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The World Shipping Council (WSC) is a non-profit trade association that represents the liner 
shipping industry, which is comprised of operators of containerships and roll-on/roll-off (ro-ro) 
vessels (including vehicle carriers).  Together, WSC’s members operate approximately 90% of the 
world’s liner vessel services including more than 5,000 ocean-going vessels of which 
approximately 1,500 vessels make more than 27,000 calls at ports in the United States each year.1  

The WSC is a strong supporter of green energy and regards wind energy as a vital input for 
low and no carbon fuels for ocean going cargo vessels to reduce and ultimately eliminate 
greenhouse gas emissions.  However, this must be done in a safe and secure way that ensures 
navigational safety for all vessels.  Navigational safety measures not only protect against 
environmental disasters and protect the safety of life at sea, but also play a vital role in ensuring 
that wind energy initiatives can safely coexist with traditional marine traffic. 

Regarding the development of Wind Energy Areas, the World Shipping Council worked closely 
with the U.S. Coast Guard to develop its Marine Planning Guidelines (MPG) to ensure sufficient 
buffer zones are included to provide for the safety of navigation of large ocean-going vessels as 
well as the safety of the marine environment.2 

WSC files these comments with the Bureau of Energy Ocean Management (BOEM) in 
response to its request for public comments on Next Steps for Offshore Wind Energy in Gulf of 
Mexico, Docket Number BOEM-2022-0036.   

  

 
1  A full description of the Council and a list of its members are available at www.worldshipping.org.    
2 Commandant Instruction 16003.2B - MARINE PLANNING TO OPERATE AND MAINTAIN THE MARINE TRANSPORTATION 
SYSTEM (MTS) AND IMPLEMENT NATIONAL POLICY, COMDTINST 16003.2B (defense.gov) 

http://www.worldshipping.org/
https://media.defense.gov/2019/Jul/10/2002155400/-1/-1/0/CI_16003_2B.PDF
https://media.defense.gov/2019/Jul/10/2002155400/-1/-1/0/CI_16003_2B.PDF


Page | 3  
 

Navigation Safety and Environmental Protection Require Buffer Zones Around Vessel 
Traffic Separation Schemes, Navigational Safety Corridors, and Safety Fairways.  

 
WSC appreciates the opportunity to comment on the “Next Steps for Offshore Wind Energy 

in Gulf of Mexico,” Docket Number BOEM-2022-0036.  As the representative for 90% of the 
world’s liner shipping industry, WSC is a supporter of green energy and regards wind energy as a 
vital input for low and no carbon fuels for ocean going cargo vessels to reduce and ultimately 
eliminate greenhouse gas emissions.  However, we stress that navigational safety must be the 
top priority when siting wind turbines.   

If a large ocean-going vessel calling on a port in the Gulf of Mexico (GOM) suffered a casualty 
and collided with another vessel or a wind turbine, that would not only potentially cause a 
substantial threat to the safety of life and environmental damage, but the vessel and emergency 
response/clean-up effort could also severely restrict or block nearby shipping lanes.  These 
impacts would quickly exceed the marginal economic benefit of not complying with the U.S. Coast 
Guard’s MPG and other regulations.  

The U.S. Coast Guard’s MPG, in Appendix E3, sets forth “Recommended Navigational Safe 
Distances” to assist offshore developers and marine planners with their evaluation of the 
navigational impacts of any projects that contain multiple permanent fixed structures.  The MPG 
considers the sea space necessary for ships to maneuver safely and discusses other factors to be 
considered when determining appropriate separation distances for the siting of offshore 
structures near shipping routes and other multiple use areas.  In particular, the MPG refers to 
traffic separation schemes and navigational safety corridors.  

Additionally, in the GOM, the U.S. Coast Guard has published regulations implementing 
“safety fairways” which create safe shipping routes that must be kept clear of oil rigs and related 
appurtenances (See 33 CFR 166.200).  Figure 1 shows the placement of existing safety fairways. 

 

 
3 Commandant Instruction 16003.2B - MARINE PLANNING TO OPERATE AND MAINTAIN THE MARINE TRANSPORTATION 
SYSTEM (MTS) AND IMPLEMENT NATIONAL POLICY, COMDTINST 16003.2B (defense.gov). 

https://www.ecfr.gov/current/title-33/chapter-I/subchapter-P/part-166/subpart-B
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Figure 1, Chart #11330 showing where existing U.S. Coast Guard Safety Corridors and Traffic Separation Schemes 
exists near GOM WEA Option I and M. Chart is available on NOAA website: Chart Locator (noaa.gov) 

The need for Option I and M to ensure the safety fairways have proper buffer zones is 
exacerbated by the high concentration of oil rigs found in the GOM.  The purpose behind safe 
shipping fairway regulation is even more prevalent when discussing the placement of multiple 
closely placed wind turbines.  The addition of turbines being placed in close proximity to large 
numbers of existing oil rigs reduces the already limited distances for a vessel to maneuver and 
avoid an allision – especially during an emergency.   

   

 
Figure 2, Existing Oil Rigs in the Vicinity of GOM Option I and M. Graphic taken from BOEM website:  Data 

Center - Platforms (arcgis.com) 

https://www.charts.noaa.gov/InteractiveCatalog/nrnc.shtml
https://bobson.maps.arcgis.com/apps/webappviewer/index.html?id=9c82bd4a9ef541f0bf32dfa107173c21
https://bobson.maps.arcgis.com/apps/webappviewer/index.html?id=9c82bd4a9ef541f0bf32dfa107173c21
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Portions of lease blocks Options I and M are sited within 2 nautical miles of the edges of 
multiple safety fairways, which may not provide enough buffer space should an emergency occur.  
The yellow and orange lines show where 250 to over 1,000 vessels transit through the safety 
fairways every year.  The red lines that outline the proposed WEAs show where the safety 
corridor is less than 2 nautical miles from the edge of the proposed lease block. 

 

 
Figure 3, GOM Option I and M proximity to USCG established safety corridors. Graphic taken from 

OROWind charting website:  OROWindMap Data Portal - Marine Planner (westcoastoceans.org) 

 
Due to the very high amount of vessel traffic transiting the established safety fairways they 

should be treated as traditional shipping routes under the MPG and have Navigational Safety 
Corridors (NSC) established around them.  NSCs identify the amount of area necessary for vessels 
to safely transit along a route under all situations.  NSCs should be developed for the largest 
vessels under the worst conditions to ensure that there is adequate space to maneuver.  They 
account for the three following variables: cross-track error, the closet point of approach (CPA), 
and traffic density.  

Cross-track error is the difference between the intended and actual track.  The MPG lists 
factors that affect the cross-track error as:  
- Environmental Forces include wind, currents and sea state, and are the primary cause of cross 

track error.  

https://offshorewind.westcoastoceans.org/visualize/#x=-94.27&y=28.98&z=9.818302388860358&logo=true&controls=true&dls%5B%5D=true&dls%5B%5D=0.5&dls%5B%5D=283&dls%5B%5D=true&dls%5B%5D=0.5&dls%5B%5D=530&basemap=ocean&themes%5Bids%5D%5B%5D=5&tab=data&legends=false&layers=true
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- Wind forces can set the tug and barge in the downwind direction.  The impacts of the wind 
will vary according to the size and shape of the barge being towed and whether it is loaded 
or empty.  An empty barge will ride higher in the water and be more affected by wind.  

- Currents, particularly cross currents, can significantly affect the maneuverability of the vessel 
and space required to navigate safely.  

- Sea state, including size and direction of waves, can cause vessels to pitch, heave and roll. 
Yawing motions could result in the vessel drifting off course.  Following seas can impact the 
ability of the vessel to steer a steady course.  

- Tugs towing barges in heavy weather may be unable to make headway.  In these cases, tugs 
may elect to steer into the wind or waves to hold their current position until conditions 
improve.  

Calculation of CPA is a collision avoidance measure all vessel masters must take into 
consideration when navigating, and it applies to all vessels (cargo vessels, tanker vessels, tug and 
tow, passenger vessels, etc.) meeting in the same area.  It also applies to a vessel passing a 
stationary object such as a wind turbine.  The MPG states that, “Under ideal conditions with low 
sea states, good visibility and good communications between vessels to arrange a passing 
agreement, a CPA of ½ to 1 NM may be acceptable.  Under less ideal weather and sea conditions, 
a CPA of 2 NM or more may be necessary to account for prevailing conditions.  By increasing 
the planned CPA, the chance of a collision or allision will be decreased.”  

The MPG evaluates the density of traffic factors by considering, “…the amount of traffic along 
a route [which] dictates the likelihood of vessels sharing sea space in meeting, overtaking or 
crossing situations.  With good communications and early actions, vessels can decide to limit the 
number of vessels alongside one another.  However, there will be times when multiple vessels 
converge on the same location and additional sea space is necessary to maneuver safely and 
maintain appropriate CPAs for all vessels.  The longer the route is constrained, the more likely 
multiple vessels will meet along a route.  Crossing traffic such as fishing vessels or service vessels 
transiting to/from offshore installations will further complicate vessel interactions.  At a 
minimum, a route should be designed to accommodate three vessels passing abreast of each 
other, a situation which occurs regularly during normal operations.  In addition, when towing 
in the vicinity of faster, deeper draft vessels, tugboats will attempt to stay clear of deep draft 
vessels by navigating along the edge of an established navigation lane, Traffic Separation Scheme, 
or other navigation corridor.  Therefore, additional sea room may be required at the entrances 
to harbors, or in other areas traversed by deep draft vessels.”  

Practically speaking, buffer zones must be wide enough to allow a vessel experiencing an 
emergency to get out of the flow of vessel traffic and avoid colliding with transiting ships or wind 
turbine generators located adjacent to the NSC.  The ever-increasing size and limited 
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maneuverability of oceangoing commercial ships inform how wide buffer zones need to be.  For 
example, containerships and roll-on/roll-off ships that call at U.S. ports often range from 800 feet 
to well over 1,000 feet long, displace more than 100,000 tons, have a turning radius of more than 
1 nautical mile, and require more than 2 nautical miles to come to a complete stop.  When 
anchoring, such vessels may need to release up to a half-mile of anchor chain around which the 
1000-foot-long ship will swing in a circle.  Since an anchored vessel’s “swing circle” could easily 
exceed 1 nautical mile, buffer zones must be wide enough to swing in a full circle without colliding 
with passing ship traffic in the safety corridor or with fixed wind turbine structures located next 
to the buffer zone.   

The MPG states that NSCs should be developed to take worst case scenarios into account. 
This means that the Options M and I should be developed to take into account poor weather 
conditions, accommodating three vessels abreast of one another with a minimum of 2 nautical 
miles between each vessel (CPA), and another 2 nautical miles from any wind turbines that may 
be on the outer edges of the NSC.  This results in the NSC being eight nautical miles across, four 
miles on either side of the center line of the safety fairway.  As such Options I and M should be 
contracted to meet these measurements. 

WSC would like to emphasize the U.S. Coast Guards guidance should be considered the 
minimum safe distance for emergency maneuvering.  The United Kingdom’s Maritime and Coast 
Guard Agency (UK MCA), which has extensive experience planning and regulating offshore wind 
energy areas and nearby commercial shipping, published an updated Marine Guidance Note 
(MGN) #654 on 28 April 2021 that contains recommendations on the minimum widths of buffer 
zones between shipping lanes and wind energy areas.  The UK MCA finds, in Annex 2 (page 24) 
of MGN 654, that to be “broadly acceptable” in terms of risk tolerability, the distance of the wind 
turbine boundary to the edge of the shipping route should be greater than 3.5 nautical miles.4   
 

Conclusion  
 

WSC appreciates the opportunity to comment on the proposed GOM WEAs Option I and M.  
We encourage BOEM to follow the U.S. Coast Guard’s existing regulations and the MPG to 
facilitate the safety of commercial vessels carrying America’s waterborne commerce and prevent 
significant environmental and economic damage that would result from a commercial ship 
collision with another vessel or a fixed wind turbine transiting the GOM or entering/exiting the 
ports found within it.  

 
# # # 

 
4 MGN 654 (M+F) Offshore Renewable Energy Installations (OREI) safety response - GOV.UK (www.gov.uk) 

https://www.gov.uk/government/publications/mgn-654-mf-offshore-renewable-energy-installations-orei-safety-response

