as personal washing and hygiene and 
laundering of clothing. 
 
10.4 Emission of dangerous vapour/oxygen deficiency 
 
10.4.1 Where the transport or handling of solid bulk dangerous cargoes may give rise to the 
emission of a toxic or flammable vapour, all necessary practicable precautions should be taken to 
prevent and minimize the emission of such vapours and to protect persons from toxic vapours. 
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10.4.2 Whenever solid bulk dangerous cargo which may emit a toxic or flammable vapour is 
stowed or carried, an appropriate instrument for measuring the concentration of the toxic or 
flammable vapour should be provided.  Enclosed spaces used for such cargoes and adjacent spaces 
should be provided with effective ventilation. 
 
10.4.3 Except in an emergency, no person should enter an enclosed space in which a solid bulk 
dangerous cargo that may emit a toxic or flammable vapour is stowed or is deficient in oxygen 
unless the atmosphere in the space has been determined not to be hazardous to human health or 
safety.  If entry is necessary during an emergency, a person who enters the space should wear 
appropriate self-contained air breathing apparatus in accordance with confined space entry 
procedures (see 7.2.11.2). 
 
10.5 Emission of explosive dusts 
 
10.5.1 Where the transport or handling of solid bulk dangerous cargoes may give rise to the 
emission of dust that is liable to explode on ignition, all necessary practicable precautions should be 
taken to prevent such an explosion and to minimize the effects of an explosion if one should occur. 
 
10.5.2 Precautions include ventilating an enclosed space to limit the concentration of dust in the 
atmosphere, avoiding sources of ignition, minimizing the heights of walls of materials, and hosing 
down rather that sweeping. 
 
10.6 Spontaneously combustible substances and substances that react with water 
 
10.6.1 Solid bulk dangerous cargoes that, on contact with water, may evolve flammable or toxic 
vapours or become liable to spontaneous combustion, should be kept as dry as reasonably 
practicable.  Such cargoes should be handled only during dry weather conditions. 
 
10.7 Oxidizing substances 
 
10.7.1 Solid bulk dangerous cargo that is an oxidizing substance should be transported, handled 
and stowed in a manner that prevents in so far as reasonably practicable, contamination with 
combustible or carbonaceous materials.  Oxidizing substances should be kept away from any source 
of heat or ignition. 
 
10.8 Incompatible materials 
 
10.8.1 Solid bulk dangerous cargoes should be carried, handled and stowed in a manner that 
prevents any dangerous interaction with incompatible materials.  This should apply between bulk 
dangerous cargoes mutually as well as between solid bulk dangerous cargoes and dangerous 
cargoes in packaged form. 
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ANNEX 1 
 

ADVANCE NOTIFICATION 
(7.1.2.6) 

 
The information provided to the port authority before dangerous cargoes are brought into or moved 
out of a port area should include: 
 
1 ARRIVAL BY WATER 
 
1.1 Packaged dangerous cargoes: 
 

.1 the name of the ship and ship’s IMO number, agent and estimated time of arrival 
(ETA), normally not less than 24 hours before arrival; 

 
.2 a list showing the Proper Shipping Name of the dangerous goods, the UN number, 

the class or, when assigned the division of the goods, including for class 1, the 
compatibility group letter, (if applicable), any subsidiary risk, the number and type of 
packages, packing group, the flashpoint range (as appropriate), the quantity and 
additional information as required by the chapter 5.4 of the IMDG Code;  

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
1.1.2 Each cargo, consignment or item in the list should be numbered consecutively to enable easy 

reference. 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
.3 the precise stowage of the dangerous cargoes on board, indicating those to be 

unloaded and those to be left on board;   
 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
1.1.3 Dangerous cargoes which are to remain on board should be stated with due reference to the number in 

the list (see above). 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 

 
.4 the condition of the dangerous cargoes if any undue hazard is likely to arise; and 

 
.5 any known defect which may substantially affect the safety of the port area or 

the ship. 
 
1.2 Bulk dangerous cargoes (liquid or solid): 
 

.1 the name of the ship and ship’s IMO number, agent and estimated time of arrival 
(ETA), normally not less than 24 hours before arrival; 

 
.2 a list showing the product name of the bulk dangerous cargoes and any other 

information required by the relevant IMO code; 
 

.3 whether a valid International Certificate of Fitness for the Carriage of Dangerous 
Chemicals in Bulk, or a Certificate of Fitness for the Carriage of Dangerous 
Chemicals in Bulk, whichever is appropriate, an International Pollution Prevention 
Certificate for the Carriage of Noxious Liquid Substances in Bulk (NLS Certificate) 
and/or an International Oil Pollution Prevention Certificate, as appropriate, are held 
for the cargo; 
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.4 location of the dangerous cargoes on board, indicating those to be unloaded and those 
to be left on board;  

 
–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
1.2.4    Combination carriers entering a dry cargo terminal should state the nature of the last three cargoes and 

their flashpoints, where applicable, and the present condition of the tanks/cargo holds (i.e. whether 
they are gas-free). 

–––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––––– 
 

.5 the condition of the dangerous cargoes and any known defect in the cargo 
containment and handling system, equipment or instrumentation related to the cargo 
carried in bulk which may lead to any undue hazard; and 

 
.6 any known defect which may substantially affect the safety of the port area or 

the ship. 
 
1.3 Additional information that may be provided to the port authority before dangerous cargoes 
are brought into or moved out of a port area may be amongst those specified in Part B of the 
ISPS Code.  Other examples of information which are required by the regulatory authorities in 
relation to packaged dangerous cargoes are:  
 

.1 Container number; 
 
.2 Transport licence number or reference (if IMDG Code class 1 or 7); 
 
.3 Name and contact details of consignee or of the local forwarder (if available). 

 
2 ARRIVAL BY LAND 
 
2.1 Packaged dangerous cargoes and bulk dangerous cargoes (liquid or solid): 
 

.1 name of the consignor (shipper) and date of delivery to the port area, normally not 
less that 24 hours before arrival; 

 
.2 for packaged dangerous cargoes:  the Proper Shipping Names of the dangerous 

goods, the UN number, the class or, when assigned the division of the goods, 
including for class 1, the compatibility group letter, (if applicable), any subsidiary 
risk, the number and type of packages, packing group, the flashpoint range (as 
appropriate), the quantity and additional information as required by chapter 5.4 of the 
IMDG Code; 

 
.3 for bulk dangerous cargoes: the product name and any other information required by 

the relevant IMO code; and 
 

.4 the name of the ship into which the dangerous cargoes are to be loaded 
(if applicable), the ship’s agent and the berth. 
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3 DEPARTURE BY WATER 
 
3.1 Packaged dangerous cargoes: 
 

.1 the name of the ship and ship’s IMO number, agent and estimated time of departure 
(ETD), as required by the regulatory authorities; 

 
.2 a list showing the Proper Shipping Names of the dangerous goods, the UN number, 

the class or, when assigned the division of the goods, including for class 1, the 
compatibility group letter, (if applicable), any subsidiary risk, number and type of 
packages, packing group, the flashpoint range (as appropriate), the quantity and 
additional information as required by chapter 5.4 of the IMDG Code; and 

 
.3 the stowage location of the dangerous cargoes on board. 

 
3.2 Bulk dangerous cargoes (liquid or solid): 
 

.1 the name of the ship and ship’s IMO number, agent and estimated time of departure 
(ETD), as required by the regulatory authorities; 

 
.2 a list showing the product names of the bulk dangerous cargoes and any other 

information required by the relevant IMO code; 
 

.3 whether a valid International Certificate of Fitness for the Carriage of Dangerous 
Chemicals in Bulk, or a Certificate of Fitness for the Carriage of Dangerous 
Chemicals in Bulk, whichever is appropriate, and/or an International Pollution 
Prevention Certificate for the Carriage of Noxious Liquid Substances in Bulk 
(NLS Certificate) and/or, an International Oil Pollution Prevention Certificate, as 
appropriate, is held by the ship for the cargo; and 

 
.4 the stowage or location of the dangerous cargoes on board. 
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ANNEX 2 

 
TRANSPORT AND HANDLING OF EXPLOSIVES OF CLASS 1  

(3.3.2.4, 7.1.15.4) 
 
Basic items for consideration by the Regulatory Authority 
 
1 General 
 
1.1 It should be ensured that relevant instructions are given to control the movement of any 
means of transport involved in the transport of explosives in the port area. 
 
1.2 It should be ensured that there is at all times a responsible person in charge of any cargo of 
explosives in the port area. 
 
2 Explosives in compatibility group L 
 
2.1 Explosives in compatibility group L should not be handled in a port area unless the special 
permission of the port authority has been obtained and any special precautions, required by the port 
authority, have been taken. 
 
3 Handling of deteriorated explosives 
 
3.1 Because of the sensitivity of many explosives, special conditions should be considered and 
agreed before any explosives, which for any reason may have deteriorated or undergone a change of 
condition that may materially increase the hazards attendant upon their transport or handling, are 
moved in the port area.  Such special conditions should be agreed in writing between the port 
authority, competent authority, where required by national regulations, and the responsible person 
having charge of explosives. 
 
4 Loading and unloading of explosives 
 
4.1 Other than in exceptional circumstances permitted by the relevant legal authorities, no 
explosives should be brought to a berth for loading into a ship unless the ship is ready to receive 
them.  No explosives should be unloaded from a ship at a berth, unless the means of transport by 
which they are to be removed from the port area is ready to receive them.  Once the handling of 
explosives has begun, it should proceed with due diligence. 
 
4.2 The area of the berth where the explosives are being handled should be clearly marked out as 
a protected area in which the provisions of 3.3.2, 7.2.6.1 and 7.3.7.2 are strictly enforced.  The limits 
of the area should extend at least 10 metres from the immediate handling area. 
 
4.3 The space in the ship or cargo transport unit in which explosives are to be loaded should be 
carefully cleaned and maintained in a clean condition and particular attention should be paid to the 
provisions of 7.3.7.1.4. 
 
4.4 Explosives should not be handled during the hours of darkness unless prior consent has been 
obtained from the port authority which should take into account all relevant considerations, including 
the standard of illuminations, security, fatigue of workers and weather conditions. 
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4.5 Equipment for handling explosives should be of an approved type, properly maintained and 
tested in accordance with national and international standards. 
 
5 Weather conditions 
 
5.1 Because of the nature of explosives, the provisions of 7.2.15 and 7.3.18 with respect to the 
handling of dangerous cargoes in adverse weather conditions need careful attention, particularly in 
respect of wet conditions. 
 
6 Additional fire precautions 
 
6.1 No source of ignition should be brought into or near to a place where explosives are being 
handled.  The wearing of shoes or boots with unprotected metal nails, heels or tips of any kind 
should be prohibited, except where the consignment consists only of articles of class 1, and care 
taken to ensure that any portable lights and other electrical equipment are of a type safe for use in a 
flammable atmosphere. 
 
7 Radio or radar transmitting 
 
7.1 During the handling of explosives no radar or radio transmitter should be used  
within 50 metres of the cargo handling area, except under such conditions, including power output 
limitations, frequency and other factors, as may be established by the regulatory authority.  The 
regulatory authority should be guided by explosives and radio experts on the minimum distance 
between the handling of various types of explosives and operational transmitters. 
 
8 Bunkering 
 
8.1 No bunkering should be permitted during the handling of explosives or while the hatches of 
cargo spaces containing explosives are open, unless the permission of the port authority has been 
obtained. 
 
9 Damaged packages 
 
9.1 If in the course of handling explosives in the port area any package of explosives, or the seal 
of any such package, appears to be damaged, that package should be set aside for examination and 
repair or other safe disposal. 
 
9.2 If any explosives are spilled or escape from a package, the responsible person supervising the 
handling should ensure that such spillage is immediately collected and safe arrangements are made 
for its repacking or disposal.  Every such incident should be immediately reported to the port 
authority. 
 
10 Completion of loading 
 
10.1 When loading is completed the loaded ship or vehicle should depart from the port area as 
soon as is reasonably practicable. 
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11 Security 
 
11.1 As the safety of the handling of explosives is affected by the degree of security attained, 
consideration should be given to all security measures necessary to prevent unauthorized access to 
explosives, including appropriate checks that all packages are received in good order and condition 
at all stages of the handling operation. Explosives should neither be moved nor handled unless the 
relevant permits have been issued and such tasks should be undertaken in accordance with the 
conditions specified in the relevant permits. 
 
12 Explosives in class 1, division 1.4, compatibility group S 
 
12.1 The regulatory authority should grant any exemption necessary from their requirements in the 
case of explosives in class 1, division 1.4, compatibility group S in accordance with the IMDG Code. 
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ANNEX 3 
 

SEGREGATION OF RADIOACTIVE MATERIALS ON SHORE  
(7.1.16.3) 

 

1 Application 
 
1.1 Any material referred to in table 2.7.7.2.1 of the IMDG Code on Basic radionuclide values 
should be declared as a radioactive material. 
 
2 Segregation from persons 
 
2.1 Limitation of the radiation exposure of persons should be based on keeping doses as low as 
reasonably practicable within the current maximum annual dose – equivalent limit recommended by 
the International Commission on Radiological Protection (ICRP) for members of the public 
and workers. 
 
2.2 The ICRP recommended dose limits are revised from time to time.  The 1990 
recommendations are for a maximum annual dose – equivalent limit of 20 mSv averaged 
over 5 years with 50 mSv in any one year for occupationally exposed workers and 1 mSv for 
members of the general public. 
 
2.3 Members of the general public should normally not have access to or near areas of ports 
where radioactive materials are kept. 
 
2.4 Category II or III (yellow label) packages, overpacks, freight containers or tanks containing 
radioactive materials which are not taken directly to or from a ship should be kept in areas or stores 
separated from any place regularly frequented by workers by at least the distances given in the table 
below, unless measurements taken by using an appropriate instrument show clearly that the radiation 
level at all points inside that place is less than 7.5 mSv/h.  Where members of the general public 
necessarily require access to the vicinity of such areas or stores it should be for short periods only. 
 

TABLE 
 
Segregation of category II or III packages, overpacks, freight containers or tanks from workers. 
 

Sum of transport indices Minimum segregation distances in metres 
Up to 5 4 
Over 5 to 10 6 
Over 10 to 20 8 
Over 20 to 30 10 
Over 30 to 40 12 
Over 40 to 50 13 
Over 50 to 100* 18 
Over 100 to 150* 22 
Over 150 to 200* 26 

 
*   For 2 or more stacks of packages, etc., see 4.1.2 below. 
 
The segregation distance should be adhered to regardless of whether walls or ceilings intervene 
between the storage area and the occupied place. 
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2.5 Where the package, overpack, freight container or tank is not in a special store, the area 
covered by applying the table above should be barriered or marked off.  Entry into the special store 
or barriered off area should be for the purpose of essential duties only and the time spent in handling 
packages, overpacks, freight containers or tanks containing radioactive materials should be kept to 
the minimum necessary.  If the frequency of keeping packages, overpacks, freight containers or tanks 
of radioactive materials on the premises is such that persons on average over the year sped more 
than 10 hours per week in the vicinity of the special store or barriered off area where such materials 
are present, more stringent measures should be adopted, possibly including monitoring of radiation 
doses received.  Guidance on this should be sought from the regulatory authority. 
 
2.6 These criteria should be regarded as minimum standards.  In some countries the regulatory 
authority has made national legal requirements requiring higher standards.  In such cases it will be 
necessary to comply with the provisions of such legislation. 
 
2.7 No person under 18 years of age should be employed in the handling of Category II or III 
packages, overpacks, freight containers or tanks, or remain in their vicinity for significant periods.  
The regulatory authority should consider the need for any restriction on the employment of 
pregnant women. 
 
3 Segregation from undeveloped film 
 
3.1 Radioactive material should be segregated from undeveloped film and mailbags (which 
should be assumed to contain undeveloped film) by at least the distances given in the table in 2.4 of 
this annex. 
 
4 General stowage requirements 
 
4.1 Unless authorized under special arrangements by the regulatory authority: 
 

.1 the radiation doses levels likely to be encountered from any package, “overpack”, 
freight container or tank in a port area should not exceed 2 mSv/h at the external 
surface or 0.1 mSv/h at 2 metres from the surface of any conveyance used in routine 
transport; and 

 
.2 the total number of packages, overpacks, freight containers or tanks aboard a single 

conveyance or a single stack in a port area should be so limited that the total sum of 
the transport indices does not exceed 50. 

 
4.2 The total sum of the transport indices of any individual group of packages, overpacks, freight 
containers or tanks stowed in a port area should not exceed 100.  An intervening space of at least 6 m 
should be left between groups.  A number of stacks may be included in the same group. 
 
4.3 Stowage of packages, overpacks, freight containers and tanks aboard ships shall be in 
accordance with the requirements for class 7 set out in chapter 7.1 of the IMDG Code. 
 
4.4 Segregation provisions for packages, overpacks, freight containers and tanks aboard ships 
shall be in accordance with the requirements of class 7 set out in chapter 7.2 of the IMDG Code. 
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5 Customs facilities 
 
5.1 Consideration should be given to the need for the provision of appropriately separated areas 
for any customs examination of packages, overpacks, freight containers or tanks containing 
radioactive materials that may be necessary in the port area.  Any customs officer likely to examine 
packages, etc., should receive appropriate training in basic radiation protection. 
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ANNEX 4 

 
MINIMUM SAFETY REQUIREMENTS FOR CARRYING OUT  

HOT WORK  
(7.1.9, 7.2.10, 7.3.13) 

 
 
1 Before starting any hot work, on board a ship or on a berth, the responsible person of the 
company to carry out the hot work shall be in possession of a written authorization to carry out such 
hot work issued by the port authority.  Such authorization should include details of the specific 
location of the hot work as well as the safety precautions to be followed. 
 
2 In addition to the safety precautions required be the port authority, before starting any hot 
work, the responsible person of the company to carry out the hot work together with the responsible 
person(s) of the ship and/or berth, should add any additional safety precautions required by the ship 
and/or berth. 
 
These should include: 
 

.1 the examination, and frequency of re-examination of local areas and adjacent areas, 
including tests, carried out by accredited testing establishments, to ensure the areas 
are free, and continue to be free, of flammable and/or explosive atmospheres and, 
where appropriate, are not deficient in oxygen; 

 
.2 the removal of dangerous cargoes and other flammable substances and objects away 

from the working and adjacent areas.  This includes scale, sludge, sediment and other 
possible flammable material; 

 
.3 efficient protection of flammable structural members, e.g. beams, wooden walls, 

floors, doors, wall and ceiling coverings against accidental ignition; and 
 
.4 the sealing of open pipes, pipe lead-throughs, valves, joints, gaps and open parts to 

prevent the transfer of flames, sparks and hot particles from the working areas to 
adjacent or other areas. 

 
3 A duplicate of the hot work authorization and safety precautions should be posted adjacent to 
the work area as well as at each entrance to the work area.  The authorization and safety precautions 
should be readily visible to, and clearly understood by, all persons engaged in the hot work. 
 
4 While carrying out hot work it is essential that: 
 

.1 checks are carried out to ensure that conditions have not changed; and 
 
.2 at least one suitable fire extinguisher, or other suitable fire-extinguishing equipment 

is readily available for immediate use at the location of the hot work. 
 
5 During hot work, on completion and for a sufficient time after completion of such work, an 
effective fire-watch should be maintained in the area of the hot work as well as adjacent areas where 
a hazard resulting from the transfer of heat may be created. 
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6 Reference should also be made to the appropriate publications listed in the bibliography 
(see appendix 2) where additional valuable guidance on hot work procedures may be found.  
In particular, the International Safety Guide for Oil Tankers and Terminals (ISGOTT) should 
be consulted. 
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ANNEX 5 

 
BUNKERING PRECAUTIONS, INCLUDING BUNKERING CHECKLIST  

(7.1.14) 
 
 
1 The master of a ship involved in bunkering shall ensure that bunkering will only take place if: 
 

.1 notification of the intention to bunker is given to the port authority well in advance, 
stating the place, type of bunker oil to be transhipped and the expected time that 
bunkering will commence; 

 
.2 the relevant Safety Data Sheet has been supplied in accordance with 

resolution MSC.150(77) on Safety Data Sheets for MARPOL Annex I cargoes and 
marine fuel oils; and 

 
.3 the questions on the bunkering check list below are answered truthfully and 

affirmatively. 
 
2 The master of a ship shall not begin bunkering unless he has ensured that: 
 

.1 the scuppers are firmly closed; 
 
.2 bunker pipes which are not in use are well blanked; 
 
.3 the bunker hoses are properly supported; 
 
.4 the bunker hoses have sufficient play; 
 
.5 the bunker connection has been provided with a good seal; 
 
.6 there is a well-tightened bolt in every bolt hole in the bunker pipe connection flanges; 
 
.7 there is a sufficiently large overflow basin under the bunker pipe connection(s); and 
 
.8 any cargo handling operations in progress will not hazard the bunker operations. 

 
3 The master of a bunker vessel shall not begin bunkering unless he has ensured that: 
 

.1 the bunker vessel is securely moored; 
 
.2 the bunker hoses are in good condition; 
 
.3 the bunker hoses have sufficient play; 
 
.4 the bunker connection has been provided with a good seal; and 
 
.5 there is a well-tightened bolt in every bolt hole in the bunker pipe connection flanges. 
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4 The master of a ship involved in bunkering shall ensure that the conditions described in 
paragraphs 2 and 3 remain fulfilled during the entire bunkering procedure. 
 
5 Both the master of a ship and the master of a bunker vessel should ensure, that a constant 
visual watch is maintained throughout the whole transfer operation. 
 
6 Both the master of a ship and the master of a bunker vessel have to ensure that all scuppers 
are closed and that sufficient absorbing materials are available in case of an accidental spillage. 
 
7 If it cannot be ensured during the whole bunkering operation that the requirements laid down 
in this annex are fulfilled, the master of a ship and/or the bunker vessel shall cease the bunker 
operation immediately. 
 
8 In this annex, “bunkering” is taken to mean the transfer of bunker oil that is a flammable 
liquid intended for the propulsion and or the auxiliary operation of a ship or liquid intended for 
lubricating the ship’s engine or her other machinery. 
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PRE-TRANSFER BUNKERING CHECKLIST 

 
 
Name of Bunkering Barge ……………. Name of Vessel taking Bunker …………….. 
Licence Plate …………………………. Master’s Name ……………………………… 
Master’s/Driver’s Name ……………… Date of Transhipment ………….…………… 
Time of Transhipment ……………….… Place of Transhipment ……………………… 
 

Bunker barge/truck Vessel taking bunker 
1. How much bunker oil will be transhipped:  
 
Fuel ……….. tonnes actual …………  m3 

Gas oil …….. tonnes actual …………  m3 

Lub oil …….. tonnes actual …………  m3 

 

2. What are the means of communication between the 
barge/truck and the vessel taking bunkers: 
……………………………………………………… 
 
3. Who is responsible for communications with the 
vessel taking bunkers: 

 
Name …………………………………… 
Position ………………………………… 
 
4. Who is in charge of supervising the operation and 
taking immediate action in case of malfunction: 
 
Name …………………………………… 
Position ………………………………… 
 
5. (a) Is there an emergency stop facility: 
 
Yes/No 
Where ………………………………………. 
 
    (b) Has the emergency stopping procedure been 
discussed and agreed with the vessel taking bunkers: 
 
Yes/No 
 
 
 
 
 
 
 
 
 
 
 
 

1. Who measured the contents of the bunker tanks: 
 
 
Name …………………………………… 
Position ………………………………… 
 
2. The measures were:  
Tank               Actual contents         Free space (up 

to 98% filling) 
No. ………………….. tonnes ……………… m3 

No. ………………….. tonnes ……………… m3 

No. ………………….. tonnes ……………… m3 

No. ………………….. tonnes ……………… m3 

 
3. How often will the contents of the bunker tanks 
be checked during the bunker operations: 
 
Every ………………………………….. minutes 
 
4. Who is responsible for taking the measurements 
referred to in point 3: 
 
Name …………………………………… 
Position ………………………………… 
 
5. How much bunker oil will be transhipped:  
 
Fuel ……….. tonnes actual ………… m3 

Gas oil …….. tonnes actual ………… m3 

Lub oil …….. tonnes actual ………… m3 

 
6. What are the means of communication between 
the barge/truck and the vessel taking bunkers: 
………………………………………………….... 
 

7. Who is responsible for communications with the 
bunker barge/truck: 

 
Name ……………………………………......... 
Position ………………………………….......... 
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6. Nominated volume to be transhipped:  
Grade                                      Volume 
 
Marine Gas Oil …………….. tonnes ………… m3 
LFO ………………………... tonnes ………… m3 

LFO ………………………... tonnes ………… m3 
LFO ………………………... tonnes ………… m3 

Lub oil ……………………... tonnes ………… m3 
 

7. Agreed maximum pumping rates and line 
pressures: 
 
Grade        Pumping rate in tonnes/hr.    Line pressure
                                                              in psi/bar* 

 
…………………………………………………… 
…………………………………………………… 
…………………………………………………… 
…………………………………………………… 
 
 
 
 
 
 
I confirm that I shall not exceed above volumes, 
pumping rates and line pressures and that my crew 
will remain on duty close to the hose connection in 
order to oversee the safe bunker operation and to be 
able to respond to an emergency throughout the 
delivery. 
 
 
 
 
 
 
 
 

Barge Master/Truck driver* 
 
 

 

 

 

 

 

 

____________ 

* if applicable 

 
8. Who is in charge of supervising the operation 
and taking immediate action in case of malfunction: 
 
Name …………………………………… 
Position ………………………………… 
 
9. Accepted volume to be transhipped:  
Grade ………………………. Volume 
 
Marine Gas Oil ……….…. tonnes ………..… m3 
LFO ……………………... tonnes ………..… m3 

LFO ……………………... tonnes ………….. m3 
LFO ……………………... tonnes ………….. m3 

Lub oil …………………... tonnes ………….. m3 
 
10. Agreed maximum pumping rates and line 
pressures: 
 
Grade  Pumping rate in tonnes/hr.   Line pressure
                                                             in psi/bar* 
 
…………………………………………………… 
…………………………………………………… 
…………………………………………………… 
…………………………………………………… 
 
 
 
 
 
 
I confirm that I am able to receive the above 
volumes at the pumping rates and line pressures 
agreed to above, that the ship’s engineers in charge 
of the receiving operation will not close any valve 
which will restrict the flow of the product without 
adequate notice to the barge or truck personnel, and 
that my crew will remain on duty close to the hose 
connection in order to oversee the safe bunker 
operation and to be able to respond to an 
emergency throughout the delivery. 
 
 
 
 

Master/Chief Engineer* 

 * if applicable 

 
THIS CHECKLIST HAS TO BE COMPLETED PRIOR TO COMMENCEMENT OF 

BUNKERING OPERATIONS
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ANNEX 6 

 
ALPHABETICAL INDEX OF AND CROSS-REFERENCES BETWEEN 

RECOMMENDATIONS IN SECTIONS 3 AND 7  
 

Section Infra- 
structure

Regulatory 
and port 

authorities 

Ships Shore 
installations 

Cargo 
interest

s 
 3 7.1 7.2 7.3 7.4 
Acceptability of dangerous 
cargoes in port areas 

  
7.1.1 

   

Advance notification  7.1.2    
Alcohol and drug abuse   7.2.14 7.3.17  
Berthing  7.1.3 7.2.3 7.3.1  
Bilge water, waste ballast or 
slops 

   
7.2.13 

  

Bunkering  7.1.14    
Communications  7.1.19    
Container areas 3.4     
Contaminated waste    7.3.16  
Dangerous cargo areas 3.4.1     
Documents and certificates     7.4.1 
Emergency information   7.2.5 7.3.6  
Emergency procedures  7.1.4 7.2.4 7.3.5  
Entering the port area   7.2.1   
Entry into confined or 
enclosed spaces 

  
7.1.10 

 
7.2.11 

 
7.3.14 

 

Environment precautions 3.3.1 7.1.6 7.2.7 7.3.9  
Exemptions  7.1.22    
Explosives 3.3.2 7.1.15    
Freight containers, portable 
tanks, vehicles 

     
7.4.3 

Facilities for damaged cargo 3.4.4     
Fire fighting    7.3.8  
Fire precautions  7.1.5 7.2.6 7.3.7  
Fumigation of ships, sheds, 
   CTUs, etc. 

3.4.3 
 

7.1.11 
 

7.2.12 
 

7.3.15 
 

 

General 3.1     
Handling equipment   7.2.17 7.3.20  
Hot work and other repair or 
maintenance work 

3.4.5 7.1.9 7.2.10 7.3.13  

Identification, packing, 
marking, labelling 

    
7.3.3 

 
7.4.2 

Infectious substances  7.1.17    
Inspections  7.1.8 7.2.9 7.3.12 7.4.4 
Knowledge of rules and 
regulations 

  
7.1.23 

   

Land-use planning 3.2     
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Section Infra- 
structure

Regulatory 
and port 

authorities 

Ships Shore 
installations 

Cargo 
interest

s 
 3 7.1 7.2 7.3 7.4 
Lighting   7.2.16 7.3.19  
Pilotage and tug assistance  7.1.20    
Pollution combating    7.3.10  
Protective equipment   7.2.18 7.3.21  
Radioactive materials 3.3.4 7.1.16    
Reception facilities for slops, 
etc. 

 
3.4.6 

 
7.1.12 

   

References  7.1.24    
Reporting of incidents  7.1.7 7.2.8 7.3.11  
Safe transport, handling and 
segregation 

  
7.1.13 

  
7.3.4 

 

Signals  7.1.18    
Specific areas 3.4     
Specific dangerous cargoes 3.3     
Supervision   7.2.2   
Tank storage and pipelines 3.4.7     
Temperature-controlled 
dangerous cargoes 

 
3.3.3 

    

Unmanned barges  7.1.21    
Watchkeeping   7.2.2   
Weather conditions   7.2.15 7.3.18  
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ANNEX 7 

 
GUIDE TO FUMIGATION 
(3.4.3, 7.1.11, 7.2.12, 7.3.15) 

 
1 The port and other relevant authorities should be notified, as required by the relevant legal 
requirements, in advance of the impending arrival of cargo transport units (CTUs) and bulk cargoes 
under fumigation. 
 
2 The notification should at least contain the following information: 
 

.1 Cargo or the material fumigated; 
 
.2 Fumigant; 
 
.3 Quantity and concentration of fumigant; and 
 
.4 Date of application of the fumigant. 

 
3 Persons handling fumigated cargoes or other fumigated materials should receive appropriate 
training relevant to their duties. Such training should at least include the following elements: 
 

.1 Information in relation to fumigants; 
 
.2 Recognition of characteristics of fumigated containers, other CTUs or cargo spaces; 
 
.3 Procedures for emptying fumigated containers and CTUs and for discharging 

fumigated bulk cargoes; 
 
.4 Use of personal protection equipment; and 
 
.5 Guidance on the evaluation of potential risk during the handling of fumigated cargoes 

or materials. 
 
4 Fumigation warning signs should be posted or displayed on the fumigated CTUs and outside 
cargo spaces containing fumigated cargoes or materials on board ships. 
 
5 When a CTU or a cargo space has been sufficiently ventilated, a clearance certificate should 
be issued, by a responsible person, for the purpose of documenting that the CTU or the cargo space 
is safe for entry. 
 
6 Opening of CTUs and bulk cargoes under fumigation should be done by a skilled person 
holding appropriate documentation issued by the national or local regulatory authorities. 
 
7 Port areas used for fumigation purposes should be clearly identified and fenced. Fumigation 
warning signs should be displayed as required by the relevant legal requirements.  
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8 Fumigation activities should be carried out away from public or other work areas as required 
by the relevant legal requirements.  
 
9 A “fumigator-in-charge” should be designated by the fumigation company, government 
agency or appropriate authority. 
 

* * * 
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APPENDIX 1 
 

GLOSSARY OF TERMINOLOGY OF RELEVANCE TO THE HANDLING OF 
DANGEROUS CARGOES 

 
A 
 
Absorbent 
Any material or substance capable to accept into its inner structure another substance. 
 
Acids 
One of a large class of chemical substances whose water solutions have one or more of the following 
properties: 
 

• sour taste; 
• ability to make litmus dye turn to red; 
• ability to react with and dissolve certain metals to form salts; and 
• ability to react with bases or alkalis to form salts. 

 
All acids contain hydrogen.  In water, ionization (splitting of the molecule) occurs.  Acids are 
referred to as strong or weak according to the concentration of hydrogen ion that results from 
ionization. 
 
Adhesive 
Any substance, inorganic or organic, natural or synthetic, that is capable of bonding other substances 
together by surface attachment. 
 
Alcohol 
A class of hydroxyl containing organic compounds.  They have a generic formula CnH2n+1OH 
(for saturated hydrocarbons), where OH is a hydroxyl group.  There are also alcohols for unsaturated 
hydrocarbons.  Alcohols in general are colourless liquids with a wide range of boiling points.  
Alcohols from methyl to butyl are mobile liquids.  Those from C5 to C11 are oily liquids; 
above C12 they are usually solids.  The most toxic members of the class are methyl alcohol and 
allyl alcohol. 
 
Alkaline earth metals 
These are calcium, barium, strontium and radium (group II A of the Periodic Table). 
 
Alpha emitter 
Radioactive substance (material) or article, which contains radioactive material that spontaneously 
emits alpha particles (helium nucleus).  Alpha particle has atomic mass 4 and the positive charge 2. 
 
Aliphatic azo compounds 
Any of a group of organic compounds which have the structure (-C-N=N-C-).  Electrons involved in 
such kinds of bonds have complicated orbits, and are extremely sensitive to additional input of 
external energy, which makes them capable of breaking the existing bonds.  The breaking of the 
bonds affects the whole molecule which undergoes spontaneous decomposition. 
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Aliphatic hydrocarbons 
One of the major groups of organic compounds characterized by straight-chain arrangements of the 
constituent carbon atoms. 
 
Anhydrous 
Descriptive of an inorganic compound that does not contain water either adsorbed on its surface or 
combined as water of crystallization. 
 
Aromatic compounds 
A major group of unsaturated cyclic hydrocarbons containing one or more rings.  Example: benzene 
group (1 ring), naphthalene group (2 rings) and anthracene group (3 rings). 
 
Aromatic sulphohydrazides 
Organic compounds which have in their molecules aromatic radicals bonded with groups with the 
structure (-SO2-NH-NH2).  Electrons involved in such kinds of bonds have notably complicated 
orbits, and are extremely sensitive to additional input of external energy, which makes them capable 
of breaking the existing bonds.  The breaking of the bonds affects the whole molecule, which 
undergoes spontaneous decomposition. 
 
Azide 
Any of a group of compounds having the characteristic formula R (N3)x.  R may be almost any metal 
atom, a hydrogen atom, a halogen atom, the ammonium radical, certain inorganic complexes and 
organic radical.  The azide group has a chain structure N=N=N.  Electrons involved in such kinds of 
bonds have complicated orbits, and are extremely sensitive to additional input of external energy, 
which makes them capable of breaking the existing bonds.  The breaking of the bonds affects the 
whole molecule which undergoes spontaneous decomposition.  All the heavy metal azides, hydrogen 
azide and most the light metal azides are explosives.  Many of the organic azides are explosives. 
 
B 
 
Beta emitter 
Radioactive substance (material) or article, which contains radioactive material that spontaneously 
emits beta particles.  Beta particle is a negatively charged particle identical with an electron emitted 
from a radioactive atomic nucleus.  Beta rays (streams of these particles) may cause skin burns and 
do harm if they enter the body. 
 
C 
 
Catalyst 
Any substance of which a fractionally small percentage strongly affects the rate of a chemical 
reaction. 
 
Cellulose 
A natural carbohydrate high polymer consisting of anhydroglucose units joined by an oxygen linkage 
to form long molecular chains that are essentially linear.  Cellulose is a colourless solid, insoluble in 
water and organic solvents. 
 
cis-, trans- 
Prefixes used to describe the structure of geometrical isomers of organic compounds. 
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Condensation 
The change of state of a substance from the vapour to the liquid or solid form. 
 
D 
 
Decomposition 
A fundamental type of chemical change.  In decomposition, one substance breaks down into two or 
more simpler substances. 
 
Decontamination (radioactive) 
Removal of radioactive poisons from equipment, receptacle, clothing, skin, etc. 
 
Deflagration 
A mode of explosion constituting the very rapid autocombustion of particles of explosive as a 
surface phenomenon.  Initiated by contact of a flame or spark, but may be caused by impact or 
friction. 
 
Detonation 
The extremely rapid, self-propagating decomposition of an explosive accompanied by a 
high-pressure and high-temperature wave that moves at from 1,000 to 9,000 metres per second.  
Detonation may be initiated by mechanical impact, friction or heat. 
 
Diazonium salts 
Compounds which have a structure (-CN2+Z-), where Z- is a radical with the negative charge.  
Electrons involved in such kinds of bonds have complicated orbits, and are extremely sensitive to 
additional input of external energy, which makes them capable of breaking the existing bonds.  
The breaking of the bonds affect the whole molecule, which undergoes spontaneous decomposition. 
 
Diluent 
An ingredient used to reduce the concentration of an active material to achieve a desirable and 
beneficial effect. 
 
Distillation 
A separation process in which a liquid is converted to vapour and the vapour then condensed to a 
liquid.  This condensed liquid is called the distillate.  The usual purpose of distillation is purification. 
 
E 
 
Ether 
An organic compound in which an oxygen atom is interposed between two carbon atoms of organic 
radicals in the molecular structure. 
 
Exothermic 
A process or chemical reaction which is accompanied by evolution of heat. 
 
Extraction 
A process when some components are removed from, e.g., a liquid phase mixture. 
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F 
 
Fertilizer 
A substance or mixture that contains one or more of the primary plant nutrients and sometimes also 
secondary nutrients or their traces.  The primary nutrients are nitrogen, phosphorus and potassium.  
Secondary nutrients are calcium, magnesium and sulphur. 
 
Fish-meal 
Ground dried fish as fertilizer or animal feed.  Hazard: strong tendency to spontaneous heating. 
 
Fumigant 
A toxic agent in vapour form that destroys rodents, insects and infectious organisms.  The process of 
applications of such agent is called “fumigation”. 
 
G 
 
Gamma rays 
Electromagnetic radiation of extremely short wavelength and intensively high energy.  Gamma rays 
originate in the atomic nucleus. 
 
H 
 
Halogen 
One of the chemically related elements, fluorine, chlorine, bromine, iodine and astatine. 
 
Halogenated hydrocarbons 
A hydrocarbon in which one or more atoms of hydrogen is replaced by a halogen or halogens. 
 
Heavy metal 
 
(1) Metal of relative density 5 and over. 
(2) A metal of atomic weight greater than sodium (22.9) that forms soaps on reaction with fatty 

acids, e.g., aluminium, lead, cobalt.  
 
Heavy metal soaps (loosely called metallic soaps) are those formed by metals heavier than sodium 
(aluminium, calcium, cobalt, lead, and zinc).  These soaps are not water-soluble; specific types are 
used in lubricating greases, gel thickeners, and in paints as driers and flatting agents. 
 
Hydrocarbon gas 
A gas composed entirely of hydrocarbons. 
 
Hydrocarbons 
Organic compounds consisting exclusively of the elements carbon and hydrogen. 
 
Hydrocarbons, halogenated 
Hydrocarbons in which one or more hydrogen atoms have been replaced by fluorine (F), 
chlorine (Cl), bromine (Br) or iodine (I). 
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Hydroxides 
A large group of compounds consisting of ions of metal or non-metal and ions of oxygen and 
hydrogen. 
 
I 
 
Inert 
A term used in chemistry to indicate complete chemical inactivity of an element or compound.  
Examples are: 
 

• inert gaseous elements; and 
• carbon dioxide is an inert gaseous compound. 

 
Inert gas 
(1) Helium, neon, argon, krypton, xenon and radon are inert gases, so called noble gases.  

Krypton, xenon and radon have radioactive isotopes and nuclides. 
 
(2) In respect of oil tankers, this is a gas or a mixture of gases, such as flue gas, containing 

insufficient oxygen to support the combustion of hydrocarbons. 
 
Inerting 
In respect of oil tankers, this is an introduction of inert gas into a tank with the object of attaining the 
inert conditions. 
 
Inhibitor 
A compound that retards or stops an undesired chemical reaction, such as corrosion, oxidation or 
polymerization. 
 
Inorganic acids 
These are mineral acids: sulphuric, nitric, hydrochloric, phosphoric.  Hazard: all mineral acids are 
highly irritating and corrosive to living tissues. 
 
Inorganic compound 
Any chemical compound that does not contain the element carbon (C) with the exception of carbon 
dioxide, and compounds containing a carbonate radical (-CO3), e.g., calcium carbonate. 
 
Isomer 
A molecule having the same number and kind of atoms as another molecule, but differing from it in 
respect to atomic arrangement and configuration. 
 
Isotope 
One two or more forms or species of an element that have the same atomic number, i.e. the same 
position in the Periodic Table, but different atomic masses.  The difference in mass is due to the 
presence of one or more extra neutrons in the nucleus. 
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K 
 
Ketone 
A class of liquid organic compounds in which the carbonyl group, C=O, is attached to two carbon 
atoms.  The electronic bonds in the carbonyl group, C=O, are quite weak.  Ketones are used 
primarily as solvents. 
 
L 
 
LC50 
It means a median lethal dose and characterizes toxicity.  It is the statistically derived single dose of 
a substance which causes death in one half of the animals tested in accordance with the appropriate 
testing criteria. 
 
M 
 
meta-(m-), see ortho- 
 
Mineral oil 
Any liquid product of petroleum within the viscosity range of products commonly called oils. 
 
N 
 
n- 
Abbreviation for normal.  If hydrocarbon molecules are structured as a straight chain of carbon 
atoms, it is indicated by the abbreviation n-. 
 
Nitrates 
These are salts of the nitric acid (HNO3).  Uses of nitrates are: manufacture of ammonium nitrate for 
fertilizer and explosives; organic synthesis (dyes, drugs, explosives, cellulose nitrate, nitrate salts); 
metallurgy, photoengraving; etching steel; ore flotation; medicine. 
 
Nitrocellulose 
Synonyms: cellulose nitrate; nitrocotton; guncotton; pyroxylin.  Formula approximately 
C6H7O2(ONO2)3.  Contains from 10 to 14% nitrogen.  Derivation: treatment of cellulose with 
mixture of nitric and sulphuric acids.  Hazard: highly flammable; dangerous fire and explosion risk. 
 
N-nitroso compounds 
Compounds which have quite unstable, so called, N-nitroso group in the structure (-N-N=O).  
Electrons involved in such kinds of bonds have complicated orbits, and are extremely sensitive to 
additional input of external energy, which makes them capable of breaking the existing bonds.  The 
breaking of the bonds affects the whole molecule, which undergoes spontaneous decomposition. 
 
Nuclide 
This is a particular species of atom, characterized by the mass, the charge (number of protons), and 
the energy content of its nucleus.  A radionuclide is a radioactive nuclide. 
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O 
 
Organic acids 
Organic compound which contains one or more COOH-group (radical). 
 
Organometallic compound (substance) 
A compound comprised of a metal attached directly to the carbon. 
 
ortho- (o-) 
A prefix meaning “straight ahead”; meta- means “beyond”; para- means “opposite”.  These prefixes 
are used in organic chemistry in naming disubstitution products derived from benzene in which the 
substituent atoms or radicals are located in certain definite positions on the benzene ring. 
 
Illustration:  A and B are different radicals 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

Oxygen depleted atmosphere 
The oxygen content in the atmosphere is 19% or less. 
 
Oxygen enriched atmosphere 
The oxygen content in the atmosphere is 23% or more. 
 
P 
 
Pasty substances 
Substances of semisolid consistency and adhesive properties, to some extent. 
 
para (p-), see ortho- 
 
Peroxide 
Any compound containing a bivalent O-O group where one of the oxygen atoms is very loosely bound 
in the molecule and has a tendency to react with some other substances or form oxygen as a gas (O2).  
Peroxides are very unstable and may undergo decomposition even at low ambient temperature. 

A

B

ortho- 

A

B

meta- 

A

B

para-
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Illustration of the structure: 
 
Hydrogen peroxide  H-O-O-H 
 
Organic peroxide  R-O-O-R, where R symbolize an organic radical. 
 
Pesticide 
Any substance, organic or inorganic, used to destroy or inhibit the action of plant or animal pests. 
 
Polymerization 
A chemical reaction in which two or more relatively simple molecules (monomers) combine to form 
a chainlike macromolecule, or polymer. 
 
Pyrophoric 
Descriptive of any substance that ignites spontaneously in air. 
 
R 
 
Radioactivity 
Spontaneous nuclear transformation.  The energy of the process is emitted in the form of alpha (α), 
beta (β) or gamma (γ) rays. 
 
Refrigerant gas 
A substance which, by undergoing a change of phase (e.g., liquid to vapour), lowers the temperature 
of its environment. 
 
S 
 
Salts 
Compounds formed when the hydrogen of an acid is replaced by a metal or its equivalent 
(e.g., an NH4

+ radical). 
 
sec- 
Abbreviation for secondary, as applied to names of organic compounds. 
 
Stowage factor 
The stowage factor of bulk cargo is the figure which expresses the number of cubic metres which 
one tonne of material will occupy. 
 
Strong acid, see Acids 
 
sym- 
Abbreviation for symmetrical.  A prefix denoting the structure of organic compounds. 
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T 
 
tert- 
Abbreviation for tertiary.  Can be considered as a trisubstituted methyl radical, R1R2R3C-, in which 
the central carbon is attached to three other carbons. 
 
Threshold limit value (TLV) 
The time-weighted average concentration of a substance to which employees may be repeatedly 
exposed, for a normal 8-hour workday or 40-hours workweek, day after day, without adverse effect. 
 
trans- (see cis-) 
 
U 
 
Ullage 
Amount by which the full capacity of a receptacle exceeds the volume of the contents. 
 
uns-  
Abbreviation for unsymmetrical.  A prefix denoting the structure of organic compounds. 
 
V 
 
Viscosity 
The internal resistance to flow exhibited by a fluid.  Water is the primary viscosity standard with an 
accepted viscosity at 20ºC of 0.01002 poise. 
 
W 
 
Weak acid, see acids 
 
Work permit 
A document issued by a responsible person permitting specific work to be done during a specific 
period in a defined area. 
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APPENDIX 2 
 
 
SELECTED BIBLIOGRAPHY LIST OF INTERNATIONALLY RECOGNIZED CODES AND 

GUIDES RELEVANT TO THE TRANSPORT AND HANDLING OF DANGEROUS 
CARGOES IN PORT AREAS 

[Items in italics not found in on-line catalogues/lists] 
 

IAEA Regulations for the Safe Transport of Radioactive Materials – 2005 
ICHCA Safety Panel Briefing Pamphlet No.6 – Guidance on the Preparation of Emergency 

Plans – 1994 
ICS Ship/Shore Safety Checklist for Bulk Carriers – 2000 

Tanker Safety Guide (Chemicals) – Third edition, 2002 
Tanker Safety Guide (Liquefied Gas) – Second edition, 1995 

ICS/OCIMF Ship-to-Ship Transfer Guide (Liquefied Gases) – Second edition, 1995 
Prevention of Oil Spillages through Cargo Pump-room Sea Valves – Second edition, 
1991 
Ship-to-Ship Transfer Guide (Petroleum) – Fourth edition, 2005 

ICS/OCIMF/IAPH International Safety Guide for Oil Tankers and Terminals (ISGOTT) – Fifth 
edition, 2006  

ICS/OCIMF/SIGTTO Guide to Contingency Planning for the Gas Carrier Alongside and Within Port Limits – 
Second edition, 1999 

ILO Code of Practice:  Safety and Health in Ports – 2005 
IMO/ILO Code of Practice: Security in Ports – 2004 
OCIMF Effective Mooring – Second edition, 2005  

Vessel Inspection Questionnaire for Oil Tankers, Combination Carriers, Shuttle 
Tankers, Chemical Carriers and Gas Carriers, Barges, Towing Vessels Utilized for 
Handling Barges and Vessels carrying Packaged Cargoes (VIQ) – Third edition, 2005 
Harmonized Vessel Particulars Questionnaire (VPQ) 
Marine Terminal Baseline Criteria and Assessment Questionnaire – First edition, 2004 
Mooring Equipment Guidelines – Second edition, 1997  
Recommendations for Equipment Employed in the Mooring of Ships at Single Point 
Moorings – Third edition, 1993 
Recommendations for Oil Tanker Manifolds and Associated Equipment – Fourth 
edition, 1991 
Recommendations for Manifolds for Refrigerated Liquefied Gas Carriers for Cargoes 
from 0ºC to minus 104ºC – Second edition, 1987 
Recommendations for Manifolds for Refrigerated Liquefied Natural Gas Carriers 
(LNG) – Second edition, 1994 

OCIMF/SIGTTO Inspection Guidelines for Ships Carrying Liquefied Gases in Bulk – Second edition, 1998
OECD Guiding Principles for Chemical Accident Prevention, Preparedness and Response – 

Second edition, 2003 
Guidance concerning Chemical Safety in Port Areas (Environment Monograph 
No.118) – 1996 

PIANC Dangerous Goods in Ports: Recommendations for port designers and port operators 
SIGTTO Guidelines for Hazard Analysis – 1992 

Safe Havens for Disabled Gas Carriers – 2003 
Liquefied Gas Handling Principles on Ships and in Terminals – Third edition, 2000 
Guide to Contingency Planning for Marine Terminals Handling Liquefied Gases in 
Bulk – First edition, 2001 

UNEP APELL: for Port Areas: Preparedness and Response to Chemical Accidents in Ports 
WCO “High Level Guidelines for Co-operative Arrangements Between Members and Private 

Industry to Increase Supply Chain Security and Facilitate the Flow of International 
Trade”. 



MSC.1/Circ.1216 
ANNEX 
Page 111 

 

 
I:\CIRC\MSC\01\1216.doc 

 
RELEVANT IMO INSTRUMENTS AND GUIDELINES 

 
– International Convention for the Safety of Life at Sea (SOLAS), 1974, as amended, and 

earlier SOLAS Conventions where applicable; 

– Code of Safe Practice for Solid Bulk Cargoes (BC Code); 

– International Convention for the Prevention of Pollution from Ships, (MARPOL 73/78), as 
amended; 

– International Maritime Dangerous Goods (IMDG) Code and the Supplement to it (includes 
EmS Guide, Medical First Aid Guide (MFAG),  Reporting Procedures, IMO/ILO/UN ECE 
Guidelines for Packing of Cargo Transport Units (CTUs), International Code for the Safe 
Carriage of Packaged Irradiated Nuclear Fuel, Plutonium and High-Level Radioactive 
Wastes on board Ships (INF Code), Recommendations on the Safe Use of Pesticides in Ships 
and Resolutions and Circulars referred to in the IMDG Code and the Supplement); 

– International Code for the Construction and Equipment of Ships Carrying Dangerous 
Chemicals in Bulk (IBC Code) and earlier Code (BCH Code) where applicable; 

– International Code for the Construction and Equipment of Ships Carrying Liquefied Gases in 
Bulk (IGC Code) and earlier Codes, the Gas Carrier Code and the Code for Existing Ships 
Carrying Liquefied Gases in Bulk, where applicable; 

– Manual on Oil Pollution, sections I to VI; 

– Manual on Chemical Pollution, sections 1 and 2; 

– Comprehensive Manual on Port Reception Facilities; 

– International Convention on Oil Pollution, Preparedness, Response and Co-operation 
(OPRC), 1990; 

– International Convention on Liability and Compensation for Damage in Connection with the 
Carriage of Hazardous and Noxious Substances by Sea, 1996 (HNS Convention) 

– Inert Gas Systems; 

– Crude Oil Washing Systems; 

– Facilities in Ports for the Reception of Oily Wastes; 

– Graphical Symbols for Fire Control Plans; 

– International Convention for Safe Containers (CSC), 1972, as amended; 

– Code of Safety for Nuclear Merchant Ships; 

– Safety Recommendations on the Use of Ports by Nuclear Merchant Ships; 

– Code for Safe Practice for Cargo Stowage and Securing;  

– International Code for the Safe Carriage of Grain in Bulk (International Grain Code); and 

– International Ship and Port Facility Security Code (ISPS Code). 
 

THE LATEST EDITION OR AMENDMENTS OF PUBLICATIONS 
SHOULD BE CONSULTED IN ALL CASES 

_____________ 
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1 BACKGROUND  
 

The Gulf of Honduras Program is developing several Projects that are closely linked. 

 

In Particular, the Project  Navigational Risk and Regulations Harmonization 

Assessment Concerning Safety of Navigation, foresee the co-creation of three 

“Trainings on Control Spills at Sea”, which were taugh in Belize City on Wednesday 04 

February at the Princess Hotel´s facilities, in Santo Tomás de  Castilla1 on Monday 09 

February, in a classroom of the Training Center of the Port of Santo Tomás de Castilla and 

in Puerto Cortés on Thursday 12 Februay, 2009, in the Villa del Sol Hotel´s facilities. It is 

presented as Annex 1 a schedule of activities. 

 

 At the same time, were also developed the consulting services for the consultancy of 

Development of Control Exercises of Oil spills and Hazardous Substances in the Gulf of 

Honduras, within the framework for the Project of Environmental Protection and Maritime 

Transport Pollution Control in the Gulf of Honduras (N° GRT/FM-9179-RS). 

 

It is important to notice that the first Consultancy is in charge of International Mar-Consult 

and Associates, while the second was awards to Ocean Pollution Control, and both 

companies are commercially involved and in these tasks use the same group of 

consultants, that has allowed to maximize the results by providing training and instruction 

in an integrated way, performing in sequence the theoretical and spill control simulations. 

 

 

 

 

 

 

 

 

 

 

                                                 
1
 Thanks to the port authorities of Santo Tomás de Castilla who cede the facilities for the course 
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2. COURSE CONTENT  

 

The three courses were taught by Captain Luis Vila, an expert of international standing 

with 24 years of experience in contingency planning and control of oil spills at sea, with the 

collaboration of Captain Carlos Sagrera who has a very valuable experience as 

Operations Manager of Ocean Pollution Control, company specializes in combating oil 

spills at sea and ashore in Central America.  

 

As Annex 2 are presented photographs obtained during the three courses.  

 

The courses were taught with the same content, in Spanish and with simultaneous 

interpretation in English in Belize City. All the participants were given a folder with the 

presentations in English language in Belize City and in Spanish language in Puerto Santo 

Tomás de Castilla and Puerto Cortés. Also, in the three cases were given to all the 

participants a CD with all the files corresponding to the presentations, as well as 

documentation of the National Oceanic and Atmospheric Administration (NOAA), the 

International Oil Pollution Convention Fund (IOPC) and the International Petroleum 

Industry Environmental Conservation Association (IPIECA), all complementary to the 

presentations designed for the course. 

 

At the beginning of the course there were carried out the personal presentations of the 

instructor and each participant, it was given a few seconds to safety aspects and to 

properly identify the evacuation routes, if necessary.   

 

Later was presented the distribution of time, corresponding to the presentations and the 

time intervals for the rest and lunch.  

 

The instructor specially indicated to all the participants that the primary objective was that 

the course must be interactive, with intense participation of the participants with questions 

and answers at any moment and with comments of personal experience to enrich the 

knowledge of all participants. 

 

The presentations were the follow: 
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a. Introduction to Oil Spills 

 

In this item were discussed the sources of spill (marine, terrestrial, etc.). as well as the 

causes (operational and accidental) and were presented the statistics of the last 34 years, 

with express reference to those paradigm spills, that attracted the attention of the world. 

 

b. Oil´s Fate 

 

In this presentation were analyzed the characteristics of the 5 groups in which 

hydrocarbons are divided on the basis of its density, the evolution of oil in contact with 

water (evaporation, fragmentation, emulsification, natural dispersal, etc.). And any impacts 

could cause on the surface, water column, the seabed and intertidal zone. 

 

c. Response Strategies  

 

First, were examined the steps in which is divided a spill: alert, notification, evaluation, 

mobilization and demobilization operations and subsequently discussed the strategies that 

can be applied to an oil spill at sea: Monitoring and Control, Mechanical Containment and 

Recovery, Application of Chemical Dispersants, Burning In Place and Treatment of marine 

Coasts 

 

d. Type of Barriers 

 

The Containment and mechanical recovery is based on the proper use of barriers to 

contain, deflect and allow the collection of oil at sea. Describes the different types of 

barriers, their use and the limitations and failures of those caused by winds, currents and 

waves. 

 

e. Type of Skimmers 

 

The complement of the barriers are the Skimmers. In this case were also presented 

different types of equipment: suction (rays and landfill) and oleofílicos (tape, drum, brush, 

disks), with the benefits and drawbacks of the type of hydrocarbon to be recovered based 

on the viscosity of the product and waves in the area of use. 
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f. Dispersants and Burning in Site 

 

There was a clear description of the interaction between hydrocarbons and chemicals that 

produce the dispersion in water column, the effects of mixing oil + chemical "in different 

situations and using the tool called" analysis of the net environmental benefit "used 

throughout the world, for making decisions on the application of dispersants. 

 

Subsequently, there were analyzed the pros and cons of using the strategy of burning on 

site, with an emerging use in developed countries but with almost no application in 

developing countries. This system presents a major logistical requirements and 

operational restrictions on its use, as well as a no experience in the countries of the region. 

 

g. Temporary storage, final disposal and remediation 

 

Were described all the logistics requirements for the temporary storage of various types of 

waste (liquid, semi-solid and solid), its classification, transportation, treatment and final 

disposal.  

There were also analyzed the characteristics of the techniques of remediation once the 

tasks of cleaning the coasts are done. 

 

h. Coast Cleanup 

 

There were described the different types of coasts: cliffs, exposed and protected rocky, 

sediment (gravel pedregullos, sands, strips, mud and clay), marshes, wetlands, marshes 

and mangroves. There were also described the characteristics of coral reefs and in all 

cases described the clean-up techniques for each type of coast. 

 

i. Management Tools 

 

There were analyzed two tools of great importance to public authorities and contingency 

planners: the use of modeling software and predicting the behavior of oil spills and coastal 

sensitivity maps. 

In the first case, it was presented information of the OILMAP software produced by Applied 

Science Associates, an American company with vast experience in the production of 

simulation software associated with the ocean. Ocean Pollution Control has purchased 

and used with excellent results in costs Central America. 
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Regarding the coastal sensitivity maps were described all natural resources (birds, fish, 

sensitive areas, sanctuaries, seasonality, spawning and rearing of young, etc..), Social 

resources (historical and archaeological sites, beaches, water sports, etc.). And the 

economic resources (ports, shipbuilding, fisheries, hotels and tourism, etc.),  that can be 

turned into interactive maps with geo-referenced positioning. 

 

It is important to notice, that both tools must be developed in the stage of contingency 

planning, long before any spills occur, because if you do not have them is not feasible to 

conduct a development for them in the short term. 

 

 

j. Compensation Systems 

 

In this item were presented the international conventions issued within the International 

Maritime Organization (IMO) systems which provide for compensation for damage 

resulting from spills of persistent oil, the Civil Liability Convention and 1992 Fund 

Convention 1992. 

 

It should be noted that Belize is part of both conventions while Guatemala and Honduras 

are only part of the Civil Liability Convention, but as of 1969, which has been totally 

outdated and does not provide a coverage as would be necessary in the current situation. 

 

At the end of each course, the URCP gave each participant a form to complete a series of 

questions, with the aim of assessing the scope of the course and its future application in 

routine tasks that each performs.  

Finally, each participant was given a certificate proving the completion of the course. 
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3. PARTICIPANTS OF THE COURSE 

 

The list of participants in each course are included as Annex 3 to this report. 

 

4. RESULTS 

 

In the opinion of the Consultant in charge of the delivery of courses, the results fully 

comply with the expectations and allow asserting that in the Gulf of Honduras there is 

trained staff to work in teams of operational tasks and planning to develop Control of oil 

spills at sea.  

 

However, it is necessary to bear in mind that in the future should be extended the 

knowledge received and must implement more complex systems that allow the actions of 

operational centers of well-organized, properly trained and well equipped, to ensure a 

consistent response to natural resources to preserve and protect from contamination by oil 

spills. 

 

5. ACKNOWLEDGMENTS  

 

Thanks to the Authorities of Belize, Guatemala and Honduras by facilitating the 

development of the course. 
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6. ANNEXES 

ANEX 1 
 

SCHEDULE OF ACTIVITIES 
 

DAY TIME TASK 

01 FEB  Air transfer Bs As – San Pedro Sula 

02 FEB  Air transfer from San Pedro Sula to Belize City – Big Creek 

Translation to English of the presentations  

03 FEB Morning Preparation of final presentations in English 

 Afternoon Air transfer a Belice City 

04 FEB Morning 

and  

Afternoon 

Dictation of the course to Belize personnel, stated in Annex 3 

05 FEB Morning Air transfer to Big Creek 

07 FEB Morning Transportation by sea to Santo Tomás de Castilla 

08 FEB Morning Preparation of final presentations in Spanish 

09 FEB Morning 

and 

Afternoon 

Dictation of the course to Personnel in Guatemala, stated in 

Annex 3 

11 FEB Afternoon Transfer by road to Puerto Cortés 

12 FEB Morning 

and 

Afternoon 

Dictation of the course to Personnel in Honduras, stated in Annex 

3 

13 FEB Afternoon Transfer by road to San Pedro Sula 

15 FEB Morning Transfer by Air to Panamá 

 
NOTE: On 6, 10, 11 and February 13 there were involved in activities related to the Project 
Drills. 
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ANNEX 2 

 

Photographs   
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ANNEX 3 
 

PARTICIPANTS LIST 
 
1. Belize City 
 

NAME INSTITUTION TELEPHONE E-MAIL 

Ramsay G. 

Leacock 

Esso Std. Oil S.A. 

LTD 

(501) 227-7278 ramsay.g.leacock@exxonmobil.co

m 

Virginia Vásquez Old Belize / 

Cucumber Beach 

(501) 222-4129 vvasquez@oldbelize.com 

Anthony Mai DOE (501) 822-2816 envirodept@btl.net 

Aldo Cansino DOE (501) 822-2816 envirodept@btl.net 

Kenrick Gordon DOE (501) 822-2541 envirodept@btl.net 

Ray Good BNCG (501) 205-2480 j_rayzagood@hotmail.com 

John Diego BNCG (501) 205-2480 john_diego2005@yahoo.com 

Kenrick Richards Port of Belize Ltd (501) 227-2439 kmrichards@portofbelize.com 

Harold Johnston Port of Belize Ltd (501) 665-3369 hvjonhston@portofbelize.com 

Jeavon Hulse DOE (501) 822-2816 envirodept@btl.net 

Michael A. Jenkins Belize Port Authority (501) 233-0714 jenkinsm24@yahoo.com 

Russel Lainfiesta Belize Port Authority (501) 233-0714 russel_fiesta@yahoo.com 

Lloyd Jones Belize Port Authority (501) 223-0752 bzportauth@btl.net 

Abilio Domínguez IMMARBE (501) 223-5026 abilio@immarbe.com 

 

 

2. Puerto Santo Tomás de Castilla 

 

Name  Institution Telephone E-mail 

Carlos Rizo OPC 5509-4128 carlosrizog@granelsa.com 

Juan Pablo 

Hernández 

OPC 5402-4096 padashii@hotmail.com 

Edwin Morales Empornac 5407-6346 edwinvillalta2004@hotmail.com 

Jorge Rodríguez Grupo Seico S.A. 5030-5632 jmrodriguez75@gmail.com 

Otto Nery Orozco EMPORNAC 7720-4040 

ext. 1704 

ingottonery@gmail.com 

Octaviano Ruano Cobigua 7948-3882 oruano7@yahoo.com 

Enrique García DVG Servicios 7948-4859 ptodvg@intelnet.net.gt 

Eliseo Galdámez Petrolatin 5296-8980 eliseogaldamez@petrolatin.com.gt 

Joaquín Morales Empornac 5917-4729 joaquinarchila@yahoo.com 

Edwin N. Beteta Cobigua 5510-6619 ebeteta@chiquita.com 

Lester López Empornac 5829-7002 lesterlv2@yahoo.com 

Harry Ponce C.C.P.B 4529-4973 marhponce@hotmail.com 

María del R. 

Miranda 

Empornac 5412-7545 rmolina@santotomasport.com.gt 

Mario Miranda F. Empornac 4163-3925  

Erick Arango C.P.N 2360-5632 earango@cpn.gob.gt 

Luis Carlos Cobón Comando Naval 

Caribe 

4393-7004 cobgali@yahoo.com 
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Pablo Ortega SHELL/TASA 5978-4661 p.ortega@shell.com 

Christian 

Barahona 

SHELL/TASA 5315-4731 christian.barahona@shell.com 

Edas Muñoz P. Golfo de Honduras (504) 665-

2343 

edasmunozg@hotmail.com 

Ana Carolina 

Sikaffy 

P. Golfo de Honduras (504) 665-

2343 

acsikaf@yahoo.com 

Roberto Rivas P. Golfo de Honduras (504)- 665-

2343 

robrivasa@yahoo.com 

Elvin Torres IMC y Asociados (504) 665-

1735 

elvin.torres@int-marconsult.com 

Emma Alemán IMC y Asociados (504) 665-

1735 

emma.aleman@int-

marconsult.com 

 

3.  Puerto Cortés 

 

NAME INSTITUTIÓN TELÉPHONE E-MAIL 

Roy Reyes ENP 665-0612 supcia@enp.hn 

Ivis Moreno FNH 234-7532 ivismorenoh@yahoo.es 

Lucila Del Cid ENP 665-4435 ldelcid@enp.hn 

Salvador Cantarero ENP 665-4435 hsia@enp.hn 

Carlos Mayorga  ENP 665-4435 hsia@enp.hn 

Francis Rosely 

Vallecillo 

Gas del Caribe 658-9054 fransely@yahoo.es 

terminalomoa@yahoo.com 

Alfredo Guzmán Marina Mercante 665-6500 guzman_acosta14@yahoo.com 

Luis Guillermo 

Álvarez 

Marina Mercante 665-6500 lgalvarez67@yahoo.es 

Arístides A. Martínez Marina Mercante 665-1309 aristides.martinezmendoza@yaho

o.es 

Johana Cáceres Cruz Base Naval 665-1340 johana_navy@yahoo.es 

Cristóbal Romero UPP-ENP 665-1340 c-romeros@yahoo.es 

Kay Regine Bodden UGA MPC 665-1936 uga@ampuertocortes.com 

José Vargas ENP 665-1125 poperacional@enp.hn 

Manuel Castellanos ENP 556-1125 manuellea92@hotmail.com 

Marco Tulio Avelar Marina Mercante 665-1309 pscohonduras@yahoo.com 

Dennis Chinchilla CNPP 221-6451 dennis_chinchilla@yahoo.com 

Luis Montoya OPC Costa Rica (506) 8873-7716 lmontoya@fjapandi.com 

Otto Noack COCATRAM (505) 228-2087 onoack@cocatram.org.ni 

Hernán Canales Bomberos  665-0500 bomberosptc@sescomnet.com 

Roberto Jiménez OPC Costa Rica (506) 8811-5754 rjimenez@fjpandi.com 

Juan Campos Control de 

Derrames 

9561-7201 r2rocampos@hotmail.com 

José David Arévalo Control de 

Derrames 

9557-4089 darar71@yahoo.com 

Carlos Navarro CNPP 221-6451 crnavarrol2003@yahoo.com 

Rubén Reyna IMC (507) 269- 5860 rreyna@int-marconsult.com 

José David Reyna OPC Panamá (507) 6780-0560 jdavid.reyna@oceanpollution.net 

mailto:fransely@yahoo.es
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Edas Muñoz Proyecto Golfo de 

Honduras 

665-2343 edasmunozg@hotmail.com 

Ana Carolina Sikaffy Proyecto Golfo de 

Honduras 

665-2343 acsikaf@yahoo.com 

Demetrio Martínez Proyecto Golfo de 

Honduras 

665-2343 omardem@hotmail.com 

 

 




