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ANNEX 1 
 

RESOLUTION MSC.255(84) 
(adopted on 16 May 2008) 

 
ADOPTION OF THE CODE OF THE INTERNATIONAL STANDARDS AND 

RECOMMENDED PRACTICES FOR A SAFETY INVESTIGATION 
INTO A MARINE CASUALTY OR MARINE INCIDENT 

(CASUALTY INVESTIGATION CODE) 
 

 
THE MARITIME SAFETY COMMITTEE, 
 

RECALLING Article 28(b) of the Convention on the International Maritime Organization 
concerning the function of the Committee, 

 
NOTING with concern that, despite the best endeavours of the Organization, casualties 

and incidents resulting in loss of life, loss of ships and pollution of the marine environment 
continue to occur, 
 

NOTING ALSO that the safety of seafarers and passengers and the protection of the 
marine environment can be enhanced by timely and accurate reports identifying the 
circumstances and causes of marine casualties and incidents, 
 

NOTING FURTHER the importance of the United Nations Convention on the Law of the 
Sea, done at Montego Bay on 10 December 1982, and of the customary international law of 
the sea, 
 

NOTING IN ADDITION the responsibilities of flag States under the provisions of the 
International Convention for the Safety of Life at Sea, 1974 (regulation I/21) (hereinafter referred 
to as “the Convention”), the International Convention on Load Lines, 1966 (article 23) and the 
International Convention for the Prevention of Pollution from Ships, 1973 (article 12), to conduct 
casualty investigations and to supply the Organization with relevant findings, 
 

CONSIDERING the need to ensure that all very serious marine casualties are 
investigated, 
 

CONSIDERING ALSO the Guidelines on fair treatment of seafarers in the event of a 
maritime accident (resolution A.987(24)), 
 

ACKNOWLEDGING that the investigation and proper analysis of marine casualties and 
incidents can lead to greater awareness of casualty causation and result in remedial measures, 
including better training, for the purpose of enhancing safety of life at sea and protection of the 
marine environment, 
 

RECOGNIZING the need for a code to provide, as far as national laws allow, a standard 
approach to marine casualty and incident investigation with the objective of preventing marine 
casualties and incidents in the future, 
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RECOGNIZING ALSO the international nature of shipping and the need for co-operation 
between Governments having a substantial interest in a marine casualty or incident for the 
purpose of determining the circumstances and causes thereof, 
 
 NOTING resolution MSC.257(84) by which it adopted amendments to chapter XI-1 of 
the Convention to make parts I and II of the Code of the International Standards and 
Recommended Practices for a Safety Investigation into a Marine Casualty or Marine Incident 
mandatory under the Convention, 
 

HAVING CONSIDERED, at its eighty-fourth session, the text of the proposed Casualty 
Investigation Code, 
 
1.  ADOPTS the Code of the International Standards and Recommended Practices for a 
Safety Investigation into a Marine Casualty or Marine Incident (Casualty Investigation Code), 
set out in the Annex to the present resolution; 
 
2.  INVITES Contracting Governments to the Convention to note that the Code will take 
effect on 1 January 2010 upon entry into force of the amendments to regulation XI-1/6 of the 
Convention; 
 
3. REQUESTS the Secretary-General of the Organization to transmit certified copies of the 
present resolution and the text of the Code contained in the Annex to all Contracting 
Governments to the Convention; 
 
4. FURTHER REQUESTS the Secretary-General of the Organization to transmit copies of 
the present resolution and the text of the Code contained in the Annex to all Members of the 
Organization which are not Contracting Governments to the Convention. 
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Foreword 
 

1 This Code incorporates and builds on the best practices in marine casualty and marine 
incident investigation that were established by the Code for the Investigation of Marine 
Casualties and Incidents, adopted in November 1997 by the International Maritime Organization 
(the Organization), by resolution A.849(20).  The Code for the Investigation of Marine Casualties 
and Incidents sought to promote co-operation and a common approach to marine casualty and 
marine incident investigations between States. 
 
Background 
 
2 The Organization has encouraged co-operation and recognition of mutual interest through 
a number of resolutions.  The first was resolution A.173(ES.IV) (Participation in Official 
Inquiries into Maritime Casualties) adopted in November 1968. Other resolutions followed 
including: resolution A.322(IX) (The Conduct of Investigations into Casualties) adopted in 
November 1975; resolution A.440(XI) (Exchange of Information for Investigations into Marine 
Casualties) and resolution A.442(XI) (Personnel and Material Resource Needs of 
Administrations for the Investigation of Casualties and the Contravention of Conventions), both 
adopted in November 1979; resolution A.637(16) (Co-operation in Maritime Casualty 
Investigations) adopted in 1989. 
 
3 These individual resolutions were amalgamated and expanded by the Organization 
with the adoption of the Code for the Investigation of Marine Casualties and Incidents.  
Resolution A.884(21) (Amendments to the Code for the Investigation of Marine Casualties and 
Incidents resolution A.849(20)), adopted in November 1999, enhanced the Code by providing 
guidelines for the investigation of human factors. 
 
4 The International Convention for the Safety of Life at Sea (SOLAS), 1948, included a 
provision requiring flag State Administrations to conduct investigations into any casualty 
suffered by a ship of its flag if an investigation may assist in identifying regulatory issues as a 
contributing factor.  This provision was retained in the 1960 and 1974 SOLAS Conventions.  
It was also included in the International Convention on Load Lines, 1966.  Further, flag States 
are required to inquire into certain marine casualties and marine incidents occurring on the 
high seas*. 
 
5 The sovereignty of a coastal State extends beyond its land and inland waters to the extent 
of its territorial sea**.  This jurisdiction gives the coastal State an inherent right to investigate 
marine casualties and marine incidents connected with its territory. Most national 
Administrations have legal provisions to cover the investigation of a shipping incident within its 
inland waters and territorial sea, regardless of the flag. 
 

                                                 
*  Reference is made to the United Nations Convention on the Law of the Sea (UNCLOS), article 94(7) or 

requirements of international and customary laws. 
**  Reference is made to the United Nations Convention on the Law of the Sea (UNCLOS), article 2 or 

requirements of international and customary laws. 
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Treatment of Seafarers 
 
6 Most recently, the International Labour Organization’s Maritime Labour Convention, 2006 
(which has not yet come into force), provides a provision for the investigation of some 
serious marine casualties as well as setting out working conditions for seafarers.  Recognizing the 
need for special protection for seafarers during an investigation, the Organization adopted, in 
December 2005, the “Guidelines on Fair Treatment of Seafarers in the Event of a Maritime 
Accident” through resolution A.987(24).  The Guidelines were promulgated by the IMO and 
the ILO on 1 July 2006. 
 
Adoption of the Code 
 
7 Since the adoption of the first SOLAS Convention, there have been extensive changes in 
the structure of the international maritime industry and changes in international law.  These 
changes have potentially increased the number of States with an interest in the process and 
outcomes of marine safety investigations, in the event of a marine casualty or marine incident, 
increasing the potential for jurisdictional and other procedural differences between 
affected States. 
 
8 This Code, while it specifies some mandatory requirements, recognizes the variations in 
international and national laws in relation to the investigation of marine casualties and 
marine incidents.  The Code is designed to facilitate objective marine safety investigations for the 
benefit of flag States, coastal States, the Organization and the shipping industry in general. 
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PART I 
 

GENERAL PROVISIONS 
 

Chapter 1 
 

PURPOSE  
 
1.1 The objective of this Code is to provide a common approach for States to adopt in the 
conduct of marine safety investigations into marine casualties and marine incidents.  Marine 
safety investigations do not seek to apportion blame or determine liability.  Instead a marine 
safety investigation, as defined in this Code, is an investigation conducted with the objective of 
preventing marine casualties and marine incidents in the future. The Code envisages that this aim 
will be achieved through States: 
 
 .1 applying consistent methodology and approach, to enable and encourage a broad 

ranging investigation, where necessary, in the interests of uncovering the causal 
factors and other safety risks; and 

 
 .2 providing reports to the Organization to enable a wide dissemination of 

information to assist the international marine industry to address safety issues. 
 
1.2 A marine safety investigation should be separate from, and independent of, any other 
form of investigation.  However, it is not the purpose of this Code to preclude any other form of 
investigation, including investigations for action in civil, criminal and administrative 
proceedings.  Further, it is not the intent of the Code for a State or States conducting a marine 
safety investigation to refrain from fully reporting on the causal factors of a marine casualty or 
marine incident because blame or liability, may be inferred from the findings. 
 
1.3 This Code recognizes that under the Organization’s instruments, each flag State has a 
duty to conduct an investigation into any casualty occurring to any of its ships, when it judges 
that such an investigation may assist in determining what changes in the present regulations may 
be desirable, or if such a casualty has produced a major deleterious effect upon the environment. 
The Code also takes into account that a flag State shall* cause an inquiry to be held, by or before 
a suitably qualified person or persons into certain marine casualties or marine incidents of 
navigation on the high seas. However, the Code also recognizes that where a marine casualty or 
marine incident occurs within the territory, including the territorial sea, of a State, that State has a 
right** to investigate the cause of any such marine casualty or marine incident which might pose 
a risk to life or to the environment, involve the coastal State’s search and rescue authorities, or 
otherwise affect the coastal State. 
 
 

                                                 
*  Reference is made to the United Nations Convention on the Law of the Sea (UNCLOS), article 94 or 

requirements of international and customary laws. 
**  Reference is made to the United Nations Convention on the Law of the Sea (UNCLOS), article 2 or 

requirements of international and customary laws. 
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Chapter 2 
 

DEFINITIONS 
 

When the following terms are used in the mandatory standards and recommended practices for 
marine safety investigations they have the following meaning. 
 
2.1 An agent means any person, natural or legal, engaged on behalf of the owner, charterer or 
operator of a ship, or the owner of the cargo, in providing shipping services, including managing 
arrangements for the ship being the subject of a marine safety investigation. 
 
2.2 A causal factor means actions, omissions, events or conditions, without which: 
 

.1 the marine casualty or marine incident would not have occurred; or 
 
 .2 adverse consequences associated with the marine casualty or marine incident 

would probably not have occurred or have been as serious; 
 
 .3 another action, omission, event or condition, associated with an outcome in .1 

or .2, would probably not have occurred. 
 
2.3 A coastal State means a State in whose territory, including its territorial sea, a marine 
casualty or marine incident occurs. 
 
2.4 Exclusive economic zone means the exclusive economic zone as defined by article 55 of 
the United Nations Convention on the Law of the Sea. 
 
2.5 Flag State means a State whose flag a ship is entitled to fly. 
 
2.6 High seas means the high seas as defined in article 86 of the United Nations Convention 
on the Law of the Sea. 
 
2.7 Interested party means an organization, or individual, who, as determined by the marine 
safety investigating State(s), has significant interests, rights or legitimate expectations with 
respect to the outcome of a marine safety investigation.  
 
2.8 International Safety Management (ISM) Code means the International Management Code 
for the Safe Operation of Ships and for Pollution Prevention as adopted by the Organization by 
resolution A.741(18), as amended. 
 
2.9 A marine casualty means an event, or a sequence of events, that has resulted in any of the 
following which has occurred directly in connection with the operations of a ship: 
 
 .1 the death of, or serious injury to, a person; 
 
 .2 the loss of a person from a ship; 
 
 .3 the loss, presumed loss or abandonment of a ship; 
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.4 material damage to a ship; 
 
 .5 the stranding or disabling of a ship, or the involvement of a ship in a collision; 
 
 .6 material damage to marine infrastructure external to a ship, that could seriously 

endanger the safety of the ship, another ship or an individual; or 
 
 .7 severe damage to the environment, or the potential for severe damage to the 

environment, brought about by the damage of a ship or ships. 
 
However, a marine casualty does not include a deliberate act or omission, with the intention to 
cause harm to the safety of a ship, an individual or the environment. 
 
2.10 A marine incident means an event, or sequence of events, other than a marine casualty, 
which has occurred directly in connection with the operations of a ship that endangered, or, if not 
corrected, would endanger the safety of the ship, its occupants or any other person or the 
environment. 
 
However, a marine incident does not include a deliberate act or omission, with the intention to 
cause harm to the safety of a ship, an individual or the environment. 
 
2.11 A marine safety investigation means an investigation or inquiry (however referred to by 
a State), into a marine casualty or marine incident, conducted with the objective of preventing 
marine casualties and marine incidents in the future.  The investigation includes the collection of, 
and analysis of, evidence, the identification of causal factors and the making of safety 
recommendations as necessary. 
 
2.12 A marine safety investigation report means a report that contains: 
 
 .1 a summary outlining the basic facts of the marine casualty or marine incident and 

stating whether any deaths, injuries or pollution occurred as a result; 
 
 .2 the identity of the flag State, owners, operators, the company as identified in the 

safety management certificate, and the classification society (subject to any 
national laws concerning privacy); 

 
 .3 where relevant the details of the dimensions and engines of any ship involved, 

together with a description of the crew, work routine and other matters, such as 
time served on the ship; 

 
 .4 a narrative detailing the circumstances of the marine casualty or marine incident; 
 
 .5 analysis and comment on the causal factors including any mechanical, human and 

organizational factors; 
 
 .6 a discussion of the marine safety investigation’s findings, including the 

identification of safety issues, and the marine safety investigation’s conclusions; 
and 
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 .7 where appropriate, recommendations with a view to preventing future 
marine casualties and marine incidents. 

 
2.13 Marine safety investigation Authority means an Authority in a State, responsible for 
conducting investigations in accordance with this Code. 
 
2.14 Marine safety investigating State(s) means the flag State or, where relevant, the State or 
States that take the responsibility for the conduct of the marine safety investigation as mutually 
agreed in accordance with this Code. 
 
2.15 A marine safety record means the following types of records collected for a marine safety 
investigation:  
 
 .1 all statements taken for the purpose of a marine safety investigation; 
 
 .2 all communications between persons pertaining to the operation of the ship; 
 
 .3 all medical or private information regarding persons involved in the 

marine casualty or marine incident;  
 
 .4 all records of the analysis of information or evidential material acquired in the 

course of a marine safety investigation;  
 
 .5 information from the voyage data recorder. 
 
2.16 A material damage in relation to a marine casualty means: 
 
 .1 damage that: 
 
  .1.1 significantly affects the structural integrity, performance or operational 

characteristics of marine infrastructure or a ship; and 
 
  .1.2 requires major repair or replacement of a major component or components; 

or 
 
 .2 destruction of the marine infrastructure or ship. 
 
2.17 A seafarer means any person who is employed or engaged or works in any capacity on 
board a ship. 
 
2.18 A serious injury means an injury which is sustained by a person, resulting in 
incapacitation where the person is unable to function normally for more than 72 hours, 
commencing within seven days from the date when the injury was suffered. 
 
2.19 A severe damage to the environment means damage to the environment which, as 
evaluated by the State(s) affected, or the flag State, as appropriate, produces a major deleterious 
effect upon the environment. 
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2.20 Substantially interested State means a State: 
 
 .1 which is the flag State of a ship involved in a marine casualty or marine incident; 

or 
 
 .2 which is the coastal State involved in a marine casualty or marine incident; or 
 
 .3 whose environment was severely or significantly damaged by a marine casualty 

(including the environment of its waters and territories recognized under 
international law); or 

 
 .4 where the consequences of a marine casualty or marine incident caused, or 

threatened, serious harm to that State or to artificial islands, installations, or 
structures over which it is entitled to exercise jurisdiction; or 

 
 .5 where, as a result of a marine casualty, nationals of that State lost their lives or 

received serious injuries; or 
 
 .6 that has important information at its disposal that the marine safety investigating 

State(s) consider useful to the investigation; or 
 
 .7 that for some other reason establishes an interest that is considered significant by 

the marine safety investigating State(s). 
 
2.21 Territorial sea means territorial sea as defined by Section 2 of Part II of the 
United Nations Convention on the Law of the Sea. 
 
2.22 A very serious marine casualty means a marine casualty involving the total loss of the 
ship or a death or severe damage to the environment. 
 

 
Chapter 3 

 
APPLICATION OF CHAPTERS IN PARTS II AND III 

 
3.1 Part II of this Code contains mandatory standards for marine safety investigations.  
Some clauses apply only in relation to certain categories of marine casualties and are mandatory 
only for marine safety investigations into those marine casualties. 
 
3.2 Clauses in Part III of this Code may refer to clauses in this part that apply only to certain 
marine casualties.  The clauses in Part III may recommend that such clauses be applied in marine 
safety investigations into other marine casualties or marine incidents. 
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PART II 
 

MANDATORY STANDARDS 
 

Chapter 4 
 

MARINE SAFETY INVESTIGATION AUTHORITY 
 
4.1 The Government of each State shall provide the Organization with detailed contact 
information of the marine safety investigation Authority(ies) carrying out marine safety 
investigations within their State.  
 

 
Chapter 5 

 
NOTIFICATION 

 
5.1 When a marine casualty occurs on the high seas or in an exclusive economic zone, the 
flag State of a ship, or ships, involved, shall notify other substantially interested States as soon as 
is reasonably practicable. 
 
5.2 When a marine casualty occurs within the territory, including the territorial sea, of a 
coastal State, the flag State, and the coastal State, shall notify each other and between them notify 
other substantially interested States as soon as is reasonably practicable. 
 
5.3 Notification shall not be delayed due to the lack of complete information. 
 
5.4 Format and content: The notification shall contain as much of the following information 
as is readily available:  
 
 .1 the name of the ship and its flag State; 
 
 .2 the IMO ship identification number; 
 
 .3 the nature of the marine casualty; 
 
 .4 the location of the marine casualty; 
 
 .5 time and date of the marine casualty; 
 
 .6 the number of any seriously injured or killed persons;  
 
 .7 consequences of the marine casualty to individuals, property and the environment; 

and 
 
 .8 the identification of any other ship involved. 
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Chapter 6 
 

REQUIREMENT TO INVESTIGATE VERY SERIOUS MARINE CASUALTIES 
 
6.1 A marine safety investigation shall be conducted into every very serious marine casualty. 
 
6.2 Subject to any agreement in accordance with chapter 7, the flag State of a ship involved 
in a very serious marine casualty is responsible for ensuring that a marine safety investigation is 
conducted and completed in accordance with this Code. 
 

 
Chapter 7 

 
FLAG STATE’S AGREEMENT WITH ANOTHER SUBSTANTIALLY INTERESTED 

STATE TO CONDUCT A MARINE SAFETY INVESTIGATION 
 
7.1 Without limiting the rights of States to conduct their own separate marine safety 
investigation, where a marine casualty occurs within the territory, including territorial sea, of a 
State, the flag State(s) involved in the marine casualty and the coastal State shall consult to seek 
agreement on which State or States will be the marine safety investigating State(s) in accordance 
with a requirement, or a recommendation acted upon, to investigate under this Code.  
 
7.2 Without limiting the rights of States to conduct their own separate marine safety 
investigation, if a marine casualty occurs on the high seas or in the exclusive economic zone of a 
State, and involves more than one flag State, then the States shall consult to seek agreement on 
which State or States will be the marine safety investigating State(s) in accordance with a 
requirement, or a recommendation acted upon, to investigate under this Code.  
 
7.3 For a marine casualty referred to in paragraph 7.1 or 7.2, agreement may be reached by 
the relevant States with another substantially interested State for that State or States to be the 
marine safety investigating State(s).  
 
7.4 Prior to reaching an agreement, or if an agreement is not reached, in accordance 
with paragraph 7.1, 7.2 or 7.3, then the existing obligations and rights of States under this Code, 
and under other international laws, to conduct a marine safety investigation, remain with the 
respective parties to conduct their own investigation. 
 
7.5 By fully participating in a marine safety investigation conducted by another 
substantially interested State, the flag State shall be considered to fulfil its obligations under this 
Code, SOLAS regulation I/21 and article 94, section 7 of the United Nations Convention on the 
Law of the Sea. 
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Chapter 8 
 

POWERS OF AN INVESTIGATION 
 
8.1 All States shall ensure that their national laws provide investigator(s) carrying out a 
marine safety investigation with the ability to board a ship, interview the master and crew and 
any other person involved, and acquire evidential material for the purposes of a marine safety 
investigation. 
 

 
Chapter 9 

 
PARALLEL INVESTIGATIONS 

 
9.1 Where the marine safety investigating State(s) is conducting a marine safety investigation 
under this Code, nothing prejudices the right of another substantially interested State to conduct 
its own separate marine safety investigation. 
 
9.2 While recognizing that the marine safety investigating State(s) shall be able to fulfil 
obligations under this Code, the marine safety investigating State(s) and any other substantially 
interested State conducting a marine safety investigation shall seek to co-ordinate the timing of 
their investigations, to avoid conflicting demands upon witnesses and access to evidence, 
where possible. 
 
 

Chapter 10 
 

CO-OPERATION 
 
10.1 All substantially interested States shall co-operate with the marine safety investigating 
State(s) to the extent practicable. The marine safety investigating State(s) shall provide for the 
participation of the substantially interested States to the extent practicable*. 
 

 
Chapter 11 

 
INVESTIGATION NOT TO BE SUBJECT TO EXTERNAL DIRECTION 

 
11.1 Marine safety investigating State(s) shall ensure that investigator(s) carrying out a marine 
safety investigation are impartial and objective.  The marine safety investigation shall be able to 
report on the results of a marine safety investigation without direction or interference from any 
persons or organizations who may be affected by its outcome. 

 
 

                                                 
*  The reference to “extent practicable” may be taken to mean, as an example, that co-operation or participation is 

limited because national laws make it impracticable to fully co-operate or participate. 
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Chapter 12 
 

OBTAINING EVIDENCE FROM SEAFARERS 
 
12.1 Where a marine safety investigation requires a seafarer to provide evidence to it, the 
evidence shall be taken at the earliest practical opportunity.  The seafarer shall be allowed to 
return to his/her ship, or be repatriated at the earliest possible opportunity.  The seafarers human 
rights shall, at all times, be upheld. 
 
12.2 All seafarers from whom evidence is sought shall be informed of the nature and basis of 
the marine safety investigation.  Further, a seafarer from whom evidence is sought shall be 
informed, and allowed access to legal advice, regarding: 
 
 .1 any potential risk that they may incriminate themselves in any proceedings 

subsequent to the marine safety investigation; 
 
 .2 any right not to self-incriminate or to remain silent; 
 
 .3 any protections afforded to the seafarer to prevent the evidence being used against 

them if they provide the evidence to the marine safety investigation. 
 

 
Chapter 13 

 
DRAFT MARINE SAFETY INVESTIGATION REPORTS 

13.1 Subject to paragraphs 13.2 and 13.3, where it is requested, the marine safety investigating 
State(s) shall send a copy of a draft report to a substantially interested State to allow the 
substantially interested State to make comment on the draft report. 
 
13.2 Marine safety investigating State(s) are only bound to comply with paragraph 13.1 where 
the substantially interested State receiving the report guarantees not to circulate, nor cause to 
circulate, publish or give access to the draft report, or any part thereof, without the express 
consent of the marine safety investigating State(s) or unless such reports or documents have 
already been published by the marine safety investigating State(s). 
 
13.3 The marine safety investigating State(s) are not bound to comply with paragraph 13.1 if: 
 
 .1 the marine safety investigating State(s) request that the substantially interested 

State receiving the report to affirm that evidence included in the draft report will 
not be admitted in civil or criminal proceedings against a person who gave the 
evidence; and 

 
 .2 the substantially interested State refuses to provide such an affirmation. 
 
13.4 The marine safety investigating State(s) shall invite the substantially interested States 
to submit their comments on the draft report within 30 days or some other mutually 
agreed period.  The marine safety investigating State(s) shall consider the comments before 
preparing the final report and where the acceptance or rejection of the comments will have direct 
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impact on the interests of the State that submitted them, the marine safety investigating State(s) 
shall notify the substantially interested State of the manner in which the comments were 
addressed.  If the marine safety investigating State(s) receives no comments after the 30 days or 
the mutually agreed period has expired, then it may proceed to finalize the report. 
 
13.5 The marine safety investigating State(s) shall seek to fully verify the accuracy and 
completeness of the draft report by the most practical means. 
 

 
Chapter 14 

 
MARINE SAFETY INVESTIGATION REPORTS 

 
14.1 The marine safety investigating State(s) shall submit the final version of a marine safety 
investigation report to the Organization for every marine safety investigation conducted into a 
very serious marine casualty. 
 
14.2 Where a marine safety investigation is conducted into a marine casualty or 
marine incident, other than a very serious marine casualty, and a marine safety investigation 
report is produced which contains information which may prevent or lessen the seriousness of 
marine casualties or marine incidents in the future, the final version shall be submitted to 
the Organization. 
 
14.3 The marine safety investigation report referred in paragraphs 14.1 and 14.2 shall utilize 
all the information obtained during a marine safety investigation, taking into account its scope, 
required to ensure that all the relevant safety issues are included and understood so that safety 
action can be taken as necessary. 
 
14.4 The final marine safety investigation report shall be made available to the public and the 
shipping industry by the marine safety investigating State(s), or the marine safety investigating 
State(s) shall undertake to assist the public and the shipping industry with details, necessary to 
access the report, where it is published by another State or the Organization. 
 
 

PART III 
 

RECOMMENDED PRACTICES 
 

Chapter 15 
 

ADMINISTRATIVE RESPONSIBILITIES 
 
15.1 States should ensure that marine safety investigating Authorities have available to them 
sufficient material and financial resources and suitably qualified personnel to enable them to 
facilitate the State’s obligations to undertake marine safety investigations into marine casualties 
and marine incidents under this Code.  
 
15.2 Any investigator forming part of a marine safety investigation should be appointed on the 
basis of the skills outlined in resolution A.996(25) for investigators. 
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15.3 However, paragraph 15.2 does not preclude the appropriate appointment of investigators 
with necessary specialist skills to form part of a marine safety investigation on a temporary basis, 
neither does it preclude the use of consultants to provide expert advice on any aspect of a marine 
safety investigation. 
 
15.4 Any person who is an investigator, in a marine safety investigation, or assisting a marine 
safety investigation, should be bound to operate in accordance with this Code. 

 
 

Chapter 16 
 

PRINCIPLES OF INVESTIGATION 
 
16.1 Independence: A marine safety investigation should be unbiased to ensure the free flow 
of information to it. 
 
16.1.1 In order to achieve the outcome in paragraph 16.1, the investigator(s) carrying out a 
marine safety investigation should have functional independence from: 
 
 .1 the parties involved in the marine casualty or marine incident; 
 
 .2 anyone who may make a decision to take administrative or disciplinary action 

against an individual or organization involved in a marine casualty or marine 
incident; and 

 
 .3 judicial proceedings. 
 
16.1.2 The investigator(s) carrying out a marine safety investigation should be free of 
interference from the parties in .1, .2 and .3 of paragraph 16.1.1 with respect to: 
 
 .1 the gathering of all available information relevant to the marine casualty or marine 

incident, including voyage data recordings and vessel traffic services recordings; 
 
.2 analysis of evidence and the determination of causal factors; 

 
 .3 drawing conclusions relevant to the causal factors; 
 
 .4 distributing a draft report for comment and preparation of the final report; and 
 
 .5 if appropriate, the making of safety recommendations. 
 
16.2 Safety focused:  It is not the objective of a marine safety investigation to determine 
liability, or apportion blame.  However, the investigator(s) carrying out a marine safety 
investigation should not refrain from fully reporting on the causal factors because fault or 
liability may be inferred from the findings. 
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16.3 Co-operation:  Where it is practicable and consistent with the requirements and 
recommendations of this Code, in particular chapter 10 on Co-operation, the marine safety 
investigating State(s) should seek to facilitate maximum co-operation between substantially 
interested States and other persons or organizations conducting an investigation into a marine 
casualty or marine incident. 
 

16.4 Priority:  A marine safety investigation should, as far as possible, be afforded the same 
priority as any other investigation, including investigations by a State for criminal purposes being 
conducted into the marine casualty or marine incident. 
  
16.4.1  In accordance with paragraph 16.4 investigator(s) carrying out a marine safety 
investigation should not be prevented from having access to evidence in circumstances where 
another person or organization is carrying out a separate investigation into a marine casualty or 
marine incident. 
 
16.4.2  The evidence for which ready access should be provided should include: 
 
 .1 survey and other records held by the flag State, the owners, and classification 

societies; 
 
 .2 all recorded data, including voyage data recorders; and 
 
 .3 evidence that may be provided by government surveyors, coastguard officers, 

vessel traffic service operators, pilots or other marine personnel. 
 
16.5 Scope of a marine safety investigation: Proper identification of causal factors requires 
timely and methodical investigation, going far beyond the immediate evidence and looking for 
underlying conditions, which may be remote from the site of the marine casualty or marine 
incident, and which may cause other future marine casualties and marine incidents.  Marine 
safety investigations should therefore be seen as a means of identifying not only immediate 
causal factors but also failures that may be present in the whole chain of responsibility. 
 

 
Chapter 17 

 
INVESTIGATION OF MARINE CASUALTIES 

(OTHER THAN VERY SERIOUS CASUALTIES) AND MARINE INCIDENTS 
 

17.1 A marine safety investigation should be conducted into marine casualties (other than very 
serious marine casualties – which are addressed in chapter 6 of this Code) and marine incidents, by 
the flag State of a ship involved, if it is considered likely that a marine safety investigation will 
provide information that can be used to prevent marine casualties and marine incidents in 
the future. 
 
17.2 Chapter 7 contains the mandatory requirements for determining who the marine safety 
investigating State(s) are for a marine casualty.  Where the occurrence being investigated in 
accordance with this chapter is a marine incident, chapter 7 should be followed as a 
recommended practice as if it referred to marine incidents. 
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Chapter 18 
 

FACTORS THAT SHOULD BE TAKEN INTO ACCOUNT WHEN SEEKING 
AGREEMENT UNDER CHAPTER 7 OF PART II 

 
18.1 When the flag State(s), a coastal State (if involved) or other substantially interested States 
are seeking to reach agreement, in accordance with chapter 7 of Part II on which State or State(s) 
will be the marine safety investigating State(s) under this Code, the following factors should be 
taken into account:  
 
 .1 whether the marine casualty or marine incident occurred in the territory, including 

territorial sea, of a State; 
 
 .2 whether the ship or ships involved in a marine casualty or marine incident 

occurring on the high seas, or in the exclusive economic zone, subsequently sail 
into the territorial sea of a State; 

 
 .3 the resources and commitment required of the flag State and other substantially 

interested States; 
 
 .4 the potential scope of the marine safety investigation and the ability of the 

flag State or another substantially interested State to accommodate that scope; 
 
 .5 the need of the investigator(s) carrying out a marine safety investigation to access 

evidence and consideration of the State or States best placed to facilitate that 
access to evidence; 

 
 .6 any perceived or actual adverse effects of the marine casualty or marine incident 

on other States; 
 
 .7 the nationality of the crew, passengers and other persons affected by the marine 

casualty or marine incident. 
 
 

Chapter 19 
 

ACTS OF UNLAWFUL INTERFERENCE  
 
19.1 If in the course of a marine safety investigation it becomes known or is suspected that an 
offence is committed under article 3, 3bis, 3ter or 3quarter of the Convention for the Suppression 
of Unlawful Acts Against the Safety of Maritime Navigation, 1988, the marine safety 
investigation Authority should immediately seek to ensure that the maritime security Authorities 
of the State(s) concerned are informed. 
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Chapter 20 
 

NOTIFICATION TO PARTIES INVOLVED AND COMMENCEMENT 
OF AN INVESTIGATION 

 
20.1 When a marine safety investigation is commenced under this Code, the master, the owner 
and agent of a ship involved in the marine casualty or marine incident being investigated, should 
be informed as soon as practicable of: 
 
 .1 the marine casualty or marine incident under investigation; 
 
 .2 the time and place at which the marine safety investigation will commence; 
 
 .3 the name and contact details of the marine safety investigation Authority(ies); 
 
 .4 the relevant details of the legislation under which the marine safety investigation 

is being conducted; 
 
 .5 the rights and obligations of the parties subject to the marine safety investigation; 

and 
 
 .6 the rights and obligations of the State or States conducting the marine safety 

investigation. 
 
20.2 Each State should develop a standard document detailing the information in 
paragraph 20.1 that can be transmitted electronically to the master, the agent and the owner of 
the ship. 
 
20.3 Recognizing that any ship involved in a marine casualty or marine incident may continue 
in service, and that a ship should not be delayed more than is absolutely necessary, the marine 
safety investigating State(s) conducting the marine safety investigation should start the marine 
safety investigation as soon as is reasonably practicable, without delaying the ship unnecessarily.  
 

 
Chapter 21 

 
CO-ORDINATING AN INVESTIGATION 

 
21.1 The recommendations in this chapter should be applied in accordance with the principles 
in chapters 10 and 11 of this Code. 
 
21.2 The marine safety investigating State(s) should ensure that there is an appropriate 
framework within the State for:  
 
 .1 the designation of investigators to the marine safety investigation including an 

investigator to lead the marine safety investigation; 
 
 .2 the provision of a reasonable level of support to members of the marine safety 

investigation; 
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 .3 the development of a strategy for the marine safety investigation in liaison with 
other substantially interested States;  

 
 .4 ensuring the methodology followed during the marine safety investigation is 

consistent with that recommended in resolution A.884(21), as amended;  
 
 .5 ensuring the marine safety investigation takes into account any recommendations 

or instruments published by the Organization or International Labour 
Organization, relevant to conducting a marine safety investigation; and 

 
 .6 ensuring the marine safety investigation takes into account the safety management 

procedures and the safety policy of the operator of a ship in terms of 
the ISM Code.   

 
21.3 The marine safety investigating State(s) should allow a substantially interested State to 
participate in aspects of the marine safety investigation relevant to it, to the extent practicable.  
 
21.3.1 Participation should include allowing representatives of the substantially interested 
State to: 
 
 .1 interview witnesses; 
 
 .2 view and examine evidence and make copies of documents; 
 
 .3 make submissions in respect of the evidence, comment on and have their views 

properly reflected in the final report; and 
 
 .4 be provided with the draft and final reports relating to the marine safety 

investigation*.  
 
21.4 To the extent practical, substantially interested States should assist the marine safety 
investigating State(s) with access to relevant information for the marine safety investigation.  
To the extent practical, the investigator(s) carrying out a marine safety investigation should also 
be afforded access to Government surveyors, coastguard officers, ship traffic service operators, 
pilots and other marine personnel of a substantially interested State. 
 
21.5 The flag State of a ship involved in a marine casualty or marine incident should help to 
facilitate the availability of the crew to the investigator(s) carrying out the marine safety investigation.  
 

 
Chapter 22 

 
COLLECTION OF EVIDENCE 

 
22.1 A marine safety investigating State(s) should not unnecessarily detain a ship for the 
collection of evidence from it or have original documents or equipment removed unless this is 

                                                 
*  The reference to ‘extent practical’ may be taken to mean, as an example, that co-operation or participation is 

limited because national laws make it impractical to fully co-operate or participate. 
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essential for the purposes of the marine safety investigation.  Investigators should make copies of 
documents where practicable. 
 
22.2 Investigator(s) carrying out a marine safety investigation should secure records of 
interviews and other evidence collected during a marine safety investigation in a manner which 
prevents access by persons who do not require it for the purpose of the investigation. 
 
22.3 Investigator(s) carrying out the marine safety investigation should make effective use of 
all recorded data including voyage data recorders if fitted.  Voyage data recorders should be 
made available for downloading by the investigator(s) carrying out a marine safety investigation 
or an appointed representative.   
 
22.3.1 In the event that the marine safety investigating State(s) do not have adequate facilities to 
read a voyage data recorder, States with such a capability should offer their services having due 
regard to the: 
 
 .1 available resources; 
 
 .2 capabilities of the readout facility;  
 
 .3 timeliness of the readout; and 
 
 .4 location of the facility. 
 
 

Chapter 23 
 

CONFIDENTIALITY OF INFORMATION 
 
23.1 States should ensure that investigator(s) carrying out a marine safety investigation only 
disclose information from a marine safety record where: 
 
 .1 it is necessary or desirable to do so for transport safety purposes and any impact 

on the future availability of safety information to a marine safety investigation is 
taken into account; or 

 
.2 as otherwise permitted in accordance with this Code*. 

 
23.2 States involved in marine safety investigation under this Code should ensure that any 
marine safety record in its possession is not disclosed in criminal, civil, disciplinary or 
administrative proceedings unless: 

                                                 
*  States recognize that there are merits in keeping information from a marine safety record confidential where it 

needs to be shared with people outside the marine safety investigation for the purpose of conducting the 
marine safety investigation.  An example is where information from a marine safety record needs to be provided 
to an external expert for their analysis or second opinion.  Confidentiality would seek to ensure that sensitive 
information is not inappropriately disclosed for purposes other than the marine safety investigation, at a time 
when it has not been determined how the information will assist in determining the contributing factors in a 
marine casualty or marine incident.  Inappropriate disclosure may infer blame or liability on the parties involved 
in the marine casualty or marine incident. 
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 .1 the appropriate authority for the administration of justice in the State determines 
that any adverse domestic or international impact that the disclosure of the 
information might have on any current or future marine safety investigations is 
outweighed by the public interest in the administration of justice; and∗ 

 
 .2 where appropriate in the circumstances, the State which provided the 

marine safety record to the marine safety investigation authorizes its disclosure.   
 
23.3 Marine safety records should be included in the final report, or its appendices, only when 
pertinent to the analysis of the marine casualty or marine incident.  Parts of the record not 
pertinent, and not included in the final report, should not be disclosed.  
 
23.4 States need only supply information from a marine safety record to a substantially 
interested State where doing so will not undermine the integrity and credibility of any marine 
safety investigation being conducted by the State or States providing the information. 
 
23.4.1 The State supplying the information from a marine safety record may require that the 
State receiving the information undertake to keep it confidential. 
 
 

Chapter 24 
 

PROTECTION FOR WITNESSES AND INVOLVED PARTIES 
 
24.1 If a person is required by law to provide evidence that may incriminate them, for the 
purposes of a marine safety investigation, the evidence should, so far as national laws allow, be 
prevented from admission into evidence in civil or criminal proceedings against the individual. 
 
24.2 A person from whom evidence is sought should be informed about the nature and basis of 
the investigation.  A person from whom evidence is sought should be informed, and allowed 
access to legal advice, regarding: 
 
 .1 any potential risk that they may incriminate themselves in any proceedings 

subsequent to the marine safety investigation; 
 
 .2 any right not to self-incriminate or to remain silent; 
 
 .3 any protections afforded to the person to prevent the evidence being used against 

them if they provide the evidence to the marine safety investigation. 
 

 

                                                 
∗  Examples of where it may be appropriate to disclose information from a marine safety record in criminal, civil, 

disciplinary or administrative proceedings may include: 
 

1 where a person the subject of the proceedings has engaged in conduct with the intention to cause a 
destructive result; or 

 
2 where a person the subject of the proceedings has been aware of a substantial risk that a destructive result 

will occur and having regard to the circumstances known to him or her it is unjustifiable to take the risk. 
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Chapter 25 
 

DRAFT AND FINAL REPORT 
 
25.1 Marine safety investigation reports from a marine safety investigation should be 
completed as quickly as practicable. 
 
25.2 Where it is requested, and where practicable, the marine safety investigating State(s) 
should send a copy of a draft marine safety investigation report for comment to interested parties.  
However, this recommendation does not apply where there is no guarantee that the interested 
party will not circulate, nor cause to circulate, publish or give access to the draft marine safety 
investigation report, or any part thereof, without the express consent of the marine safety 
investigating State(s). 
 
25.3 The marine safety investigating State(s) should allow the interested party 30 days or some 
other mutually agreed time to submit their comments on the marine safety investigation report. 
The marine safety investigating State(s) should consider the comments before preparing the final 
marine safety investigation report and where the acceptance or rejection of the comments will 
have direct impact on the interests of the interested party that submitted them, the marine safety 
investigating State(s) should notify the interested party of the manner in which the comments 
were addressed.  If the marine safety investigating State(s) receives no comments after 
the 30 days or the mutually agreed period has expired, then it may proceed to finalize the marine 
safety investigation report*. 
 
25.4 Where it is permitted by the national laws of the State preparing the marine safety 
investigation report, the draft and final report should be prevented from being admissible in 
evidence in proceedings related to the marine casualty or marine incident that may lead to 
disciplinary measures, criminal conviction or the determination of civil liability. 
 
25.5 At any stage during a marine safety investigation interim safety measures may be 
recommended. 
 
25.6 Where a substantially interested State disagrees with the whole or a part of a final 
marine safety investigation report, it may submit its own report to the Organization. 
 
 

Chapter 26 
 

RE-OPENING AN INVESTIGATION 
 
26.1 Marine safety investigating State(s) which have completed a marine safety investigation, 
should reconsider their findings and consider re-opening the investigation when new evidence is 
presented which may materially alter the analysis and conclusions reached. 
 

                                                 
*  See chapter 13 where provisions with respect to providing interested parties with reports on request may 

alternatively be included as a mandatory provision. 
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26.2 When significant new evidence relating to any marine casualty or marine incident is 
presented to the marine safety investigating State(s) that have completed a marine safety 
investigation, the evidence should be fully assessed and referred to other substantially interested 
States for appropriate input. 
 

 
 
***
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Diurnal variation
1.157 

1 There is a regular diurnal variation of about 3 hPa, with
maxima at 1000 and 2200 and minima at 0400 and 1600.

Tropical cyclones
1.158 

1 North of equator. Tropical cyclones are not encountered
within the area covered by this volume but intense tropical
storms very occasionally move W across Gulf of Thailand
and Kra Isthmus, to the N of the area, between July and
October.

2 South of equator. Tropical cyclones form and pass
through the area, mainly between 5°S and 20°S. They
occur during the period October to May, and rarely at other
times, and are most frequent between November and April.
The diagrams (1.158.1 to 1.158.8) show recorded tracks
over a 20 year period.

Winds

Average distribution
1.159 

1 Wind roses showing the frequency of wind distribution
for the area in January, April, July and October are given
in diagrams 1.159.1 to 1.159.4.

Open waters
1.160 

1 North areas. In the N of the area the NE monsoon
blows from December to March with the height of the
monsoon occurring in January. The mean winds during this
period are force 4 in the NW and NE but light and variable
around Singapore and the S part of Malacca Strait. In April
the winds are lighter and more variable across the whole of
the N area before the onset of the SW monsoon in May,
which then continues until October. In the N and NW parts
of the area the strength of the SW monsoon is usually
steadier and stronger than the NE monsoon.

2 Central areas. To the W of Sumatera between about
2°N and 5°S the winds are lighter and more variable
throughout the year but with a slight predominance of
winds from between W and SW.

South areas. The SE trade winds of South Indian Ocean
affect the S part of the area between 10°S and 15°S
throughout the year and extend N to replace the W winds
between 5°S and 10°S from April to early November.

Land and sea breezes
1.161 

1 Land and sea breezes affect all parts of the region
although the land breeze is generally weaker than the sea
breeze. In some coastal areas of W Sumatera the land
breeze may be accentuated by down−slope winds off the
high ground just inland from the coast where sudden
squalls may occur.

Squalls
1.162 

1 Squalls are a well known feature of Malacca Strait.
Between April and November, squalls known as Sumateras
develop in Malacca Strait in the late afternoon or overnight
and move E to affect the W coast of Malaysia and
Singapore Island. These squalls are usually accompanied by
cumulonimbus cloud, thunderstorms and torrential rain, and
generally last for around 1 to 4 hours. Gusts of 40 to 50 kn

have occasionally been recorded in association with these
squalls. The frequency of these Sumateras is around 6 to 8
in June and August and 3 to 4 in other months between
May and September.

2 South−west squalls may be encountered over the N part
of Malacca Strait during the SW monsoon (May to
October) by day or night, and these tend to be of longer
duration than Sumateras. North−west squalls sometimes
affect this area in November just before the onset of the
NE monsoon over the NE part of the Indian Ocean but
very few occur during the period of the NE monsoon.

Waterspouts are not uncommon in Malacca Strait and, if
practicable, ships are advised to steer a course well clear of
them.

Gales
1.163 

1 Winds of force 7 or more are rare over most of the area
to the N of around 5°S. They occur on 1% or less of
occasions but around 2% of occasions in the extreme NW
of the area at the height of the SW monsoon in July. In the
S of the area, between 5°S and 15°S, winds of force 7 or
more occur on around 1 to 2% of occasions but by July
the percentage increases to 6% in the extreme SE and 10%
in the extreme SW.

Cloud
1.164 

1 Over the sea areas the average cloud amount in January,
to the N of about 10°S, is around 5 oktas, and 4 oktas to
the S of 10°S. At the height of the SW monsoon in July,
there is a small increase in cloud cover in the extreme N of
the area to around 6 oktas and to 5 oktas in the extreme
SW, but a small decrease to around 4 oktas to the S of
Jawa and Sumatera.

2 In coastal areas there is usually a distinct diurnal
variation with cumulus type cloud forming during the
morning and reaching a maximum around late afternoon. In
addition, cloud amounts are generally greatest on
wind−facing coasts than to the lee of high ground.

Precipitation

General
1.165 

1 The mean annual rainfall is abundant and varies in
coastal areas from around 1500 to 4500 mm and exceeds
5000 mm in the mountainous inland areas of W Sumatera.
The highest rainfall occurs on mountainous wind−facing
coasts whilst somewhat drier conditions prevail in the lee.
Whilst there is considerable variability according to locality
and season there are no dry seasons. However, the driest
months in Melaka, Phuket and Pinang are January and
February during the height of the NE monsoon, and in
Banda Aceh during June and July. In Cocos Islands the
driest months tend to be between September and
November.

2 During the transition between the monsoons, March to
May and October to November, rainfall generally reaches a
maximum, the latter being the wettest period, except in
Cocos Islands.

Heavy showers and thunderstorms are responsible for
most of the rain. The thundery showers are usually of short
duration but often torrential. Maximum rainfall in coastal
areas frequently occurs in the late afternoon or early
evening.
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Thunderstorms
1.166 

1 This is one of the most thundery regions of the world
with thunderstorms occurring throughout the year. In the N
and NE of the area the frequency of thunderstorms falls to
a minimum in January and February, although the variation
from month to month is small along the W coast of
Sumatera. The frequency of thunderstorms in Cocos Islands
is significantly lower; these tend to occur in the first half
of the year.

Fog and visibility
1.167 

1 Visibility is generally good except in thundery showers
when visibility may fall to near fog limits. Fog is rare over
the open sea although patchy radiation fog may form on
coasts towards dawn, particularly near marshy areas and
river valleys, but it generally clears soon after sunrise.

2 Haze is most likely between June and November,
tending to be at its most dense between August and
October. When a drought affects NW Australia, the haze is
often particularly thick and it may spread across most of
the region giving a grey tint to the sky and visibility of
around 8 to 10 miles. On rare occasions visibility decreases
to as little as 4 miles.

Air temperature
1.168 

1 There is no marked seasonal variation in temperature
over the whole region. Throughout the year the days are
usually hot and, on account of the high humidity, somewhat
oppressive. The mean annual air temperature over the open
sea is between 26° and 28°C, with the lower temperature
during February in the N and during August in the S.

2 In coastal areas the average maximum temperature is
around 32°C and the average daily minimum about 23°C.
Extreme temperatures of 40°C and 17°C have been
recorded at some locations (see the climate information
tables for the mean temperatures at a number of coastal
stations within the area of this publication). The air
temperature of Cocos Islands is largely controlled by the
sea surface temperature and therefore the variation in the
air temperature is small throughout the year.

Humidity
1.169 

1 Humidity is closely related to air temperature and
generally decreases as the temperature increases. During the
early morning, when the air temperature is normally at its
lowest, the humidity is generally at its highest, and falls to
a minimum in the afternoon.

2 Over the open sea the average humidity is around 77 to
81% throughout the year and the seasonal variation is
small. In the N half of the area the most humid period is
October to December when the SW monsoon gives way to
the NE monsoon, and lowest during the height of the NE
monsoon between January and March. In the S half of the
area the humidity tends to be marginally higher in the first
half of the year.

3 In coastal areas the daily variation in humidity is much
greater than over the more open waters and averages
around 94% near dawn and 68% in the afternoon. Areas in
the lee of high ground, or affected by land breezes, may
record lower than average values whereas on wind−facing
coasts higher than average values are likely.

CLIMATE INFORMATION
1.170 

1 The information which follows gives data for several
coastal stations (Diagram 1.170) that regularly undertake
weather observations. Some of these stations have been
re−sited and so the position given is the latest available.

It is emphasised that the data reflects average conditions
at the specific location of the observation station which
may not totally represent conditions over the open sea or in
the approaches to ports in the vicinity.

2 The following comments briefly list some of the
differences to be expected between conditions over the
open sea and the nearest reporting station (see The
Mariner’s Handbook for further details):

Wind speeds tend to be higher at sea than on land,
although funnelling in narrow inlets can result in
an increase in wind strength.

3 Precipitation along mountainous wind−facing coasts
can be considerably higher than at sea to
windward. Similarly, precipitation in the lee of
high ground is generally less.

Air temperature over the sea is less variable than over
the land.

Topography has a marked effect on local conditions.
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MARINE GUIDANCE NOTE 
 
 
 

MGN 324 (M+F) 
 
 

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
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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. 
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Latitude Longitude AIS MCA District Base Station 
Degrees Minutes N / S Degrees Minutes W / E MMSI 

Dunnett Head 58 40.313 N 3 22.491 W 002320722 

Durness 58 34.000 N 4 44.500 W 002320720 

Gregness 57 7.643 N 2 3.136 W 002320721 

Noss Head 58 28.750 N 3 2.972 W 002320723 

Rosemarkie 57 37.900 N 4 4.800 W 002320719 

Aberdeen 

Windy Head 57 38.924 N 2 14.590 W 002320718 

Limavady 55 6.712 N 6 53.390 W 002320709 Belfast 
Orlock Head 54 40.416 N 5 34.966 W 002320708 

Brixham East Prawle 50 13.200 N 3 42.500 W 002320710 

Glengorm 56 37.917 N 6 7.885 W 002320714 

Kilchairan 55 45.900 N 6 27.200 W 002320711 

Law Hill 55 41.800 N 4 50.500 W 002320712 

Pulpitt Hill 56 24.300 N 5 29.000 W 002320713 

South Knapdale 55 55.100 N 5 27.600 W 002320717 

Clyde 

Tiree 56 30.238 N 6 57.776 W 002320716 

Fairlight 50 52.300 N 0 38.100 E 002320715 

MRCC Dover 51 7.800 N 1 20.200 E 002320705 Dover 

North Foreland 51 22.300 N 1 26.900 E 002320706 

Lands End 50 8.068 N 5 38.096 W 002320704 

Lizard Point 49 57.821 N 5 12.396 W 002320733 Falmouth 

Scillies 49 55.710 N 6 18.180 W 002320734 

Inverbervie 56 51.200 N 2 15.700 W 002320735 

MRSC Forth 56 16.731 N 2 35.380 W 002320732 Forth 

St. Abbs Crosslaw 55 54.455 N 2 12.295 W  002320741  
Holyhead South Stack 53 18.600 N 4 41.000 W 002320776 

Cullercoats 55 4.374 N 1 27.799 W 002320775 

Flamborough Head 54 7.848 N 0 5.205 W 002320766 Humber 

Whitby 54 29.000 N 0 36.000 W 002320778 

MRSC Liverpool 53 29.800 N 3 3.200 W 002320777 Liverpool 
Snaefell 54 15.829 N 4 27.596 W 002320770 

Dinas 52 0.300 N 4 53.700 W 002320774 Milford 
St. Anns Head 51 40.950 N 5 10.500 W 002320781 

Portland The Grove 50 32.885 N 2 25.098 W 002320763 

Collafirth Hill 60 32.040 N 1 23.352 W 002320771 

Compass Head 59 52.066 N 1 16.318 W 002320772 

Saxa Vord 60 49.600 N 0 50.600 W 002320764 
Shetland 

Wideford Hill 58 59.300 N 3 1.400 W 002320765 

Needles 50 39.700 N 1 34.600 W 002320779 

Newhaven 50 46.800 N 0 3.000 E 002320773 Solent 

Selsey 50 43.788 N 0 48.141 W 002320780 

Butt of Lewis 58 27.683 N 6 13.851 W 002320769 

Forsnaval 58 12.801 N 7 0.499 W 002320768 

Melvaig 57 50.542 N 5 46.883 W 002320767 
Stornoway 

Rodel 57 44.900 N 6 57.500 W 002320764 

Hartland Point 51 1.795 N 4 31.300 W 002320765 

Mumbles Hill 51 34.200 N 3 59.100 W 002320779 Swansea 

Severn Bridge (2) 51 36.400 N 2 37.800 W 002320773 

Thames MRSC Thames 51 51.271 N 1 16.908 E 002320780 

Langham 52 56.600 N 0 57.200 E 002320769 

MRCC Yarmouth 52 36.300 N 0 42.500 E 002320768 Yarmouth 

Skegness 53 8.916 N 0 20.784 E 002320767 
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Extract of The International Regulations for Preventing Collisions at Sea 
1972 (as amended) (COLREGS) 

 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: —  

(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. 

  
   

 

 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 risk 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 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 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. 

 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 2minutes one prolonged blast. 
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Extract from the United Nations Convention on the Law of the Sea (UNCLOS) 

PART VII  

 HIGH SEAS  

 SECTION 1. GENERAL PROVISIONS  

Article 98. Duty to render assistance  

 1. Every State shall require the master of a ship flying its flag, in so far as 
he can do so without serious danger to the ship, the crew or the passengers;  

 (c) after a collision, to render assistance to the other ship, its crew and its 
passengers and, where possible, to inform the other ship of the name of his 
own ship, its port of registry and the nearest port at which it will call.  

 
IMO Resolution MSC.255(84): The Code of The International Standards and Recommended 

Practices for a Safety Investigation into a Marine Casualty or Marine Incident (Casualty 

Investigation Code), which entered force in January 2010. 

Chapter 10 
CO-OPERATION 
10.1 All substantially interested States shall co-operate with the marine safety 
investigating State(s) to the extent practicable. The marine safety investigating 
State(s) shall provide for the participation of the substantially interested States to the 
extent practicable*. 
The reference to “extent practicable” may be taken to mean, as an example, that co-operation or 
participation is 
limited because national laws make it impracticable to fully co-operate or participate. 
16.3 Co-operation: Where it is practicable and consistent with the requirements and 
recommendations of this Code, in particular chapter 10 on Co-operation, the marine 
safety investigating State(s) should seek to facilitate maximum co-operation between 
substantially interested States and other persons or organizations conducting an 
investigation into a marine casualty or marine incident. 
16.4 Priority: A marine safety investigation should, as far as possible, be afforded the 
same priority as any other investigation, including investigations by a State for 
criminal purposes being conducted into the marine casualty or marine incident. 
16.4.1 In accordance with paragraph 16.4 investigator(s) carrying out a marine safety 
investigation should not be prevented from having access to evidence in 
circumstances where another person or organization is carrying out a separate 
investigation into a marine casualty or marine incident. 
16.4.2 The evidence for which ready access should be provided should include: 
.1 survey and other records held by the flag State, the owners, and classification 
societies; 
.2 all recorded data, including voyage data recorders; and 
.3 evidence that may be provided by government surveyors, coastguard officers, 
vessel traffic service operators, pilots or other marine personnel. 
 



16.5 Scope of a marine safety investigation: Proper identification of causal factors 
requires timely and methodical investigation, going far beyond the immediate 
evidence and looking for underlying conditions, which may be remote from the site of 
the marine casualty or marine incident, and which may cause other future marine 
casualties and marine incidents. Marine safety investigations should therefore be seen 
as a means of identifying not only immediate causal factors but also failures that may 
be present in the whole chain of responsibility. 
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