
Annex A

Union Moon post-collision checklist













Annex B

Stena Feronia post-collision checklist



4.2. COLLISION 

PRELIMINARY ACTION 

1. PITCH TO ZERO OR IF STUCK IN OTHER VESSEL, LEAVE THE PITCH SLIGHT AHEAD. 
2. CALL THE MASTER IF NOT ALREADY ON BRIDGE. 
3. "WORKING PARTY BLUE" ANNOUNCEMENT FOR THE CREW. 
4. SOUND GENERAL ALARM AND MUSTER PASSENGERS IN A SAFE AREA FOR A HEAD COUNT. 
5. ENSURE WATERTIGHT DOORS ARE CLOSED. 

IMMEDIATE ACTION 

6. SWITCH ON / HOIST APPROPRIATE LIGHTS / SHAPES. SWITCH ON ALL DECK LIGHTING AT NIGHT. 
7. ESTABLISH SHIP’S POSITION. 
8. BROADCAST DISTRESS ALERT AND MESSAGE IF THE SHIP IS IN GRAVE AND IMMINENT DANGER AND 

IMMEDIATE ASSISTANCE IS REQUIRED ( “MAYDAY” ), OTHERWISE BROADCAST AN UREGENCY MESSAGE 
TO SHIPS IN THE VICINTY ( “PAN PAN” ). USE GMDSS STATION, SATELLITE TERMINAL AND OTHER 
AUTOMATIC DISTRESS TRANSMITTERS. UPDATE AIS STATUS. 

9. MAKE SOUNDINGS ROUND THE SHIP TO ESTABLISH THE WATER DEPTH WHERE SHE IS AGROUND, THE 
TYPE OF SEABED AND DETERMINE ANY HULL DAMAGE. 

10. REQUEST ENGINE CONTROL TEAM TO CHECK ALL TANK AND BILGE SOUNDINGS. 
11. OFFER ASSISTANCE TO OTHER SHIP. 
12. PREPARE LIFEBOATS FOR EVACUATION, SHOULD SITUATION DETERIORATE. 
13. EMERGENCY TEAM TO ORGANISE THE SOUNDINGS OF ALL BALLAST AND DRY TANKS, VOID SPACES ETC. 

CHECK OVERSIDE FOR SIGNS OF ANY POLLUTION. 
INFORM PORT AUTHORITIES / COASTGUARD IMMEDIATELY IF POLLUTION PRESENT! 
USE EMERGENCY CONTACT LIST. 

SUBSEQUENT ACTION 
14. ESTABLISH STATE AND DIRECTION OF TIDE AND POSSIBLE EFFECTS. 

15. ESTABLISH WEATHER CONDITIONS AND ANY EFFECT IT WILL HAVE ON THE SITUATION. 

16. EMERGENCY TEAM TO COMMENCE PUMPING OUT ANY SPACE FOUND FLOODED. 

17. ONCE BALLAST CONDITION IS KNOWN, CHECK WHETHER IT WOULD BE ADVANTAGEOUS TO ALTER THE 
BALLAST CONFIGURATION TO STABILISE THE SITUATION. 

18. PUBLIC ANNOUNCEMENT TO PASSENGERS, ADVISE THEM OF THE SITUATION. 

19. KEEP PORT RADIO OR COASTGUARD INFORMED OF THE SITUATION. REQUEST ASSISTANCE FROM TUGS, 
LIFEBOAT ETC. AS NECESSARY. 

20. ADVISE TECHNICAL MANAGERS OF THE SITUATION AND UPDATE THEM AS NECESSARY. 

21. KEEP ENGINE CONTROL ROOM ADVISED AS NECESSARY. 

22. CONTINUE OBSERVING SHIP’S CURRENT CONDITION – ANGLE OF LIST, DAMAGED TANKS (IF ANY), 
POLLUTION (IF ANY), AVAILABLE ASSISTANCE ETC. 

23. CONSIDER EVACUATION OF PASSENGERS BY THE SAFEST MEANS. 

24. INFORM THE COMPANY. 

SPECIFIC DANGERS / LIKELY PROBLEMS 
 MOVEMENT OF VEHICLES / CARGO IF VESSEL IS ROLLING / PITCHING HEAVILY; 
 PASSENGERS BECOMING APPREHENSIVE OR PANICKY DUE TO VESSEL MOVEMENT OR NOISE. 

POINTS TO CONSIDER 

 IF MAIN ENGINE POWER AVAILABLE, CONSIDER ATTEMPT TO CONTINUE THE PASSAGE; 
 SOUNDING GENERAL ALARM AND MUSTERING PASSENGERS IN A SAFE AREA FOR A HEAD COUNT; 
 PREPARING LIFEBOATS FOR EVACUATION SHOULD THE SITUATION DETERIORATE. 

 



Annex C

‘Bridge Organisation’ section of Northern Marine Management Ltd’s safety management system

























Annex D

Extract from Continental Ship Management AS’s safety management system detailing lookout at 
night





Annex E

Continental Ship Management AS’s alcohol policy









Annex F

Extracts from the Belfast VTS Manual

















Annex G

Belfast Harbour’s risk assessment concerning the fairway buoy









Annex H

‘Navigation with Pilots’ section of Northern Marine Management Ltd’s safety management system









Annex I

Section 8 of the Pilotage Act 1987



8.—( 1) Subject to subsection (3) below, a competent harbour authority Pilotage 
which has given a pilotage direction shall, on application by any person exemption 
who is bona fide the master or first mate of any ship, grant a certificate (in certificates. 

this Act referred to as a "pilotage exemption certificate") to him if it is 
satisfied (by examination or by reference to such other requirements as it 
may reasonably impose)— 

(a) that his skill, experience and local knowledge are sufficient for 
him to be capable of piloting the ship of which he is master or 
first mate (or that and any other ships specified in the certificate) 
within its harbour or such part of its harbour as may be so speci- 
fied; and 

(b) in any case where it appears to the authority to be necessary in 
the interests of safety, that his knowledge of English is sufficient 
for that purpose. 

(2) The requirements imposed under subsection (1) above— 

(a) must not be unduly onerous having regard to the difficulties and 
danger of navigation in the harbour in question; and 

(b) must not be more onerous than those required to be met by a 
person (other than a person who immediately before the 
appointed day was the holder of a licence under section 12 of the 
Pilotage Act 1983 or a time-expired apprentice pilot or recog- 
nised assistant pilot within the meaning of section 3 above) 
applying to the authority for authorisation under section 3 

above. 

(3) If the Secretary of State is satisfied, on application by a competent 
harbour authority, that it is appropriate to do so by reason of the unusual 
hazards involved in shipping movements within its harbour, he may 
direct that during such period (not exceeding three years) as he may 
specify, notwithstanding that the authority is satisfied as mentioned in 
subsection (I) above, it may refuse to grant pilotage exemption cer- 
tificates under that subsection. 

(4) Where a direction is given in respect of a competent harbour auth- 
ority under subsection (3) above any pilotage exemption certificate 
granted by the authority shall cease to have effect and the authority shall 
notify the holders of such certificates of that fact. 
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PART I (5) A pilotage exemption certificate shall not remain in force for more 
than one year from the date on which it is granted, but— 

(a) if the holder continues to be the master or first mate of a ship, 
may be renewed annually by the competent harbour authority 
on application by the holder if the authority continues to be 
satisfied as mentioned in subsection (1) above; and 

(b) on the application of the holder may be altered so as to refer to 
different ships from those to which it previously referred if the 
authority is so satisfied as respects those ships. 

(6) A competent harbour authority may suspend or revoke a certificate 
granted by it under this section if it appears to it that the holder has been 
guilty of any incompetence or misconduct affecting his capability to pilot 
the ship of which he is master or first mate or any other ships specified in 
the certificate. 

(7) Before refusing an application by any person under this section for 
the grant, renewal or alteration of a certificate or suspending or revoking 
a certificate held by any person a competent harbour authority shall give 
him written notice of its intention to do so, stating the reasons for which 
it proposes to act, and shall give him a reasonable opportunity of making 
representations. 

(8) A competent harbour authority may charge such fees in respect of 
any examination required to be taken for the purposes of this section or 
the grant, renewal or alteration of any pilotage exemption certificate as 
the authority considers reasonable for the purposes of meeting its admin- 
istrative costs in connection therewith. 

Prevention of 9. A competent harbour authority shall secure that any ship owned or 
discrimination in operated by it and used by it in the exercise of its functions otherwise than 
favour of under this Act is subject to the same obligations as respects pilotage whilst 
authority's ships. navigating within its harbour as any other ship. 

Charging by authorities 

Pilotage charges. 1O.—( I) A competent harbour authority may make reasonable charges 
in respect of the pilotage services provided by it. 

(2) Without prejudice to the generality of subsection (1) above, the 
charges to be made under that subsection may include— 

(a) charges for the services of a pilot authorised by the authority; 

(b) charges in respect of any expenses reasonably incurred by such 
a pilot in connection with the provision of his services as a pilot; 

(c) charges by way of penalties payable in cases where the estimated 
time of arrival or departure of a ship is not notified as required 
by the authority or the ship does not arrive or depart at the noti- 
fied time; 

(d) charges in respect of the cost of providing, maintaining and 
operating pilot boats for the area; and 

(e) charges in respect of any other costs involved in providing and 
maintaining the pilotage organisation provided by the auth- 
ority. 





Annex J

Section 8.4.3 of A Guide to Good Practice on Port Marine Operations



 

suitably rested before commencing an act of pilotage, and that time has been 
allocated for the proper development of the pilotage passage plan.   
 
8.3.36. Formal risk assessment should be used to identify any circumstances in 
which more than one pilot would be needed to conduct the navigation of a vessel 
safely. 
 
Incident & disciplinary procedures  
8.3.37. It is good practice for each authority to have a formal incident and discipline 
procedure in the event of a marine incident. This would be in addition to normal 
industrial incident and discipline procedures. It is good practice for harbour 
authorities to make provision for ship masters to make reports, including confidential 
ones, of unsatisfactory performance by an authorised pilot, whether or not there has 
been an incident. Such provision must, however, be coupled with an equitable 
investigation procedure.  

8.4. PILOTAGE EXEMPTION CERTIFICATES 
 
8.4.1 There are powers and duties which CHAs have to exempt certain ships officers 
from their requirements to take an authorised pilot.  The use of these powers should 
follow these general principles:   
 
A The standards for exemption certificates must not be more onerous than 
those required for an authorised pilot; but they should be equivalent. 
 
B Exemption certificate holders and their employers are accountable to the 
issuing harbour authority for the proper use of any certificate. 
 
C Harbour authorities should have formal written agreements with certificate 
holders and their employers to regulate the use of certificates. 
 
The requirements of a Pilotage Exemption Certificate (PEC) system are outlined in 
Sections 8 and 15 of the Pilotage Act 1987. 
 
Eligibility for a PEC 
 
8.4.2 The Act requires CHAs to grant a PEC to only certain senior officers – see 
8.4.3 below. In practice, a large proportion of commercial shipping movements, 
especially ferries, are conducted by such officers with a PEC. Many are highly 
trained and experienced not only to be familiar with their ship but also harbours 
which they visit regularly.  The arrangements whereby applicants may qualify, obtain, 
and use a PEC should be laid down in the pilotage regulations, which normally 
accompany the pilotage directions. The pilotage directions will specify the type and 
size of vessels which are subject to pilotage and therefore, by definition, the vessels 
to which a PEC applies.   
 
Bona Fide Master and First Mate  
 
8.4.3 The Pilotage Act requires that a PEC is granted only to persons who are bona 
fide the master or first mate (referred to “chief mate” under the STWC95) of a ship. 
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Annex K

Extracts from the International Regulations for Preventing Collisions at Sea 1972 (as amended)



EXTRACTS FROM THE INTERNATIONAL  REGULATIONS FOR PREVENTING 

COLLISIONS AT SEA, 1972 (as amended by Resolutions  A464(XII), A626(15), 

A678(16), A736(18) and A.910(22)) 

 
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 8 
 

Action to avoid collision 
 

 
(a)         Any action taken  to avoid collision shall be  taken  in accordance with the Rules of this Part and 

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)  If there is sufficient sea‐room, alteration of course alone may be the most effective action to avoid 
a close‐quarters situation provided that it 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. 
 

(f) (i) A vessel which,  by  any  of  these Rules,  is  required  not  to  impede  the  passage  or  safe
passage of another vessel shall, when required by the circumstances of the case, take early
action to allow sufficient sea‐room for the safe passage of the other vessel. 

 (ii) A  vessel  required  not  to  impede  the  passage  or  safe  passage  of  another  vessel  is  not
relieved of this obligation if approaching the other vessel so as to involve risk of collision
and shall, when taking action, have full regard to the action which may be required by the
Rules of this Part. 

 (iii) A vessel the passage of which is not to be impeded remains fully obliged to comply with
the Rules of this Part when the two vessels are approaching one another so as to involve
risk of collision. 

 



 
 
 

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 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  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 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  to 
these Regulations. 

 
(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. 
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Extract from MGN 324 (M+F) Radio: Operational Guidance on the Use of VHF Radio and 
Automatic Identification Systems (AIS) at Sea
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MARINE GUIDANCE NOTE
  
 

MGN 324 (M+F) 
                                             Corrected
 

Radio: Operational Guidance on the Use Of VHF 
Radio and Automatic Identification Systems (AIS) at 
Sea 
 
Notice to all Owners, Masters, Officers and Pilots of Merchant Ships, Owners and 
Skippers of Fishing Vessels and Owners of Yachts and Pleasure Craft. 
 
This notice replaces Marine Guidance Notes MGN 22, 167 & 277       
 

 
 

Summary 
Given the continuing number of casualties where the misuse of VHF radio has been 
established as a contributory factor it has been decided to re-issue the MCA Operational 
Guidance Notes on the use of VHF Radio. It has also been decided to include operational 
guidance notes for AIS equipment on board ship formerly contained in Marine Guidance 
Notice 277. 

Key Points 

• The use of marine VHF equipment must be in accordance with the International 
Telecommunications Union (ITU) Radio Regulations. 

• Although the use of VHF radio may be justified on occasion as a collision avoidance 
aid, the provisions of the Collision Regulations should remain uppermost 

• There is no provision in the Collision Regulations for the use of AIS information 
therefore decisions should be taken based primarily on visual and/or radar 
information. 

• IMO Guidelines on VHF Communication Techniques are given in Appendix I 

• Typical VHF ranges and a Table of Transmitting frequencies in the Band 156 - 174 
MHz for Stations in the Maritime Mobile Service is shown at Appendix II 

• IMO Guidelines for the Onboard Operational Use of Shipborne Automatic Identification 
Systems (AIS) is shown in Appendix III  

• MCA Guidance on the use of AIS in Navigation together with a list of MCA AIS base 
stations is shown in Appendix IV. 
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1.   The International Maritime Organisation (IMO) has noted with concern the widespread 
misuse of VHF channels at sea especially the distress, safety and calling Channels 16 (156.8 
MHz) and 70 (156.525 MHz), and channels used for port operations, ship movement services 
and reporting systems. Although VHF at sea makes an important contribution to navigation 
safety, its misuse causes serious interference and, in itself, becomes a danger to safety at 
sea. IMO has asked Member Governments to ensure that VHF channels are used correctly. 
 
2.    All users of marine VHF on United Kingdom vessels, and all other vessels in United 
Kingdom territorial waters and harbours, are therefore reminded, in conformance with 
international and national legislation, marine VHF apparatus may only be used in accordance 
with the International Telecommunications Union’s (ITU) Radio Regulations. These 
Regulations specifically prescribe that: 
 

(a) Channel 16 may only be used for distress, urgency and very brief safety 
communications and for calling to establish other communications which should then 
be concluded on a suitable working channel; 

 
(b) Channel 70 may only be used for Digital Selective Calling not oral communication; 

 
(c) On VHF channels allocated to port operations or ship movement services such as VTS, 

the only messages permitted are restricted to those relating to operational handling, the 
movement and the safety of ships and to the safety of persons; 

 
(d) All signals must be preceded by an identification, for example the vessel’s name or 

callsign; 
 

(e) The service of every VHF radio telephone station must be controlled by an operator 
holding a certificate issued or recognised by the station’s controlling administration. 
This is usually the country of registration, if the vessel is registered. Providing the 
Station is so controlled, other persons besides the holder of the certificate may use the 
equipment. 

 
3.   Appendix I to this notice contains the IMO Guidance on the use of VHF at sea. Masters, 
Skippers and Owners must ensure that VHF channels are used in accordance with this 
guidance. 
 
4.    Appendix II to this notice illustrates typical VHF ranges and a table of transmitting 
Frequencies in the Band 156 – 174 MHz for Stations in the Maritime Mobile Service, 
incorporating changes agreed by the 1997 World Radio Conference. 
 
5.  Channels 6, 8, 72 and 77 have been made available, in UK waters, for routine ship-to-ship 
communications, Masters, Skippers and Owners are urged to ensure that all ship-to-ship 
communications working in these waters is confined to these channels, selecting the channel 
most appropriate in the local conditions at the time. 
 
6.  Channel 13 is designated for use on a worldwide basis as a navigation safety 
communication channel, primarily for intership navigation safety communications. It may also 
be used for the ship movement and port services. 
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Use of VHF as Collision Avoidance Aid 
 
7.   There have been a significant number of collisions where subsequent investigation has 
found that at some stage before impact, one or both parties were using VHF radio in an 
attempt to avoid collision.  The use of VHF radio in these circumstances is not always helpful 
and may even prove to be dangerous.  
 
8.     At night, in restricted visibility or when there are more than two vessels in the vicinity, the 
need for positive identification is essential but this can rarely be guaranteed.  Uncertainties can 
arise over the identification of vessels and the interpretation of messages received. Even 
where positive identification has been achieved there is still the possibility of a 
misunderstanding due to language difficulties however fluent the parties concerned might be in 
the language being used.  An imprecise or ambiguously expressed message could have 
serious consequences. 

 
9.  Valuable time can be wasted whilst mariners on vessels approaching each other try to 
make contact on VHF radio instead of complying with the Collision Regulations.  There is the 
further danger that even if contact and identification is achieved and no difficulties over the 
language of communication or message content arise, a course of action might still be chosen 
that does not comply with the Collision Regulations.  This may lead to the collision it was 
intended to prevent.    
 
10.  In 1995, the judge in a collision case said "It is very probable that the use of VHF radio for 
conversation between these ships was a contributory cause of this collision, if only because it 
distracted the officers on watch from paying careful attention to their radar.  I must repeat, in 
the hope that it will achieve some publicity, what I have said on previous occasions that any 
attempt to use VHF to agree the manner of passing is fraught with the danger of 
misunderstanding.  Marine Superintendents would be well advised to prohibit such use of VHF 
radio and to instruct their officers to comply with the Collision Regulations."       
 
 
11.  In a case published in 2002 one of two vessels, approaching each other in fog, used the 
VHF radio to call for a red to red (port to port) passing. The call was acknowledged by the 
other vessel but unfortunately, due to the command of English on the calling vessel, what the 
caller intended was a green to green (starboard to starboard) passing. The actions were not 
effectively monitored by either of the vessels and collision followed.     
 
12. Again in a case published in 2006 one of two vessels, approaching one another to involve 
a close quarter’s situation, agreed to a starboard to starboard passing arrangement with a 
person on board another, unidentified ship, but not the approaching vessel. Furthermore, the 
passing agreement required one of the vessels to make an alteration of course, contrary to the 
requirements of the applicable Rule in the COLREGS. Had the vessel agreed to a passing 
arrangement requiring her to manoeuvre in compliance with the COLREGS, the ships would 
have passed clear, despite the misidentification of ships on the VHF radio. Unfortunately by 
the time both vessels realised that the ships had turned towards each other the distance 
between them had further reduced to the extent that the last minute avoiding action taken by 
both ships was unable to prevent a collision. 
 
13.   Although the practice of using VHF radio as a collision avoidance aid may be resorted to 
on occasion, for example in pilotage waters, the risks described in this note should be clearly 
understood and the Collision Regulations complied with.   
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Use of VHF Automatic Identification Systems (AIS)  
 
14.  AIS operates primarily on two dedicated VHF channels (AIS1 – 161.975 MHz and AIS2 – 
162.025 MHz). Where these channels are not available regionally, the AIS is capable of 
automatically switching to alternate designated channels. AIS has now been installed on the 
majority of commercial vessels, and has the potential to make a significant contribution to 
safety. However the mariner should treat the AIS information with caution, noting the following 
important points: 
 
15.     Mariners on craft fitted with AIS should be aware that the AIS will be transmitting own-
ship data to other vessels and shore stations.  
 
To this end they are advised to: 
 
 15.1 initiate action to correct improper installation; 
 

15.2 ensure the correct information on the vessel’s identity, position, and movements 
(including voyage-specific, see Annex IV) is transmitted; and 
 
15.3 ensure that the AIS is turned on, at least within 100 nautical miles of the coastline 
of the United Kingdom. 

 
16.     The simplest means of checking whether own-ship is transmitting correct information on 
identity, position and movements is by contacting other vessels or shore stations. Increasingly, 
UK Coastguard and port authorities are being equipped as AIS shore base stations. As more 
shore base stations are established, AIS may be used to provide a monitoring system in 
conjunction with Vessel Traffic Services and Ship Reporting (SOLAS Chapter V, Regulations 
11 and 12 refer).  
 
17.      Many ship owners have opted for the least-cost AIS installation to meet the mandatory 
carriage requirement. By doing so, many of the benefits offered by graphic display (especially 
AIS on radar) are not realised with the 3-line ‘Minimum Keyboard Display’ (MKD). 
 
18.      The Pilot Connector Socket and suitable power outlet should be located somewhere of 
practical use to a marine pilot who may carry compatible AIS equipment. This should be 
somewhere close to the wheelhouse main conning position. Less accessible locations in chart 
rooms, at the after end of the wheelhouse are not recommended. 
 
19.      The routine updating of data into the AIS, at the start of the voyage and whenever 
changes occur, should be included in the navigating officer’s checklist and include: 

 
 -ship’s draught;  
 -hazardous cargo;  

 -destination and ETA; 
 -route plan (way points);  
 -correct navigational status;  
 -short safety-related messages.  
 
20.      The quality and reliability of position data obtained from targets will vary depending on 
the accuracy of the transmitting vessel’s GNSS equipment. It should be noted that older GNSS 
equipment may not produce Course Over Ground and Speed Over Ground (COG/SOG) data 
to the same accuracy as newer equipment. 
 
21.      Operational guidance for Automatic Identification Systems (AIS) on board ships can be 
found in the MCA Guidance on the Safety of Navigation - Implementing SOLAS Chapter V 
(accessible from the MCA website at www.mcga.gov.uk) and reproduced in Appendix IV of this 
notice. 
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More Information 
 
Navigation Safety Branch 
Maritime and Coastguard Agency 
Bay 2/29 
Spring Place 
105 Commercial Road 
Southampton 
SO15 1EG 
 
Tel :   +44 (0) 23 8032 9146 
Fax :    +44 (0) 23 8032 9204 
e-mail:   Navigationsafety@mcga.gov.uk  
 
General Inquiries: 24 Hour Infoline 

infoline@mcga.gov.uk 
0870 600 6505 

 
MCA Website Address:  www.mcga.gov.uk  
 
File Ref:  MNA 139 / 02 / 031 & MNA 5 / 50 / 294 
 
Published:  July 2006  
 
© Crown Copyright 2006 

 
Safer Lives, Safer Ships, Cleaner Seas 
 
Printed on material containing minimum 75% post-consumer waste paper 
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APPENDIX I 
 

GUIDANCE ON THE USE OF VHF AT SEA 
(Extract from: IMO Resolution A.954 (23). Proper use of VHF Channels at Sea (Adopted on 5th 

December 2003)) 
 
1. VHF COMMUNICATION TECHNIQUE 
 
1.1 Preparation  
Before transmitting, think about the subjects which have to be communicated and, if necessary, prepare 
written notes to avoid unnecessary interruptions and ensure that no valuable time is wasted on a busy 
channel.  
 
1.2 Listening  
Listen before commencing to transmit to make certain that the channel is not already in use. This will 
avoid unnecessary and irritating interference.  
 
1.3 Discipline  

(a) VHF equipment should be used correctly and in accordance with the Radio Regulations. The 
following in particular should be avoided: 

(b) calling on channel 16 for purposes other than distress, and very brief safety communications, 
when another calling channel is available;       

(c) non - essential transmissions, e.g. needless and superfluous signals and correspondence;  
(d) communications not related to safety and navigation on port operation channels;        

communication on channel 70 other than for Digital Selective Calling;  
(e) occupation of one particular channel under poor conditions;  
(f) transmitting without correct identification;  
(g) use of offensive language. 

 
1.4 Repetition  
Repetition of words and phrases should be avoided unless specifically requested by the receiving 
station.  
 
1.5 Power reduction  
When possible, the lowest transmitter power necessary for satisfactory communication should be used.  
 
1.6 Automatic identification system (AIS) 
AIS is used for the exchange of data in ship-to-ship communications and also in communication with 
shore facilities. The purpose of AIS is to help identify vessels, assist in target tracking, simplify 
information exchange and provide additional information to assist situational awareness. AIS may be 
used together with VHF voice communications.  
 
AIS should be operated in accordance with Resolution A.917 (22) as amended by Resolution A.956 (23) 
on Guidelines for the onboard operation use of shipborne automatic identification systems. 
 
1.7 Communications with coast stations  
On VHF channels allocated to port operations service, the only messages permitted are restricted to 
those relating to the operational handling, the movement and safety of ships and, in emergency, to the 
safety of persons, as the use of these channels for ship-to-ship communications may cause serious 
interference to communications related to the movement and safety of shipping in port areas. 
 
Instructions given on communication matters by shore stations should be obeyed.  
 
Communications should be carried out on the channel indicated by the shore station. When a change of 
channel is requested, this should be acknowledged by the ship.  
 
On receiving instructions from a shore station to stop transmitting, no further communications should be 
made until otherwise notified (the shore station may be receiving distress or safety messages and any 
other transmissions could cause interference). 
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1.8 Communications with other ships  
VHF Channel 13 is designated by the Radio Regulations for bridge to bridge communications. The ship 
called may indicate another working channel on which further transmissions should take place. The 
calling ship should acknowledge acceptance before changing channels. 
 
The listening procedure outlined above should be followed before communications are commenced on 
the chosen channel.  
 
1.9 Distress communications  
Distress calls/messages have absolute priority over all other communications. When heard, all other 
transmissions should cease and a listening watch should be kept.  
 
Any distress call/message should be recorded in the ship’s log and passed to the master.  
 
On receipt of a distress message, if in the vicinity, immediately acknowledge receipt. If not in the vicinity, 
allow a short interval of time to elapse before acknowledging receipt of the message in order to permit 
ships nearer to the distress to do so. 
 
1.10 Calling  
In accordance with the radio regulations Channel 16 may only be used for distress, urgency and very 
brief safety communications and for calling to establish other communications which should then be 
conducted on a suitable working channel.  
 
Whenever possible, a working frequency should be used for calling. If a working frequency is not 
available, Channel 16 may be used, provided it is not occupied by a distress call/message.  
 
In case of difficulty to establish contact with a ship or shore station, allow adequate time before 
repeating the call. Do not occupy the channel unnecessarily and try another channel.  
 
1.11 Changing channels  
If communications on a channel are unsatisfactory, indicate change of channel and await confirmation. 
 
1.12 Spelling 
If spelling becomes necessary use the spelling table contained in the International Code of Signals and 
the radio regulations and the IMO Standard Marine Communication Phrases (SMCP) 
 
1.13 Addressing  
The words “I” and “You” should be used prudently. Indicate to whom they refer.  
Example of good practice:  
“Seaship, this is Port Radar, Port Radar, do you have a pilot?”  
“Port Radar, this is Seaship, I do have a pilot.”  
 
1.14 Watchkeeping  
Every ship, while at sea, is required to maintain watches. Continuous watch keeping is required on VHF 
DSC Channel 70 and also when practicable, a continuous listening watch on VHF Channel 16.  
 
In certain cases Governments may require ships to keep a watch on other channels.  
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APPENDIX II 
TYPICAL VHF RANGES 

(Extract from Admiralty List of Radio Signals Volume 5 published by the United Kingdom 
Hydrographic Office) 

 
 

 
 

 
 

 
 

 
 

 
 
It should be noted that the fact that a transmitter and receiver are within radio sight does not automatically 
guarantee that an acceptable signal will be received at that point. This will depend, amongst other things on the 
power of transmission, the sensitivity of the receiver and the quality and position of the transmitting and receiving 
aerials. The range may also be affected to some degree by the pressure, temperature and humidity of the air 
between the transmitter and receiver. 
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Table of Transmitting Frequencies in the VHF maritime mobile band 
(Extract from Admiralty List of Radio Signals Volume 5 published by the United Kingdom Hydrographic Office)  

Transmitting 
frequencies (MHz) 

Port operations and 
ship movement 

Channel 
designators 

Notes

Ship 
stations 

Coast 
stations 

Inter 
Ship 

Single 
frequency

Two 
frequency 

Public 
correspon-

dence 

 60  156 025 160 625   X x 
01   156 050 160 650   X x 

 61 m), o) 156 075 160 675  x X x 
02  m), o) 156 100 160 700  x X x 

 62 m), o) 156 125 160 725  x X x 
03  m), o) 156 150 160 750  x X x 

 63 m), o) 156 175 160 775  x X x 
04  m), o) 156 200 160 800  x X x 

 64 m), o) 156 225 160 825  x X x 
05  m), o) 156 250 160 850  x X x 

 65 m), o) 156 275 160 875  x X x 
06  f) 156 300  x    

 66  156 325 160 925   X x 
07   156 350 160 950   X x 

 67 h) 156 375 156 375 x x   
08   156 400  x    

 68  156 425 156 425  x   
09  i) 156 450 156 450 x x   

 69  156 475 156 475 x x   
10  h) 156 500 156 500 x x   

 70 j) 156 525 156 525 Digital selective calling for Distress, Safety 
and Calling 

11   156 550 156 550  x   
 71  156 575 156 575  x   

12   156 600 156 600  x   
 72 i) 156 625  x    

13  k) 156 650 156 650 x x   
 73 h), i) 156 675 156 675 x x   

14   156 700 156 700  x   
 74  156 725 156 725  x   

15  g) 156 750 156 750 x x   
 75 n) 156 775   x   

16   156 800 156 800 Distress, Safety and Calling 
 76 n) 156 825   x   

17  g) 156 850 156 850 x x   
 77  156 875  x    

18  m) 156 900 161 500  x X x 
 78  156 925 161 525   X x 

Continued on next page



 - 10 - 

 
Transmitting 

frequencies (MHz) 
Port operations and 

ship movement 
Channel 

designators 
Notes 

Ship 
stations 

Coast 
stations 

Inter 
Ship 

Single 
frequency

Two 
frequency 

Public 
correspon-

dence 

19   156 950 161 550   x x 
 79  156 975 161 575   x x 

20   157 000 161 600   x x 
 80  157 025 161 625   x x 

21   157 050 161 650   x x 
 81  157 075 161 675   x x 

22  m) 157 100 161 700  x x x 
 82 m), o) 157 125 161 725  x x x 

23  m), o) 157 150 161 750  x x x 
 83 m), o) 157 175 161 775  x x x 

24  m), o) 157 200 161 800  x x x 
 84 m), o) 157 225 161 825  x x x 

25  m), o) 157 250 161 850  x x x 
 85 m), o) 157 275 161 875  x x x 

26  m), o) 157 300 161 900  x x x 
 86 m), o) 157 325 161 925  x x x 

27   157 350 161 950   x x 
 87  157 375 161 975  x   

28   157 400 162 000   x x 
 88 h) 157 425   x   

AIS 
1 

 l) 161 975 161 975      

AIS 
2 

 l) 162 025 162 025      

Note—For assistance in understanding the Table, see notes a) to o)  
 

General notes 
a) Administrations may designate frequencies for the following purposes, intership, port operations and 
ship movement services for use by light aircraft and helicopters to communicate with ships or 
participating coast stations in predominantly maritime support operations. However, the use of the 
channels which are shared with public correspondence shall be subject to prior agreement between 
interested and affected administrations. 
b) The channels in this table, with the exception of Channels 06, 13, 15, 16, 17, 70, 75 and 76, may 
also be used for high-speed data and facsimile transmissions, subject to special arrangement between 
interested and affected administrations. 
c) The channels in this table, but preferably Channel 28 and with the exception of Channels 06, 13, 
15, 16, 17, 70, 75 and 76, may be used for direct-printing telegraphy and data transmission, subject to 
special arrangement between interested and affected administrations. 
d) The frequencies in this table may also be used for radiocommunications on inland waterways. 
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e) Administrations having an urgent need to reduce local congestion may apply 12·5 kHz Channel 
interleaving on a non-interference basis to 25 kHz channels, provided: 
 — Recommendation ITU-R M.1084-2 shall be taken into account when changing to 12·5 kHz 

Channels; 
 — it shall not affect the 25 kHz Channels of the Appendix 18 maritime mobile distress and safety 

frequencies, especially the Channels 06, 13, 15, 16, 17, and 70, nor the technical characteristics 
mentioned in Recommendation ITU-R M.489-2 for those channels; 

 — implementation of 12·5 kHz channel interleaving and consequential national requirements shall be 
subject to prior agreement between the implementing administrations and administrations whose 
ship stations or services may be affected. 

Specific notes 
f) The frequency 156·300 MHz (Channel 06) may also be used for communication between ship 
stations and aircraft stations engaged in co-ordinated search and rescue operations. Ship stations shall 
avoid harmful interference to such communications on Channel 06 as well as to communications 
between aircraft stations, ice-breakers and assisted ships during ice seasons. 
g) Channels 15 and 17 may also be used for on-board communications provided the effective radiated 
power does not exceed 1 W, and subject to the national regulations of the administration concerned 
when these channels are used in its territorial waters. 
h) Within the European Maritime Area and in Canada, these frequencies (Channels 10, 67 & 73) may 
also be used, if so required, by the individual administrations concerned, for communication between 
ship stations, aircraft stations and participating land stations engaged in co-ordinated search and rescue 
and anti-pollution operations in local areas. 
i) The preferred first three frequencies for the purpose indicated in note a) are 156·450 MHz (Channel 
09), 156·625 MHz (Channel 72) and 156·675 MHz (channel 73). 
j) Channel 70 is to be used exclusively for digital selective calling for distress, safety and calling. 
k) Channel 13 is designated for use on a worldwide basis as a navigation safety communication 
channel, primarily for intership navigation safety communications. It may also be used for the ship 
movement and port operations service subject to the national regulations of the administrations 
concerned. 
l) These Channels (AIS 1 and AIS 2) will be used for an automatic ship identification and surveillance 
system capable of providing worldwide operation on high seas, unless other frequencies are designated 
on a regional basis for this purpose. 
m) These Channels (18 and 82 to 86) may be operated as single frequency channels, subject to special 
arrangement between interested or affected administrations. 
n) The use of these Channels (75 and 76) should be restricted to navigation-related communications 
only and all precautions should be taken to avoid harmful interference to Channel 16, e.g. by limiting the 
output power to 1 W or by means of geographical separation. 
o) These channels may be used to provide bands for initial testing and the possible future introduction 
of new technologies, subject to special arrangement between interested or affected administrations. 
Stations using these channels or bands for the testing and the possible future introduction of new 
technologies shall not cause harmful interference to, and shall not claim protection from, other stations 
operating in accordance with ITU Radio Regulations / Volume 1 / Chapter SII - Frequencies / Article S5 / 
Frequency allocations.  
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APPENDIX III 
 

OPERATION OF AIS ON BOARD 
(Extract from IMO Resolution A.917. (22). Guidelines for the onboard operational use of 
shipborne Automatic Identification Systems (AIS) (Adopted on 29th November 2001). As 
amended by Resolution A.956. (23). (Adopted 5th December 2003).  
  
INHERENT LIMITATIONS OF AIS 
 
31. The officer of the watch (OOW) should always be aware that other ships, in particular leisure 
craft, fishing boats and warships, and some coastal shore stations including Vessel Traffic Service 
(VTS) centres, might not be fitted with AIS. 
32. The OOW should always be aware that other ships fitted with AIS as a mandatory carriage 
requirement might switch off AIS under certain circumstances by professional judgement of the master. 
33. In other words, the information given by the AIS may not be a complete picture of the situation 
around the ship. 
34. The users must be aware that transmission of erroneous information implies a risk to other 
ships as well as their own. The users remain responsible for all information entered into the system and 
the information added by the sensors. 
35. The accuracy of the information received is only as good as the accuracy of the AIS information 
transmitted. 
36. The OOW should be aware that poorly configured or calibrated ship sensors (position, speed 
and heading sensors) might lead to incorrect information being transmitted. Incorrect information about 
one ship displayed on the bridge of another could be dangerously confusing. 
37. If no sensor is installed or if the sensor (e.g. the gyro) fails to provide data, the AIS automatically 
transmits the ‘not available’ data value. However the built in integrity check cannot validate the contents 
of the data processed by the AIS. 
38. It would not be prudent for the OOW to assume that the information received from the other ship 
is of a comparable quality and accuracy to that which might be available on own ship. 

 
USE OF AIS IN COLLISION AVOIDANCE SITUATIONS 

 
39. The potential of AIS as an anti collision device is recognised and AIS may be recommended as 
such a device in due time. 
40. Nevertheless, AIS information may be used to assist collision avoidance decision making. When 
using the AIS in the ship to ship mode for anti collision purposes, the following precautionary points 
should be borne in mind: 

a. AIS is an additional source of navigational information. It does not replace, but supports, 
navigational systems such as radar target tracking and VTS; and 

b. The use of AIS does not negate the responsibility of the OOW to comply at all times 
with the Collision Regulations 

41. The user should not rely on AIS as the sole information system, but should make use of all 
safety relevant information available 
42. The use of AIS on board ship is not intended to have any special impact on the composition of 
the navigational watch, which should be determined in accordance with the STCW Convention. 
43.  Once a ship has been detected, AIS can assist tracking it as a target. By monitoring the 
information broadcast by that target, its actions can also be monitored. Changes in heading and course 
are, for example, immediately apparent, and many of the problems common to tracking targets by 
radar, namely clutter, target swap as ships pass close by and target loss following a fast manoeuvre, do 
not affect AIS. AIS can also assist in the identification of targets, by name or call sign and by ship type 
and navigational status. 
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APPENDIX IV 
 

USE OF AIS IN NAVIGATION 
(Extract from MCA Guidance on the Safety of  Navigation – Implementing SOLAS Chapter V) 

 
1.      AIS is designed to be able to provide additional information to existing Radar or ECDIS displays. 
Until the optimum display modes have been fully evaluated and decided upon internationally, AIS will 
comprise “stand alone” units without integration to other displays. 
 
2.      AIS will provide identification of targets together with the static and dynamic information listed in 
the IMO Guidelines paragraph.12. Mariners should, however, use this information with caution noting 
the following important points: 
 
 a.) Collision avoidance must be carried out in strict compliance with the COLREGs. There is no 
provision in the COLREGs for use of AIS information therefore decisions should be taken based 
primarily on visual and / or radar information. 
 
 b.) The use of VHF to discuss actions to take between approaching ships is fraught with danger 
and still discouraged. (See above). The MCA’s view is that identification of a target by AIS does not 
remove the danger. Decisions on collision avoidance should be made strictly according to the 
COLREGs. 
 
 c.) Not all ships will be fitted with AIS, particularly small craft and fishing boats. Other floating 
objects which may give a radar echo will not be detected by AIS. 
 
 d.) AIS positions are derived from the target’s GNSS position. (GNSS = Global Navigation 
Satellite System, usually GPS). This may not coincide exactly with the target.  
 
 e.) Faulty data input to AIS could lead to incorrect or misleading information being displayed on 
other vessels. Mariners should remember that information derived from radar plots relies solely upon 
data measured by the own-ship’s radar and provides an accurate measurement of the target’s relative 
course and speed, which is the most important factor in deciding upon action to avoid collision. Existing 
ships of less than 500 gt. which are not required to fit a gyro compass are unlikely to transmit heading 
information. 
 
 f.) A future development of AIS is the ability to provide synthetic AIS targets and virtual 
navigation marks enabling coastal authorities to provide an AIS symbol on the display in any position. 
Mariners should bear in mind that this ability could lead to the appearance of “virtual” AIS targets and 
therefore take particular care when an AIS target is not complemented by a radar target. AIS will 
sometimes be able to detect targets which are in a radar shadow area.  
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The MCA has established an Automatic Identification System (AIS) network in accordance 
with SOLAS Chapter V Regulation 19 and the European Traffic Monitoring Directive 
2002/59/EC for base station transponders. The AIS network consists of base stations located 
as shown in the table on page 15. 

The AIS Network is defined to operate within IMO guidelines and will be capable of receiving 
all message types and in particular AIS message type 5: Ship Static and Voyage related data, 
provided as 6 minute intervals in accordance with ITU R M. 1371-1. This automated procedure 
will enable identification and tracking of suitably equipped vessels without further intervention 
from either the vessel’s crew or Coastguard personnel. 

Areas Covered

The diagram below provide an indication of the areas covered by the MCA AIS Network.
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