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The Central American region is composed by seven countries 
Guatemala, Belize,' Honduras, El Salvador, Nicaragua, Costa 
Rica and Panama with a huge marine riches in both the 
Caribbean Sea and the Pacific Ocean. All these countries have 
almost the same background historically, culturally, 
ethnically and with the same language.

Maritime development has been very slow in the region because 
almost all the countries have given more importance to 
agricultural activities. There has been little interest by 
the regional governments in developing this important sector 
■for the regional's economy. The principal reason is this is 
probably the lack of maritime training facilities in the 
region and consequently the lack of well qualified seafarers 
for the maritime industry to develop. Maritime tradition is 
an important factor that has to be considered but actually 
with new ship development and modern navigation systems using 
satellites and other aids life at sea has become more 
technological than some years ago.

There are several reasons for the establishment of a maritime 
training institute in the region. For instance, it is 
possible to point out that almost all countries in the region 
are using foreigner merchant fleets to carry regional goods 
for exports as well for imports. The fishing industry could 
be modernized and its ancillary industry could grow to 
provide employment to thousands of regional workers.

Although there are new port terminals in the region there is 
a lack of knowledge in the carriage of goods which could 
produce serious casualties and the inconvenience of maritime 
pollution.



Taking into consideration all these aspects the establishment 
of a maritime training facility should have paramount 
importance in the region. It could provide education and 
training in subjects including marine safety, search and 
rescue, fire prevention and control, survival at sea, 
seamanship, navigation, handling of goods, marine engines, 
fishing, port operations, marine communications.

The institute of the sea for the Central American Region is 
a need and has to be developed as soon as possible in order 
to cope not only with the exploitation of that marine wealth 
that all Central American countries have but also for the 
safety of their nationals and the sovereignty of their 
maritime exclusive economic zones.
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1. GENERAL ASPECTS OF CENTRAL AMERICAN COUNTRIES

1.1 GEOGRAPHICAL FEATURES

1.1.1 LOCATION

The Central America Region extends 1800 Kms. -from the 
southern -frontiers o-f Mexico to Colombia on the northern edge 
of South America. This narrow isthmus winds in a 
southeasterly direction, separating the Caribbean Sea and 
Atlantic Ocean to the north from the Pacific Ocean to the 
west and south.

1.1.2 CLIMATE AND TOPOGRAPHY

The Region lies predominantly within subtropical and tropical 
climatic zones and includes a variety of land forms, 
differing ecologies and diverse climatic patterns.

Central America is predominantly mountainous with a rugged 
topography dominated by canyons and gorges carved by the 
twisting course of rivers and streams. A central mountain 
chain is intersected by several east-west ranges. On either 
side of the isthmus the land drops toward the hot, humid 
lowlands that line the Pacific and Atlantic coasts. 

' r

The spine of the isthmus is crystalline rock interspersed 
with volcanoes, many still actives. Closer to the Pacific 
than to the Atlantic, this volcanic spine stretches for
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nearly 1300 Kms. from Guatemala to Panama.

Central America’s mountainous interior lacks a coherent -form. 
Some of the highest mountain ranges are capped with rain 
•forests at altitudes around 2,700 meters. There are several 
highland valleys where populations have been concentrated 
since pre-Columbian times.

1.1.3 RIVERS, LAKES AND COASTS

The majority of the rivers are short and non-navigable. With 
the range reaching from 160 to 600 kilometers in length and 
mainly exiting into the Caribbean Sea. Therefore, Central 
America contains a number of lakes. The largest enclosed 
bodies of water are Nicaragua’s Lake Managua and Lake 
Nicaragua.

Although, there are several major Pacific and Caribbean 
ports there are few indentations. The coast line is very 
regular along both the Caribbean Sea and the Pacific Ocean.

1.1.4 WEATHER CONDITIONS

Most Caribbean ports have little natural protection from 
tropical storms and require wharves or lighter loading and 
unloading facilities because of shallow water.

Despite Central America’s location within the lower 
latitudes, there are widely diverse climatic patterns. Cooler 
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climates prevail at high elevations

Terrain affects patterns of precipitation and rain-fall which 
in turn af-fect the temperature. Generally the Caribbean 
coasts receive most rain-fall. Hurricanes -frequently batter 
the Caribbean side o-f Central America.

1.1.5 GEOLOGY

The active geology of the area has contributed to high land 
fertility through centuries of volcanic eruptions. This 
pattern varies within each country and in the region as a 
whole.

The marine geology is active too, 
which produces eruptions causing 
coasts as well in the sea bottom.

there are several volcanoes 
flood and changes in the



1.2 HISTORICAL BACKGROUND

1.2.1 DISCOVERY AND COLONIALISM

1.2.2 DISCOVERY

Christopher Columbus reached the Caribbean shores o-f Costa 
Rica and Honduras on his fourth voyage to the New World in 
1502.

The Spanish reached Panama in 1509 and by 1513 Vasco Nunez de 
Balboa had crossed the isthmus and sighted the Great South 
Sea in 1519. Panama City was established during that year.

In 1543 the Captaincy General of Guatemala was created to 
administer the Central American Region. This jurisdiction 
included provinces from Chiapas in the North to Panama in the 
South. Santiago de Guatemala, founded in 1526, was declared 
the capital city in 1548 and became the seat of the audiencia 
or circuit court.

Spain’s ties with the region were weak. In part, this was 
because only fragile trade and communication links existed, 
except for those across the isthmus of Panama.

The physical isolation of Central America and its limited 
mineral resources left the region on the outermost fringes of 
the Spanish colonial empire.

1.2.3 COLONIALISM
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Panama was an exception since it was a major crossing point 
on the isthmus and one o-f the handful of routes within the 
empire along which goods were allowed to flow to and from 
Peru.

During the sixteenth and seventeenth centuries the Central 
American economy was quite eclectic with no single avenue 
( as in Peru ) to the achievement of wealth. In Panama and 
Nicaragua commercial interest grew up around their 
transisthmian routes linking the region to Spain the mother 
country and to Peru.

□ne of the primary characteristics of the early colonial 
economy was the constantly shifting economic base around 
which local elites attempted to consolidate their political 
power.

5



1.3 INDEPENDENCE AND UNION

1.3.1 INDEPENDENCE

Two years after Central America gained independence from the 
Spanish Empire in 1821, that provided for a loose 
confederation of states was established the region’s 
association with Mexico was approved.

The new government faced rising debts, due to the inability 
to raise tax revenues, and felt threatened by a potential 
invasion by Spain. Division persisted between the principal 
parties, the Conservatives and the Liberals, with the latter 
remaining unwilling to exchange Spanish colonial rule for 
that of Guatemala as General Captaincy.

1.3.2 UNION

The first attempt at union completely failed, and by 1940 
all Central American'provinces had declared their 
independence. Intense rivalries divided the new republics 
despite continued efforts to promote regional unity 
Nicaragua, Honduras and El Salvador joined forces in the Pact 
of Chinandega in 1842. Two years later regional unity was 
briefly restored with the establishment of the. United 
Provinces of Central America.

Between 1821 and 1975 twenty-five attempts were made to 
create some form of confederated government or association of 
states for that reason has been called sometimes " Central 
America the country divided

6



1.4 POLITICS AND SOCIO-ECONOMIC DEVELOPMENT

1.4.1 POLITICS

The liberal re-forms did aid Central America in breaking out 
of its historical pattern of relative isolation from the 
global economy. However, this change required the acquisition 
of both foreign capital and technology, which were needed in 
conjunction with the exploitation of the region’s 
agricultural potential and its other resources.
However, exports were never sufficient to cover the rising 
demand for imports which were the beginning of the external 
debts.

These grew accordingly giving to the foreigners control of 
Central America’s economy regarding many financial and 
banking resources in the region.

By the late nineteenth century coffee,become the leading 
export crop, except in Honduras and Panama. At the same time 
bananas began to emerge as a second major source of foreign 
earnings. Still, today however, unlike coffee and banana 
production and export is an industry completely managed by 
foreigners.

1.4.2 ECONOMIC DEVELOPMENT POSTWAR

The years after the Second World War were the cause and 
result of dramatic changes in economic and social facts 
taking place within Central America increasing global demand 
for primary commodities and incipient industrialization.

7



As market prices -for primary products rose, -farmers and 
ranchers saw new opportunities to profit from lands already 
owned or readily available. Cotton, sugar, tobacco and other 
crops generated new cash income.

At the same time Central America was supported by 
multilateral agencies such as the United Nations ( U.N.) and 
the Organization of American States < O.A.S.) both 
financially and technically.

Therefore, bilateral and multilateral aid was enlisted to 
revitalize and create administrative and physical 
infrastructure. Roads were built, port facilities were 
renovated and modernized, hydroelectric projects were 
planned, etc.

Central America’s postwar economic growth was stimulated by 
rising global and domestic consumer demands, by government 
emphasis on national development, and by the initial success 
of the Central American Common Market.

Imports rose to meet the needs of industrial activity, 
infrastructure expansion, and social services.

Exports grew and became more diversified, with the cost of 
imports generally exceeding exports. However, differences 
between exports and import increases were normally 
disadvantageous to Central America and the commodity export 
prices remained more volatile than those for imported 
manufactured goods. Consequently, national expenditure tended 
to outpace incomes with external debt financing making up the 
difference.

Another less visible component of change in Central America 
since the Second World War has been the strengthening of 

S



local military institutions, this is not the case tor 225ta 
Rica, whose armed forces were dissolved in 1948. National 
armies emerged as significant contenders tor political power 
as in the case of Guatemala, Honduras, El Salvador, Nicaragua 
and Panama.
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CHAPTER TWO

2 AN OVERVIEW OF CENTRAL AMERICA

FIG. 1 MAP OF CENTRAL AMERICA
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2 AN OVERVIEW OF CENTRAL AMERICA

It is important -first to give an overview of these countries 
in order to get a general picture o-f their population, area, 
main products, and other relevant particulars. Therefore 
some general facts concerning the maritime sector and mainly 
regarding maritime education and training.

It is necessary to explain some individual factors country by 
country in order to know what is the present reality in these 
countries and later on to try to find the best solution to 
those problems.

For references concerned with I.M.O. conventions see ANNEX I.

2.1 GUATEMALA.

Guatemala has a population of 8.8 million (1990) and a 
territorial area of 108,886 square kilometers.

It is an agricultural country which produces corn, coffee, 
cotton, cattle, sugar, bananas, rice and cardamon. The 
principal industries are food processing, textiles, building 
materials, rubbpr, pharmaceuticals, chemicals and metallurgy.

The natural resources are crude oil, nickel, timber, and 
fish.

Guatemala became a member of I.M.O. on March 1-6,1983. 
However,it has not ratified most of the maritime conventions.

Guatemala has no maritime institution in charge for providing 

11



maritime education and training -for commercial purposes

The main ports of Guatemala on the Pacific Ocean coast are 
Champerico, San Jose, Puerto Quetzal. And on the Caribbean 
Sea are Puerto Barrios, Santo Tomas de Castilla.

FIG. 2 MAP OF GUATEMALA.



2.2 BELIZE

Belize is the youngest country in the' region because only a 
few years ago it was a British Colony ; the former name was 
Honduras Britannica. Belize became independant in 1981.

Belize has a population of 172,000 <1990) and the
territorial area is 22,962 square kilometers.

Belize became member of I.M.O. recently in late 1989 and 
perhaps for that reason Belize has not ratified any I.M.O. 
conventions.

The main agricultural products are sugar, rice, cattle, and 
vegetables. The major industries are garments, beverages, 
sugar refining, wood products and mainly tourism. The natural 
resources are timber and fish.-

Until now Belize has not had any maritime institution 
providing maritime education and training which is very 
necessary for the development of maritime activities.

Belize has a coast only along the Caribbean Sea. However, it 
is of tremendous importance for the tourism industry because 
the Cays are famous world-wide.

The main port is Belize .
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FIG. 3 MAP OF BELIZE
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2.3 HONDURAS

The population o-f Honduras was 5,0 million in 1990.
It is one o-f the biggest countries in the region with a 
territorial area o-f 112,084 square kilometers.

Honduras is an agricultural country and its main products 
are co-f-fee, bananas, corn, beans, livestock, wood products, 
and -food processing. It is a very rich country regarding 
natural resources which are timber, gold, silver, 
copper, lead, zinc, iron ore, antimony, coal. Fish are 
exploited mainly o-f-f the Caribbean coast.

Honduras is a country considered as an " open registry " 
country with more than 400 vessels registered.

Honduras became member o-f 1.1*1.0. on August 23, 1954. However, 
like other countries in the region, Honduras has not 
rati-fied most o-f the maritime conventions and protocols 
concerned with the maritime sector.

Honduras has onb Naval School located in Puerto Cortes which 
is providing training to the ratings -for the Honduras Navy. 
However, it has no connection with any commercial maritime 
activity.

Te main ports on the Caribbean coast are Puerto Cortez, Tela 
La Ceiba, Trujillo, Puerto Castilla. And the in the Paci-fic 
side are Puerto San Lorenzo which is a new terminal and 
Amapala.

15
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2.4 EL SALVADOR

El Salvador has a population of 5.4 million (1990) and a 
territorial area of 21,040 square kilometers.

It is an agricultural and industrial country producing 
coffee, cotton, sugar, livestock, corn, poultry and sorghum.

Its major industries are food processing, ‘ 
textiles, footwear, garments, chemicals and oil products. The 
principal natural resources are crude oil derives , 
geothermal power and hydroelectric power.

El Salvador became a member of I.M.O; on
February 12, 1981. However, it has not ratified most of the 
maritime conventions and protocols. El Salvador has no 
institution providing education and training in the maritime 
field.

This country has a coast only in the Pacific side where the 
main ports are Acajutla, La Libertad, La Herradura, La Union.



FIG. 5 MAP OF EL SALVADOR
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2.5 NICARAGUA

Nicaragua has a population o-f 3.4 million (1990) and its 
territory is one o-f the biggest o-f the region with 129,996 
square kilometers.

Nicaragua is very rich in minerals. Its natural resources are 
gold, silver, copper,-tungsten, lead, zinc and timber.

Another natural resource is the -fish especially o-f-f the 
Caribbean coast. As an agricultural country the main products 
are corn, co-f-fee, sugar and meat. The major industries are 
-food processing, beverages, textiles metallurgy and -footwear.

Nicaragua became a member of I.M.O. on March 17,1982. It has 
not ratified most of the maritime conventions and protocols.

Until now Nicaragua has no maritime institution for providing 
education and training.

The main ports along on the Caribbean coast are El Bluff and 
Puerto Cabezas and along in the Pacific coast Corinto San 
Juan del Sur and Puerto Sandino.

19
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•z.b COSTA RICA

The population o-f Costa Rica is 2.9 million (1990) and the 
territorial area is 50,900 square kilometers.

As an agricultural country its main products are bananas, 
coffee, sugar, beef and grains. The major industries are food 
processing, textiles, building materials and fertilizers. 
Hydroelectric power is considered a main natural resource.

Costa Rica became a member of 1.1*1.0. on March 4, 1981. 
However, it has not ratified most of the maritime conventions 
and protocols. Costa Rica has no maritime institution 
providing maritime education and training .However,one does 
already exist for fishing which provides training for the 
fishermen.

Costa Rica's main ports along the Pacific coast are 
Puntarenas, Caldera, Golfito and along the Caribbean side 
Puerto Limon and Puerto Moin.

21
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2.7 PANAMA

Panama has a population o-f about 2.3 Million and its 
territorial area is 78,198 square kilometers.
Its agricultural products are bananas, sugar, rice, co-f-fee, 
vegetables and cattle. Its major industries are -food 
processing, metallurgy, oil products, mining, garments and 
■furniture. The main natural resources are copper, timber and 
shrimps.

Panama became a member o-f I.M.O. on December 31, 1958 and it 
is the most developed country in the maritime -field in the 
region because o-f their merchant -fleet which is one o-f the 
biggest in the world this is due to its being -flag o-f 
convenience country and because o-f the importance o-f the 
Panama Canal as well.

Panama is the only country in the region which has a maritime 
institution in charge o-f providing education and training.

This is the Nautical School o-f Panama which works at two 
different levels; one for training the crew members and the 
other in charge of providing education and training*to 
merchant officers.

However, the main function of this institution is to prepare 
qualified personnel to work in the Panama Canal and in its 
merchant fleet.

The main ports of Panama in the Pacific coast are Puerto 
Armuelles, Balboa, Aguadulce, Chiriqui Grande, Pedregal 
Vacamonte ( which is a fishery terminal ). And on the 
Caribbean coast Bocas del Toro, Colon ( Cristobal), Bahia 
Las Minas.
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CHAPTER "THREE

EVALUATION OF THE MARITIME ACTIVITIES FOR THE 
CENTRAL AMERICAN REGION.

, 1 MARITIME POLICIES IN CENTRAL AMERICA.

iritime transport and maritime activities are essential and 
ay an important role in the development o-f a country or in 
lis case a region. Consequently they have a direct impact on 
IB economy and social welfare of their inhabitants.

is well known that water covers 71 per cent of the earth’s 
rface. Therefore, it provides a cheap way of communication 
d, in consequence, between 75 and SO per cent of the 
rld’s trade and commerce is made by sea.

e maritime activities and maritime transport are a vital 
ement for the economic life of the Central American 
untries because about 90 per cent of exports and imports 
p transported by sea.

B geographical situation of Central America, which is an 
thmus bordered by the Pacific Ocean and Caribbean Sea, is 
nost perfect for the development of its maritime 
tivities. However, these activities have an international 
aracter which is subordinated to rules and regulations 
Lch are particularly important regarding safety, the 
□tection of maritime environment, maritime education and 
aining, etc.

B development of maritime activities in a region depends 
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in many factors such as economics and politics and the 
importance of industry. However, it is fundamental to define 
and to adopt such maritime policies taking into account to 
which grade they are going to be involved in the region.

All countries, developed or developing, with or without 
maritime tradition, consider the establishment of a national 
merchant fleet as a sign of independence, politically and 
economically. Therefore, for many nations maritime industries 
and maritime activities have paramount importance 
economically and socially. However at the same time it is 
important to recognize that the pre-requisite for the 
establishment and development of viable maritime activities 
of great value here is the development of qualified human 
resources, port administrative, technological knowledge and 
capital.

In spite of the importance of maritime activities in Central 
America in general, there are no clear policies in the 
adoption of maritime policies. Some efforts have been made 
to define and implement them without success. This is the 
case with the establishment of a multinational and regional 
company called NAMUCAR ( Navi era Multinacional del Caribe ). 
Actually, there are some single cases which, without 
intervention of the governments are still in operation.

In the last 20 years, all the countries in Central America 
have modernized their port infrastructures, investing huge 
amounts of money in this field. However, in the shipping 
industry the development is reverse and the merchant fleets 
have decreased.

Noneless, an analysis of the development of human resources
existing in the region in the maritime field is necessary and 
indispensable for the implementation of any maritime policy. 
The chance of this being developed is nil since there exists.
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a lack of experts.

Technological developments in the maritime field in last 
years, such as satellite communication, satellite navigation, 
containerization, automation, and others, have made ships 
and ports more complex. This concerns operations and 
management, new cargoes, new operation forms and even 
chartering, all of which have changed a lot and require 
special training in shipping management, port management, 
port administration, etc. Unfortunately, Central America has 
a deficiency of such personnel in order to direct and manage 
shipping operations. This lack of knowledge or know-how is a 
factor which shows the slow progress observed in the maritime 
field in the region.

The maritime business involves huge amounts of money and 
demands expertise which cannot be developed overnight. For 
such reasons the countries involved in the shipping business 
need experts who take advantage of the trade and the 
international market. Even the owner of the cargo has to be 
familiarized with the mechanism of negotiation which is 
important in order to make good profits.

One very sad reality is that the Central American countries 
have not been supported by the international maritime 
community. Of course there are some exceptions, mainly that 
of the WORLD MARITIME UNIVERSITY in Malmoe, Sweden.

As was mentioned previously, maritime activities are highly 
competitive and in some way congested by the huge number of 
financial interventions. Some of these are negative 
and some given by the governments to allow the developing 
countries to participate in the maritime activities required 
so that the civil servants may become qualified and capable 
of analyzing the market and governmental interventions. 
Central America has not had this personnel and consequently 
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it has to accept the slow progress made in developments in 
the maritime field.

In general, all above shows the need for educating and 
training personnel in order to formulate and analyze 
different alternatives of development concerned with the 
maritime policies and mainly with the maritime activities.

Therefore, it is crystal clear that with the absence of 
qualified personnel it will be very difficult for the region 
to formulate and attain any developments in the maritime 
sector.

3.2 EVALUATION OF SHIPPINO INDUSTRY IN CENTRAL AMERICA.

The shipping industry has for a long time been a headache for 
all countries in the region. Below, some of the problems and 
situations ocurring in the region during almost the last 
twenty years are presented. 
i

In Guatemala there are no maritime policy identifiable, 
twenty years ago, were promulgated some laws which created a 
national merchant fleet and at the same time protected the 
fleet through the reservation of cargo. This legislation 
reserved all imports for the national merchant fleet and 
established a penalty of 50 per cent of the total charter for 
the infraction. The establishment of the fleet was the basis 
for its operation in which it was assigned a special role to 
the Government. In this way FLDMERCA
( Flota Mercante Centroamericana ) was created. However, in 
practice, and through the years, this important decision was 
not successful. ’

At the moment, the situation concerning the maritime policy 
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is unknown. Although, the legislation is in -force, the gross 
of the cargo transported to Guatemala is carried by other, 
vessels under other flags.

Regarding the maritime policies in Belize there is not too 
inuch that can be said, since it is a very young country. It 
has a tremendous advantage over the other countries in the 
region because it was a British Colony known as Honduras 
Britannica and follows the very long maritime tradition of 
the United Kingdom. Another point which is valid to mention 
here is that Belize is currently introducing into its the 
maritime business an open register. It is clear that Belize 
can develop its maritime activities quickly and easily 
because of these reasons and because the mother tongue is 
English.

The case of Honduras, for many years and especially between 
1920 and 1930 when some American shipowners in order to avoid 
taxes decided to opt for the Honduras Registry which adopted 
an open register.

Various factors determine after the reduction in the tonnage 
registry, perhaps the international opposition to the open 
register was the main reason. However, after the adoption of 
the United Nations Convention on Register and Conditions of 
1986 the situation has been changed and now Honduras has 
followed the steps of Panama. In order to succeed in such 
matter it is not only necessary to give advantages in 
relation to the costs but also is necessary to save the 
prestige of the ships carrying the national flag, demanding 
the ships to be registered under the national flag and to 
comply with the international requirements.

As for EL Salvador the maritime policy in the last decades 
has given importance only to the development of Acajutla Port 
and probably this factor was the reason for the 
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underdevelopment of the merchant fleet, it was never even 
considered necessary to create an administrative department 
dedicated to dealing with all functions of a maritime 
administration.

El Salvador operates one of the more efficient ports in the 
region and without doubt this could be transformed in 
maritime and shipping efficiency which primarily could 
develop the maritime administration.

In 1981, Nicaragua decided to initiate an intensive program 
with reference to the national merchant fleet. However, 
serious economic and political problems have not permitted 
the fulfillment of this objective. During the Sandinista 
Government the co-operation with the socialist governments 
has given the opportunity to operate one ship for various 
years under NANICA ( Navi era Nicaraguense )

When this merchant fleet was created ( NANICA ) was 
established ENICAB ( Empresa Nicaraguense de Cabotaje ). This 
was an enterprise dedicated exclusively to cabotage 
mainly in the Managua and Nicaragua Lakes and on the rivers.

In general terms it can be determined that Nicaragua has the 
maritime objectives well defined even though these may be 
difficult to achieve. The efforts made by the maritime 
administration are well harmonized.

Regarding Costa Rica, there are some problems concerned with 
the development of the national merchant fleet, because this 
was cancelled and the government used to charter ships from 
other register.

The maritime administration in Costa Rica is a General 
Directorate of Maritime Affairs.
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After some years having vessels with the Costa Rican flag 
from American companies such as Panatlantic and CCT ceased to 
be a success since these companies opted for other 
registers.

Therefore, the main office of 
Jose, capital of the country, 
this company was bankrupt.

NAMUCAR was situated in San 
but for administrative reasons

Also the case of NAVIERA JUNO company can be included which 
had traded with the United States of America and whose 
progress had developed very quickly. However, the bad 
administration and drug smuggling into the U.S.A, halted the 
rapid success of this company.

There are many companies which have tried to develop but 
for various reasons, have failed.

As far as maritime activities are concerned Panama is the 
most developed country in the region. It has a huge maritime 
infrastructure starting with the Panama Canal Commission, the 
General Maritime Directorate, several ports, a commercial 
free zone and other installations such as the oilduct in 
Chiriqui.

It is the second biggest register of ships in the world, of 
course, because is an open register.

Panama has been criticized several times for this but it is 
still a powerful tool for earning profits.
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3.3 EVALUATION OF THE MARITIME ADMINISTRATION IN THE REGION

In the region there is no clear idea concerning maritime 
administration. This could be the main factor in the poor 
development of the establishment of maritime services or, on 
the other hand, international co-operation or international 
agreements with the maritime community. Also it is possible 
to establish that the lack of governmental departments 
responsible for the coordination and formulation of maritime 
policies and the harmonization with the general policies of 
development.

Strengthening or creating these governmental bodies with 
enough power to develop maritime policies and with qualified 
personnel could be the change in the implementation and clear 
definition of maritime activities development.

Bearing in mind the paramount importance of these bodies 
which will be responsible for the orientation of each country 
concerned with maritime transport, and other maritime 
activities is neccesary give them all support and assistance.

In the light of the important role which maritime 
administrations play in defining and advising on maritime 
transport policy, technical co-operation is needed in order 
to update or strengthen such administrations in the region 
where they have to be up, and at the same time to establish 
them in countries where they are lacking. The highest 
priority, therefore, should be placed on a project for the 
development of a maritime administrations in Central America.
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3.4 EVALUATION OF THE PORTS IN CENTRAL AMERICA.

Ports are an important -factor in the chain o-f maritime 
development because they depend in great measure on the 
promotion o-f commerce and economic progress o-f a country. 
During recent decades, Central American governments have 
dedicated considerable attention to the development o-f port 
in-frestructures. However, it was not planned -for an integral 
policy for all the region, in relation with the design, 
construction and establishment o-f ports.

One example o-f this is that several ports in both the Paci-fic 
and Caribbean coast are very close to one another, -for 
instance, Champerico, Puerto Quetzal, and San Jose in 
Suatemala, Acajutla in El Salvador, Puntarenas and Caldera in 
Costa Rica in the Paci-fic and Moin and Puerto Limon on the 
Caribbean side.

However, in terms o-f installations, the capacity o-f port 
in-frestructure in Central America overcomes the current 
requirements.

In some ports o-f the region the equipment does not comply 
with the needs and the reality, there-fore there is a lack o-f 
maintenance or preventive maintenance with the consequent 
problem of repairs reflected in the low rate of productivity.

Nevertheless, the main ports are acceptable in general terms 
and comply with modern technology. It is possible to 
establish that Central American ports are in better condition 
than most ports in developing countries.-

Actually, most of the cargo from and to Central America is 
carried using modern technology. However, it has to be 
established that not even such infrastructure is going to be
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accompanied by the needs.of port administration and port
training.

An area o-f importance in the training of personnel is port 
safety, mainly in oil terminals as in other terminals in 
order to prevent accidents when carrying dangerous goods.

Also it is necessary to formulate rules in port safety and 
implement the regulations of the IMDG code, adding emergency 
plans and first aid provisions.

3.5 EVALUATION OF MARITIME EDUCATION AND TRAINING IN CENTRAL
AMERICA.

Maritime education and training in the region is a topic 
which is of paramount importance, since it can be established 
that a huge amount of nationals of the Central American 
countries have been employed in various maritime activities. 
With the exception of the Nautical School.of Panama there is 
a lack of training facilities capable of providing the 
education and training needs of the region.

Actually, it is possible to say that about 50,000 Central 
Americans are working in the shipping industry and another 
similar number is working in various maritime activities 
such as port operations, maritime agencies, fish processing, 
etc.

I

These figures show the large amount of people involved in 
these activities, there is no doubt that it is necessary to 
develop maritime training facilities in the region or 
establish one integral institution for all the region.
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It is necessary to point out that there are several 
initiatives in order to develop maritime training -facilities.

It is valid at this stage to mention some o-f them.

It was mentioned previously that Panama has a nautical school 
which has during recent years been the institution in charge 
of providing merchant officers for the Panamanian vessels and 
maritime personnel to the Panama Canal.

In Costa Rica there are some institutions such as the Costa 
Rica University which is developing a program dealing with 
the fisheries.

The University College of Puntarenas has been developing 
some administrative courses for port administrators.

The CNP ( Centro Nautico Pesquero ) situated in Puntarenas 
(Pacific side) under the administration of the I.N.A.
< Institute Nacional de Aprendizaje ) which deals with the 
training of fishermen in various activities such as fishing, 
fish processing, fishing devices and equipment, and others.

This centre has a very good infrastructure and very good 
support from the INA. However, all these institutions have 
had difficulties in order to find qualified personnel to 
deliver the courses to their students.

During the visit made by experts of TCD ( Technical Co­
operation Division ) of IMO to Central America in 1988, the 
INA showed great interest in the development of a project of 
technical co-operation based on the provision of a training 
facility to other Central American countries on the condition 
of receiving technical assistance. Although, the training 
would be directed to fishermen the training could include 
training for merchant marine crew members.



The Honduras Government is seriously considering the 
establishment o-f a maritime training centre, on the basis 
that many nationals are working on Hoduras -flag vessels and 
other registers and with the objective of avoiding 
unemployment in the country.

In the case o-f such a centre being situated in Puerto Cortez, 
one o-f the important ports in the region, this centre could 
provide training to the other countries in the region.

Nicaragua, is not an exception. The ITN < Institute Tecnico 
Nacional ) wishes to develop a small nautical school with the 
objective o-f providing education and training tor seafarers 
the school would be situated in Granada.

There are unknown plans for the development of maritime 
training facilities in Belize, Guatemala and El Salvador.

From the previous paragraphs it can be seen that there is a 
need to coordinate these various initiatives.

The case can be made for stablishing one central maritime 
training institution in the Region.

3.6 CENTRAL AMERICAN APPROACH CONCERNED THE MARITIME
ACTIVITIES

Central American countries are agricultural countries. This 
means that these countries do not have maritime traditions 
and consequently they do not have the know-how of how to 
exploit their maritime resources in the proper way. The lack 
of training facilities in the region could very well be the 
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reason fbr this underdevelopment. On the other hand, it is 
not usually possible at a reasonable cost to measure and 
quantify the economic, social, and other advantages that can 
be derived to these countries through the shipping industry 
and maritime industry development.

Another valuable observation can be made in the light that 
any investment undertaken by any country or by their 
nationals means a sacrifice of national or regional 
resources. That is to say developing countries never 
consider investment in the maritime field, they never take 
into consideration measures in order to justify its ignorance 
in maritime matters. For instance, there are two basic 
reasons put forward by regional countries for giving high 
priority to the establishment and expansion of their merchant 
fleets: the very large drain on their foreign exchange 
resources in the form of freights paid to foreign shipowners, 
and a dangerously low capability to provide carriage for 
their foreign trade.

The United Nations Conference on Trade and Development 
( UNCTAD ), at its first session in 1964, adopted a document 
entitled " Common Measure of Understanding " in which it was 
specifically stated that: " the development of the merchant 
marine in developing countries ... is to be welcomed." 

I

However, at the moment the situation concerned with maritime 
activities in Central America is uncertain, considering the 
political, social, and economic situation in each country.

Therefore, the weakness of maritime activities are a result 
•of economic developments and the poor maritime economy in the 
region. In the last twenty years many of the companies which 
represent Central American countries have become bankrupt 
because of lack of economic resources, the oil crisis in the 
19S0’s or bad administration.
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These factors affect directly the maritime field in the 
region and could be the case in most developing countries. 
However, it can be said that maritime policies for the 
maritime sector have failed for circumstances such ass

- the governments of the Central American 
countries do not have enough interest in the 
importance of the maritime sector.

- there are no plans either short term or long 
term order to develop the maritime industry 
according to the actual needs and
the future requirements.

- there is no office with enough political, 
administrative, and financial power to 
formulate maritime policies and with 
enough power to regulate, coordinate and to 
control the different maritime activities.

- the most important conventions and 
protocols of I.M.O. ( International 
Maritime Organization ) are not ratified.

- there is a lack of training facilities in order to 
cover all the workforce in maritime activities 
and provide the necessary education.

- currently there is no maritime legislation. If it 
exists it is out of date i.e. in Costa Rica still 
valid is the maritime legislation of 1949.

- last but not least there is a shortage of national 
and regional experts particularly in education
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and training

For these reasons the author has considered it important, in 
order to support previous and -future quotations and remarks, 
to USB the in-formation entitled " CO-OPERATION FOR 
CENTRAL AMERICA " and was prepared by the Latin American 
Section of the T.C.D.( Technical Co-operation Division ) of 
I.M.O. in 1988.

In general, the mission recognized that some efforts have 
been made in order to define and implement maritime policies.

These have not been part of a clearly structured policy which 
takes into account the principal aspects of the merchant 
fleet development, which are human resources development, 
capital, and technological know-how.

At the same time the mission recognized that in the past 20 
years. Central America has, however, tried to update its 
maritime infrastructure, especially with ports as huge 
financial investment have been made in this area. At the 
present, as far shipping is concerned, the merchant fleets 
have not expanded but declined.
In the region there.is a shortage of trained human resources 
in the maritime field capable of:

analyzing the shipping market.

formulating and implementing maritime 
policies.

conducting shipping operations.
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Among other things, this has been, and will continue to be 
a decisive -factor in holding up progress in the promotion of 
efficient maritime transport, maritime services, the fishing 
industry, the development of national merchant fleets, port 
administrations, etc.

The mission observed that with one exception few nationals 
have been trained in matters concerned with maritime 
activities. Apart from this the nationals of the countries in 
the region have not received much assistance to develop 
expertise in matters concerned with the maritime activities.

Although, the mission and the governments of the region 
recognize that there is a need to train personnel in order to 
formulate and implement maritime policies, the mission 
pointed out that without adequate investment in human 
resources development it would be very difficult for the 
region to develop, formulate and implement such policies.

The maritime legislation at present in almost all Central 
American countries is obsolete and fragmented, being based on 
the French Commercial Code of 1807 and the Spanish Code of 
1829.

Although these codes were good in those times they are now 
completely unsuitable for their purpose. In particular Book 
III of the codes contains shipping legislation which needs to 
be updated as many of the provisions apply to sailing vessels 
and steam ships and are , therefore, totally inappropiate for 
modern modes of transportation such as combined multimodal 
and integrated transportation.

They in no way contributes to the development of maritime 
trade, shipping, fishing activities certification of 
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seafarers in the region and other important matters concerned 
with the maritime field.

Consequently, there is a need to update virtually all 
maritime legislation in the Central American countries in 
order to harmonize it with current international instruments.

For instance it is well known that I.M.O. is the depository 
for more than 30 maritime conventions and protocols (see 
annex I).

One way to do this is that 
require the adoption of at 
international conventions 
regulations and standards.

Central American countries should 
least the most important 

in order to reinforce global

The Central American countries have not given too much 
importance to the maritime safety administration. There does 
not appear to be a deep knowledge of the significant role 
played by maritime transport in the social and economic 
development of a country. This may explain the insufficient 
efforts made to establish national and regional transport 
services or commercial maritime transport based on co­
operation with the international maritime community.

The absence of maritime awareness in the region may be due to 
the lack of government departments responsible for 
implementing, formulating and co-ordinating national and 
regional policies.

Regarding maritime safety the region does not have a well 
developed plan in order to cover the essential aspects 
concerned with safety in which it is possible to include 
capability for the survey and inspection of ships, capability 
for controlling and certification of seafarers, capability to 
render maritime search and rescue operations in order to made 
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it more e-f-fective, and capability to adopt practices -for the 
safe transport, handling, storage, stowage of dangerous 
goods.

For instance, it is possible to remark that Central American 
ports are handling increasing quantities of dangerous goods 
and harmful substances.

Maritime education and training is completely absent in the 
region with the exception of Panama. There is no maritime 
institute in charge of providing education and training to 
those who are going to be in charge of maritime 
administrations, port operations, shipping companies, 
maritime dangerous goods handling, marine biology, 
aquaculture, etc. Therefore, courses concerned with safety 
such as fire fighting control, search and rescue, 
survival at sea, etc, are not given.

Regarding pollution prevention and control the region does 
not have an adequate administration infrastructure, expertise 
and means to provide protection .

Most Central American countries have coasts both on the 
Caribbean Sea and Pacific Ocean. Mangrove forests and coral 
reefs are abundant and contribute to the stability of the 
coastal resources. This fact and the favorable oceanographic 
conditions have allowed the development of important 
fisheries in the region.

Considering the geographical location and climate another 
sector which has great potential is tourism including the 
development of coastal resorts. However, these valuable 
coastal riches have to be protected in case of an accidental 
oil spill and operational discharges from vessels or oil 
terminals.

42



The response in case o-f oil spills in Central America would 
be minimal. None o-f these countries have -fully developed a 
national contingency plan and the availability o-f trained 
resources for combating oil spills are totally inadequate.
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OI-IAiF>"rE:i=5t FOUR

4 PROPOSAL FOR THE ESTABLISHMENT OF AN INSTITUTE OF THE
SEA FOR THE CENTRAL AMERICAN REGION.

The maritime sector, like others, depends -for its e-f-ficiency 
on the knowledge, attitude, skills and motivation o-f its 
workforce. Education and training is a prerequisite for the 
development of these subjects and this applies at alj levels 
of the population from the lowest levels-to the levels of 
policy makers and senior managers.

Because of the large number of people involved in the 
maritime sector and considering that for developing 
countries, the maritime activities are a fundamental tool for 
socio-economic welfare it is clear that this education and 
training must eventually be provided by the Central American 
countries themselves.

Of course, this will not be achieved overnight but the 
necessary education and training facilities could be 
established in the Central American Region with staff 
capable not only of delivering education and training 
programmes to meet today’s needs, but also be able to 
develop new education and training programmes for the future.

The needs have to be seized by the Central American Region 
providing and establishing the infrastructure. This is 
fundamental and without a strong commitment there is no hope 
of achieving this goal. Another thing which is very important 
is that the international maritime community supports the 
maritime activities in the region, providing technical 
and technological assistance for this institution.
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Recognizing the crucial importance of maritime transport, 
maritime safety, fisheries, port activities and other 
matters concerned with the maritime field and because of its 
general economic development and the promotion of their 
foreign trade, it is necessary to build up the regional 
infrastructure. However, the Central American countries have 
a shortage of well-trained personnel to develop these matters 
and activities at different levels and categories.

For those reasons it is necessary for the establishment of a 
maritime training facility responsible of assisting these 
countries in their endeavours to develop their own human 
resources in the maritime sector providing, promoting, 
developing and designing educational and training programs to 
enable these countries to train their own nationals in 
different disciplines according to the international 
standards in compliance with IMO’s conventions and protocols.

Such a wide use of shipping activities requires adequate 
infrastructure and expertise for the efficient management and 
operation of their national or regional maritime 
administrations, merchant and fishing vessels, ports, 
maritime sciences, and associated shore—based industries.

As a policy for the socio-economic growth of the maritime 
field the first priority is education and training because 
these countries need highly qualified personnel in order that 
their nationals may become the maritime workforce.

Of course, without the support of the governments at the 
highest levels it is clear that establishment as a regional 
priority of any maritime institution like this is liable to 
suffer from underfunding with the possible results of 
lowered safety standards because of limited financial 
resources.
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There are many reasons -for the establishment of one institute 
like this in the region but also it is necessary to recognize 
■first that its establishment will include:

- adaptation to the new developments in 
the maritime education and training

- integration of maritime policies in the Region

- agreement among the Central American countries 
on maritime legislation

- to avoid competition and conflicts among 
Central American countries.

- to harmonize well conceived projects and 
their integration into a regional programme 
in accordance with the objectives.

- to establish appropriate links among 
the countries involved and the different 
maritime matters concerned with an adequate 
coordination at all levels.

- to develop a real and firm regional > 
commitment for sustainable development.

- to compile reliable information including data 
system or network on which policy choices can be 
made.,

- to use the existing technical and training 
facilities and staff capabilities and making sure 
of avoiding duplication and overlapping
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activities

- to give to the existing bodies such as the 
General Directorate of Maritime Affairs the 
appropriate support in order that these 
bodies would be able to perform well.

- to secure adequate staff and budgeting 
resources.

- to seek adequate financing for different 
projects and programmes.

As Captain William T. Me Mullen of the United States 
Merchant Marine Academy in Kings Point New York stateds " It 
is indoubtedly true that none of these countries could mount 
the program individually because of lack of resources but 
their combined resources are more than enough."

Regional cooperation is important. However, it will only come 
about if the countries in the Region see too that they 
allocate a portion of their resources to it - the other way 
to look at this is that they will take available limited 
resources away from alternative projects mainly if these 
countries consider that it is necessary to educate and train 
their nationals in the maritime field.

In this dissertation it is practically impossible to cover 
all the sorts of problems raised by the establishment of a 
maritime institution. However, the objective of this chapter 
is to identify only some of the main reasons, the results 
expected, the hopes without which all steps to any enterprise 
may vanish.
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Some recommendations can contribute to the welfare of all the 
countries in the region to improve the quality and amount of 
benefits that can be derived from the sea and their ancillary 
industries as a way of making the region more independent 
from the developed maritime nations.
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4.1 REASONS FOR THE ESTABLISHMENT OF AN-INSTITUTE OF THE SEA
FOR THE CENTRAL AMERICAN REGION.

REASON 1

- To develop human resources in the 
maritime sector who would be responsible of 
maritime activities development in Central America.

The aim is to educate and train enough maritime personnel in 
order to cover positions on fishing and merchant vessels, 
maritime administrations, shipping companies, maritime 
research activities, aquaculture, etc.

In the Region there is a lack of human resources suficiently 
well qualified in order to develop the required maritime 
infrastructure concerned with maritime safety.

REASON 2

- To promote the employment of Central 
Americans seafarers, women and men, in all 
maritime activities in the region.

The aim is to provide employment for men and women in 
maritime activities and to provide to Central American 
seafarers the necessary knowledge and experience on board 
vessels registered in Central American countries.
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REASON 3

- To facilitate establishment of the regional 
policies regarding maritime safety 
administrations in Central American 
countries* including search and rescue facilities.

The aim is to adopt and ratify at least the most important 
and relevant IMO conventions and protocols 
by improving and updating the maritime legislations in order 
to reduce maritime casualties and prevent and combat 
pollution by oil and other harmful substances.

REASON 4

To improve port operations and 
developments of other maritime projects 
concerned with the development of the 
shipbuilding industry, and maritime 
research.

This reason envisages the establishment of other ports in the 
region and thus the studies for a shipbuilding infrastructure 
in the region.

REASON 5

-• To improve strategies for the regional 
port infrastructures and catering for the 
domestic trade.
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This concerns the regional integration of domestic traffic 
and trade via feeders and the improvement of production in 
the region .thereby reinforcing the maritime industry and 
encouraging the progress of the region.

REASON 6.

- To’promote and strengthen the ancillary 
industries concerned with fisheries, 
shipping, port operations, tourism, . 
containerization and other subjects.

The aim is to put special emphasis on those activities which 
have not been developed and which have a greater and faster 
growth potential, such as fish processing; to 
exploit the beauties of both the Pacific and the Caribbean 
and in particular its beaches and its natural features for 
tourism; and to modernize the fishing fleet and the 
establishment of a Central American merchant fleet that can 
compete on the international market.

REASON 7

- To protect the exclusive economic zone.

This reason refers specifically to the exclusive economic 
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zone because it is a matter of particular importance to 
Central American countries.

The sum of the areas of the exclusive economic zone of 
Central America are nearly ten times bigger than the 
terrestrial territory of the region. However, it is not 
exploited and protected in a good manner.

With reference to this, it is necessary to take some measures 
in order to make more reliable that exploitation and that 
protection. For instance, it is necessary to have a better 
control on those waters concerning the fishing industry and 
the protection and preservation of the marine environment.

Elaborating plans for marine scientific research in its 
territorial waters and its exploitation is necessary.

REASON 8.

— To cover the shortage of well trained 
seafarers in the world.

A recent study carried out by BIMCO, IACS, 
and IFS there is an urgent need for a massive increase in 
officers and crewmembers recruitment and training.

According to this study the demand for the year 2000 could be 
around 750,000 seafarers. This figure suggests that a very 
substantial training and recruitment effort is required if 
the trading fleet is to be'pr-operly manned in the 9O’s. Thus 
a contribution to the international maritime community would • 
be made, at the same time gathering a particular benefit to 
the Central American countries.



4.2 ESTABLISHMENT AND MANAGEMENT OF THE INSTITUTE

The establishment of the institute must be a decision of all 
Central American countries. The results following the visit 
made by the IMO experts in 1988 determined the need to 
establish of a regional maritime training facility with the 
objective of providing education and training to nationals of 
the countries in the region offering courses for deck, 
engine, port activities, fishing, and matters concerned with 
maritime safety. Therefore, it should also guide and co­
ordinate courses offered by other organisations, 
institutions, etc, servicing regional requirements.

This institutions has to be an autonomous institute, 
governed by its own Council, and as a regional institute 
responsible of providing exclusive maritime education and 
training and related matters.

4.3 AIMS AND OBJECTIVES OF THE INSTITUTE.

4.3.1 AIMS AND OBJECTIVES:

The institute will work in close connection with the plans 
and goals of the maritime development of the Region.

Therefore, in close relation with the lack of human 
resources in trying to get lecturers abroad and according to 
the modern maritime education and training. It is important 
that the institute has a well developed strategy which will 
have to be applied according to the economic growth of the
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Central American countries requesting regional participation.

The general aims and objectives of the institute will be as 
■Follows:

■a) to provide the Facilities and instruction For 
Fundamental theoretical studies and practical 
training in maritime matters and related subjects, 
consistent with the present and Future needs oF the 
shipping,Fishing and ancillary industries, taking into 
account the needs and aspirations oF the individual 
and obligations to regional society in general;

b) to provide trainee student entrants with systematic 
training combining theoretical knowledge with applied 
technology and practical experience, incorporating;

- Fundamental knowledge requirements.

- commercial and managerial training.

-.practical experience in modern equipment.

- the opportunity For proFessional development;

c) to provide intensive vocational training courses oF 
a reFresher, upgrading or specialist nature For 
experienced oFFicers in seagoing and shore-based 
positions in the shipping, Fishing and ancillary 
industries, and to organize conFerences and seminars 
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and carry out research projects in specific areas of 
.specialization and expertise developed by the 
institute;

d) to provide courses of a prepar-atory or bridging nature 
in order to ensure that experienced seafarers with the 
necessary aptitude are not prevented from enrolling on 
a course leading to an accredited educational 
qualifications for the course;

■ e) to ensure that the standards of education and training 
both in the course materials and in their delivery 
can be maintained at a high level and in accordance 
with the requirements of the International Maritime 
Organization;

f) to acquire the expertise and technology on technical 
and legal matters in shipping and other disciplines 
with particular emphasis on implementation of 
internationally agreed standards for maritime safety 
and the prevention of marine pollution in the region;

g) to foster close relationships and liaison with 
professional and industry associations, other tertiary 
bodies, and governmental instruments, educational 
and training programs;



h) to participate in co-ordination of maritime related 
education and training courses offered by technical 
colleges servicing local requirements throughout the 
region;

i) to offer extension services where necessary, including 
refresher courses for seafarers wishing to 
prepare for update the knowledge according with the 
new developments;

j) in consultation with industry, to attract and select 
the students most suited to the programs offered and 
to the positions for which they are being prepared;

k) to give the opportunity to staff and students to 
participate in the decision-making processes of the 
Institute;

1) to provide professional and career opportunities for
staff within an atmosphere of trust and co-operation;

m) to inform the community about the range of courses and 
services available within the Institute, and to 
encourage community involvement, wherever possible, in 
these activities and facilities;
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n) to manage and maintain the Institute's -facilities and 
operations with due regard to the high quality o-f 
educations aimed at, to opportunities available, and 
to the optimizing o-f human per-formance;
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S CHAPTER F^IVE

5 ORGANIZATION OF A MARITIME EDUCATION AND TRAINING 
INSTITUTION FOR CENTRAL AMERICA.

,A maritime education and training institution is an important 
element on the basis o-f the maritime development of any 
'country.

There are so many maritime nations which -follow traditional 
systems developing their maritime education and training 
■facilities using models -from other countries -for historical 
or cultural reasons such is the case o-f -former British 
colonies or French colonies defining clearly their proper 
style.

Around the world there are many different maritime 
institutions, as well as maritime education and training 
systems.

Looking through the different systems such as the American, 
Australian, British, Danish, Dutch, Egyptian, French, German, 
Japanese, Portuguese, Swedish and former USSR systems, it is 
possible to realize that in order to find a balance in all 
these systems it is necessary to take into consideration the 
aspects that make the differences among the countries,i.e. 
history, culture, geographical aspects, etc.

Central America it is not an exception and would be possible 
to design an appropriate system which should fit well into 
the region.

Other aspects can be considered in order to formulate and
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implement an appropriate system -for the region are as
follows:

To consider international conventions, regulations, 
protocols such as SCTW 78, Torremolinos Convention 
and others in order to comply with them.

To consider national requirements such as national 
maritime legislation, national maritime policies, 
etc.

To consider what is needed by the shipping 
industry, and shipowner taking into account new 
developments,high technology on new vessels and 
other factors.

There are more aspects that have to be considered such as the 
students age, curriculum and syllabus, but perhaps the most 
important and corner stone of any maritime education and 
training system is the budget because it is not possible to 
have a wonderful and appropriate system without economical 
resources.

As a first step it is necessary to define the functions of a 
maritime education and training institution.
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5.1 FUNCTIONS OF THE INSTITUTE.

The main ■functions. o-f the institute would bes

a) to provide education and training -for the 
•future specialist in maritime 
activities in order to support the 
progress in the region and to develop 
research programs -for the promotion o-f the 
maritime -field.

b) to conduct maritime education and training according 
to the international requirements of
nationals of the Central American 
countries who wish to become, or are 
otherwise engaged, in shipping, ports and 
fishing activities.

c) to use the facilities and resources of the 
institute to advance and develop knowledge 
and skills in matters with which the 
institute is concerned.

d) to develop a system in order to 
certify officially the knowledge and 
skills of students or otherwise in 
relation to the education and training 
provided by the institute.
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e) to establish and maintain liaisons with 
other institutions and with regional 
authorities that are concerned with 
maritime activities.

■f) to provide technical assistance to 
institutions or companies which are 
dealing with maritime matters.

g) to do anything incidental or conducive 
to the performance of any of the 
preceding functions.
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5.2 PURPOSES OF THE INSTITUTE

The institute would be oriented to do the -followings

a> to constitute the maritime education and 
training as an important skill o-f the 
regional educative e-f-fort with reference 
to the welfare of the student;

b) to make the maritime education and 
training a powerful tool in order to 
achieve the goals desired;

c) to make the maritime education and 
training an effective tool for the 
development of economic, cultural and 
social goals for the region;

d> to establish programs in a proportional 
way and according to the economic 
growth of maritime activities;

e> to encourage the participation of all­
institutions, organizations, companies 
and workers of the maritime community in 
order to achieve operative agreements;
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5.3. DEPARTMENTS AND SECTIONS

5.3.1 DEPARTMENTS

The basic academic unit o-f the institute will be the 
department. This will be three departments:

a) NAUTICAL AND ENGINEERING.

b) FISHERIES.

c) SHIP OPERATIONS.

Students can make their own choice after passing the 
induction course and the basic course as explained in 
detail later.

The department may also be divided into sections, and staff 
will be assigned according to their specialisations.

Sections are units of specialist staff who might provide 
services to other sections and departments. Therefore it is 
clear that sections may have a delegated responsibility for 
particular courses.

The sections in which the institute will be divided into are 
as follows for each department:
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5.3.1.1 NAUTICAL AND ENGINEERING DEPARTMENT.

a) Nautical Sciences Section.

b) Operational Safety and Executive Training Section.

c) Maritime Communication Section.

d) Marine Engines Section.

e) Electrical and Electronic Section..

5.3.1.2 FISHERIES DEPARTMENT.

a) Fisheries Sciences Section.

b> Fisheries Operations Section.

4.3.1.3 SHIP OPERATIONS DEPARTMENT.

a) Port Operations Section.

b) Cargo Operations Section.

c) Maritime Administration Section.
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5.3.2 SECTIONS

Each section will implement its own responsibilities. Each 
section will include its curriculum and syllabus 
independently.

5.3.2.1 NAUTICAL SCIENCES SECTION

Nautical Sciences, involving navigation, use of navigation 
equipment such as radar, loran, global positioning system, 
decca, meteorology, oceanography, etc.

5.3.2.2 OPERATIONAL SAFETY AND EXECUTIVE TRAINING SECTION

Operational Safety and Executive Training Section, dealing 
with all safety procedures, for instance, International 
Maritime Dangerous Soods Code, oil pollution prevention and 
combating, maritime law, etc.

5.3.2.3 MARITIME COMMUNICATIONS SECTION

The Maritime Communications Section will be involved in all 
matters concerned with communications; for example, satellite 
communications, radiotelephony, fax, telex, communication 
procedures, etc.
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5.3.2.4 MARINE ENGINES SECTION

The Marine Engines Section will be a huge section because 
it deals with all maritime engines -from outboard motors to 
engines with thousands of kilowatts in potency.

5.3.2.5 ELECTRICAL AND ELECTRONIC SECTION

The Electrical and Electronic Section, will be responsible 
•for training in matters concerned with generators, 
alternators, electrical and electronics systems, electronic 
devices such as radar, loran, gps, etc.

5.3.2.6 FISHERIES SCIENCES SECTION

o-f providing 
■fish, -fish

The Fisheries Sciences Section will be in charge 
knowledge in skills such as, types o-f commercial 
processing, aquaculture, marine biology, etc.

5.3.2.7 FISHERIES OPERATION SECTION

The Fisheries Operation Section will be responsible -for the 
education and training o-f -fishing techniques, -fishing areas, 
•fishing equipment, -fishing maneuvering, etc.
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5.3.2.8 PORT OPERATION SECTION

The Port Operation Section will be in charge o-f provide 
knowledge in skills such as, the port operation itsel-f, 
shipping schedules, port maneuveringharbour master 
control,etc.

will deal with matters such as 
handling, dangerous cargoes, 
cargo handling machinery, etc.

The Cargo Operation Section 
the stowage o-f cargo, cargo 
storage places, warehouses,

5.3.2.9 CARSO OPERATION

The Maritime Administration Section will be responsible for 
the education and training in matters concerned with the 
maritime administration, facilitation of transport, maritime 
regulations, maritime business, etc.

5.3.2.10 MARITIME ADMINISTRATION SECTION
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DEPARTKESTS AND SECTIONS TABLE

TABLE 1. DEPARTMENTS AND.SECTIONS.
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5.4 COURSES

All courses to be delivered at the Institute should have as a 
general objectives

to provide maritime education and training in 
maritime matters according to the 
international requirements.

5.4.1 INDUCTION COURSE

It is necessary in the -first stage o-f this career that the 
aspirant has a clear idea o-f the seaman’s li-fe.

This course is the base o-f the career and it is important 
that this base be strong enough in order to support the 
-future behaviour of the new entrant for a life at sea.

It seeks to ensure that all new entrants receive practical 
training in matters affecting their personal safety and the 
safety of the ship and the crew as a whole.

This is a course which is designed in order to give the 
student a clear insight into the life of a seafarer and to 
prepare him or her by providing the necessary knowledge in 
matters such as general outline of the shipping industry, 
types of ships, parts of ships, accident prevention, ship 
hygiene, maintenance, swimming, etc.

This course of induction will have a duration of about three 
months, and the entrance requirements are good medical
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•fitness mainly concerned with the sight and ears and 
completion of third grade of secondary school ( 9 grade)

Some subjects concerned with this first stage ares

- Types of ships, main classification, organisation 
of ship company, shipboard familiarization.

- Personal hygiene and maintenance, safety practice.

- -Maritime law and the merchant seaman.

- First aid, survival at sea, fire fighting, life 
saving appliances.

- Basic seamanship.

5.4.2 SEAMANSHIP COURSE

This course is designed to provide a foundation in basic 
seamanship training to enable the nautical student to fully 
utilise his period at sea and gain experience in the basic 
arts of a seaman. At this stage the student has to fall in 
love with life at-sea. Also, this course is designed to 
introduce the student to the fundamentals of the 
responsibilities of a qualified seaman ( rating >.

The duration of this course would be 10 months of which the 
student does 7 months at the institution and 3 months at sea.

Some*subjects concerned with this course are:

- Practical seamanship and ship maintenance.
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- Deck equipment and cargo work.

- Bridge equipment, equipment, steering and 
watchkeeping.

- Engine-room -familiarization and marine engines.

- Li-fesaving appliances, shipboard emergencies, and 
survival techniques, rules o-f the road, etc.

- Elements o-f navigation, ship construction and 
stability, elementary oceanography and meteorology.

- Mathematics, Physics, English, Chemistry, Social 
Sciences.

All these subjects to be applied to maritime activities.

At the end o-f this course the student could be certi-fied as a 
Qualified Seaman.

5.4.3 NAVIBATION AND ENGINEERING COURSE

This course will provide the prospective bivalent o-f-ficer on 
small vessels with a broad course o-f education and training 
and the appropriate -fundamental knowledge required in deck 
and engine departments, including technological, commercial 
and managerial knowledge.

The duration o-f this course, a-fter having passed the 
induction and seamanship course, would be approximately 30 
months.
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The requirements are completion o-f third grade o-f secondary 
school ( 9 grade ) and medical -fitness.

5.4.4 COURSE IN OPERATIONAL SAFETY AND EXECUTIVE TRAINING

This course deals exclusively with the operational sa-fety on 
ports and coastal waters. It is a type o-f coast guard course 
combined with search and rescue and other matters concerning 
with prevention o-f pollution at sea. The duration o-f this 
course could be 18 months a-fter having passed the induction 
and seamanship course.

Requirements are equal as -for the Nautical and Engineering 
Course.

4.4.5 MARITIME COMMUNICATIONS COURSE

Maritime Communications would deal with the elementary - 
principles o-f radiotelephony with the detailed knowledge o-f 
the practical operation and adjustment o-f radiotelephony 
as applicable to those concerned with the sa-fety o-f li-fe at 
sea.

Thus the operation o-f telex, -fax, and developments in 
satellite communications and computer communications would be 
studied.

The requirements -for entrance are completion o-f the induction 
course and seamanship course. The duration o-f this course 
could be about 24 months.
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5.4.6 FISHERIES COURSE

This course will be developed for those persons involved in 
the fishing industry and its ancillary industries provide 
sufficient knowledge on fishing activities, processing of 
marine resources, aquaculture, marine biology, fish catching, 
fishing equipment, etc.

The requirements are. completion of the induction and
seamanship courses. The duration could be 24 months.

5.4.7 PORT OPERATIONS COURSE

This course is directed at those people involved in port 
activities such as cargo handling, containerization and roll­
on / roll- off, the carrying of dangerous cargo, cargo 
stowage, etc.

The duration could be IS months or more depending on the 
programs. Requirements are completion of induction course 
and seamanship course.

5.4.8 MARITIME ADMINISTRATION COURSE

This course is prepared for persons involved in port 
administration. The contents include maritime trade, maritime 
transport, charter, facilitation in maritime transport. This 
course will deal specifically with the management of maritime 
administrations.
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The duration could be 24 months after having concluded the 
induction and seamanship courses.

COURSES

TABLE 2. COURSES
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CHAPTER SIX

6 GENERAL ADMINISTRATIVE STRUCTURE.

The Administrative Structure of the Institute would be 
integrated in the following way:

6.1 THE COUNCIL AND ITS COMMITTEES

Would be the governing body of the institution. It would 
govern on behalf of the Institute.

The Chairman of the Council and the Director of the Institute 
would be members of all committees of the Council.
The Council would be supported by six committees being 
advisory to the Council and dealing with matters relating 
to the functioning of the academic and administrative staff.

The committees are:

a) ' Board of Studies 

b) Staffing Committee 

c> Services Committee

75



e) Buildings Committee

d) Financial Committee

•f) Student Affairs Committee

The functions of the committees should be developed in the 
following way:

6.1.1 BOARD OF STUDIES COMMITTEE:

The Board of Studies would be the main committee would be 
responsible for reviewing educational programs, formulating 
objectives and establishing communications with the Advisory 
Committee from the maritime industry.

6.1.2 FINANCE COMMITTEE

The Finance Committee would advise the Council on all 
relating matters to do with financial planning, appropriation 
of funds, monthly accounts and produce regular budgetary 
records and statements.

6.1.3 STAFFING COMMITTEE:

The Staffing Committee would be responsible for all matters 
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concerned with the sta-f-f such as salaries, study leave, 
promotions, staff development and welfare.

6.1.4 SERVICE COMMITTEES

The Services Committee would be responsible for all matters 
relating to the services provided to students of the 
institute such as recreational and sporting facilities, 
itinerary, books, library, cafeteria, etc.

6.1.5 BUILDING COMMITTEES

The Building Committee would be responsible for the 
maintenance of the buildings of the institute.

6.1.6 STUDENT AFFAIRS COMMITTEES

The Student Affairs Committee would be responsible for the 
welfare of the students, recommendations on all matters 
affecting students, immigration services, etc.
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THE COUNCIL
AND ITS COMMITTEES

TABLE 3. THE COUNCIL AND ITS COMMITTEES.
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6.2 ACADEMIC STRUCTURE

The academic structure would govern the administration and 
direction which would be set by the Council.

The Council would be responsible "for the overall governance 
and policies o-f the institute, thereby being responsible for 
policy making. Policy matters would be coordinated by the 
Board of Studies which would be a Standing Committee of The 
Counci 1.

The rest of the organization of the institute would be 
divided into departments and sections.

The Council, in addition to the governing and policy duties 
of the institute would be responsible for the operation, 
implementation and development of the academic program.

The Board of Studies would be responsible for the development 
and maintenance of the standards concerned with the 
educational philosophy of the institute advising co­
ordinating and assisting the Council on all academic matters.

The members of the Board of Studies would include:

a) The Director.

b) The Deputy Director.

c) The Secretary.

d) Heads of the Departments.

e) Heads of the Sections.
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6.2.1 The Director

The Director is the chie-f academic and executive o-f-ficer o-f 
the institute and would be responsible -for implementing 
the Board o-F Advisors governing and policy requirements.

The Director would be in charge in overall direction, control 
and coordination o-f the management and development of the 
institution.

The Director will be supported and assisted by the Sub­
Director, Secretary, Finance Controller, and Chiefs of the 
different Academic Departments.

6.2.2 The Deputy Director.

The Deputy Director would act as the authority of the 
Director in the co-ordination of teaching activities, 
curricula, syllabus and in the determination of priorities in 
relation to resources and research matters concerned with the 
Academic Department.

In addition the Deputy Director has line responsibility for 
certain functions including library services, staff 
development and student welfare.

The chiefs of the different Academic Departments are required 
to consult with the Deputy Director in general planning 
matters and accept decisions, but retain line responsibility 
to the Director for the efficiency of their departments.
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6.2.3 The Secretary

The Secretary is responsible to the Director for the general 
management and operation of all services and support systems 
of the institute programs.

The major, sub-areas are:

- student administration section; which 

involves all concerning with the student, 

admission, records, examinations, timetables, 

statistics, reports, brochures,

handbooks,information.services, etc.

- personnel section which deal with the staff 

administration, recruitment induction, 

professional development and experience 

programs, industrial relations, public

relations, etc.
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6.2.4 The Finance Controller

The Finance Controller would be in charge o-f the -financial - 
control involving -finance administration and including 
accounting and the budget system, reports and the monitoring 
o-f expenditure. Thus, the Finance Controller will be involved 
in planning, construction, maintenance, safety and security, 
energy utilization control, purchasing, receiving, storaging, 
transports, etc.

6.2.5 The Librarian

The Librarian would be in charge of the control of books, 
magazines, theses, newspaper, and all the various 
publications.

The Librarian would be responsible in line with the Sub 
Director for maintaining of the library, keeping a register 
of all the publications and the users.

6.2.6 Industry Advisory Committee

The institute should have an Industry Advisory Committee the 
main objective of which would be to advise the authorities of 
the Institute on the provisions and programs offered by the 
institute. The functions of the Industry Advisory Committee 
would be the following;
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a) developing and reviewing the courses o-f-fered.

b) -co-ordinating and recommending learning and

teaching methods.

c) establishing and reviewing course objectives.

d) recommending in matters relating to admissions, 

student assessment, sta-f-fing, resources, and 

student services.

All Departments would have equal status with respect to the 
Board of Studies and other committees in order to ensure 
proper access to the decision making processes of the 
institute. >
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flPMINISTRATIUE 

ORGANIZATION

TABLE 4. ADMINISTRATIVE ORGANIZATION.
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■7 CM^^F^TEZR SEVEN

7 CONCLUSIONS AND RECOMMENDATIONS.

7.1 CONCLUSIONS

The -first chapter gave a general overview, o-f the Central 
American Region -from o-f point of view o-f geographical, 
climatological, topographical aspects adding a brie-f historv, 
politics in the region since the colonial ti/hes to postwar 
age, the commercial development its main products its 
agricultural activities.

This chapter gave the background o-f the Central American 
Region which is identical -from of point of view of history, 
culture, and language which in certain circumstances would be 
an advantage for the establishment of an institute of the sea 
for the region.

It is necessary highlight the strategic geographical 
situation which is of utmost importance for the development 
and e>:ploiting of maritime activities.

The present situation of Central America concerned with 
maritime activities and-an evaluation of maritime policies, 
maritime safety policies, maritime education and training 
policies in the region gave the reality and is a show of the 
underdevelopment in which the region is.

The reasons for the establishment of such institute in the 
region explaining and given important remarks which has to be 
considered among Central American countries in their thoughts 
concerned with the education and training of their nationals.
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Also is necessary to consider the aims and objectives which 
are of paramount importance -for the development o-f this 
project, without them is almost impossible to achieve the 
goals.

Organization and management is the key 61 the success in 
whatever project which has to be developed, for that reason'-' 
clear functions and purposes of the institute are given with 
the objective to make future maritime activities more 
reliable.

Therefore the different departments, sections and courses 
which would be delivered in the institute providing a broad 
idea of its main characteristics,and contents.

The administrative and academic structures are very 
important for the management of the institute and its gave a 
good performance of the activities of each member of the 
hi erarchy.

It can be summarized that in Central America the 
institutional growth in the land sector has progressed faster 
than in the maritime sector so for that reason it is possible 
to conclude that this unbalanced growth has meant that:

- development of maritime projects has been 
executed not only without appropriate 
coordination among the parties involved;

- inadequate effort made to 
integrate projects in the region;

- fragmentation of efforts and resources, 
duplication of investments;
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- overlapping o-f activities among the 
governments or in the case o-f countries 
among the ministries and sector involved;

- in most of the Central American countries 
the responsibility for maritime activities 
has been located at a low level
in the bureaucratic hierarchy with 
limited staff and budgeting resources:

- the policy making and planning activities 
are carried out based on lack of economical 
resources. know-how and lack of 
coordination and their impacts is
not yet studied.

7.2 RECOMMENDATIONS

For the establishment of an institute for maritime education 
and training in the region the recommendations could be as 
follows:

to harmonize the Central American countries in 
the maritime activities

to enforce the maritime legislation in the region

to ratify and to implement the I.M.O. conventions
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and protocols

- to give more attention to maritime 
administrations in the region

- to combine experiences concerned 
with maritime activities

- to give special attention to areas concerned 
with the protection and safety of the marine 
environment

All these and much more could be achieved if a maritime 
education and training facility were established in such way 
that it will work as a center for the development of maritime 
activities in Central America.

Maritime education and training of nationals of the seven 
countries of the region is and would be the key in which the 
development of the maritime sector could be achieved in

•' AN INSTITUTE OF THE SEA FOR THE CENTRAL AMERICAN REBION "
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International Conventions
The industrial revolution of the eighteenth and nineteenth 
centuries and the upsurge in international commerce which 
resulted led to the adoption of a number of international 
treaties related to shipping, including safety. The subjects 
covered included tonnage measurement, the prevention of 
collisions, signalling and others.

By the end of the nineteenth century suggestions had even 
been made for the creation of a permanent international 
maiitime body to deal with these and future measures. The 
plan was not put into effect, but international co-operation 
continued in the twentieth century, with the adoption of still 
more internationally developed treaties.

By the time IMO came into existence in 1958, several 
important international conventions* had already been de­
veloped, including the International Convention for the 
Safety of Life at Sea of 1948, the International Convention 
for the Prevention of Pollution of the Sea by Oil of 1954 and 
treaties dealing with load lines and the prevention of colli­
sions at sea.

IMO was made responsible for ensuring that the majority 
of these conventions were kept up to date. It was also given 
the task of developing new conventions as and when the need 
arose.

The creation of IMO coincided with a period of tremendous 
change in world shipping and the Organization was kept busy 
from the start developing new conventions and ensuring that 
existing instruments kept pace with changes in shipping 
technology. It is now responsible for 35 international con­
ventions and agreements and has adopted numerous proto­
cols and amendments.

Adopting a convention
This is the part of the process with which IMO as an organ­
ization is most closely involved. IMO has six main bodies 
concerned with the adoption or implementation of conven­
tions. The Assembly and Council are the main organs, and 
the committees involved are the Maritime Safety Commit­
tee, Marine Environment Protection Committee, Legal Com­
mittee and the Facilitation Committee. Developments in 
shipping and other related industries are discussed by Mem­
ber States in these bodies, and the need for a new convention 
or amendments to existing conventions can be raised in any 
of them.

Normally the suggestion is first made in one of the com­
mittees, since these meet more frequently than the main

"The vast majority of the treaty instruments adopted under 
the auspices of IMO are called 'conventions’. A few are 
called ’Protocols’ or ’Agreements’. The term ’convention’ 
is used in this publication to refer to all such treaty instru­
ments.

organs. If agreement is reached in the committee, the pro­
posal goes to the Council and, as necessary, to the Assembly.

If the Assembly or the Council, as the case may be, gives 
the authorization to proceed with-the woik, the committee 
concerned considers the matter in greater detail and ultimate­
ly draws up a draft instrument. In some cases the subject 
may be referred to a specialized sub-committee for detailed 
consideration.
•Work in the committees and sub-committees is undertaken 

by the representatives of Member States of the Organization. 
The views and advice of intergovernmental and international 
non-govemmental organizations which have a working rela­
tionship with IMO are also welcomed in these bodies. Many 
of these organizations have direct experience in the various 
matters under consideration, and are therefore able to assist 
the work of IMO in practical ways.

The draft convention which is agreed upon is reported to 
the Council and Assembly with a recommendation that a 
conference be convened to consider the draft for formal 
adoption.

Invitations to attend such a conference are sent to all 
Member States of IMO and also to all States which are 
members of the United’Nations or .any of its specialized 
agencies. These conferences are therefore truly global con­
ferences open to all Governments who would normally par­
ticipate in a United Nations conference.

All Governments participate on an equal footing. In addi­
tion, organizations of the United Nations system and organ­
izations in official relationship with IMO are invited to send 
observers to the conference to give the benefit of their expert 
advice to the representatives of Governments. '

Before the conference opens, the draft convention is circu­
lated to the invited Governments and organizations for their 
comments. The draft convention, together with the com­
ments thereon from Governments and interested organiza­
tions is then closely examined by the conference and necess­
ary changes are made in order to produce a draft acceptable 
to all or the majority of the Governments present. The 
convention thus agreed upon is then adopted by the con­
ference and deposited with the Secretary-General who sends 
copies to Governments. The convention is opened for sig­
nature by States, usually for a period of 12 months. Signa­
tories may ratify or accept the convention while non-signa- 
tories may accede.

The drafting and adoption of a convention in IMO can take 
several years to complete although in some cases, where a 
quick response is required to deal with an emergency situ­
ation, Governments have been willing to accelerate this 
process considerably.

Entry into force
The adoption of a convention marks the conclusion of only
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the first stage of a long process. Before the convention 
comes into force * that is, before it becomes binding upon 
Governments which have ratified it - it has to be accepted 
formally by individual Governments.

Each convention includes appropriate provisions stipulat­
ing conditions which have to be met before it enters into 
force. These conditions vary but, generally speaking, the 
more important and more complex the document, the more 
stringent are the conditions for its entry into force. For 
example, the International Convention for the Safety of Life 
at Sea, 1974, provided that entry into force requires accept­
ance by 25 States whose merchant fleets comprise not less 
than SO per cent of the world’s gross tonnage; for the Inter* 
national Convention on Tonnage Measurement of Ships, 
1969, the requirement was acceptance by 25 States whose 
combined merchant fleets represent not less than 65 percent 
of world tonnage.

When the appropriate conditions have been fulfilled, the 
convention enters into force for the States which have ac­
cepted - generally after a period of grace intended to enable 
all the States to take the necessary measures for implemen­
tation.

In the case of some conventions which affect a few States 
or deal with less complex matters, the entry into force 
requirements may not be so stringent. For example, the 
Convention Relating to Civil Liability in the Field of Ma­
ritime Carriage of Nuclear Material, 1971, came into force 
90 days after being accepted by five States; the Special Trade 
Passenger Ships Agreement, 1971, came into force six 
months after three States (including two with ships or nation­
als involved in special trades) had accepted it.

For the important technical conventions, it is necessary that 
they be accepted and applied by a large section of the 
shipping community. It is therefore essential that these 
should, upon entry into force, be applicable to as many of the 
maritime states as possible. Otherwise they would tend to 
confuse, rather than clarify, shipping practice since their 
provisions would not apply to a significant proportion of the 
ship they were intended to deal with.

Accepting a convention does not merely involve the de­
posit of a formal instrument. A Government’s acceptance of 
a convention necessarily places on it the obligation to take 
the measures required by the convention. Often national law 
has to be enacted or changed to enforce the provisions of the 
convention; in some case, special facilities may have to be 
provided; an inspectorate may have to be appointed or 
trained to carry out functions under the convention; and 
adequate notice must be given to shipowners, shipbuilders 
and other interested parties so they make take account of the 
provisions of the convention in their future acts and plans.

At present IMO conventions enter into force within an 
average of five years after adoption. The majority of these 
instruments are now in force or are on the verge of fulfilling 
requirements for entry into force.

Amendment
Technology and techniques in the shipping industry change 
very rapidly these days. As a result, not only are new 
conventions required but existing ones need to be kept up to 

date. For example, the International Convention for the 
Safety of Life at Sea (SOLAS), 1960 was amended six times 
after it entered into force in 1965 - in 1966,1967, 1968, 1969, 
1971 and 1973. In 1974 a completely new convention was 
adopted incorporating all these amendrhents (and other 
minor changes) and was itself modified (in 1978, 1981, 1983, 
1988, 1990 and 1991).
In early conventions, amendments came into force only 

after a percentage of Contrac^g States, usually two thirds, 
had accepted them. This normally meant that more accept­
ances were required to amend a convention than were orig­
inally required to bring it into force in the first place, espe­
cially where the number of States which are Parties to a 
convention is very large.

This percentage requirement in practice led to long delays 
in bringing amendments into force. To remedy the situation 
a new amendment procedure was devised in IMO. This 
procedure has been used in the case of conventions such as 
the Convention on the International Regulations for Prevent­
ing Collisions at Sea, 1972, the International Convention for 
the Prevention of Pollution from Ships, 1973 and SOLAS 
1974, all of which incorporate a procedure involving the 
’tacit acceptance’ of amendments by States.

Instead of requiring that an amendment shall enter into 
force after being accepted by, for example, two thirds of the 
Parties, the new procedure provides that an amendment shall 
enter into force at a particular time unless, before that date, 
objections to the amendment are received from a specified 
number of Parties.

In the case of the 1974 SOLAS Convention, an amendment 
to most of the Annexes (which constitute the technical parts 
of the Convention) is ’deemed to have been accepted at the 
end of two years from the date on which it is communicated 
to Contracting Govenunents...’ unless the amendment is 
objected to by more than one third of Contracting Govern­
ments, or Contracting Governments owning not less than 50 
per cent of the world’s gross merchant tonnage. This period 
may be varied by the Maritime Safety Committee with a 
minimum limit of one year.

As was expected the ’tacit acceptance’ procedure has great­
ly speeded up the amendment process. The 1981 amend­
ments to SOLAS 1974, for example, entered into force on 1 
September 1984. Compared to this, none of the amendments 
adopted to the 1960 SOLAS Convention between 1966 and 
1973 received sufficient acceptances to satisfy the require­
ments for entry into force.

Enforcement
The enforcement of IMO conventions depends upon the 
Governments of Member Parties. The Organization has no 
powers in this respect.

Contracting Governments enforce the provisions of IMO 
conventions as far as their own ships are concerned and also 
set the penalties for infringements, where these are applic­
able. They may also have certain limited powers in respect 
of the ships of other Governments.

In some conventions, certificates are required to be carried 
on board ship to show that they have been inspected and have 
met the required standards. These certificates are normally



accepted as proof by authorities from other States that the 
vessel .concerned has reached the required standard, but in 
some cases further action can be taken.

The 1974 SOLAS Convention, for example, states that ’the 
officer carrying out the control shall take such steps as will 
ensure that the ship shall not sail until it can proceed to sea 
without danger to the passengers or the crew.*

This can be done if ’there are clear grounds for believing 
that the condition of the ship and its equipment does not 
correspond substantially with the particulars of that certifi­
cate’.

An inspection of this nature would, of course, take place 
within the jurisdiction of the port State. But when an offence 
occurs in international waters the responsibility for imposing 
a penalty rests witlrthe flag State.

Should an offence occur within the jurisdiction of another 

State, however, that State can either cause proceedings to be 
taken in accordance with its own law or give details of the 
offence to the flag State so that the latter can take appropriate 
action.Under the terms of the 1969 Convention Relating to 
Intervention oil the High Seas, Contracting States are em­
powered to act against ships of other countries which have 
been involved in an accident or have been damaged on the 
high seas if there is a grave risk of oil pollution occurring as 
a result.

The way in which these powers may be used are very 
carefully defined, and in most conventions the flag State is 
primarily responsible for enforcing conventions as far as its 
own ships and their personnel are concerned.
The majority of conventions adopted under the auspices of 
IMO or for which the Organization is otherwise responsible 
fall into three main categories.
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Maritime safety
The first group is concerned with maritime safety; the 

second with the prevention of marine pollution; and the third 
with liability and compensation, especially in relation to 
damage caused by pollution. Outside these major groupings 
are a number of other conventions dealing with facilitation, 
tonnage measurement, unlawful acts against shipping and 
salvage.

International Convention for 
the Safety of Life at Sea, 1960 
and 1974

I960 Convention
Adoption: 17 June 1960
Entry into force: 26 May 1965

1974 version
Adoption: 1 November 1974 
Entry into force: 25 May 1980

The SOLAS Convention in its successive forms is generally 
regarded as the most important of all international treaties 
concerning the safety of merchant ships. The first version 
was adopted in 1914, the second in 1929 and the third in 
1948.
The 1960 Convention was the first major task for IMO after 

its creation and it represented a considerable step forward in 
modernizing regulations and in keeping pace with technical 
developments in the shipping industry.

The intention was to keep the Convention up to date by 
periodic amendments but in practice the amendments proce­
dure incorporated proved to be very slow. It became clear 
that it would be impossible to secure the entry into force of 
amendments within a reasonable period of time.

The 1974 Convention
As a result, a completely new convention was adopted in 
1974 which included not only the amendments agreed up 
until that date but a new amendment procedure designed to 
ensure that changes could be made within a specified (and 
acceptably short) period of time.

The main objective of the SOLAS Convention is to specify 
minimurn standards for the construction, equipment and 
operation of ships, compatible with their safety. Flag States 
are responsible for ensuring that ships under their flag com­
ply with its requirements, and a number of certificates are 
prescribed in the Convention as proof that this has been done.

Control provisions also allow Contracting Govenunents to 
inspect ships of other. Contracting Slates if there are clear 
grounds for believing that the ship and its equipment do not 

substantially comply with the requirements of the Conven­
tion.

General proyisions are contained in chapter I, the most 
important of them concerning the survey of the various types 
of ships and the issuing of documents signifying that the ship 
meets the requirements of the Convention. The chapter also 
includes provisions for the control of ships in ports of other 
Contracting Governments.

Subdivision and stability are dealt with in chapterII-l. The 
subdivision of passenger ships into watertight compartments 
must be such that after assumed damage to the ship’s hull the 
vessel will remain afloat and stable. Requirements for 
watertight integrity and bilge pumping arrangements for 
passenger ships are also laid down as well as stability re­
quirements for both passenger and cargo ships.

The degree of subdivision - measured by the maximum 
permissible distance between two adjacent bulkheads - 
varies with with ship’s length and the service in which it is 
engaged. The highest degree of subdivision applies to pas­
senger ships.

Machinery and electrical installations: these requirements, 
contained in chapter II-1, are designed to ensure that services 
which are essential for the safety of the ship, passengers and 
crew are maintained under various emergency conditions. 
The steering gear requirements of this chapter are particular­
ly important.

Fire protection, fire detection and fire extinction: casual­
ties to passenger ships through fire emphasized the need to 
improve the fire protection provisions of the 1960 Conven­
tion, and in 1966 and 1967 amendments were adopted by the 
IMO Assembly. .These and other amendments, particularly 
detailed fire safety provisions for tankers and combination 
carriers, such as inert gas, were incorporated in chapter II-2 
of the 1974 Convention.

These provisions are based on the following principles:
1. Division of the ship into main and vertical zones by 
thermal and'structural boundaries.
2. Separation of accommodation spaces from the remainder 
of the ship by thermal and structural boundaries.
3. Restricted used of combustible materials.
4. Detection of any fire in the zone of origin.
5. Containment and extinction of any fire in the space of 
origin.
6. Protection of the means of escape or of access for fire­
fighting purposes.
7. Ready availability of fire-extinguishing appliances.
8. Minimization of the possibility of ignition of flammable 
cargo vapour.

Life-saving appliances and arrangements are dealt with in 
chapter III, which was completely revised by the 1983 
amendments which entered into force on 1 July 1986. The 
revised chapter is divided into three parts.

Part A contains general provisions on application of the 
requirements, exemptions, definitions, evaluation, testing
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afikd approval of appliances and arrangements and production 
tests.

Part B contains the ship requirements and is subdivided into 
section I dealing with common requirements applicable to 
both passenger ships and cargo ships, section II containing 
additional requirements for passenger ships and section III 
containing additional requirements for cargo ships.

Part C deals with the life-saving appliance requirements 
and is divided into eight sections. Section I contains general 
requirements, section II requirements for personal life-sav­
ing appliances, section III visual signal requireihents, section 
IV requirements for survival craft, section V rescue boat 
provisions, section VI requirements for launching and em­
barkation appliances, section VII other life-saving applian­
ces, and section VIII miscellaneous matters.

Radiotelegraphy and radiotelephony form the subject mat­
ter of chapter IV: Part A describes the type of facility to be 
carried. Operational requirements for watchkeeping and 
listening are given in part B, while technical provisions are 
detailed in part C. This part also includes technical provi­
sions for direction-finders and for motor lifeboat radiotele­
graph installations, together with portable radio apparatus for 
survival craft. The radio officer’s obligations regarding 
mandatory log-book entries are listed in part D.

The chapter is closely linked to the Radio Regulations of 
the International Telecommunication Union and was com­
pletely revised in October 1988 (see 1988 (GMDSS) amend­
ments).

Safety of navigation is dealt with in chapter V which 
identifies certain navigation safety services which should be 
provided by Contracting Governments and sets forth provi­
sions of an operational nature applicable in general to all 
ships on all voyages. This is in contrast to the Convention 
as a whole, which only applies to certain classes of ship 
engaged on international voyages.

The subjects covered include the maintenance of meteoro­
logical services for ships; the ice patrol service; routeing of 
ships; and the maintenance of search and rescue services.

This chapter also includes a general obligation for masters 
to proceed to the assistance of those in distress and for 
Contracting Governments to ensure that all ships shall be 
sufficiently and efficiently manned from a safety point of 
view.

Carriage of grain forms the subject matter of chapter VI. 
Shifting is an inherent characteristic of grain, and its effect 
on a ship’s stability can be disastrous. Consequently, the 
SOLAS Convention contains provisions concerning stow­
ing, trimming and securing grain cargoes.

Provision is made for ships constructed specially for the 
transport of grain, and a method for calculating the adverse 
he&ling moment due to a shift of cargo surface in ships 
carrying bulk grain is specified. It also provides for docu­
ments of authorization, grain loading stability data and asso­
ciated plans of loading. Copies of all relevant documents 
must be available on board to enable the master to meet the 
chapter’s requirements.

This chapter was fevised in 1991, to make it applicable to 
all types of cargo (except liquids and gases in bulk). (See 
1991 amendmentsj.Carriage of dangerous goods is dealt 
with in chapter VII, which contains provisions for the classi­

fication, packing, marking, labelling and placarding, do­
cumentation and stowage of dangerous goods in packaged 
form, in solid form in bulk, and liquid chemicals and lique­
fied gases in bulk.

The classification follows the system used by the UN for 
all modes of transport. The UN system has been adapted for 
marine transport and the provisions are in some cases more 
stringent.

Contracting Governments are required to issue instructions 
at the national level. To help them do this, the Organization 
developed the International Maritime Dangerous Goods 
(IMDG) Code. The IMDG Code is constantly updated to 
accommodate new dangerous goods and to supplement or 
revise existing provisions. Regulations concerning substan­
ces carried in bulk in purpose-built ships were introduced in 
the 1983 amendments dealt with below.

Nuclear ships are covered in chapter VIII. Only basic 
requirements are given and are particularly crmcemed with 
radiation hazards. However, a detailed and comprehensive 
Code of Safety for Nuclear Merchant Ships was adopted by 
the IMO Assembly in 1981 as an indispensable companicai 
document.

The Protocol of 1978
Adoption: 17 February 1978
Entry into force: 1 May 1981
This was adopted at the International Conference on Tanker 
Safety and Pollution Prevention and made a number of 
important changes to chapter I, including the introduction of 
unscheduled inspections and/or mandatory annual surveys 
and the strengthening of port State control requirements.

Chapter II-1, chapter 11-2 and chapter V were also im­
proved.

The main points are as follows:
1. New crude oil carriers and product carriers of 20,CXX) dwt 
and above are required to be fitted with an inert gas system.
2. An inert gas system became mandatory for existing crude 
qil carriers of 10,000 dwt and above by 1 May 1983, and by 
1 May 1985 for ships of 2O,(X)O-7O,OCX3 dwt.
3. In the case of crude oil carriers of 20-40,(X)0 dwt there is 
provision for exemption by flag States where it is considered 
unreasonable or impracticable to fit an inert gas system and 
high-capacity fixed washing machines are not used. But an 
inert gas system is always required when crude oil washing 
is operated.
4. An inert gas system was required on existing product 
carriers from 1 May 1983 and by 1 May 1985 for ships of 
4O-70,0CX) dwt and down to 20,000 dwt which are fitted with 
high capacity washing machines.

■ 5. In addition to requiring that all ships of 1,600 grt and above 
shall be fitted with radar, the Protocol requires that all ships 
of 10,000 grt and above have two radars, each capable of 
being operated independently.
6. All tankers of 10,000 grt and above shall have two remote 
steering gear control systems, each operable separately from 
the navigating bridge.
7. The main steering gear of new tankers of 10,000 grt and 
above shall comprise two or more identical power units, and
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shall be capable of operating the rudder with one or more 
power units.

The 1981 amendments
Adoption: 20 November 1981
Entry into force: 1 September 1984
Perhaps the most important amendments concern chapter 
n-1 and chapter 11-2, both of which were virtually re-writtM 
andtqxiated.

The changes to chapter II-l include updated provisions of 
resolution A325(IX) on machinery and electrical require­
ments? Further amendments to regulations 29 and 30 were 
agreed following the Amoco Cadiz disaster and taking into 
account the 1978 SOLAS Protocol on steering gear. The 
requirements introduce die concept of duplication of steering 
gear control systems in tankers.

Amendments to chapter 11-2 include the requirements of 
resolution A327(XI), provisions for halogenated hydrocar­
bon extinguishing systems, special requirements for ships 
carrying dangerous goods, and a new regulation 62 on inert 
gas systems. The amendments to chapter II-2 strengthen the 
requirements for cargo ships and passenger ships to such an 
extent that a complete rearrangement of that chapter became 
necessary.

A few minor changes were made to chapter III but seven 
regulations in chapter IV were replaced, amended or added. 
Some important changes were also made to chapter V, in­
cluding die addition of new requirements concerning the 
carriage of shipbome navigational equipment.

The revised requirements cover such matters as gyro and 
magnetic corrqiasses; the mandatory carriage of two radars 
and of automatic radar plotting aids in ships of 10,000 grt 
and above; echo-sounders; devices to indicate speed and 
distance; rudder angle indicators; propeller revolution indi­
cators; rate of turn indicators; radio-direction finding appara­
tus; and equipment for homing on the radiotelephone distress 
frequency.

In addition a number of small changes were made to chapter 
VII.

The 1983 amendments
Adoption: 17 June 1983
Entry into force: 1 July 1986
These amendments include a few minor changes to chapter 
II-1 and some further changes to chapter II-2 (including 
improvements to the 1981 amendments) designed particular­
ly to increase die safety of bulk carriers and passenger ships.

The most extensive changes involve chapter TH, which has 
been completely rewritten. The chapter in the 1974 Conven­
tion differs little from the texts which appeared in the 1960 
and 1948 SOLAS Conventions and the amendments are 
designed not only to take into account the many technical 
advances which have taken place since then but also to 
expedite the evaluation and introduction of further improve­
ments.

Some small changes were made to chapter IV. The amend­
ments to chapter VII extended its application to chemical 
tankers and liquefied gas carriers by making reference to two 
new Codes, the International Bulk Chemical Code and the 

International Gas Carrier Code. Both relate to ships built on 
or after 1 July 1986.

The 1988 (April) amendments
Adoption: 21 April 1988
Entry into force: 22 October 1989
In March 1987 the car ferry Herald of Free Enterprise 
capsized and sank with the loss of 193 lives. The United 
Kingdom proposed a series of measures designed to prevent 
a recurrence, toe first package of which was adopted in April.

They affect regulations 23 and 42 of Chapter II-1 and are 
intended to improve monitoring of doors and cargo areas and 
to improve emergency lighting.

Because of the urgency, the 'tacit acceptance* procedure 
was used to bring the amendments into force only 18 months 
after their adoption.

The 1988 (October) amendments
Adoption: 28 October 1988 
Entry into force: 29 April 1990 
Some of these amendments also resulted from the Herald of 
Free Enterprise disaster.

They affect the intact stability of all passenger ships; re­
quire all cargo loading doors to be locked before a ship leaves 
the berth; and make it compulsory for passenger ships to have 
a lightweight survey at least every five years to ensure their 
stability has not been adversely affected by the accumulation 
of extra weight or any alterations to the superstructure.

Other amendments were being prepared before the disaster, 
but their adoption was brought forward as a result. They 
concern the stability of passenger ships in the damaged 
condition, and apply to ships built after 29 April 1990.

The 1988 Protocol
Adoption: 11 November 1988
Entry into force: 12 months after being accepted 
by at least 15 States whose combined merchant 
fleets represented at least 50% of world tonnage 
(but not before 1 February 1992)
Status: 6 acceptances have been received.
The Protocol introduces a new system of surveys and certi­
fication which will harmonize with two other conventions. 
Load Line (page 23) and MARPOL 73/78 (page 40). At 
present, requirements in the three instruments vary and, as a 
result, ships may be obliged to go into drydock for a survey 
required by one convention shortly after being surveyed in 
connection with another.

By enabling the required surveys to be carried out at the 
same time the system will reduce costs for shipowners and 
administrations alike.

The 1988 (GMDSS) amendments
Adoption: 11 November 1988
Entry into force: 1 February 1992
IMO began work on the Global Maritime Distress and Safety 
System in the 1970s and its introduction will mark the
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System in the 1970s and its introduction will mark the 
biggest change to maritime communications since the inven­
tion of radio.

It will be introduced in stages between 1993and 1999. The 
basic concept of the system is that .search and rescue auth­
orities ashore, as well as ships in the vicinity, will be rapidly 
alerted in the event of an emergency.

The GMDSS will make great use of the satellite communi­
cations provided by INMARSAT (see page 29) but will also 
use terrestrial radio.

The equipment required by ships will vary accordingly to 
the area in which they operate. In addition to distress com­
munications, the GMDSS will also provide for the dissemi­
nation of general maritime safety information (such as navi­
gational and meteorological warnings and urgent informa­
tion to ships).

The 1989 amendments
Adoption: 11 April 1989
Entry into force: 1 February 1992
The main changes concern Chapter II-1 and II-2 of the 
convention, which are respectively concerned with ships’ 
construction and with fire protection, detection and extinc­
tion. Chapter II-l covers subdivision and stability and ma­
chinery and electrical installations. One of the most import­
ant amendments is designed to reduce the number and size 
of openings in watertight bulkheads in passenger ships and 
to ensure that they are closed in the event of an emergency.

Chapter 11-2 deals with fire protection, detection and ex­
tinction. Improvements have been introduced to fixed gas 
fire-extinguishing systems, smoke detection systems, ar­
rangements for fuel and other oils, the location and separ­
ation of spaces and several other regulations.

The International Gas Carrier Code - which is mandatory 
under SOLAS - was also amended.

The 1990 amendments
Adoption: May 1990
Entry into force: 1 February 1992
Important changes have been made to the way in which the 
subdivision and stability of dry cargo ships is calculated. 
They apply to ships of 100 metres or more in length built 
after 1 February 1992.

The amendments are contained in a new part B -1 of Chapter 
II-l and are based upon the so-called "probabilistic* concept 
of survival, which was originally developed through study 
of data relating to collisions collected by IMO. This showed 
a pattern in accidents which could be used in improving the 
design of ships: most damage, for example, is sustained in 
the forward part of ships and it seemed logical, therefore, to 
improve the standard of subdivision there rather than to­
wards the stem. Because it is based on statistical evidence 
as to what actually happens when ships collide, the prob­
abilistic concept provides a far more realistic scenario than 
the earlier "deterministic" method, whose principles regard­
ing the subdivision of passenger ships are theoretical rather 
than practical in concept.

At the same meeting amendments were adopted to the 
International Code for the Construction and Equipment of 

Ships Carrying Dangerous Chemicals in Bulk (IBC Code) 
and the International Code for the Construction and Equip­
ment of Ships Carrying Liquified Gases in Bulk.

The 1991 amendments
Adoption: 24 May 1991
Entry into force: 1 January 1994 (expected date 
under tacit acceptance)
The most important feature of these amendments is the 
corrqrlete revision of Chapter VI (carriage of grain). This has 
been extended to include other cargoes. The text is shorter, 
but the chapter is backed up by two new Codes. The Inter­
national Grain Code will be a mandatory instrument while 
the Code of Safe Practice for Cargo Stowage and Securing 
is recommended. The new chapter also refers to the Code of 
Safe Practice for Ships Carrying Timber Deck Cargoes and 
the Code of Safe Practice for Solid Bulk Cargoes.

Fire safety requirements for passenger ships have been 
improved by means of amendments to Chapter II-l and other 
changes have been made to Chapter III and Chapter VI 
(safety of navigation).

International Convention on
Load Lines, 1966
Adoption: 5 April 1966
Entry into force: 21 July 1968
It has long been recognized that limitations on the draft to 
which a ship may be loaded make a significant contribution 
to her safety. These limits are given in the form of free­
boards, which constitute, besides external weathertight and 
watertight integrity, the main objective of the Convention.

The first International Convention on Load Lines, adopted 
in 1930, was based on the principle of reserve buoyancy, 
although it was recognized then that the freeboard should 
also ensure adequate stability and avoid excessive stress on 
the ship’s hull as a result of overioading.

Provisions are made determining the freeboard of tankers 
by subdivision and damage stability calculations.

The regulations take into account the potential hazards 
present in different zones and different seasons. The techni­
cal annex contains several additional safety measures con­
cerning doors, freeing ports, hatchways and other items. The 
main puipose of these measures is to ensure the watertight 
integrity of ships’ hulls below the fteeboard deck.

All assigned load lines must be maiked amidships on each 
side of the ship, together with the deck line. Ships intended 
for the carriage of timber deck cargo are assigned a small 
freeboard as the deck cargo provides protection against the 
impact of waves.
Amendments
Amendments were adopted to the Convention in 1971 (to 
make certain improvements to the text and to the chart of 
zones and seasonal areas); in 1975 (to introduce the principle 
of 'tacit acceptance’’ into the Convention); in 1979 (to make 
some alterations to zone boundaries off the coast of Austra­
lia), and in 1983 (to extend the summer and tropical zones 
southward off the coast of Chile).
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None of these amendments has yet entered into force. In 
each case 78 acceptances are required and, to date, the 1971 
amendments have received 47 acceptances, 1975 - 42; 1979 
-40; and 1983 - 22.

The 1988 Protocol
Adoption: 11 November 1988
Entry into force: 12 months after being accepted 
by not less than 15 States whose combined 
merchant fleets constitute not less than 50 per 
cent of world tonnage
Status: 9 acceptances have been received
The Protocd was adopted in order to harmonize the Conven­
tion’s survey and certification requirement with those con­
tained in SOLAS (see above) and MARPOL 73/78 (see 
below).

Special Trade Passenger 
Ships Agreement, 1971
Adoption: 6 October 1971
Entry into force: 2 January 1974

• The carriage of large numbers of unberthed passengers in 
special trades such as the pilgrim trade - in a restricted sea 
area around the Indian Ocean - is of particular interest to 
countries in that area. It was regulated by the Simla Rules 
of 1931, which had become outdated following the adoption 
of the 1948 and 1960 SOLAS Conventions.

Recognizing this fact, IMO convened an International Con­
ference in 1971 to consider safety requirements for special 
trade passenger ships in relation to the 1960 SOLAS Con­
vention.

Annexed to this Agreement are Special Trade Passenger 
Ships Rules, 1971, which provide modifications to the regu­
lations of chapters II and III of the 1960 SOLAS Convention.

Protocol on Space Requirements for 
Special Trade Passenger Ships, 1973 
Adoption: 13 July 1973
Entry into force: 2 June 1977
Following a resolution of the International Conference on 
Special Trade Passenger Ships, 1971, IMO, in co-operation 
with other Organizations, particularly the World Health Or­
ganisation (WHO), drew up technical rules covering the 
safety aspects of the disposition of passengers on board such 
ships.

As a result of this woilc, in 1973 IMO convened a Con­
ference which adopted a Protocol on Space Requirements for 
Special Trade Passenger Ships. Annexed this this Protocol 
are the technical rules coveting the safety aspect of the 
disposition of passengers in special trade passenger ships.

The space requirements for special trade passenger ships 
have a direct bearing on the safe carriage of special trade 
passengers and are complementary to the Special Trade 
Passenger Ships Agreement of 1971.

Convention on the
International Regulations for 
Preventing Collisions at Sea, 
1972
Adoption: 20 October 1972
Entry into force: 15 July 1977
This Convention was designed to update and replace the 
Collision Regulations of 1960 which were armexed to the 
SOLAS (Convention adopted in that year.

One of the most important innovations in the 1972 Regu­
lations was the recognition given to traffic separation 
schemes.

Rule 10 states that vessels using these schemes will be 
required to proceed in the appropriate traffic lane in the 
general direction of traffic flow for that lane, keeping clear 
of a traffic separation line or zone. In so far as is practicable, 
vessels must avoid crossing traffic lanes. When crossing a 
lane is necessary, it must be accomplished as nearly as 
practicable at right angles to the general direction of the 
traffic flow.

The Convention groups provisions into sections dealing 
with steering and sailing; lights and shapes and sound and 
light signals. There are also four Annexes containing tech­
nical requirements concerning lights and shapes and their 
positioning; sound signalling appliances; additional signals 
for fishing vessels when operating in close proximity, and 
international distress signals. .

Guidance is provided in determining safe speed, the risk of 
collision and the conduct of vessels operating in or near 
traffic separation schemes. Other rules concern the oper­
ation of vessels iri narrow channels, the conduct of vessels 
in restricted visibility, vessels restricted in their ability to 
manoeuvre, and provisions concerning vessels constrained 
by their draught.

The rules also include requirements for special lights for 
air-cushion vessels operating in the non-displacement mode, 
a yellow light to be exhibited above the white stemlight by 
vessels engaged in towing, special lights and day signals for 
vessels engaged in dredging or under-water operations, and 
sound signals to be given in restricted visibility.

The technical details of construction and positioniftg of 
lights and shapes have been placed in a separate Arurex.

The 1981 amendments
Adoption: 19 November 1981
Entry info force: 1 June 1983
These were adopted by the IMO Assembly and entered into 
force under the tacit acceptonce procedure on 1 June 1983. 
A number of rules are affected but perhaps the most import­
ant change concerns rule 10, which has been amended to 
enable vessels carrying out various safety operations, such 
as dredging or surveying, to carry out these functions in 
traffic separation schemes.
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The 1987 amendments
Adoption: 19 November 1987
Entry into force: 19 November 1989
The anmendments affect several rules, such as rule 1(e) - 
vessels of special construction: the amendment classifies the 
applicatioa of die Convention to such ships; Rule 3(h), which 
definbes a vessel constrained by her draught; Rule 10c) - 
crossing traffic lanes, etc.

The 1989 amendments
Adoption: 19 October 1989
Entry into force: 19 April 1989
The amendment concerns Rule-10 and is designed to stop 
unnecessary use of the inshore traffic zone.

International Convention for 
Safe Containers, 1972
Adoption: 2 December 1972
Entry into force: 6 September 1977
In view of the rapid increase in the use of freight containers 
for the consignment of goods by sea and the development of 
specialized container ships, in 1967 IMO undertook to study 
the safety of containerization in marine transport. The con­
tainer itself emerged as the most important aspect to be 
considered.

In 1972 a conference was held to consider a draft conven­
tion prepared by IMO in co-operation with the Economic 
Commission for Europe. The conference was jointly con­
vened by the United Nations and IMO.

The 1972 Craivention for Safe Containers has two goals. 
One is to maintain a high level of safety of human life in the 
transport and handling of containers by providing generally 
acceptable test procedures and related strength requirements 
which have proven adequate over the years.

The other is to facilitate the international transport of 
containers by providing uniform international safety regula­
tions, equally applicable to all modes of surface transport. In 
this way, proliferation of divergent national safety regula­
tions can be avoided.

The requirements of the Convention apply to the great 
majority of freight containers used internationally, except 
those designed specially for carriage by air. As it was not 
intended that all containers, van or reusable packing boxes 
should be affected, the scope of the Convention is limited to 
containers of a prescribed minimum size having comer fit­
tings - devices which permit handling, securing or stacking.

The Convention sets out procedures whereby containers 
used in international transport will be safety-approved by an 
Administration of a Contracting State or by an organization 
acting on its behalf.

The Administration or its authorized representative will 
authorize the manufacturer to affix to approved containers a 
safety approval plate containing the relevant technical data.

The approval, evidenced by the safety approval plate 
granted by one Contracting State, should be recognized by 

other Contracting States. This principle of reciprocal accept­
ance of safety-approved containers is the cornerstone of the 
Convention; and once approved and plated it is expected that 
containers will move in international transport with the mini­
mum of safety control formalities.

The subsequent maintenance of a safety-approved con­
tainer is the responsibility of the owner, who is required to 
have the container periodically examined.

The technical Annex to the Convention specifically re­
quires that the container be subjected-to various tests which 
represent a combination of safety requirements of both the 
inland and maritime modes of transport.

Flexibility is incorporated in the Convention by the provi­
sion of simplihed amendment procedures which make it 
possible to speedily adapt the test procedures to the require­
ments of international container traffic.

The 1981 amendments
Adoption: April 1981
Entry into force: 1 December 1981
The amendments provide transitional arrangements for plat­
ing of containers (which had to be completed by 1 January 
1985), and for die marking of the date of the container’s next 
examination by 1 January 1987.

The 1983 amendments
Adoption: June 1983
Entry into force: 1 January 1984
The amendments extend the interval between re-examin- 
ation to 30 months and permit a choice of container re-exam­
ination procedures between the original periodic examin- 
ation scheme or a new continuous examination programme.

The 1991 amendments
Adoption: 17 May 1991
Entry into force: 1 January 1993
The amendments concern Annexes I and II of the Conven- 
ticxi. They include the addition of a new Chapter V to Annex 
I concerning regulations for the approval of modified contai­
ners.

Convention on the
International Maritime Satellite 
Organization, 1976
Adoption: 3 September 1976
Entry into force: 16 July 1979
For some years maritime radiocommunications frequency 
bands have become increasingly congested. With the con­
tinuous expansion of maritime mobile communications, the 
situation will continue to deteriorate, lliis could have seri­
ous consequences for maritime communications and safety 
at sea.

The use of space technology, however, could help over­
come the problem and many others which have arisen in 
recent years. IMO has been involved in this subject since



11

1966, and in 1973 decided to convene a conference with the 
object of establishing a new maritime communications sys­
tem based on satellite technology.

The Conference first met in 1975 and held three sessions, 
at the third of which the Convention was adopted, together 
with an Operating Agreement.

The Convention defines the purposes of INMARSAT as 
being to improve maritime communications, thereby assist­
ing in improving distress and safety of life at sea communi­
cations, the efficiency and management of ships, maritime 
public correspondence services, and radiodetermination ca­
pabilities.

The Organization consists of an Assembly, Council and a 
Directorate headed by a Director-General, and the functions 
of each are defined. An Annex to the Convention outlines 
procedures for the settlement of disputes.

The Operating Agreement set an initial capital ceiling for 
the Organization of SUS 200 million. Investment shares are 
determined cm the basis of utilization of the INMARSAT 
space segment.

INMARSAT began operations in 1981 and has its head­
quarters in London.

The 1985 amendments
Adoption: 16 October 1985
Entry into force: 13 October 1989
The amendments enable INMARSAT to provide services to 
aircraft as well as ships.

The 1989 amendments
Adoption: 19 January 1989
Entry into force: One year after being accepted by 
two-thirds of Parties representing two thirds of 
the total investment share.
Status: The amendments have been ratified by 18 
countries
The amendments will enable INMARSAT to provide ser­
vices to land-based vehicles as well as ships and aircraft.

The Torremolinos
International Convention for 
the Safety of Fishing Vessels, 
1977
Adoption: 2 April 1977
Entry into force: One year after 15 States with 50 
per cent of the world’s fishing fleet of vessels of . 
24 metres in length have ratified the Convention. 
Status: The Convention has been ratified by 15 
States, (other requirements not yet met)
The Convention is the first-ever international convention on 
the safety of filling vessels, and was adopted at a conference 
held in Torremolinos, Spain.

The safety of fishing vessels has been a matter of concern 
to IMO since it came into existence, but the great differences 

in design and operation between fishing vessels and other 
types of ships had always proved a major obstacle to their 
inclusion in the Conventions on Safety of Life at Sea and 
Load Lines.

The Convention contains safety requirements for the con­
struction and equipment of new, decked, seagoing fishing 
vessels of 24 metres in length and over, including those 
vessels also processing their catch. Existing vessels are 
covered only in respect of radio requirements.

One of the most important features of the Convention is 
that it contains stability requirements for the first time in an 
international convention.

Other chapters deal with such matters as construction, 
watertight integrity and equipment; machinery and electrical 
installations and unattended machinery spaces; fire protec­
tion, detection, extinction, and fire fighting; protection of the 
crew; life-saving appliances; emergency procedures, mus­
ters and drills; ladiotelegraphy and radiotelephony; and ship- 
bome navigational equipment.

International Convention on 
Standards of Training, 
Certification and
Watchkeeping for Seafarers, 
1978
Adoption: 7 July 1978
Entry into force: 28 April 1984
The Convention is the first to establish basic requirements 
on training, certification and watchkeeping for seafarers on 
an international level.

The technical provisions of the Convention are contained 
in an Annex, which is divided into six chapters. The first 
contains general provisions and the contents of the others are 
outlined below.

1 Master-deck department: This chapter outlines basic 
principles to be observed in keeping a navigational watch.

It then lays down mandatory minimum requirements for the 
certification of masters, chief mates and officers in charge of 
navigational Watches on ships of 200 grt or more. Other 
regulations deal with mandatory minimum requirements for 
officers in charge of navigational watches and masters of 
ships of less than 200 grt and for ratings forming part of a 
navigational watch.

The chapter also includes regulations designed to ensure 
the continued proficiency and updating of knowledge for 
masters and deck officers. Further requirements are con­
tained in a number of Aiuiexes.

2.Engine Department: This chapter outlines basic princi­
ples to be observed in keeping an engineering watch. It 
includes mandatory minimum requirements for certification 
of chief and second engineer officers of ships with main 
propulsion machinery of 3000 kW or more and for ships of 
between 750 kW and 3000 kW.

Mandatory minimum requirements are also laid down for 
the certification of engineer officers in charge of a watch in
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a traditionally manned engine room, or the designated engin­
eer in a periodically unmanned engine room, and the chapter 
also establishes mandatory minimum requirements for 
ratings forming part of an engine room watch.
SJtadio Department: The first regulation in this chapter 

deals with radio watchkeeping and maintenance. The chap­
ter goes on to establish mandatory minimum requirements 
for certification of radio officers and radio operators, and 
requirements to ensure their continued proficiency and up­
dating of knowledge. Another regulation establishes man­
datory minimum requirements for certification of radiotele­
phone operators.

4.Special requirements far tankers: This chapter deals 
with additional mandatory minimum requirements for the 
training and qualification of masters, officers and ratings of 
oil tankers, chemical tankers and liquefied gas tankers.

SJProficiency in survival craft: This chapter is concerned 
with mandatory minimum requirements for the issue of 
certificates of proficiency in survival craft.

The requirements of the Convention are augmented by 23 
resolutions adopted by the Conference, many of which con­
tain more detailed provisions on the subjects covered by the 
Convention itself.

The 1991 amendments
Adoption: 22 May 1991
Entry into force: 1 December 1992
The amendments are mostly concerned with the additional 
requirements made necessary by the implementation of the 
Global Maritime Distress and Safety System (GMDSS) 
which will be phased in from 1 February 1992 to 1 February 
1999.

International Convention on 
Maritime Search and Rescue, 
1979
Adoption: 27 April 1979
Entry into force: 22 June 1985
The main purpose of the Convention is to facilitate co-oper­
ation between Goverrunents and between those participating 
in search and rescue (SAR) operations at sea by establishing 
an international SAR plan. Co-operation of this type is 
encouraged by SOLAS 1974, Parlies to which undertake ’to 
ensure that any necessary arrangements are made for coast 
watching and for the rescue of persons in distress round its 
coasts. These arrangements should include the estab­
lishment, operation and maintenance of such maritime safety 
facilities as are deemed practicable and necessary’.

The technical requirements of the SAR Convention re 
contained in an Annex. Parties to the Convention are re­
quired to ensure that arrangements are made for the provision 
of adequate SAR services in their coastal waters.

Parties are encouraged to enter into SAR agreements with 
neighbouring States involving the establishment of SAR 
regions, the pooling of facilities, establishment of common 

procedures, training and liaison visits. The Convention 
states that Parties should take measures to expedite entry into 
its territorial waters of rescue units from other Patties.

The Convention then goes on to establish preparatory 
measures which should be taken, including the establishment 
of rescue co-ordination centres and subcentres. It outlines 
operating procedures to be followed in the event of emergen­
cies or alerts and during SAR operations. This includes the 
designation of an on-scene commander and his duties.

Parties to the Convention are required to establish ship 
reporting systems, under which ships report their position to 
a coast radio station. This enables the interval between the 
loss of contact with a vessel and the initiation of search 
operations to be reduced. It also helps to permit the rapid 
determination of vessels which may be called upon to pro­
vide assistance including medical help when required.
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Marine pollution
International Convention for 
the Prevention of Pollution of 
the Sea by Oil, 1954, as 
amended in 1962,1969 and 
1971

Adoption: 12 May 1954
Entry into force: 26 July 1958
1962 amendments adopted: April 1962 
Entry into force: 18 May /28 June 1967 
1969 amendments adopted: 21 October 1969 
Entry into force: 20 January 1978
1971 (Great Barrier Reef) amendments adopted: 
12 October 1971
Entry into force:*
1971 (Tbnks) amendments adopted: 15 October 
1971
Entry into force:*
One of the earliest indications of marine pollution as a 
problem requiring international control was pollution of the 
sea by oil.

•In 1954, the International Convention for the Prevention 
of Pollution of the Sea by Oil was adopted. It has now been 
superseded by MARPOL 73/78 (see below) but is described 
here because of its historical importance.

Depositary responsibilities for this Convention were 
passed to IMO when it was established in 1959. As one of 
its first tasks, the Organization carried out a worldwide 
enquiry into the general extent of oil pollution, the availa­
bility of shore recepdon facilities and the progress of re­
search on methods of combating the increasing menace. The 
results of this survey led IMO to convene a conference in 
1962 which extended the application of the 1954 Convention 
to ships of lesser gross tonnage, and enlarged the prohibited 
zones.

The Convention prohibits the deliberate discharge of oil or 
oily mixtures from all seagoing vessels, except tankers of 
under 150 tons gross and other ships of under 500 tons gross, 
m specific areas called ’prohibited zones’. In general these 
extend at least 50 miles from all land areas, although zones 
of 100 miles and more were established in areas which 
included the Mediterranean and Adriatic Seas, the Gulf and 

Red Sea, the coasts of Australia, Madagascar and some 
others.

The Contracting Parties undertake to promote the provision 
of facilities for the reception of oil residues and oily mixtures 
without causing undue delay to ships. The Convention pres­
cribes that every ship which uses oil fuel and every tanker 
shall be provided with a book in which all the oil transfers 
and ballasting operations shall be recorded.

The oil record book may be inspected by authorities of any 
Contracting Party.

Contracting Parties have the right to inform another Con­
tracting Party when one of the latter’s ships contravenes the 
provisions of the Convention. The Government so informed 
shall investigate the matter and, if satisfied that sufficient 
evidence is available, cause proceedings to be taken. The 
reporting Government and IMO shall be given the result of 
such proceedings.

Any contravention of the provisions of the Convention 
shall be an offence punishable under the law of the ’flag’ 
State. Penalties for unlawful discharge outside that State’s 
territorial sea shall not be less than penalties which may be 
imposed for the same infringements within its territorial sea. 
The Contracting Governments agreed to report to the Organ­
ization the penalties actually imposed for each infringement.

Although the restrictions imposed by the 1954 Convention 
were very effective, the enormous growth in oil movements 
during the 1960s made it necessary to introduce more strin­
gent regulations.

1969 amendments
In October 1969, further extensive amendments to the Oil 
Pollution Convention and its Annex were approved which 
are generally based upon the principle of total prohibition of 
oil discharge and give international recognition to the "load 
on top" system.

The restrictions include:
(a) Limitation of the total quantity of oil which a tanker may 

discharge in a ballast voyage to 1/15,000 of the ship’s total 
cargo-carrying capacity:

(b) Limitatlon of the rate at which oil may be discharged to 
a maximum of 60 litres per mile travelled by the ship;

(c) Prohibition of discharge of any oil whatsoever from the 
cargo spaces of a tanker within 50 miles of the nearest land.

A new form of oil record book was also formulated to 
facilitate the task of the officials concerned with controlling 
the observance of the Convention.

*Although they never entered into force the substance of 
these amendments has been incorporated into the Interna­
tional Convention for the Prevention of Pollution from Ships, 
1973

1971 amendments
In 1971, two further amendments were approved by the IMO 
Assembly. One recognized the need to protect the Great 
Barrier Reef as an area of unique scientific importance and
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set out the precise limits of a protective zone which is 
considerably in excess of that prescribed in the Convention.

The other introduced a limitation on the size of individual 
cai^o tanks in VLCCs and was designed to limit the outflow 
of oil in the case of collision or grounding.

The implication of this oil outflow limitation varies accord­
ing to various factors, such as the arrangement of tanks, the 
fitting of double bottoms, the interposing of clean water 
ballast tanks, etc.; but in the case of normal single hull 
tankers of up to 422,000 tons dwt, with two longitudinal 
bulkheads, the capacity of a single centre tank and a wing 
tank is limited to 30,000 m^ and 15,000 m^, respectively, and 
thereafter gradually increases to 40,000 n? and 20,000 m’, 
respectively, for a tanker of one million tons dwt.

Convention on the Prevention 
of Marine Pollution by 
Dumping of Wastes and Other 
Matter, 1972
Adoption: 13 November 1972
Entry into force: 30 August 1975
The Inter-Governmental Conference on the Convention on 
the Dumping of Wastes at Sea, which met in London in 
November 1972 at the invitation of the United Kingdom, 
adopted this instrument, generally known as the London 
Dumping Convention.

The Convention came into force on 30 August 1975 and 
IMO was made responsible for the Secretariat duties related 
to it.

The Convention has a global character, and represents a 
further step towards the international control and prevention 
of marine pollution. It prohibits the dumping of certain 
hazardous materials, requires a prior special permit for the 
dumping of a number of other identified materials and a prior 
general permit for other wastes or matter.

’Dumping’ has been defined as the deliberate disposal at 
sea of wastes or other matter from vessels, aircraft, platforms 
or other man-made structures, as well as the deliberate dis­
posal of these vessels or platforms themselves.

Wastes derived from the exploration and exploitation of 
sea-bed mineral resources are, however, excluded from the 
definition. The provision of the Convention shall also not 
apply when it is necessary to secure the safety of human life 
or of vessels in cases of force majeure.

Amorig other requirements. Contracting Parties undertake 
to designate an authority to deal with permits, keep records, 
and monitor the condition of the sea.

Other articles are designed to promote regional co-oper­
ation, particularly in the fields of monitoring and scientific 
research.

Armexes list wastes which cannot be dumped and others 
for which a special dumping permit is required. The criteria 
governing the issuing of these permits are laid down in a third 
Armex which deals with the nature of the waste material, the 
characteristics of the dumping site and method of disposal.

The 1978 amendments (incineration) 
Adoption: 12 October 1978 
Entry into force: 11 March 1979
The amendments affect Armex I of the Convention and are 
concerned with the incineration of wastes and other matter 
at sea.

The 1978 amendments (disputes)
Adoption: 12 October 1978
Entry into force: 60 days after being accepted by 
two thirds of Contracting Parties.
Status: The amendments have been accepted by 
14 States
As these amendments affect the articles of the Coivention 
drey are rxX sulgect to (he tacit acceptance procedure and will 
enter into force one year after being positively accepted by 
two thirds of Contracting Parties. They introduce new pro­
cedures for the settlement of disputes.

The 1980 amendments (list of 
substances)
Adoption: 24 September 1980
Entry into force: 11 March 1981
These amendments are related to those concerned with in­
cineration and list substances which require special care 
when being incinerated.

The 1989 amendments
Adoption: 3 November 1989
Entry into force: 19 May 1990
The amendments qualify the procedures to be followed when 
issuing permits under Annex III. Before this is done, ctm- 
sideration has to be given to whether there is sufficient 
scientific information available to assess the impact of 
dumping.

The International Convention 
for the Prevention of Pollution 
from Ships, 1973, as modified 
by the Protocol of 1978 
relating thereto (MARPOL 
73/78)
This instrument is a combination of two other treaties 
adopted in 1973 and 1978 respectively. Although it is now 
one instrument it is described under two headings to show 
how it evolved.
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International Convention for 
the Prevention of Pollution 
from Ships, 1973
Adoption: 2 November 1973
Entry into force: 2 October 1983
Despite the action already taken by IMO to deal with oil 
pollution, far-reaching developments in modem industrial 
practices soon made it clear that further action, was required.

Accordingly the IMO Assembly decided in 1969 to con­
vene an international conference to prepare a suitable inter­
national agreement for placing restraints on the contamina­
tion of the sea, land and air by ships. That Convention was 
adopted in November 1973.

It covers all the technical aspects of pollution frx>m ships, 
except the disposal of waste into the sea by dumping, and 
applies to ships of all types, although it does not apply to 
pollution arising out of the exploration and exploitation of 
sea-bed mineral resources.

The Convention has two Protocols dealing respectively 
with Reports on Incidents involving Harmful Substances and 
Arbitration; and five Aimexes which contain regulations for 
the prevention of various forms of pollution:

(a) pollution by oil;
(b) pollution by noxious liquid substances carried in bulk;
(c) pollution by harmful substances carried in packages, 

portable tanks, freight containers, or road or rail tank wa­
gons, etc.;

(d) pollution by sewage from ships; and
(e) pollution by garbage from ships.
The main provisions of the 1973 Convention, sup­

plemented as appropriate by the related decisions of the 
Conference, are sununarized in the following paragraphs.

Annex I: Prevention of pollution by oil
Entry into force: 2 October 1983
The Convention maintains the oil discharge criteria pres­
cribed in the 1969 amendments to the 1954 Oil Pollution 
Convention (see above), without substantial changes, except 
that the maximum quantity of oil which is permitted to be 
discharged on a ballast voyage of new oil tankers has been 
reduced from 1/15,000 of the cargo capacity of 1/30,000 of 
the amount of cargo carried. These criteria apply equally 
both to persistent (black) and non-persistent (white) oils.

A new and important feature of the 1973 Convention is the 
concept of ’special areas" which are considered to be so 
vulnerable to pollution by oil that oil discharges within them 
have been completely prohibited, with minor and well- 
defined exceptions. The main special areas are the Mediter­
ranean Sea, the Black Sea, the Baltic Sea, the Red Sea and 
the Gulfs area.

All oil-carrying ships are required to be capable of opera­
ting the method of retaining oily wastes on board through the 
"load on top" system or for discharge to shore reception 
facilities.

This involves the fitting of appropriate equipment, includ­
ing an oil-discharge monitoring and control system, oily- 

water separating equipment and a filtering system, slop 
tanks, sludge tanks, piping and pumping arrangements.

New oil tankers (i.e. those for which the building contract 
was placed after 31 December 1975) of 70,000 tons dead­
weight and above, must be fitted with segregated ballast 
tanks large enough to provide adequate operating draught 
without the need to carry ballast water in cargo oil tanks.

Secondly, new oil tankers are required to meet certain 
subdivision and damage stability requirements so that, in any 
loading conditions, they can survive after damage by colli­
sion or stranding.

Annex 11: Control of pollution by noxious liquid 
substances
Entry into force: 6 April 1967
Annex II details the discharge criteria and measures for the 
control of pollution by noxious liquid substances carried in 
bulk.

Some 250 substances were evaluated and included in the 
list appended.to the Convention. The discharge of their 
residues is allowed only to reception facilities until certain 
concentrations and conditions (which vary with the category 
of substances) are complied with. In any case, no discharge 
of residues containing noxious substances is permitted with­
in 12 miles of the nearest land. More stringent restrictions 
apply to the Baltic and Black Sea areas.

Annex III: Prevention of pollution by harmful 
substances carried in packaged form, or in freight 
containers or portable tanks or road and rail tank 
wagons
Entry into force: 1 July 1992
This is the first of the convention’s optional annexes. States 
ratifying the Convention must accept Annexes I and 11 but 
can choose not to accept the other three. Consequently, the 
latter have all taken much longer to meet the requirements 
for entry into force.

Annex III contains general requirements for the issuing of 
detailed standards on packing, marking, labelling, documen­
tation, stowage, quantity limitations, exceptions and notifi­
cations for preventing pollution by harmful substances.

To help implement the Armex, the International Maritime 
Dangerous Goods (IMDG) Code has been amended to in­
clude marine pollutants. The amendments to the Code en­
tered into force on 1 January 1991.

Annex IV: Prevention of pollution by sewage 
Entry into rorce:12 months after being ratified by 
15 Stales whose combined fleets of merchant 
shipping constitute at least 50% of the world fleet. 
Status: The Annex has been accepted by 34 States 
whose fleets represent 37% of world tonnage 
The second of the three optional Armexes, these contain 
requirements to control pollution of the sea by sewage.

Annex V: (garbage)
Entry into force: 31 December 1988
This deals with different types of garbage and specifies the



16

distances from land and the manner in which they may be 
disposed of. The requirements are much stricter in a number 
of 'special areas* but perhaps the most important feature of 
the Annex is the complete ban imposed on the dumping into 
the sea of all forms of plastic.
Enforcement
Any violation of the Convention within the jurisdiction of 
any Party to the Convention is punishable either under the 
law of that Party or under the law of the flag State. In this 
respect, the term 'jurisdiction' in the Convention should be 
construed in the light of international law in force at the time 
the Convention is applied or interpreted.

With the exception of very small vessels, ships engaged on 
international voyages must carry on board valid international 
certificates which may be accepted at foreign ports as prima 
facie evidence that the ship complies with the requirements 
of the Convention.

If, however, there are clear grounds for believing that the 
condition of the ship or its equipment does not correspond 
substantially with the particulars of the certificate, or if the 
ship does not carry a valid certificate, the authority carrying 
out the inspection may detain the ship until it is satisfied that 
the ship can proceed to sea without presenting unreasonable 
threat of harm to the marine environment.

Under article 17, the Parties to the Convention accept the 
obligation to promote, in consultation with other interna­
tional bodies and with the assistance of UNEP, support for 
those Parties which request technical assistance for various 
purposes, such as training, the supply of equipment, research, 
and combating pollution.

The Protocol of 1978
Adoption: 17 February 1978
Entry into force: 2 October 1983
The International Conference on Tanker Safety and Pollu­
tion Prevention held from 6 to 17 February 1978, resulted in 
the adoption of a number of important measures, including 
Protocols to SOLAS 1974 and MARPOL 1973. The Con­
ference decided that the SOLAS Protocol should be a separ­
ate instrument, and should enter into force after the parent 
convention.

In the case of MARPOL, however, the Conference adopted 
a different approach. At that time the principal problems 
preventing early ratification of the MARPOL Convention 
were those associated with Annex II. The changes envisaged 
by the Conference involved mainly Annex I and it was 
therefore decided to adopt the agreed changes - and at the 
same time to allow Contracting States to defer implementa­
tion of Annex II for three years after the date of entry into 
force of the Protocol (i.e. on 2 October 1986). By then it was 
expected that the technical problems would have been 
solved.

The Protocol makes a number of changes to Annex I of the 
parent convention. Segregated ballast tanks (SBT) are re­
quired on all new tankers of 20,000 dwt and above (in the 
parent convention SBTs were only required on new tankers 
of 70,000 dwt and above). The Protocol also requires that 

SBTs be protectively located - that is, they must be positioned 
in such a way that they will help protect the cargo tanks in 
the event of a collisicxi or grounding.

Another important innovation concerned crude oil washing 
(COW), which had recently been developed by the oil indus­
try and' offered major benefits. Under COW, tanks are 
washed not with water but with crude oil - the cargo itself. 
COW is accepted as an alternative to SBTs on existing 
tankers and is an additional requirement on new tankers.

For existing crude oil tankers a third alternative was per­
missible fora period of two to fouryears after entry into force 
of MARPOL 73/78. This is called dedicated clean ballast 
tanks (CBT) and is a system whereby certain tanks are 
dedicated solely to the carriage of ballast water. This is 
cheaper than a full SBT system since it utilizes existing 
pumping and piping, but when the period of grace has 
expired other systems must be used.

Drainage and discharge arrangements were also altered in 
the Protocol, regulations for improved stripping systems 
were introduced.

Some oil tankers operate solely in specific trades between 
ports which are provided with adequate reception facilities. 
Some others do not use water as ballast. The TSPP Con­
ference recognized that such ships should not be subject to 
all MARPOL requirements and they are consequently 
exempted from the SBT, COW and CBT requirements.

It is generally recognized that the effectiveness of interna­
tional conventions depends upon the degree to which they 
are obeyed and this in turn depends largely upon the extent 
to which they are enforced. The 1978 Protocol to MARPOL 
therefore introduced stricter regulations for the survey and 
certification of ships.

This procedure in effect meant that the Protocol had ab­
sorbed the parent convention. States which ratify the Proto­
col must also give effect to the provisions of the 1973 
Convention: there is no need for a separate instrument of 
ratification for the latter. The 1973 MARPOL Convention 
and the 1978 MARPOL Protocol should therefore be read as 
one instrument, which is usually referred to as MARPOL 
73/78.

The 1984 amendments
Adoption: 7 September 1984
Entry into force; 7 January 1986
The amaidments are concerned with Annex I of the Conven­
tion and are designed to make implementation easier and 
more effective. New requirements are designed to prevent 
oily water being discharged in special areas, and other re­
quirements are strengthened. But in some cases they have 
been eased, provided that various conditions are met: some 
discharges may now be permitted below the waterline, for 
example, which helps to cut costs by reducing the need for 
extra piping.-

The 1985 (Annex II) amendments
Adoption; 5 December 1985
Entry into force: 6 April 1987
The amendments are concerned with Annex n, which deals 
with liquid noxious substances (such as chemicals). They
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take into account technological developments since the 
Annex was drafted in 1973 and are also intended to simplify 
its iny>lementation. In particular they are intended to reduce 
the need for reception facilities for chemical wastes and to 
improve cargo tank stripping efficiencies.

The amendments also make the Internationa Bulk Chemi­
cal Code mandatory. This is important because the Aimex 
itself is concerned only with discharge procedures: the Code 
contains carriage requirements. The Code itself was revised 
to take into account anti-pollution requirements and the 
result will be to make the amended Aimex more effective in 
reducing accidental pollution.

The 1985 (Protocol I) amendments 
Adoption: 5 December 1985 
Entry into force: 6 April 1987
The amendments make it an explicit requirement to report 
incidents involving discharge into the sea of harmful sub­
stances in packaged form.

The 1987 amendments
Adoption: December 1978 
Entry into force: 1 April 1989 
The amendments extended Annex I Special Area status to 
the Gulf of Aden.

1989 (March) amendments
Adoption: March 1989
Entry into force: 13 October 1990
One group of amendments affect the International Code for 
the Construction and Equipment of Ships Carrying Danger­
ous Chemicals in Bulk (IBC Code). This is mandatory under 
both MARPOL 73/78 and SOLAS and applies to ships built 
on or after 1 July 1986.

A second group concerns the Code for the Construction and 
Equipment of Ships Canying Dangerous Chemicals in Bulk 
(BCH). In both cases, the amendments include revised list 
of chemicals. The B CH Code is mandatory under MARPOL 
73/78 but is voluntary under SOLAS 1974.

The third group of amendments affect Annex II ofMAR- 
POL. The lists of chemicals in appendices II and III are 
replaced by new ones.

The October 1989 amendments
Adoption: 17 October 1989
Entry info force: 18 February 1991
The amendments make the North Sea a "special area* under 
Annex V of the convention. This greatly increases the 
protection of the sea against the dumping of garbage from 
ships.

The 1990 (HSSC) amendments
Adoption: March 1990
Entry into force:Six months after the entry into 
force of the 1988 SOLAS and Load Line Protocols 
The amendments are designed to introduce the harmonized 
system of survey and certificates (HSSC) into MARPOL 
73/78. This can be done through the tacit acceptance proce­

dure, which is not possible in the case of SOLAS and the 
Load Line Convention.

The 1990 (IBC Code) amendments
Adoption: March 1990
Entry into force: On the same date as the March 
1990 HSSC amendments.The amendments 
introduce the HSSC into the IBC Code.
The amendments introduce the HSSC into the IBC Code.

The 1990 (BCH) amendments
Adoption: March 1990
Entry into force: On the same date as the March 
199d HSSC amendments.
The amendments introduce the HSSC into the BCH Code.

The 1990 (Annexes I and V) amendments
Adoption: November 1990
Entry into force: 17 March 1992
The amendments extend Special Area Status under Aimexes 
I and V to the Antarctic.

The 1991 amendments
Adoption: 4th July 1991
Entry into force: 4 April 1993 (under tacit 
acceptance, unless rejected).
The amendments will make the Wider Caribbean a Special 
Area under Annex V.

International Convention
Relating to Intervention on the 
High Seas in Cases of Oil 
Pollution Casualties, 1969
Adoption: 29 November 1969
Entry into force: 6 May 1975
The Torrey Canyon disaster of 1967 revealed certain doubts 
with regard to the powers of States, under public interna­
tional law, in respect of incidents on the high seas. In 
particular, questions were raised as to the extent to which a 
coastal State could take measures to protect its territory from 
pollution where a casualty threatened that State with oil 
pollution, especially if the measures necessary were likely to 
affect the interests of foreign shipowners, cargo owners and 
even flag States.

The general consensus was that there was need for a new 
regime which, while recognizing the need for some State 
intervention on the high seas in cases of grave emergency, 
clearly restricted that right to protect other legitimate inter­
ests. A conference to consider such a regime was held in 
Brussels in 1969.

The Convention which resulted affirms the right of a coas­
tal State to take such measures on the high seas as may be 
necessary to prevent, mitigate or eliminate danger to its 
coastline or related interests from pollution by oil or the
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threat thereof, following upon a maritime casualty. The 
coastal State is, however, empowered to take only such 
action as is necessaiy, and after due consultations with ap­
propriate interests including, in particular, the flag State or 
States of the ship or ships involved, the owners of the ships 
or caigoes in question and, where circumstances permit, 
independent experts appointed for this purpose. A coastal 
State which takes measures beyond those permitted under 
the Convention is liable to pay compensation for any damage 
caused by siich measures. Provision is made for the settle­
ment .of disputes arising in connection with the application 
of the Ccmvention.

The Convention applies to all seagoing vessels except 
warships or other vessels owned or operated by a State and 
used on Government non-conunercial service.

The Protocol of 1973
Adoption: 2 November 1973
Entry into force: 30 March 1983
The 1969 Intervention Convention applied to casualties in­
volving pollution by oil. In view of the increasing quantity 
of odier substances, mainly chemical, carried by ships, some 
of which would, if released, cause serious hazard to the 
marine environment, the 1969 Brussels Conference recog­
nized the need to extend the Convention to cover substances 
other than oil.

. Following considerable work on this subject within the 
Legal Conunittee, draft articles for an instrument to extend 
the application of the 1969 Convention to substances other 
than oil were prepared and submitted to the 1973 London 
Conference on Marine Pollution.

The Conference adopted the Protocol relating to Interven­
tion on the High Seas in Cases of Marine Pollution by 
Substances other than Oil. This extends the regime of the 
1969 Intervention Convention to substances which are either 
listed in the Annex to the Protocol or which have charac­
teristics substantially similar to those substances. 

International Convention on
Oil Pollution Preparedness, 
Response and Co-operation, 
1990
Adoption: 30 November 1990
Entry into Force: 12 months after being accepted 
by 15 States
Status: No acceptances have been received
In June 1989, a conference of leading industrial nations in 
Paris called upon IMO to develop further measures to pre­
vent pollution from ships. This call was endorsed by the 
IMO Assembly in November of the same year and work 
began on a draft convention.

The purpose of the convention is to provide a global frame­
work for international co-operation in combating major in­
cidents or threats of marine pollution. Parties to the conven­
tion will be required to establish measures for dealing with 
pollution incidents, either nationally or in co-operation with

other countries. Ships are required to carry a shipboard oil 
pollution emergency plan, the contents of which are to be 
developed by IMO.

Ships are required to report incidents of pollution to coastal 
authorities and the convention details the actions that ate 
then to be taken. The convention calls for the establishment 
of stockpiles of oil spill combating equipment, the holding 
of oil spill combating exercise and the development of de­
tailed plans for dealing with pollution incidents. Patties to 
the convention are required to provide assistance to others in 
the event of a pollution emergency and provision is made for 
the reimbursement of any assistance provided.

The convention provides for IMO to play an important 
co-ordinating role.
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liability and compensation
International Convention on 
Civil Liability for Oil Pollution 
Damage, 1969
Adoption: 29 November 1969 
Entry into force: 19 June 1975
Another major legal issue raised by the Torrey Canyon 
incident related to the basis and extent of the ship or cargo 
owners' liability for damage suffered by States or other 
persons as a result of a marine casualty involving oil pollu­
tion.

The aim of the Civil Liability Convention is to ensure that 
adequate compensation is available to persons who suffer oil 
pollution damage resulting from maritime casualties invol­
ving oil-carrying ships.

The Convention places the liability for such damage on the 
owner of the ship from which the polluting oil escaped or 
was discharged.

Subject to a number of specific exceptions, this liability is 
strict; it is the duty of the owner to prove in each case that 
any of the exceptions should in fact operate. However, 
except where the owner has been guilty of actual fault, he 
may limit his liability in respect of any one incident to 
slightly over $US 125 for each ton of the ship’s gross tonnage, 
with a maximum liability of $US14 million*  for each inci­
dent.

The Convention requires ships covered by it to maintain 
insurance or other fmancial security in sums equivalent to 
the owner’s total liability for one incident.

The Convention applies to all seagoing vessels actually 
carrying oil in bulk as cargo, but only ships carrying more 
than 2,0CX) tons of oil are required to maintain insurance in 
respect of oil pollution damage.

This does not apply to warships or other vessels owned or 
operated by a State and used for the time being for Govern­
ment non-commercial service. The Convention, however, 
applies in respect of the liability and jurisdiction provisions, 
to ships owned by a State and used for commercial purposes. 
The only exception as regards such ships is that they are not 
required to carry insurance. Instead they must carry a certi­
ficate issued by the appropriate authority of the State of their 
registry stating that the ship’s liability under the Convention 
is covered.

The Protocol of 1976
Adoption: 9 November 1976 
Entry into force; 8 April 1981
The 1969 Civil Liability Convention used the ’Poincar6 
fianc’, based on the ’official’ value of gold, as the applicable 
unit of account. Experience has shown, however, that the 

conversion of this gold-franc into national currencies was 
becoming increasingly difficult. In view of this a Protocol 
to the Convention was adopted in 1976 which provides for 
a new unit of account, based on the Special Drawing Rights 
(SDRs) as used by the International Monetary Fund (IMF). 
However, in order to cater for those countries which are not 
members of the IMF and whose laws do not permit the use 
of the SDRs, the Protocol provides for an alternate monetary 
unit - based, as before, on gold

The Protocol of 1984
Adoption: 25 May 1984
Entry into force: 12 months after being accepted 
by 10 States, including six with tanker fleets of at 
least 1 million gross tons.
Status: 7 acceptances have been received.
While the compensation system established by the 1969 
CLC and 1971 Fund Convention had proved very useful, by 
the mid-1980s it was generally agreed that the limits of 
liability were too low to provide adequate compensation in 
the event of a major pollution incident.

Under the CLC Protocol, a ship up to 5,000 gt will be able 
to limit its liability to $US3.12 million while for ships above 
that figure the limit will increase in proportion to their 
tonnage, up to a maximum of $US62 million for ships of 
140,000 gt and above.
The 1984 Protocol provides for a new and simplified pro­

cedure for amending the liability limits in the Protocol.

International Convention on
the Establishment of an
International Fund for 
Compensation for Oil 
Pollution Damage, 1971

Adoption: 18 December 1971
Entry into force: 16 October 1978.
Although the 1969 Civil Liability Convention provided a 
useful mechanism for ensuring the payment of compensation 
for oil pollution damage, it did not deal satisfactorily with all

*The unit of account in the 1969 and 1971 Conventions is 
the PoincarS or ’gold’ franc. In the 1984 Protocols the 
Special Drawing Rights (SDRs) as defined by the Interna­
tional Monetary Fund are used. For the sake of convenience, 
the approximate dollar equivalents currently prevailing have 
been used in this Briefing. These will of course vary accord­
ing to fluctuations in the exchange rate.
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the legal, financial and other questions raised during the 
Conference.

Some States objected to the regime esublished, since it was 
based on the strict liability of the shipowner for damage 
which he could not foresee and, therefore, represented a 
dramatic departure from traditional maritime law which 
based liability on fault. On the other hand, some States felt 
that the limitation figures adopted were likely to be inadequ­
ate in cases of oil pollution damage involving large tankers. 
They therefore wanted an unlimited level of compensation 
or a very high limitation figure.

In the light of these reservations, the 1969 Brussels Con­
ference considered a compromise proposal to establish an 
international fund, to be subscribed to by the cargo interests, 
which would be available for the dual purpose of, on the one 
hand, relieving the shipowner of the burden imposed on him 
by the requirements of the new convention and, on the other 
hand, providing additional compensation to the victims of 
pollution damage in cases where compensation under the 
1969 Civil Liability Convention was either inadequate or 
unobtainable.

The Conference recommended that IMO should prepare 
such a scheme. The Legal Committee accordingly prepared 
draft articles and the Convention was adopted at a Con­
ference held in Brussels. It is supplementary to the 1969 
Civil Liability Convention.

The purposes of the Fund Convention are:
1. To provide compensation for pollution damage to the 

extent that the protection afforded by the 1969 Civil Liability 
Convention is inadequate.

2. To give relief to shipowners in respect of the additional 
financial burden imposed on them by the 1969 Civil Liability 
Convention, such relief being subject to conditions designed 
to ensure compliance with safety at sea and other conven­
tions.

3. To give effect to the related purposes set out in the 
Convention.

Under the first of its purposes, the Fund is under an obliga­
tion to pay compensation to States and persons who suffer 
pollution damage, if such persons are unable to obtain com­
pensation from the owner of the ship from which the oil 
escaped or if the compensation due from such owner is not 
sufficient to cover the damage suffered.

Under the Fund Convention, victims of oil pollution dam­
age may be compensated beyond the level of the shipowner’s 
liability. However, the Fund’s obligations are limited so that 
the total payable to victims by the shipowner and the Fund 
shall not exceed $US30 million for any one incident. In 
effect, therefore, the Fund’s maximum liability for each 
incident is limited to $US16 million.

Where, however, there is no shipowner liable or the shi­
powner liable is unable to meet his liability, the Fund will be 
required to pay the whole amount of compensation due. 
Under certain circumsUnces, the Fund’s maximum liability 
may increase to not more than $US60 million for each 
incident.

With the exception of a few cases, the Fund will be obliged 
to pay compensation to the victims of oil pollution damage 
who are unable to obtain adequate or any compensation from 
the shipowner or his guarantor under the 1969 Convention. 

The Fund’s obligations to pay compensation is confined to 
pollution damage suffered in the territories including the 
territorial sea of Contracting States. The Fund is also obliged 
to pay compensation in respect of measures taken by a 
Contracting State outside its territory.

The Fund can also provide assistance to Contracting States 
which are threatened or affected by pollution and wish to take 
measures against it. This may take the form of personnel, 
material, credit facilities or other aid.

In connection with its second main function, the Fund is 
obliged to indemnify the shipowner or his insurer for a 
portion of the shipowner’s liability under the Liability Con­
vention. This portion is equivalent to $US 100 per ton or 
SUS 8.3 million, whichever is the lesser.

The Fund is not obliged to indemnify the owner if damage 
is caused by his wilful misconduct or if the accident was 
caused even partially because the ship did not comply with 
certain conventions.

The Convention contains provisions on the procedure for 
claims, rights and obligations, and jurisdiction.

Contributions to the Fund should be made by all persons 
who receive oil by sea in Contracting States. The Fund’s 
Organization consists of an Assembly of States, a Secretariat 
headed by a director appointed by the Assembly; and an 
Executive Committee.

The Protocol of 1976
Adoption: 19 November 1976
Entry into force: 90 days after being accepted by 
8 which have received a total of 750 million tons 
of contributing oil during the previous calendar 
year.
Status: 19 acceptances have been received 
(representing about 75 per cent of the total 
contributing oil required)
The 1971 Fund Convention applied the same unit of account 
as the 1969 Civil Liability Convention, i.e. the ’Poincard 
franc’. For similar reasons the Protocol provides for a unit 
of account, based on the Special Drawing Right (SDR) as 
used by the International Monetary Fund (IMF).

The Protocol of 1984
Adoption: 25 May 1984
Entry into force: 12 months after being accepted 
by at least 8 States whose combined total of 
contributing oil amounted to at least 600 million 
tons during the previous calendar year 
Status: 2 acceptances have been received
The Protocol is primarily intended to raise the limits of 
liability contained in the convention and thereby enable 
greater compensation to be paid tc victims of oil pollution 
incidents.

The basic coverage (including that under the CLC) will be 
limited to a maximum of SUS 140 million. B ut when the total 
quantities of contributing oil received in three Contracting 
States equals 600 million tons or more, the limit of compen­
sation will be increased to a maximum of $US208 million.
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A new and simplified procedure for raising the liability 
limits is also included.

Convention relating to Civil 
Liability in the Field of 
Maritime Carriage of Nuclear 
Materials, 1971

Adoption: 17 December 1971 
Entry into force: 15 July 1975 
In 1971 IMO, in association with the International Atomic 
Energy Agency (IAEA) and the European Nuclear Energy 
Agency of the Organization for Economic Co-operation and 
Development (OECD), convened a Conference which 
adopted a Convention to regulate liability in respect of 
damage arising from the maritime carriage of nuclear sub­
stances.

The purpose of this Convention is to resolve difficulties and 
ccmflicts which arise from the simultaneous application to 
nuclear damage of certain maritime conventions dealing 
with shipowners* liability, as well as other conventions 
which placed liability arising from nuclear incidents on the 
operators of the nuclear installations from which or to which 
the material in question was being transported.

The 1971 Convention provides that a person otherwise 
liable for damage caused in a nuclear incident shall be 
exonerated for liability if the operator of the nuclear instal­
lation is also liable for such damage by virtue of the Paris , 
Convention of 29 July 1960 on Third Party Liability in the 
Reid of Nuclear Energy; or the Vienna Convention of 21 
May 1963 on Civil Liability for Nuclear Damage; ornational 
law which is similar in the scope of protection given to the 
persons who suffer damage.

Athens Convention relating to 
the Carriage of Passengers 
and their Luggage by Sea, 
1974
Adoption: 13 December 1974
Entry into force: 28 April 1987
A Conference, convened in Athens in 1974, adopted the 
Athens Convention relating to the Carriage of Passengers 
and their Luggage by Sea, 1974.

The Convention is designed to consolidate and harmonize 
two earlier Brussels conventions dealing with passengers 
and luggage and adopted in 1961 and 1967 respectively.

The Conventirm establishes a regime of liability for dam­
age suffered by passengers carried on a seagoing vessel. It 
declares a carrier liable for damage or loss suffered by a 
passenger if the incident causing the damage occurred in the 
course of the carriage and was due to the fault or neglect of 
the carrier.

However, unless the carrier acted with intent to cause such 

damage, or recklessly and with knowledge that such damage 
would probably result, he can limit his liability. For the death 
of, or personal injury to, a passenger, this limit of liability is 
set at $USS5,000 per carriage.

As far as loss of or damage to luggage is concerned, the 
carrier’s limit of liability varies, depending on whether the 
loss or damage occurred in respect of cabin luggage, of a 
vehicle and/or luggage carried in or on it, or in respect of 
other luggage.

Protocol to the Athens Convention 
relating to the Carriage of Passengers 
and their Luggage by Sea, 1974 
Adoption: 19 November 1976 
Entry into force: 30 April 1989
The Athens Convention also used the ’Poincar6 franc’, based 
on the ’official’ value of gold, as the applicable unit of 
account.

A Protocol to the Convention, with the same provisions as 
in the Protocols to the 1971 Fund Convention and the 1969 
Liability Convention, was accordingly adopted in November 
1976.

The 1990 Protocol
Adoption: 30 March 1990
Entry into force: 90 days after being accepted by 
10 States
Status: No acceptances have been received.
The main aim of the Protocol is to raise the amount of 
compensation available in the event of deaths or injury at 
around US$225,000. Other limits are US$2322 for loss of 
or damage to cabin luggage and US$12,900 for loss of or 
damage to vehicles.

The Protocol also makes provision for the "tacit accept­
ance* procedure to be used to amend the limitation amounts 
in the future.

Convention on Limitation of
Liability for Maritime Claims, 
1976
Adoption: 19 November 1976
Entry into force: 1 December 1986
The Convention replaces the International Conventic® Re­
lating to the Limitation of the Liability of Owners of Sea­
going Ships, which was signed in Brussels in 1957, and came 
into force in 1968.

Under the 1976 Convention, the limit of liability for claims 
covered is raised considerably, in some cases up to 250-300 
per cent. Limits are specified for two types of claims - claims 
for loss of life or personal injury, and property claims (such 
as damage to other ships, property or harbour works).

With regard to personal claims, liability for ships not ex­
ceeding 500 tons is limited to 330,000 units of account 
(equivalent to $US400,000). For larger vessels the follow-



22

ing additional amounts (given here in dollar equivalents) will 
be used in calculating claims;

• For each ton from 501 to 3,000 tons, $US600 (ap­
prox.)

• For each ton from 3,001 to 30,000 tons, $US400
• For each ton from 30,001 to 70,000 tons, $US300
• For each ton in excess of 70,000 tons, $US200

For other claims, the limit of liability is fixed at $US 
200,000 for ships not Exceeding 500 tons. For latter ships 
the additional amounts will be:

• For each ton from 501 to 30,000 tons, $US200
• For each ton from 30,(X)l to 70,000 tons, $US150
• For each ton in excess of 70,000 tons, SUS 100

In the Convention, the limitation amounts are expressed in 
terms of units of account. These are equivalent in value to 
the Special Drawing Rights (SDRs) as defined by the Inter­
national Monetary Fund (IMF), although States which are 
not members of the IMF and whose law does not allow the 
use of SDRs may continue to use the old gold franc (now 
referred to as ’monetary unit’ in the Convention).

The Convention provides for a virtually unbreakable sys­
tem of limiting liability. It declares that a person will not be 
able to limit liability only if ’it is proved that the loss resulted 
from his personal act or omission, committed with the intent 
to cause such a loss, or recklessly and with knowledge that 
such loss would probably result’.
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Other subjects
Convention on Facilitation of 
International Maritime Traffic, 
1965

Adoption: 9 April 1965
Entry into force: 5 March 1967
Since the turn of die century the requirements of statisticians 
and the ever-increasing sophistication of the shipping indus­
try itself have led to an increase in the number of national 
authorities taking an interest in the call of ships and personnel 
at ports.

In the last few decades, the lack of internationally stand­
ardized documentation procedures has imposed a heavy and 
increasing burden upon the industry’s personnel, both ship- 
bome and ashore and caused considerable delays. To deal 
with these problems, IMO began work on these problems 
soon after its inception and in 1965 the Convention on 
Facilitation of International Maritime Traffic was adopted.

The Convention’s main objectives are to prevent unnecess­
ary delays in maritime traffic, to aid co-operation between 
Governments, and to secure the highest practicable degree 
of uniformity in formalities and other procedures.

The Annex to the Convention contains provisions relating 
to the arrival, stay and departure of ships and persons, health 
and quarantine, and sanitary measures for plants and ani­
mals.

These provisions are divided into Standards and Recom­
mended Practices, and the documents which should be re­
quired by Governments are listed.

The 1973 amendments
Adoption: November 1973 
Entry into force: 2 June 1984
Amendments to the Annex were adopted in 1969 and 1977 
and entered into force in 1977 and 1984 respectively. How­
ever, major improvements to the Convention were rendered 
virtually impossible by the cumbersome amendment proce­
dure which required the positive acceptance of more than 50 
per cent of Contracting Parties.The 1973 amendments intro­
duced the ’tacit acceptance’ procedure included in many 
other IMO conventions.

The 1986 amendments
Adoption: 7 March 1986
Entry into force: 1 October 1986
The new ’tacit acceptance’ procedure made it possible to 
update the Convention speedily and the 1986 amendments 
were designed primarily to reduce ’red tape’ and in particular 
to enable automatic data processing techniques to be used in 
shipping documentation.

The 1987 amendments
Adoption: September 1987
Entry into force: 1 January 1989
The amendments simplify the documentation required by 
ships including crew lists, and also facilitate the movement 
of ships engaged in disaster relief work and similar activities.

The May 1990 amendments
Adoption: May 1990
Entry into force: 1 September 1991
The amendments revise several recommended practices and 
add others dealing with drug trafficking and the problems of 
the disabled and elderiy. They encourage the establishment 
of national facilitation Committees and also cover stowa­
ways and traffic flow arrangements.

International Convention on 
Tonnage Measurement of 
Ships, 1969

Adoption: 23 June 1969
Entry into force: 18 July 1982
The Convention, which was adopted by IMO in 1969, is the 
first successful attempt to introduce a universal tonnage 
measurement system.

Previously, various systems were used to calculate the 
tonnage of merchant ships. Although all went back to the 
method devised by George Moorsom of the British Board of 
Trade in 1854, there were considerable differences between 
them and it was recognized that there was a great need for 
one single international system.

The 1969 Tonnage Measurement Convention provides for 
gross and het tonnages, both of which are calculated inde­
pendently. The gross tonnage is a function of the moulded 
volume of ail enclosed spaces of the ship. The net tormage 
is produced by a formula which is a function of the moulded 
volume of all cargo spaces of the ship. The net tonnage shall 
not be taken as less than 30 per cent of the gross tonnage.

The entry into force of the Convention was expected to 
result in the eventual elimination of the shelter-deck type 
vessel. There is only one net tonnage and its change .is 
allowed only once a year. It applies to new ships in general 
from the date of entry into force of the Convention. New 
ships ate defined as those whose keels have been laid or 
which are at a similar stage of construction on or after the 
date of entry into force.

Existing ships, if not converted, were enabled to retain their 
existing tonnage for 12 years after entry into force. This is 
intended to ensure that ships are given reasonable safeguards 
in the interests of the economic welfare of the shipping
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industiy. On the other hand a ship may be assigned the new 
tonnage if the owner so wishes.

As far as possible, the Convention was drafted to ensure 
that gross and net tcxinages calculated under the new system 
did not differ too greatly from those calculated under existing 
methods.

Convention for the
Suppression of Unlawful Acts 
Against the Safety of Maritime 
Navigation, 1988
Adoption: 10 March 1988
Entry into force: 1 March 1992
The main purpose of the convention is to ensure that appro­
priate action is taken against persons committing unlawful 
acts against ships. These include the seizure of ships by 
force; acts of violence against persons on board ships; and 
the placing of devices on board a ship which are likely to 
destroy or damage it.

The convention obliges Contracting Governments either to 
extradite or prosecute alleged offenders.

Protocol for the Suppression of Unlawful 
Acts Against the Safety of Fixed 
Platforms Located on the Continental
Shelf, 1988
Adoption: 10 March 1988
Entry into force: 1 March 1992
The Protocol extends the requirements of the Convention to 
fixed platforms such as those engaged in the exploitation of 
offshore oil and gas.

International Convention on
Salvage, 1989
Adoption: 28 April 1989
Entry into force: 1 year after being accepted by IS 
States
Status: 2 acceptances have been received
The convention is intended to replace an instrument adopted 
in Brussels in 1910. This Convention incorporates the "no 
cure, IK) pay" principle which has been in existence for many 
years and is the basis of most salvage operations today.

However, it does not take compensation into account. The 
new convention seeks to remedy this by making provisions 
for "special compensation" to be paid to salvers when there 
is a threat to the environment.

This will consist of the salvor’s expenses plus 30% if 
environmental damage is minimized or prevented, but this 
can be increased to 100% in certain circumstances.
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