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ABREVIATIONS 

AIS - Automatic Identification System 

ARCC - Aeronautical Rescue Coordination Centre 

COMSAR - Radio Communication, Search, and Rescue Sub-Committee (IMO) 

COLREG - Collision Regulations 

DSC - Digital Selective Calling 

EMSA – European Maritime Safety Agency  

EU – European Union 

IAMSAR Manual - International Aeronautical and Maritime Search and Rescue Manual 

IMO – International Maritime Organization 

ITU – International Telecommunication Union 

ISPS – International Ship and Port facility Security Code 

IMM - International Maritime Mobile 

MARPOL – Maritime Pollution Convention: IMO Instrument 

MAS - Maritime Assistance Service 

MRCC - Maritime Rescue Coordination Centre 

MSI - Maritime Safety Information 

GMDSS - Global Maritime Distress and Safety System 

HELCOM - Helsinki Commission 

SSAS – Shipping Security Alerting System 

SOLAS – Safety of Life at Sea Convention 

SSN – SafeSeaNet  - shipping related information exchange system 

UN – United Nations 

VDR – Voyage data recorder 

VTS – Vessel Traffic System 

WCO – World Customs Organization 
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Introduction 

Member states of the European Union have to take responsibility for ensuring shipping safety 

in their waters of jurisdiction as well as common EU waters by paying special attention to 

adapting national legislation according to EU directives and international legislation. 

Each country has to follow the development of EU legislation and laws and regulations of 

international maritime organizations, and to respond to changes by implementing the latest 

shipping regulations as well as ensuring execution of such legislation at all operational levels. 

Therefore, state national legislation has to be adapted to EU and international laws and 

regulations. 

Objectives 

Safety and security in shipping is controlled by international, EU and national legislation, 

which create an extra level of complexity in managing the development of regulations, their 

implementation by transport operators and their enforcement by appropriate authorities. 

Therefore, clarifying the responsibilities and required capabilities of all participants as well 

as a practical implementation of applicable legislation is important in order to manage 

efficiently required shipping security and safety improvements.  

 

This study provides an overview of the International and Latvian national legislation; it 

examines current practices highlighting strengths and weaknesses of the existing legislation 

and suggests key improvement areas. 

Specific areas addressed include: 

1) Evaluation of the status of sea territories and their characteristics according to 

international and Latvian jurisdiction; 

2) Development of capabilities at national level in the Republic of Latvia to enforce 

international shipping safety laws; 

3) Review state national shipping safety legislation compliance with international laws 

and regulations based on practices adopted by the Republic of Latvia. 

 

EU institutions such as EMSA and ESPO as well as the Maritime Administration of Latvia 

and Latvian Coast Guard Service, whose main duty is to ensure a shipping safety services, 

are referenced in the study.  
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Key areas:  

• Marine Accident Investigation 

• Security of people at sea 

• Protection of the sea environment 

• Shipping Security and Safety 

• Maritime assistance organization 

 

Stakeholders 

The research is based on public information and international and national laws and 

regulations, which are substantial. This implicitly confirms an assumption that maritime 

related events are in the focus of attention of the international community.  

The main target stakeholders of the study are: 

• Policy makers interested in rationalization or harmonization of regulatory 

requirements and interactions between   regulation enforcement by competent 

authorities; 

• Ship and  Port operators  who wish to check regulatory issues; 

• Authorities related to  shipping control; 

• Ships.  

 

The main objectives and goals 

The main objectives of this study are: 

• Clarify the interaction of the international and Latvian national maritime legislations; 

• Explain the classification of the sea territories; 

• Analyze the key goals and activities of national maritime authorities in the context of 

maritime security; 

• Provide practical examples of state control over shipping safety in the territorial 

waters of Latvia, including harbours. 
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1. Interaction of the international and national legislation related to the shipping safety 

 

Shipping safety and security are prescribed by the international regulations. Individual states 

must ensure compliance of their national legislation with international laws and regulations. 

However, none of the international maritime organizations have specified coastal state 

shipping jurisdiction and no organization has defined coast state responsibilities for 

controlling international shipping safety legislation in a state’s jurisdiction.  

Responsibilities are partly defined in several United Nations Organization (UN) conventions. 

One of them is UN 1982 Convention on Law of the Sea1, where Article 21 part 1 defines 

coastal state’s rights of applying national legislation towards innocent passage principle in its 

territorial waters and foresees that the coastal state’s legislation can affect shipping safety and 

vessel traffic management in the waters of state’s jurisdiction.  

 

Approach 

Coastal States are responsible for the implementation of international shipping legislation: 

• Article 21 of the Convention of Sea, 1982, endorses the right of Coastal States to 

apply  national legislation in their waters in order to control safety and security; 

• Article 39 of the Convention mandates ships to take into account national regulations.  

 

To safeguard safety and security of shipping in the territorial waters, each coastal state takes 

measures aimed at: 

• ensuring that each single ship sailing into territorial waters, has onboard well trained 

crew and the required equipment especially for safety, navigation and communication 

purposes; 

• providing the proper and adequate support for the international shipping, including 

navigational infrastructure and facilities for information support; 

• be on high level of readiness to act on each single request for assistance from a ship 

or person. 

 

To support the above tasks, the maritime nations create and maintain all the necessary 

practical and legislative measures, including practical and legislative instruments. 

State jurisdiction regarding the territorial sea, exclusive economic zone or sea resources, 

which are beyond the national jurisdiction, sea straits, protection of natural resources, 
                                                 
1 UN 1982 Convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/?cat=109 



© SKEMA                                                    Page| 9 of 70                                                                   29/06/2009 

 

environmental protection, dispute resolution between states are the themes in the 

aforementioned Convention of Sea. Very important is to note that national legislation has to 

comply with the Convention and “… other international laws and regulations”. Therefore, 

incorporating the requirements of the mentioned Convention into the national legislation, 

coastal states have gained the right to demand ships in the waters of jurisdiction to comply 

with the national legislation and at the same time to comply with international laws. 

 

The main international laws and regulations regarding the shipping safety are2:  

• 1972 Convention on International Regulations for Preventing Collisions at Sea 

(COLREG), law in force in Latvia since 20.05.1992; 

• 1974 International Convention for the Safety of Life at Sea (SOLAS) and its 1988 

protocol, law in force in Latvia since 20.08.1992; 

• 1966 International Convention on Load Lines and its 1988 protocol, law in force in 

Latvia since 03.02.2000; 

• 1973. International Convention for the Prevention of Pollution from ships and 1978 

protocol (MARPOL), law in force in Latvia since 20.08.1992; 

• 1992 Baltic Marine Environment Protection convention (Helsinki convention), law in 

force in Latvia since 22.10.2002; 

• 1969 International convention on Ship tonnage measurement (Tonnage convention), 

law in force in Latvia since 20.08.1992; 

• 1978 International Convention on Standards of training, certification and watch 

keeping for seafarers (STCW), law in force in Latvia since 17.01.2000; 

• 1976 Merchant shipping minimum standard convention, law in force in Latvia since 

11.05.1999 

 

The United Nations Convention on the Law of the Sea (UNCLOS), also called the Law of the 

Sea is the international agreement on the rights and responsibilities of nations in their use of 

the world's oceans, establishing guidelines for businesses, the environment, and management 

of marine natural resources.  

Important in these aspects are requirements of the Convention, which gives permission for 

coastal states to regulate vessels traffic intensity and set traffic restrictions by national 

                                                 
2 Latvian Maritime Administration webpage, http://www. lja.lv  
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legislation. Such shipping corridors and vessel traffic schemes must comply with 

international regulations, including interstate agreements3.  

Ships must comply with all restrictions even if their flag state has not accepted these 

international regulations because the Article 39 (2) of the UN Convention on Law of the Sea 

1982, indicates that practical shipping within existing restrictions must comply with the 

“general international principles, procedures and practices regarding a safe shipping…”4 As 

an example of the application of such restrictions could be issued in “Notices to Mariners”, 

published by the Maritime Administration of Latvia, which regulates shipping in the waters 

of jurisdiction of the Republic of Latvia, including part of the Baltic Sea, the Riga Bay and 

ports. 

Latvia’s legislation regarding shipping safety is quite recent, mostly developed during last ten 

years. These developments constituted intensive work to adjust the national legislation 

accordingly to the international and mostly EU legislation. Analyzing these regulations, 

everyone can see that most of the laws regarding shipping safety are produced according to 

the requirements of UN Convention on Law of the Sea, 1982. The International regulations 

are also incorporated into the “Sea Code” 5 and “The Maritime authority and sea safety law”6 

of Republic of Latvia, published according to the UN 1982 Convention on Law of the Sea. It 

is clearly showing that Latvia has incorporated or adapted all the related international 

regulations into the national legislation, ensuring also compliance with numerous EU 

requirements: 

• Commitments to European Union as stated in “Czech Republic, Estonia, Cyprus, 

Republic of Latvia, Lithuania, Hungary, Malta, Poland, Slovenia and Slovakia joining 

requirements and adjustment agreements”  which is based on the EU Article 6 part 2 

and European Commission letter of 10.06.2003 “New member country joining 

convention and agreements” (annex II: “International agreement, convention and 

protocols which new member countries must confirm according to Acceptance Act 

article 6, part two leading list Nr.3). 

• Commitment to other international organizations including the United Nations 

Organization (UN) and International Maritime Organization (IMO). 

                                                 
3 The same (E.B.), Article 41, part 3. 
4 UN 1982 Convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/  
5 Sea Code: Republic of Latvia Law, accepted 29.05.2003, published Latvijas V� stnesis, nr. 91 (2856), 18.06.2003, [in force 

since 01.08.2003.], with adjustments. 
6 Maritime authority and sea safety law: republic of Latvia Law, accepted 31.10.2002,[in force since 03.12.2002.], published 

Latvijas V� stnesis, nr. 168 (2743), 19.11.2002., with adjustments. 



© SKEMA                                                    Page| 11 of 70                                                                   29/06/2009 

 

• Commitment from the binding of bilateral and multilateral international agreements 

of Republic of Latvia, for example, Law of 22.08.1996 “Republic of Latvia and 

Estonia agreement on sea border in Gulf of Riga, Irbe Strait and Baltic Sea” 7, Law of 

11.12.1997 “Latvia, Estonia and Sweden agreement on common sea border in Baltic 

Sea” and Latvian- Lithuanian treaty on sea borders8. 

 

Overall trend is that the shipping safety legislation applies to coastal state sea territories and 

regulates the regimes of shipping and operations. 

 

Conclusions 

1. Coastal states ensure compliance of the national legislation with international 

legislation acts; 

2. Coastal states  control the execution of international legislation on the basis of several 

international conventions which outline the rights for the coastal states which are 

required to publish  national regulations regarding shipping safety and vessel traffic 

management in the waters of coastal state’s jurisdiction; 

3. National regulations have to comply with an international laws and the spirit of the 

law; 

4. Ships have to comply with coastal state’s national legislation even if the ship’s flag 

state has not accepted the associated international regulations. 

5. International regulations regarding shipping safety mostly are incorporated in national 

legislation or national legislation is prepared according to the international legislation 

acts. 

 

 

 

 

 

 

                                                 
7 Republic of Latvia and Estonia agreement on sea border in Gulf of Riga, Irbe Strait and Baltic Sea: Republic of 

Latvia Law, published Latvijas V� stnesis, nr. 23, 22.08.1996 
8 Draft law. Latvian and Lithuanin treaty on sea borders (http://www.saeima.lv/bi8/lasa?dd=LP0036_1)   



© SKEMA                                                    Page| 12 of 70                                                                   29/06/2009 

 

2. Classification of the sea territories 

 

International classifications of the sea territories have to be taken in account when the 

discussions regarding the shipping safety are raised. This classification mainly is important 

because of the rights and responsibilities of the coastal state regarding the sovereignty, 

shipping safety and vessel traffic organization. 

2.1. Internal waters 

Each coastal state has rights to set specific regulations in her waters according to 

above mentioned international conventions9.  

What is the difference between these sea territories from others? Substantially – the status of 

internal waters is defined by the national legislation regarding the entering and leaving 

internal waters or harbours, the security of the harbours as well as the controlling of the 

border and customs issues. In addition, the national regulations have to be made public in 

according to UN 1982 Convention on Law of Sea Article 22. For example, the Maritime 

authority and Sea safety law regulate compliance with above regulations in the Republic of 

Latvia. The Maritime Safety department and Hydrographic Service of the Maritime 

Administration of Latvia must inform the shipping society about all the changes in shipping 

regimes or requirements to the navigational facilities in Latvian waters10. To comply with 

this, Hydrographic Service is publishing the “Notices to Mariners” and “Navigational 

warnings” on a regular basis. Transmition of Navigational Warnings is one of the tasks of the 

Latvian Coast Guard Service who transmits the information further included in a regular 

safety announcement messages (SECURITEE).  

Solution of this task is organised in others Baltic States the same way; the only difference is 

the execution mechanisms. 

International legislation also states that foreign ships entering and remaining in the 

internal waters of the coastal state takes place only after all the necessary permissions have 

been received. Nowadays, this is mainly done by permission to enter the harbour or 

anchorage place from the relevant authorities or services. The permission reception 

procedures are different for the civilian (commercial) and military ships, where the military 

                                                 
9 UN 1982 Convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/?cat=109  , 
Article 7 and 8 
10 Maritime authority and sea safety law: Republic of Latvia Law, published Latvijas V� stnesis, 19.11.2002. with 

adjustments), Article 48 
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ships are allowed to enter the internal waters only when the invitation from the host country 

is received or is granted according to the national legislation of the host nation.  

The same view is also included in national legislations. For example, the Latvian State 

Border Law states that permission for foreign navy ships is granted according to the order set 

by Cabinet of Ministers11. Foreign non-military ships can enter internal waters or ports 

according to the port regulations or other national regulations and shall be controlled by the 

harbour master or other relevant institutions, such as Coast Guard. 

Based on Article 8 part three of a Sea Code of Latvia, the Cabinet of Ministers has published 

the regulation Nr.158 on 01.03.2005, which states the shipping regime in internal waters of 

the Republic of Latvia12.  

 

Chapter conclusions 

1. Each coastal state has the right to implement their national legislation rules for 

shipping in internal waters. 

2. Sovereign state’s responsibility and right is to set an order for entering and staying 

within an internal waters or ports, as well as manage the port security issues, border 

control and customs regimes. All the regulations issued have to be made publicly 

available. 

3. International legislation allows exceptions from the regimes in exceptional 

circumstances. 

 

 

 

 

 

 

 

 

 

 
                                                 
11 Republic of Latvia State Border Law: Republic of Latvia Law, published Latvijas V� stnesis, 25.11.2004, Article 8 
12 Shipping regulations in internal waters of Latvia: Cabinet of Ministers regulations nr. 158. published Latvijas V� stnesis, 

01.03.2005. 
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2.2. Territorial waters 

Historically the territorial waters (also known as territorial sea) concept has been developed 

in the period when states expanded their jurisdiction upon 3 miles coastal waters with 

purpose to ensure state security. The extent of territorial waters and related jurisdiction was 

discussed for the first time at the international level in 1930 Hague Conference. Until 1982, 

the UN Convention on Law of the Sea stated that territorial waters extend to 12 nautical 

miles13.  

International legislation gives the following definition for the territorial waters: territorial 

waters are the territories of the sea adjacent to the land (coast line) and internal waters, and 

are under the countries sovereign’s jurisdiction. Particulars of the territorial waters are 

discussed in UN 1958 Convention on Territorial Sea and Contiguous zone14 and in UN 1982 

Convention on Law of the Sea. According to both Conventions the coastal state has the right 

to set the legal status of its territorial waters because they are integral part of the State 

territory, and the outer border of the territorial waters is also the State border in the Sea.  

This means, that the territorial waters are an integral part of the country. UN 1958 

Convention on Territorial Sea and Contiguous Zone states that the coastal states jurisdiction 

is also in force within the territorial waters, including seabed, and airspace above. Because of 

this, it is important for the country to state a precise territory of the territorial waters because 

each single sovereign country enforce its own jurisdiction based on the national and an 

international legislations. In the same time, the UN 1982 Convention on Law of the Sea, 

Article 2, do not foresee any necessity for claiming the territorial waters of the State and 

replacing this act with a “commonly accepted fact”. However, most of the world’s countries 

have declared their territorial waters as an integral part of the country. The legal status of the 

sea territories or part of that, if several countries share the sea according to an international 

legislation, has to be set by an international agreement between the countries15. For example, 

this solution is accepted by Latvia and Estonia by setting a sea border in the Gulf of Riga and 

Irbe Strait in 1996. In this case, the agreement on sea border in the Gulf of Riga,  Irbe Strait 

and Baltic Sea between the Republic of  Latvia and Republic of Estonia on common sea 

                                                 
13 UN 1982 Convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/?cat=109  , 

Article 3. 
14 1958. UN Convention on Territorial Sea and Contiguous Zone: International agreement, http:// 

www.sam.gov.lv/satmin/content/?cat=109   
15 UN 1982 Convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/?cat=109  , 
Article 123 
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borders in Baltic Sea are the result of direct agreement between two or more nations using the 

principles set in the international legislation.  

In Estonia, for example, the State Borders Act states that “…Estonian State border 

(hereinafter state border) is an uninterrupted and closed imaginary line and the vertical area 

along the line which delimits the land and the territorial sea of Estonia, the parts of Tran 

boundary water bodies which belong to Estonia, the earth's crust and air space.  The land 

boundary of Estonia is determined by the Tartu Peace Treaty of 2 February 1920 and by other 

international boundary agreements. The Estonian air and sea border shall be determined 

pursuant to international conventions by Acts of the Republic of Estonia and by international 

boundary agreements. The Estonian sea border is the external border of the Estonian 

territorial sea16”. 

This also corresponds to the Articles 4 and 5 of the State Border Law of the Republic of 

Latvia, where it is stated that the territorial waters of the Republic of Latvia, if not stated 

otherwise in bilateral agreements is 12 nautical miles from the baseline and internal waters 

are any waters landward of the baseline 17. This is the only regulation which states territorial 

waters of Republic of Latvia recognizing them as integral part of the country and claiming 

the sovereign right on own territorial waters.  

These examples clearly show that each coastal state enforces own sovereignty on the 

territorial waters and this legal act is based on the international legislation, which declares 

that the State’s territorial waters, seabed, and airspace are undivided and integral part of State 

territory18.  

The international and the national legislations are also taken into consideration when 

interstate agreements shall be signed. For example, the Article 1 of Agreement between the 

Republic of Latvia and the Republic of Estonia upon the sea border in the Gulf of Riga and 

the Irbe Strait noted:  

“The sea border between the Republic of Latvia and the Republic of Estonia in the Gulf of 

Riga, the Irbe Strait and the Baltic sea and all it parts regarding the territorial waters, an 

                                                 
16 State Borders Act Passed 30 June 1994 (RT1 I 1994, 54, 902), entered into force 31 July 1994, 

http://www.legaltext.ee/en/andmebaas/ava.asp?tyyp=SITE_ALL&ptyyp=I&m=000&query=Border+Guard+Act&nups.x=23

&nups.y=13  
17 Republic of Latvia State Border Law: Republic of Latvia Law, published Latvijas V� stnesis, 25.11.2004 
18 UN 1982 convention on Law of the Sea: International agreement, http://www.sam.gov.lv/satmin/content/?cat=109  , 

Article 2, part two 
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exclusive economic zone, and the continental shelf or any other zones the signing parties 

shall establish according to the UN 1982 Convention on Law of the Sea”19. 

Territorial waters concept also is an important fact in the organization of the international 

shipping, mainly because of the legal regime on the territorial waters which is different from 

the regime on the State land territories or internal waters. As an example of these differences 

can be taken a principle of an innocent passage – procedure of the crossing of sovereign’s 

states sea territories according to international regulations. Innocent passage does not require 

any special permission from the coastal state’s authorities if it is meant as crossing territorial 

waters without entering ports or internal waters 20. It must be continuous and expeditious and 

can include staying at anchor, if it is due to navigational regime or weather conditions. 

During the passage, ships must show their national identification related information21. 

International legislation foresees a number of actions, which can be considered as a violation 

of the innocent passage. It includes any manoeuvres, demonstration of force, trainings with 

weapons, gathering of information about the coastal state, taking off or landing an aircrafts, 

loading or unloading cargo and embarkation of passengers, causing the radio malfunctions, 

unlawful fishing, seabed survey, gathering hydrographical information and other actions 

which are not compatible with innocent passage principle22. Each coastal state has rights, 

accepted by the international legislation and widely prescribed in the national legislation to 

regulate regimes of an innocent passage and to provide traffic management. Also, each 

coastal state has sovereign rights to use appropriate force against the ships that do not adhere 

to these regulations.  

The first time, when such principles appeared in Latvian legislation, was Regulation Nr.81 

from 02.04.1996 “Temporary fishing order in the Gulf of Riga” of Cabinet of Ministers. The 

regulation was based on the Article 15 of the UN 1982 Convention on Law of the Sea; it was 

made as temporary act until the delimitation of the sea border of the Republic of Latvia and 

set a base line regarding the limitation of the industrial fishing. Additionally, this regulation 

was provided in accordance with Latvian Fishing Industry Law23 and the Regulation Nr.9924 

                                                 
19 Republic of Latvia and Estonia Sea border Law: Republic of Latvia law, published Latvijas V� stnesis, 22.08.1996, 

http://www.likumi.lv/doc.php?id=63729&rel_doc=on#REL_DOC   
20 UN 1958 Convention on Territorial sea and Contiguos zone: International agreement, 
http://www.sam.gov.lv/satmin/content/?cat=109  , Article 17 
21 ANO UN 1958 Convention on Territorial sea and Contiguos zone: International agreement, 
http://www.sam.gov.lv/satmin/content/?cat=109  ,Article 19, 20, 21 
22 UN 1982 Convention on Law of the Sea, http://www.sam.gov.lv/satmin/content/?cat=109 , Article 19, 21 
23 Fishing Industry Law: Republic of Latvia law, published Latvijas V� stnesis, nr. 661995, 12.04.1995. 
24 Regulations on industrial fishing in territorial waters of Latvia: Cabinet of Ministers regulation nr. 99, Latvijas V� stnesis, 
nr. 60, 03.05.1999. 
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Cabinet of Ministers and Regulation Nr.2125 of the Cabinet of Ministers 16.01.1996. All 

these regulations enforce the principles of the industrial fishing in the sea areas planned for 

the delimitation. Additionally the Cabinet of Ministers delegated the authority to the Naval 

Forces of Latvia to safeguard the regimes of fishing and shipping within these areas. 

As it was mentioned before, the legal status of the territorial waters mainly is set by the 

coastal state’s jurisdiction26 and substantially differs from the legal status in other state’s 

territory mostly because the territorial waters are used for the international shipping. 

According to UN Convention on Law of the Sea 1982, the ship and its crew are under the 

jurisdiction of the flag state during the innocent passage. Exceptions are stated in the UN 

Convention on Law of the Sea 1982, Articles 27 and 28.  Article 27 (1988) of the UN 

Convention “On an illegal action against the safe navigation”, has set a compromise between 

the interests of the coastal state and the international ship27. According to this Article, the 

coastal state has rights to enforce own jurisdiction over the foreign ships in the territorial 

waters during several instances. For example, the coastal state has rights to arrest and 

prosecute the persons onboard the foreign ship if criminal actions were committed when the 

ship was in the coastal state’s territorial or internal waters. The same regulations are included 

in the Latvian legislation28. Besides, the Article 27 of the Convention says, that any person 

onboard the ship can be arrested by the officials of the coastal state, when the consequences 

of the crime committed has an influence on the wellbeing for the coastal state, or ship’s 

master or diplomatic consul has been requested for such action, or the arrest is necessary to 

prevent a drugs distribution, piracy or slavery. Besides the above mentioned, international 

legislation differs regarding a ship’s arrest and the persons (crew) arrest.  

The international legislation defines conditions, which prevent the coastal state’s jurisdiction 

to be in force on a ship involved in crime. Historically, the coastal state does not exercise 

jurisdiction over the foreign ships if the crime was committed onboard the ship and only the 

crew was involved or the crime was committed before the ship entered territorial waters29 

and, what is important, the officials, mentioned before, hadn’t requested action. According to 

Convention’s Article 27 (1), the coastal state can exercise own jurisdiction only in cases 

when the consequences of the crime is or can influence the coastal state or citizens of the 

                                                 
25 Regulation on legal status of water body and fishing: Cabinet of Ministers regulation nr. 21, Latvijas V� stnesis, nr. 14, 
16.01.1996 
26 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109  , 
Article 28, part three 
27 United Nation Convention on the Law of the Sea 1982 A Comentary Volume III. Boston, [B.v.], 1995, p.186-195. 
28 Republic of Latvia State Border Law: Republic of Latvia Law, published Latvijas V� stnesis,27.10.1994 (with 22.12.2004. 
adjustments), Article 8 
29 Churchill R.R., Lowe A.V. The law of the sea. Manchester, University press, [b.g.], p.81 
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coastal state30. For example - damage of states of citizens property31, pollution of territorial 

waters- because consequences of these crimes directly affect the coastal state32.  

As a practical example, the case of the cargo ship “Golden Sky” near the port of Ventspils 

(Latvia) on January 2007 can be mentioned. The ship with 25 000 tons of mineral fertilizer 

was on the way from Ventspils to India when grounded at approximately seven cables away 

from the Ovisi lighthouse during the storm on 15.01.2007. Latvian Coast Guard Service, on 

request of the ship’s master, evacuated the crew. Oil leakage increased a pollution threat to 

the coastal state33. Regarding this fact, the Police Department of Ventspils City started a 

criminal investigation concerning possible pollution of the Baltic Sea. Criminal process was 

commenced according to the chapter 11 of the Criminal Law of Latvia (criminal offence 

against an environment), and chapter 25 (negligence of person on duty). As shown in 

example, the Republic of Latvia exercised its sovereign rights to act on protection of the 

environment and prosecuted involved persons according to the national legislation. 

The coastal state’s legislation has been also exercised on foreign ships also in cases of drug 

distribution34. In those cases, the coastal state has rights to apply its jurisdiction in any 

situation even if the drugs are just carried through the territorial waters of the state. 

As an exemption of these, the coastal state’s jurisdiction cannot fully apply on military ships 

or any other military floating craft because of their immunity. In case of violence of the 

coastal state jurisdiction by the military ship, coastal state can use mechanisms prescribed by 

the international legislation. This example does not touch on sovereign’s countries right on 

protection of territory. This is beyond the scope of this study. 

 

Conclusions 

1. State territorial water definition is given by several international regulations; 

2. The coastal state can exercise it’s jurisdiction over the territorial waters fully, and the 

regime of jurisdiction differ from the one on the land. 

3. Each coastal state has rights to apply national legislation to vessels within territorial 

waters and provide relevant procedures. 

                                                 
30 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , 
Article 98 
31 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , 
Article 113 
32 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , 
Article 119 
33 Begining of ship „Golden Sky” salvage. LETA, 17.01.2006/  http://www.zl.lv/portal/news-item.php?id=37321  
34 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , 

Article 108 
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4. The coastal state has numerous occasions, according to international legislation, when 

it can exercise jurisdiction over foreign ships in territorial waters.  

 

 

 

2.3. Exclusive economic zone 

Exclusive economic zone according to the international legislation is defined as sea territory 

measuring up to 200 nautical miles from the base line seaward. Historically this term already 

existed in 1973, but officially, it was recognized in 1982.  

Economic zone is called exclusive because the coastal state has exclusive economic rights in 

this zone. However, according to Article 55 of the UN Convention on Law of the Sea, 1982, 

the coastal state mainly has rights to explore natural resources and these regulations refer to 

the surface and underwater resources. The coastal state can exercise jurisdiction in an 

exclusive economic zone over artificial islands and constructions but cannot affect 

international shipping. International legislation requires that “… country shall take all the 

necessary actions to prevent overexploitation of a natural resources…”35. All survey done in 

economic exclusive zone must be coordinated by the coastal state and all the results of this 

survey must be accessible for the coastal state36. Countries, including those without sea 

border, have right of free shipping, free flying over the exclusive economic zone, and rights 

of construction of a tunnels or pipelines in according to international legislation. 

International regulations foresee that ships residing in the exclusive economic zone of the 

dedicated coastal state are not under the jurisdiction of this state, but are under the 

jurisdiction of the ship’s flag state. However, there are exceptions in which the coastal state 

has a right to exercise it’s jurisdiction over the ships. For example, the case of illegal fishing 

in an exclusive economic zone can cause a prosecution and criminal process from the coastal 

state to the violators. In addition, the coastal state has the right to detain the ship in the 

exclusive economic zone if the crime was committed in the territorial waters or the internal 

waters37. Another example could be the Hamburg International Sea Tribunal verdict on 

21.03.2001 of case Nr.8 where Belize claimed against France regarding fishing vessel 

“Grand Prince” seizure38. Summary of the case: fishing vessel “Grand Prince” on 26.12.2000 

                                                 
35 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , 
Article 62 
36 The same [E.B.], Article 66 
37 The same [E.B.], Article 111 
38 International Tribunal for the Law of the Sea. Application filed on behalf of Belize against France  
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was arrested for illegal fishing in exclusive economic zone of Keurgelen islands (France 

southern and Antarctic territories). At the time of the arrest the ship was carrying the flag of 

Belize. After seizure, the first court in Saint Paul, Renuin on 12.01.2001 sentenced fishing 

gear confiscation and a penalty fee of 11 400 000 French franks. On 23.01.2001 The Court of 

Saint Denise County sentenced confiscation of the ship because of failure to pay. Belize 

lodged a request to the Hamburg International Sea Tribunal on 21.03.2001 asking to cancel 

the sentence made by France and immediately release the ship based on UN 1982 Convention 

on Law of the Sea Article 292. When examining the petition, the Tribunal on 20.04.2001 

concluded that this case does not match an Article 292 of UN Convention on Law of Sea, 

because Belize has not provided proof for the Tribunal that the ship’s flag state is Belize and 

therefore, there is no reason to release the ship under Article 292. This sentence was 

defended by the rights of France to protect its right in an exclusive economic zone. 

The Republic of Latvia has declared its rights on an exclusive economic zone in Baltic Sea 

by law “Law of Exclusive economic zone and continental shelf of Republic of Latvia”; 

setting boarders of zone by signing bilateral agreements with Estonia, Lithuania and 

Sweden39. Relating to Latvian legislation, there also are regulations included in the Criminal 

Law of Latvia about the violation in usage of  natural resources in a continental shelf or an 

exclusive economic zone40, but there are not mentioned any other actions to claim the 

jurisdiction of country in this territory.  

 

Conclusions 

1. There are limitations in the jurisdictions of the coastal states related to the exclusive 

economic zone, including issues of the shipping safety. 

2. The jurisdiction of a ship’s flag state is in effect with exceptions mentioned in the 

international legislation. 

3. Coastal states have right to control a sovereignty in these territories by the national 

legislation. This sovereignty is limited by the international legislation. 

 

 

 

 

                                                                                                                                                        

for release of arrested fishing vessel. ITLOS/Press 46, http://www.itlos.org/start2_en.html    
39 Exclusive economic zone and continental shelf of Republic of Latvia: Republic of Latvia Law, Latvijas V� stnesis, 
30.10.1998, Article 2 and 3 
40 Criminal Law of Republic of Latvia: Republic of Latvia law, V� stnesis ,08.07.1998,Nr. 199/200 



© SKEMA                                                    Page| 21 of 70                                                                   29/06/2009 

 

 

 

2.4. Continental shelf 

Legal status of a continental shelf is discussed in UN Convention on Territorial Sea and 

Contiguous Zone, 1958 and UN Convention on Law of the Sea, 198241. Major differences 

exist in the Convention of 1958 where the limits of the continental shelf are not defined 

leaving it up to the coastal states decisions. For example, the maritime legislation of the 

Republic of Latvian has implemented such a definition: “Continental shelf of Republic of 

Latvia is seabed and resources beneath it adjacent to the coast of Latvia but outside the 

territorial waters” 42. The definition is based on 1958 Convention, because it does not define 

exact limits of the continental shelf. 

According to the international legislation, in cases when a continental shelf is adjacent to two 

countries sharing, a bilateral agreement shall be established between these countries. If there 

is no agreement the base middle line43 shall be taken into account. Agreements between the 

countries are normally reached by negotiations. An example is the agreement between USSR 

and Finland of 1965 upon division of the continental shelf in the Baltic Sea, agreement 

between USSR and Poland of 1969 upon division of continental shelf in the Gulf of Gdansk, 

agreement of 1970 among the Germany, Denmark and Netherlands upon a division of the 

continental shelf in a western part of the North Sea44.  

UN Convention on Territorial Sea and Contiguous Zone, 1958 and UN Convention on Law 

of the Sea, 1982 indicates that the coastal state has rights over the continental shelf with the 

purpose to explore and extract the natural resources45. These regulations are special in a way 

that even the coastal state does not explore natural resources it still has rights over them and 

no other country can explore these without permission. However, the same as in exclusive 

economic zone, the coastal state has no right of impeding vessel traffic. 

                                                 
41 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 

,Article 76 
42 Continental shelf and exclusive economic zone of Republic of Latvia: Republic of Latvia Law, published Latvijas 

V� stnesis, 30.10.1998, Article 1 
43 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 

,Article 83 
44 ��������  	 .
 . ����
��  ����� : ������������ -���
�
��  ����� . ����
���  �������� . � ., 1973. 
45 UN 1982 Convention on Law of the Sea: international agreement, http://www.sam.gov.lv/satmin/content/?cat=109 

,Article 77 
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 The jurisdiction of the coastal state in the continental shelf is very limited compared 

to the territorial waters because the continental shelf is not part of a sovereign state, but still 

the states have some jurisdiction there46. The jurisdiction of the coastal state in the 

continental shelf is limited to exploring and protecting natural resources and any 

constructions. Therefore, if a ship has made action against such construction the coastal state 

can exercise it’s jurisdiction over the ship. For example, the “Law of the Continental shelf 

and exclusive economic zone of Republic of Latvia” states that artificial islands, pipelines 

and other constructions set by the Latvia are under the jurisdiction and protection of the 

Republic of Latvia47. Therefore, if a ship damages property of Latvia (or property of citizens 

of Latvia), the liability according to Latvian Criminal Law can come into force. Article 97 of 

the Latvian Criminal Law discusses the responsibility for the illegal exploration of natural 

resources in a continental shelf. As mentioned before, an international legislation proclaims 

that the coastal state has sovereign rights on an exploration of a continental shelf and usage of 

natural resources and, if a foreign ship violates these rights of the coastal state and committed 

an illegal exploration or intentionally polluted the environment in a continental shelf the 

accused persons can be prosecuted according to a national legislation. Gathering the above-

mentioned and analyzing the Latvian legislation, one can make conclusions that the coastal 

states in a national legislation have foreseen a certain mechanisms to enforce it sovereign 

right according to an international legislation. In practice there is only one exception whose 

solution has not been defined yet - wind generator parks. The issue is controversial, 

especially in cases when such parks have been placed in the high seas. If international and 

national legislation define status of oil platforms, and other hydro technical constructions, 

then such generators do not have clear legal status, especially from the point of view of ISPS 

code. 

   

Conclusions 

1. The coastal state can exercise it’s jurisdiction over the continental shelf in a very 

limited way and according to the international legislation. 

2. The coastal states have foreseen mechanisms in the national legislation to enforce 

their sovereign rights on a continental shelf according to international legislation. 

                                                 
46 Ozoli� a I. Criminal jurisdiction issues in international maritime legislation, http://www.ljta.lv/page.php?id=59   
 
47 Continental shelf and exclusive economic zone of Republic of Latvia: Republic of Latvia law, published Latvijas 
V� stnesis, 30.10.1998, Article 4 
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3. The existing legislation (international and national) needs regular updating due to non 

stopping development of the sea territories and exploration of the natural resources 

outside the direct jurisdiction of the coastal states.  

 

3. Safety of the international shipping 

3.1. Safety control mechanisms 

Seafaring has been recognized as one of human activities where dangerous romance has been 

changed to technology and safety standard driven practices. Nowadays most people associate 

shipping safety with the necessary ships protection from outside sources but not the 

protection of surroundings of the ship. Shipping safety does not have one definition; this term 

shall be regarded as a complex set of actions to ensure practical safety of life and property 

and environmental protection. In practice, shipping safety can be divided into the following 

parts: 

• Technical safety (technical safety of ships, ports and systems); 

• Training and certification of the personnel (competence of crew etc.); 

• Outer safety (compliance with shipping rules, maintenance of the shipping lanes etc.) 

• Internal safety (certification of devices, compliance with safety instructions etc.) 

Shipping safety issues have been discussed in several articles of the UN Convention on Law 

of the Sea, 1982, creating the base for general shipping safety standards in international and 

national legislations. The platform for these proceedings at the international level is the 

International Maritime Organization (IMO). Based on the convention and other international 

regulations48, the IMO was created mainly to regulate shipping issues on the international 

level. Several of the IMO recommended conventions have been accepted, three of them are 

directly relate to the shipping safety (SOLAS-1974, COLREG-1972, STCW-1978). Besides 

this, the IMO has proposed numerous Resolutions and Codes related to the ships 

construction, equipment, sea capacity and crew selection - issues that have been dealt with 

under the responsibility of the flag state. IMO also regulates communication issues, 

information messaging, and prevention of a malfunction - issues that also are under the 

responsibility of the coastal state in its territorial waters and ports. 

Based on the IMO recommendations and to provide consistent international standards for 

shipping safety in ports, the Maritime Administration of Latvia in a period from 1995 until 
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1996 developed a project on including Latvian ports in one united shipping information 

system. Today Riga, Liepaja and Ventspils ports control centres are equipped with a modern 

navigation and communication equipment, which are capable to support safe shipping 

according to world standards. In the following years, state maritime institutions working 

together had introduced Global Maritime Distress and Safety System (international 

abbreviation- GMDSS) which is considered as a substantial guarantee for human safety and 

hazardous cargo safety49; since 2001 the Automatic Identification System (AIS) was 

introduced and it is providing up to date  information of vessel traffic in the Baltic Sea. The 

national system for electronic exchange of shipping information, which is a national 

component for the EU SafeSeaNet system, was introduced in 2008. 

 
Picture 1 Accident caused by m/v ANNA (GEO) in Liepaja port, June, 200650 

 

The development of technology creates a beneficial environment for the responsible services 

addressing shipping safety. However, this issue is still urgent in almost all countries; 

enormous shipping accidents amplify the efforts of the each state to provide shipping with all 

available means. For example, , after the 6 days of drifting in rough weather near the Galicia 

(Spain) a tanker “Prestige” sunk causing  damage to environment and economy on 

19.11.2002. European Parliament after the investigation on April 2004 suggested to EU 

countries to create united European Coast Guard Service, which would govern the shipping 

safety and environmental safety, organize vessel traffic routes and coordinate operations 

during the accidents. The suggestion did not find support among EU countries. Additionally, 

                                                 
49 Shipping safety in Riga Freeport. [B.v.], http://www.rigasbrivosta.lv/lat/drosiba.asp    
50 LCGS MRCC Riga. AIS monitoring system. 
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the EC directive 2002/59/EC (27.06.2002) preamble states that ship equipment will allow the 

identification of ships (AIS system), also recording the shipping data (VDR system) is 

created to facilitate the investigation after the accident51. Other actions also have been taken 

to increase safety. For example, a Long Range Identification and Tracking of Ships (LRIT) 

and Shore-based Traffic Monitoring Infrastructure Database (STMID), where one of the main 

purposes is control of shipping safety.  

European Commission published its 3rd Maritime Safety Package on 23 November 200552. 

The package contains proposals of new European legislation and amendments to existing EU 

legislation to improve the level of maritime safety, the prevention of accidents and pollutions 

from the ships.  Despite the reduction of the number of maritime accidents, the requirements 

to comply with safety standards remain and the main proposals of the package are to improve 

the efficiency of the existing measures by taking into account the implementing of the 

Community legislation on maritime safety and concerns on several proposals by the 

European Parliament, the European Council:  

1) A proposal for a Directive on the conformity requirements of flag states;  

2) Amendment of the Directive on classification societies;  

3) Amendment of the Port State Control Directive;  

4) An amendment of the Traffic Monitoring Directive;  

5) A proposal for a Directive on accident investigations;  

6) A Regulation on liability and compensation for damage of passengers in the event of 

maritime accidents.  

Actually, these are defensive actions provided by the EU to organize a shipping safety. When 

analyzing the EU shipping monitoring organization, its tasks and types we should support the 

following statement of EMSA: shipping is handling around 85- 90% of EU external trade and 

around 30-35% of trade between EU countries. For example, oil tanker traffic is growing 

because more oil is being transported from Russia to the market places via EU waters. And, 

as a result is growth of the tankers traffic, which means also the growth of the environmental 

risk, especially in the Mediterranean, Black Sea, Baltic Sea and North Sea areas, there is also 

growth in passenger traffic. The danger of accidents could increase in many of the EU sea 

areas. 

                                                 
51 European Parliament directive 2002/59/EK (27.06.2002), 

http://europa.eu.int/smartapi/cgi/sga_doc?smartapi!celexplus!prod!DocNumber&type_doc=Directive&an_doc=2002&nu_do

c=59&lg=lv   
52 http://www.espo.be/Legislative_Observer.aspx?TopicID-280  
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Ship type Tanker Bulker Container General Passenger 
World fleet 

(% iaw DWT) 
41.1 36.2 11.8 10.3 0.6 

Table 1 . World ships fleet (in %) 

 

 

Some procedural improvements are traffic organization measures are taken, for example - the 

monitoring of ship movements with the aim to prevent development of dangerous situations.  

 
Picture 2. Daily shipping situation in the central part of Baltic Sea, June 200853. 

 

In addition to initiatives taken at national level, European Maritime Safety Agency (EMSA) 

provides support to help member countries to introduce Community’s legislation and 

evaluate the influence of shipping safety regulations. EU Directive 2002/59 was issued in 

order that a Community vessel traffic monitoring and information system can be established. 

The purpose of this directive is to ensure that ships are monitored in all of the EU sea areas. 

As it is noted in EMSA homepage, this institution is the EU level provider of technical 

support in implementing Directive 2002/59, and this includes the following responsibilities:  

1) Provision of support to the European Commission in the development of the 

SafeSeaNet project, which is a pan-European electronic information system, which 

deals with ship movements and cargoes. 

                                                 
53 LCGS MRCC Riga Vessel traffic monitoring system. 



© SKEMA                                                    Page| 27 of 70                                                                   29/06/2009 

 

2) Management of SafeSeaNet and organization of follow-up issues in cooperation with 

Member States' maritime administrations. 

3) Coordination of activities aimed at organizing places of refuge around the EU 

coastline for ships in distress. 

4) Provision of technical support to the European Commission in its work in proposing 

amendments to Directive 2002/59. 

5) Monitoring of developments in IMO and IALA on long distance Automatic 

Identification Systems (AIS). 

6) Participation in regional meetings concerning the above items (eg HELCOM, Bonn 

Agreement, etc.). 

7) Participation in the work of the IMO ad-hoc. 

This complex international and national approach can solve many shipping safety related 

issues, but we have to be ready that this approach can cause some resistance, as business 

interests often take precedence over safety. 

Telecommunication and information technology development in recent years in the 

maritime industry created the phenomenon that human action onboard the ship is increasing 

towards controlling and managing tasks. With the prevailing levels of automation, we see 

cases when a large ship runs over a small fishing vessel and no one on this large vessel 

notices it. This is not a rare event, primarily due to reduced crews, where only one or two 

people are on watch both on bridge and engine room. As an example, we can use the accident 

with Latvian fishing vessel “Astr�da”, which sunk with the crew near Swedish coast on May 

2004 after being run over possibly by a “Ro-Ro” type cargo ship. The guilty persons have 

been found but still have not been prosecuted by the flag state despite efforts of the Republic 

of Latvia54. 

The IMO develops shipping standards and enforces them. These standards prescribe 

minimum equipment and devices onboard ships, also maritime education standards and 

evaluation criteria. The ship’s master has got an integrated bridge systems and bridge has 

become more like an operators workplace today, where information is coming continuously 

from the different sensors. Shipmaster’s responsibility is to operate with this data to ensure 

the ship, crew and the cargo safety and the optimal execution of the given task. Business 

development dictates the necessity to reduce the transportation costs and increase company’s 

competitive advance. Often cost reduction means smaller crew size; replacing people with 

                                                 
54 Sea news:, LTV 1., 21.10.2006, time 16.30. 
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technology55. However, even with a high level of automation, the crew has the most 

important task- decision making. 

 

Ensuring the requirements of the EU regarding shipping safety, the Republic of Latvia has 

accepted several national regulations related, to the latest revisions in Law on ports56,  

regulation Nr.199 “Regulation on hazardous cargo procedures and control in port” of Cabinet 

of Minister57 (related to requirement of the EU directive 2978/94/EC), Regulation Nr.592 

“Regulation on reports of dangerous and hazardous cargo” of Cabinet of Ministers 58 (related 

to requirement of the EU directive 2002/59/EC), Regulation Nr.747 “Order of passenger 

registration” of the Cabinet of Ministers 59 (related to requirement of the EU directive 

98/41/EC, with adjustments), Regulation Nr.373 “Classification or control of recognized 

organizations” of the Cabinet of Ministers 60, and Regulation Nr.248 “Regulation on safety of 

sea fishing vessels” of the Cabinet of Ministers. These regulations are based on international 

legislation and their purpose is to regulate the shipping safety performance. Article 2 of the 

Maritime Authority and Sea safety law of the  Republic of Latvia states that the law is 

applicable to all the ships of Latvian register, the ships regardless of residence and all foreign 

ships in the waters of  Latvian jurisdiction, and other subjects related to shipping safety 

according to international legislation. It is also noted, than the Regulations do not apply to the 

ships of the National Armed Forces and their personnel as well as foreign military. Article 4 

of this Regulation states the institutions, which execute functions of the maritime authority: 

the ministry of Transportation, Maritime Administration of Latvia, Coast Guard service (unit 

of the Latvian Naval Forces executing the functions of the Coast Guard), minor functions are 

delegated to the Environmental protection authority and State Boarder Guard. One of these 

functions, defined in the Article 5 (6), Article 7 (1), Article 7 (5) and Article 9, is to control 

vessel traffic in the waters of jurisdiction of the Republic of Latvia. Rights of Latvian Coast 

Guard, according to Article 44 of the Maritime authority and sea safety law, are to enforce 

the national and international legislations in the territorial waters of Latvia, control and seize 

shipping according to requirements of the UN Convention on Law of the Sea, 1982. 

                                                 
55 Kalinka L. Captain- operator on integrated bridge, http://anton.world.lv/sakarup/main.php3?sub=view&RID=360    
56  Law on ports: Republic of Latvia law, accepted: 22.06.1994., published Latvijas V� stnesis,12.07.1994. nr. 80. (with 
27.12.2002 adjustments);  
57 Regulation on dangerous and hazardous cargo procedures and control in ports: Cabinet of Ministers 14.03.2006. 
regulation Nr.199, Latvijas V� stnesis, nr. 47 (3415), 22.03.2006. 
58 Regulation on reports of dangerous or hazardous cargo: Cabinet of Ministers 09.08.2005. regulation Nr.592, Latvijas 
V� stnesis, nr. 126 (3284), 11.08.2005. 
59 Passenger registration order:Cabinet of ministers 23.12.2003 regulation nr.747, Latvijas V� stnesis, 183 (2948) 30.12.2003. 
60 Classification and control of recognized organizations: Cabinet of ministers 09.05.2006 regulation nr.373, Latvijas 
V� stnesis, 168 (2743), 19.11.2002.) [in effect since 03.12.2002.], with adjustments 
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Regulation Nr.508 “Ship control, check and seizure in territorial waters of Latvia” of the 

Cabinet of Ministers regulates how the Coast Guard controls, inspects and seizes shipping61.  

 

 

 

 

 

Cases 2007 2008 
False Alerts 131 183 
Sunken/ Lost vessel 2 1 
Grounded 3 1 
Engine malfunction 3 1 
Hull problems  1 

Oil/oil products leakage 6 12 

Medical assistance/ evacuation 2 3 
Maritime assistance/ Place of Refuge 1 1 
Other cases 8 13 
Boat/sailboat in distress 19 25 
Informative assistance 1 1 
Search and Rescue (persons) 24 22 
SAR trainings 5 4 

Total: 205 267 
Table 2. Statistics on SAR and MAS cases in MRCC Riga AOR  

 

The regulations mention also such institution as State Border Guard, but at the same time 

does not define rights and responsibilities for this institution regarding shipping safety, vessel 

traffic organization and protection at the sea. Therefore, the Latvian Border Guard justify all 

their activities on the sea with an Article 15 of the State Border Guard Law62, which states 

that State Border Guard authorities have rights to inspect  documentation, vehicles and cargo 

on the State border or near it. Article 26 of the Latvian State Border Law63 also states that 

State Border Guard units near the State border “… have right to inspect, control personal 

identifications, transportation documentation and vehicles without any limitation…” – we 

can conclude than this also includes ships. 

 

Conclusions 

                                                 
61 Order of conrol, inspection and seizure of ships in territorial waters of Latvia: Cabinet of Ministers regulation Nr. 508, 
Latvijas V� stnesis, 01.06. 2004., Article 1 
62 Border Guard Law: Republic of Latvia law, Latvijas V� stnesis, 01.01.1998. 
63 Republic of Latvia State Border Laws: Republic of Latvia law, Latvijas V� stnesis, nr.132 (263), 10.11.1994 
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1. International legislation regulates shipping safety issues, and provides the grounds for 

the national legislation. 

2. Coastal states pay great attention to ensuring shipping safety in the waters under their 

responsibility. 

3. International organizations pay attention to improving shipping safety. 

4. Institutional supervision of shipping is one of the necessary instruments to ensure a 

successful realization of improved safety. 

3.2. Marine Accident Investigation 

Nowadays the shipping is standardized - starting with a simple ship data record keeping 

software and ending up with the complicated integrated bridge systems. Standardized 

procedures have been applied also in the investigation of the maritime accidents. It is vitally 

necessary to investigate the causes, consequences and the factors of the accident for the 

analysis with the aim to minimize the risks, numbers and seriousness of accidents in the 

future. 

UN Convention on Law of the Sea 1982 prescribes the right for each coastal state to 

investigate a maritime accident, navigational accident and other accident in cases when there 

are casualties or substantial material loss if a ship is involved64. Convention proclaims for 

involved countries to cooperate during the investigation. Article 97(1) states that the flag 

state of the ship or the state, citizens of which are accused, can initiate the criminal 

prosecution, but in the same time still allowing the victim state to sustain accusation on 

investigation. In addition, an international legislation does not have united approach to this 

issue. 

As it is noted in the European Maritime Safety agency (EMSA) publications, the Article 2(e) 

of EC Regulation 1406/2002 gives several recommendations in this area.  Because of these 

activities, the common methodology for the investigation of the maritime accidents is 

proposed. In addition, EMSA provides technical support to the European Commission in 

proposing legislation relating to a maritime accident investigation and is creating an EU 

maritime accident database, which is planned as a core element of the European Marine 

Casualty Information Platform (EMCIP). EMCIP is created as a mechanism for the exchange 

of the marine accidents and related incidents information. EMSA says that this will allow the 

Member States, EMSA and the European Commission have a better overview of the situation 

                                                 
64 UN 1982 Convention on Law of the Sea: international agreement: http://www.sam.gov.lv/satmin/content/?cat=109 , 

Article 94, part seven 



© SKEMA                                                    Page| 31 of 70                                                                   29/06/2009 

 

and to identify risks based on reliable and comparable information. To improve cooperation 

among the Member States, the workshops, training sessions and expert discussions are 

organized by the European Commission and EMSA, regularly. EMSA maintains also a list of 

initial points of contact for marine accident investigation in each Member State and the 

investigation reports from the Member State investigation authorities are sent to EMSA for 

future analysis. To identify further issues of common interest, a Consultative Technical 

Group for Cooperation in Marine Accident Investigation (CTG CMAI), consisting of experts 

from the Member States, is planned to set up and meet regularly at EMSA65. 

Highlighting the need for investigation of the maritime accidents and its importance, all the 

regulations advice is to emphasize human factors and crew preparedness with the purpose of 

finding improvements and possible adjustments in safety standards66. Each coastal state is to 

ensure shipping safety in waters of jurisdiction, inspect whether the ship has all the necessary 

navigational, communication, other equipment and certified crewmembers according to 

international regulations. As an example of state and state’s institutions cooperation in a 

shipping safety business can be noted “Insjö” programme in Sweden. Maritime legislation 

prescribes the obligation to report in the case of accidents but also near-accidents can be 

reported according to the Swedish Investigation of Accidents Act. For a number of years, the 

Swedish Maritime Safety Inspectorate, in co-operation with the Swedish Shipowners’ 

Association and employee organisations, has been in charge of development of programmes 

for a database – referred to as Insjö – for the shipping industry. Support for such a system has 

been particularly substantial in the industry, especially because the system’s design permits 

all stakeholders to gain the immediate benefits offered by the system. However, the apparent 

interest has not gained a greater willingness to report incidents to the system. The target for 

the “Insjö” programme was 1,000 reports annually but was not reached. Since Insjö was 

placed on the Internet in summer 2002, more than 1,000 reports have been submitted 

(January 2005), of which more than 100 reports were received during 2004. This is far short 

of the expectation of 1,000 reports annually. The problem in getting reports may be by the 

natural unwillingness of onboard personnel to recount what “almost went wrong”. However, 

by means of joint efforts, the shipping companies, trade union organisations and the 

authorities should have a good chance of raising the number of reports submitted. A number 

                                                 
65 Marine Accident Investigation,  http://www.emsa.eu.int  
66 IMO Long-term Capability Plan- 2004: IMO MSC, 

http://www.navcen.uscg.gov/marcomms/imo/msc_resolutions/default.htm  
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of shipping companies have also developed systems within the framework of the ISM code, 

which greatly simplify reporting to Insjö. 

Insjö has attracted interested in Europe and a number of maritime authorities and 

organisations have displayed considerable interest to the system. Interested parties from the 

Netherlands, Norway, Denmark and Finland have contacted the Swedish Maritime Safety 

Inspectorate with a view on possible future co-operation. 

The system has also been demonstrated to EMSA. EMSA selected the Swedish Maritime 

Safety Inspectorate’s “SjöOlycksSystem”(Maritime Accident System) as the basis for its 

accident data system for all EU member countries in 2004. “SjöOlycksSystem” is a database 

in which all reported maritime accidents in Swedish waters as well as accidents involving 

Swedish-flagged vessels in foreign waters are stored67.  

The coastal state has the responsibility to provide safe navigation, all Aids to 

Navigation are working properly according to national legislation, which complies with 

IALA recommendations and guidelines. For example, the institution whose direct 

responsibility is providing the shipping safety in Latvian waters is Maritime Administration 

of Latvia. The responsibility of this institution is to implement shipping regulations in the 

waters of jurisdiction of the Republic of Latvia. According to requirements of the Maritime 

Authority and Sea safety law, Maritime Administration of Latvia is responsible for the Ship 

Register and the ships compliance with safety regulations, the certification of ships; 

providing port state control, control of the International Safety Management code (ISM) 

requirements regarding the ships in the Latvian Ship Register, investigating and analyzing 

maritime accidents, certification of the pilots and vessel traffic service operators, registration 

of sailors, controlling reports for hazardous cargo, evaluating professional competencies, 

maintaining the Ship and Fishing vessel Register etc68. The institution also provides services 

for fee like production of navigation charts, provision of hydrographic surveys. Tasks of this 

institution are quite extensive. The shipping safety very much depends on the quality of the 

provided services.  

An important factor also is a regular distribution of information about all the changes in the 

Aids to Navigation, shipping regulations and/or closed for navigation areas. The factor that 

can influence a shipping safety is an ability of the coastal state to provide a timed and well-

organized assistance in cases of emergency. Last but not least is the supervision of 

appropriate state institutions. 

                                                 
67 http://www.sjofartsverket.se/upload/Listade-dokument/Engelska/Sektorrapport_2004_eng.pdf  
68 Maritime Authority and Sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002.,Article 6 
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In support of safety, security and environmental protection, EU has set legislation in place 

under port state control Directive 95/21 to ensure an inspection of ships in EU ports69. It is 

noted by EMSA that the coastline of the European Union contains about 600 ports and it is 

vital that maritime transport operates in a safe, secure and environmentally friendly way. The 

technical responsibility for monitoring of port state control at EU level has been given to 

EMSA. In addition, EMSA carries a number of supporting tasks to ensure the effectiveness 

of the control system. For example, it provides technical assistance related to the European 

Commission participation in the various bodies dealing with port state control on regular 

basis.  

To illustrate how the shipping safety is organized on a national level, the Latvia example is 

provided. Several institutions are responsible for ensuring safe shipping standards according 

to international legislation and Latvian national regulations in the Republic of Latvia. 

Shipping Safety department of the Maritime Administration of Latvia is directly responsible 

for maritime safety issues. The duties of the Shipping Safety department are the supervision 

of safety of the Latvian flag ships, investigation of maritime accidents, co-working with IMO 

and other international organizations on  shipping safety related issues as well as 

participation in preparation of the shipping related regulations70. According to Latvian 

legislation on investigation of maritime accidents, in case of environmental pollution, 

assistance is required from the Sea Environment Protection Authority, in cases of the ship 

accidents assistance is required from the Shipping Safety department and Hydrographic 

Service of the Maritime Administration of Latvia. Latvian Coast Guard Service provides 

operational participation in safety related. If any ship is involved in an accident, the 

investigating institution reports to the ship flag state’s appropriate institution, which can join 

the investigation71. Competent institutions from other involved countries also can participate 

if the accident has a criminal nature and the investigation is done according to the criminal 

process72. The following regulations are in use: Maritime authority and sea safety law, 

Regulation Nr.197 of 14.03.2006 “Organisation of the port state control” of the Cabinet of 

Ministers, Instruction on supervision of safety inspections (accepted 25.05.2001), Instruction 

on Commissioner classification supervision on inspections of Latvian ships (accepted 

                                                 
69 http://www.europa.eu.int/eur-lex/lex/Notice  

 
70 Maritime Authority and Sea safety law: Republic of Latvia law Latvijas V� stnesis, 19.11.2002. (with adjustments), Art. 8. 
71 Regulation on supervision of stae flag ships: Cabinet of Ministers  27.12.2005. regulation nr.1044 
72 Maritime Authority and Sea Safety Law: Republic of Latvia Law Latvijas V� stnesis, 19.11.2002. (with adjustments), 

Article 51 
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09.06.2001), Instruction on Evaluation of maintenance of the ship safety equipment (accepted 

18.01.2002), Instruction on Evaluation of enterprises of ship building and maintenance 

(accepted 25.03.2002). 

 

Year 2004 2005 2006 2008 

Inspections/ Port calls 580 / 1834 511 / 1791 477 / 1810 516 / 1785 

Table 3 . Port State Controle inspections in ports of Latvia73 

 

The Latvian Coast Guard Service is another institution, whose responsibility is to 

ensure a shipping safety and enforce shipping regulations. This institution, according to the 

international and national legislations, in the area of responsibility of Latvia is entitled to 

organize and coordinate the search and rescue operations, provide radio medical assistance 

and medical evacuations, oil and chemical pollution response and all the necessary actions to 

ensure compliance with national and international regulations. In addition, the Latvian Coast 

Guard service acts according to co-operation agreements signed with state institutions and 

organizations (State Border Guard, State Revenue Service, State Police, State Fire Fighting 

and Rescue Service, Paramedical service, Latvian Aviation Administration, Latvian Port 

authorities etc.). What actions are taken by the mentioned institutions to ensure shipping 

safety? The answer is very simple. They enforce international and national regulations in the 

following fields of responsibilities: search and rescue at the sea, environmental protection. 

 

Conclusions 

1. Timely and precise investigation of the causes, consequences and factors of maritime 

accidents helps to minimize the risks, number and seriousness of accidents in the 

future. 

2. Each coastal state has rights to organize maritime accident investigation, if there are 

casualties of any national or substantial damage has been done to environment or the 

property of the coastal state. 

3. International legislation regulates the investigation and a criminal prosecution in 

general cases.  

4. EU has initiated a united policy for investigation of accidents. 

                                                 
73 Latvija j� rniec�bas gadagr� mata 2008. LJS: Riga, 2009/ Latvija j� rniec�bas gadagr� mata 2006., LJS: Riga, 2007 
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5. Major role in the reduction of maritime incidents is played by cooperation between 

the international and national institutions as well as adjustments of appropriate 

regulations. 

 

 

 

 

 

 

4. Protection of individuals and property at sea  

Long list of the maritime accidents have encouraged the development of the science and 

international legislation in the field of shipping safety. To prove this claim, we can use the 

fact that after the disaster with a passenger liner “Titanic”, international regulations included 

mandatory radio watch on certain frequencies for all passenger ships. 

Rescue legislation basic principles on the international level were first introduced in 1910 

with a Brussels Convention on Rescue. Republic of Latvia joined this convention in 1932. 

This convention focuses more on a rescue of the property (ship, cargo) and not on the 

individuals. The important international search and rescue regulations were developed only 

after the society accepted the idea of human rescue at sea. 

4.1 Search and Rescue services 

By wishing “…to develop and promote a search and rescue at sea, to elaborate internationally 

united strategy on search and rescue, to promote cooperation and compatibility among the 

world’s rescue organizations..”, an international convention on search and rescue at the sea 

which is better known as “SAR-79” was agreed in 1979. Republic of Latvia had joined SAR-

79 Convention on 199874. Besides, there are several other regulations introduced relating to 

search and rescue at sea, such as: 

• 1974 International convention for the Safety of Life at Sea (SOLAS-74); 

• International Aeronautical and Maritime Search and Rescue Manual (IAMSAR 

manual);  

• International Maritime Organization Maritime Safety Committee regulations75. 

                                                 
74 Declaration on joining International legislation on maritime regulations: 29.09.1989. MP directive nr. 473, 

http://www.sam.gov.lv/satmin/content/?cat=109  
75 Latvian Maritime Administration, http://www.jurasadministracija.lv/index.php?pid=0238  



© SKEMA                                                    Page| 36 of 70                                                                   29/06/2009 

 

To analyze the international requirements on search and rescue two Conventions will be 

evaluated: Convention for the safety of Life at Sea (SOLAS-74) and the Convention on 

Search and Rescue (SAR-79). 

SOLAS-74 is probably the most important agreement relating to ship safety at sea. First 

version of this convention was as a reaction on the “Titanic” disaster in 1914, second version 

was in force in 1929, third - in 1948 and the fourth - in 1960 (version was in effect since 

25.05.1965) and was the first regulation accepted by IMO. Revising the Convention was too 

complicated and lengthy event, therefore in 1974 completely new Convention was accepted 

including all the amendments and the order for the possible future changes. SOLAS-74 is 

fully in effect since 25. 05. 1980. Some regulations from the SOLAS-74 are also visible in 

the Article 21 (2) and Article 94 (5) of the UN Convention on Law of the Sea 1982. 

SOLAS-74 and its 1978 Protocol regulates minimal ship construction standards, ship’s 

equipment and functionality in the fields such as a mechanisms, electro devices, 

communication systems, fire safety, emergency operations. The Convention also regulates 

the necessary documentation, amount of cargo, and necessary risk analysis, therefore it is one 

of the fundamental regulations for shipping safety. SOLAS-74 states the responsibilities of a 

shipmaster in cases of emergency, order of providing help for casualties and the necessity for 

such action. The Convention is the basis for several national regulations. The Republic of 

Latvia accepted this Convention on 10.09.1991 by the State Council declaration “Declaration 

on joining the International legislation on maritime regulations” and this Convention was also 

taken as a basis for several national regulations of Latvia, as example, Article 11 of the 

Maritime authority and Sea safety law76. Therefore the certain regulations of the SOLAS-74 

are directly integrated into the national legislation and correspond to the international 

requirements. 

Maritime search and rescue legislation includes the Convention on Search and Rescue (SAR-

79); Latvia joined this convention on 199877. By signing the SAR-79 Convention, member 

countries, including Latvia, have pledged to comply with all the requirements of the 

Convention. Essential is the fact that the Convention defines an interpretation, 

implementation, ratification, acceptance and joining order as well as necessary organization 

for the search and rescue. According to SAR-79, member countries have to guarantee that all 

                                                                                                                                                        

 
76 Maritime authority and Sea safety law: Republic of Latvia law Latvijas V� stnesis, 19.11.2002. (with adjustments); 
77 Declaration on joining international Maritime legislation: 29.09.1989. MP directive nr. 473, 

http://www.sam.gov.lv/satmin/content/?cat=109  
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the necessary actions will be taken to provide search and rescue assistance for the individuals 

in danger at sea78, including creation of the state search and rescue organization and 

declaration of the area of responsibility (see picture 3). Area of responsibility for Latvia, 

according to the requirements of SAR-79 Convention, has been set on 02.12.200379 and 

includes territorial waters of Latvia, an exclusive economic zone and is matched with the 

limitations of the area of responsibility for the Aviation search and rescue. 

SAR-79 suggests member countries to organize their own search and rescue services, so they 

can adequately react in case of emergency. After receiving of the distress signal, the 

appropriate institutions have to immediately provide assistance regardless of the nationality 

of the casualties. Member countries have to ensure all necessary actions to coordinate a 

search and rescue services, provide them with all the necessary equipment to perform their 

duties, and, if necessary, to provide a coordination with  neighbouring countries80. The 

Convention also is one of the main instruments of the requirements for the Latvian Coast 

Guard service81. 

 

 
Picture 3. Area of Latvian SAR responsibility. 

 

                                                 
78 International Convention on Maritime Search and Rescue, 1979, 

http://www.imo.org/Conventions/mainframe.asp?topic_id=253 , para. 3. 
79 Maritime and Aviation search and rescue: Cabinet of Ministers 02.12.2003. regulation Nr.674, Latvijas V� stnesis, nr. 172 

(2937), 05.12.2003. 
80 International Convention on Maritime Search and Rescue, 1979, http://www.imo.org/Conventions , Chapter 2. 
81 Maritime authority and sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002. Artcle 7. 
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Latvian maritime search and rescue organization is based on the requirements of the SAR-79 

Convention and works according to IAMSAR Manual 82. According to requirements of the 

Maritime Authority and Sea Safety law83 and Regulation Nr.647 “Maritime and Aviation 

search and rescue” of the Cabinet of Ministers84, the operation is led by the Latvian Coast 

Guard service.  These regulations govern the cooperation of the institutions involved in the 

search and rescue in area of responsibility according with the national SAR plan85. This plan 

states how the involved institutions operate during the search and rescue mission according to 

the national legislation. The Plan also prescribes that the passenger ships operating in the area 

of responsibility of Latvia for more than 6 months must have an emergency action plan for 

cooperation with the MRCC Riga86. Besides this, SMC (duty officer) at MRCC has rights to 

involve any state institution as deemed necessary for the search and rescue operation87. At the 

same time personnel of MRCC is responsible under law for all the decisions and actions 

taken88.  

In addition, the national search and rescue organization has a constant cooperation with the 

IMO Maritime Safety Committee, IMO COMSAR Radio Communication and Search and 

Rescue Sub-committee, Helsinki Commission Response Group, BBRC WG as well as EC 

Maritime Safety and Environmental Protection working group89. 

Convention states, that each rescue coordination centre shall be aware of the location, course, 

speed and call sign of the ships in the area of the responsibility that in case of emergency 

immediate assistance can be provided90. The radio watch on international rescue frequencies 

shall be maintained all time. Rescue centres execute these recommendations according to 

their best abilities and chosen strategy as most of the necessary information is commercial, 

for example, Lloyds Intelligence database. 

MRCC Riga is an integral part of the Latvian Coast Guard service (Ministry of 

Defence) since 2001. Until 2001, MRCC Riga was under the Ministry of Transport. MRCC 

Riga works around the clock ready for immediate action upon receiving distress signal. 

Rescue Coordination centre organizes cooperation with all involved institutions, provides 
                                                 
82 IAMSAR manual. Volume 1-3, IMO/ICAO, London, 2006 
83 Maritime authority and sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002. Article 5 
84 Maritime and Aviation search and rescue: Cabinet of Ministers regulation nr.674, Latvijas V� stnesis, 03.12.2003 
85 Maritime authority and Sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002. Article 7. 
86 Operational Action Plan on SAR , Version 3., Riga: Latvian Coast Guard,2005, not published, Article 1 part one 
87 The same, Article 1 part two (E.B.). 
88 Maritime and Aviation search and rescue: Cabinet of Ministers regulation nr.674, Latvijas V� stnesis, 03.12.2003 
89 Latvian Coast Guard service tasks, http://www.mrcc.lv  
90 Maritime authority and Sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002. Article 7 
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search and rescue assistance in the area of responsibility according to the international 

legislation. The coordination centre has all the necessary resources for conducting the search 

and rescue operations. Daily 5 to 6 ships are on duty with a 15 minutes readiness in Latvian 

ports depending on the operational situation. One to two SAR helicopters are on duty in Riga 

international airport91. 

 

Table 4 MRCC Riga SAR activities92 

 

After receiving the distress signal, the Coordination centre has right to activate all the 

necessary resources for the search and rescue operation, including not only Naval ships or 

Air Force aircraft, but also paramedics, State fired fighting and rescue service, State police, 

State Border Guard, Customs, hospitals, and other institutions as deemed necessary and noted 

by the National SAR plan. The Coordination centre works together with a state and public 

institutions to inform society about the necessary preventive actions to avoid any accidents. 

MRCC Riga has rights to demand the information from the appropriate harbour master about 

the ships residing in the port or approaching the port as well as take any actions deemed 

necessary to provide necessary assistance regarding the ships involved and their cargo93. 

These actions include: 

• Moving the ship or its cargo; 

• Rescue actions; 

• Taking control over the ship or cargo; 

• Disposal of cargo; 

After the coordination with ship’s owner, MRCC can give the order to ship’s master to 

proceed to an accident scene to provide the necessary assistance in search and rescue 

operation. 

For example, the following actions of Latvian Coast Guard service on 26.01.2007 were taken 

when the MRCC Riga at 17:36 received a request for assistance from the cargo ship “Mihail 

Dudin” (Malta). The ship had lost steering in the storm and was drifting to the coast. Taking 

in account the complicity of the situation, the SMC made a decision to provide tugs 

                                                 
91 Operational Action Plan on SAR , Version 3., Riga: Latvian Coast Guard,2005, not published, Appendices 4.1.; 4.2.; 4.3. 
92 LCGS statistics 2007-2008 (not published) 
93 The same (E.B.) Article 1 part two. 

Year Cases Resqued Dead Missing 
2007 30 48 4 4 
2008 25 26 3 7 
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assistance. The reason for this decision was based on the necessity to prevent possible 

damage to the environment if the ship would ground. Based on the Article 54 of the Maritime 

authority and sea safety law, the coordinator of the MRCC Riga commanded a tugboat 

“Ventspils” which is owned by a private company to immediately proceed from the port of 

Ventspils to the accident scene to provide necessary assistance94. By this the MRCC Riga 

executed its rights according to the national legislation to prevent potential consequences of 

“Mihail Dudin” grounding. 

The search and rescue operation means not only rescue of individuals but also to control the 

possible risks of pollution of the environment. According to the Maritime Authority and Sea 

safety law, Latvian Coast Guard Service in her action complies with national and 

international legislations. 

These functions to eliminate ship accident consequences, combat the oil spills, hazardous 

cargo spills and coordinate all-necessary actions the Latvian Coast Guard service executes in 

according to a National Response on oil pollution plan, SAR-79 convention and other 

relevant regulations. Article 5 of the Maritime authority and sea safety law states that in the 

areas of operation the Latvian Coast Guard shall provide a regular translation and 

retranslation of the necessary information relating to safe navigation, weather forecasts and 

other necessary information according to SOLAS-74, SAR-79, IAMSAR manual and 

International Code of signals. The same Article gives responsibility of providing a proper 

operation of an Automatic Identification System (AIS) in the area of the LCG responsibility. 

Analyzing available information, the conclusion can be provided that the search and rescue 

organization in the Latvia is arranged and tasked according to international requirements. 

Latvian Coast Guard service maintains GMDSS and AIS coastal systems and a data of these 

systems are provided to other maritime institutions: State environmental protection service, 

Maritime Administration of Latvia, Harbour masters, State Border Guard, Customs, State fire 

fighting and rescue service. In addition, the mentioned institutions can use the AIS data only 

for their competence and it is illegal to distribute the data to third parties without acceptance 

by the Latvian Coastguard service95. 

                                                 
94 26.01.2007 report of the Commander of Latvian Coast Guard Nr.052-67, not published 
95 Order of use of AIS date for shipping safety and traffic organization: Cabinet of Ministers regulation nr. 826, Latvijas 

V� stnesis, nr. 161 (3529), 10.10.2006 
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SAR-79 Convention states that each country in waters of jurisdiction must provide Maritime 

Safety Information (MSI) to the ships in the area. The same requirement is noted in the UN 

Convention on Law of the Sea, 198296.  

To present an availability of the “Notices to Mariners” around the EU, the following table is 

provided: 

State Phone/Fax Remarks 
Latvia 
http://www.lhd.lv 

+371 67062177 
+371 67860082 

Free accesable information 

Sweden 
http://www.sjofartsverket.se 

+46 0 11191045 Free accesable information 

Germany 
http://www.bsh.de 

+49 0 38145635 The last navigational information 
only 

Poland 
http://hopn.mw.mil.pl 

+48 586207472 Information available on fee 
(330 PLN/year) 

Russia 
http://www.chartpilot.ru 

+78122775900 Free accesable information 

UK 
http://www.ukho.gov.uk 

+44 0 1823322352 Free accesable information 

Norway 
http://www.statkart.no/efs 

+51858700 Free accesable information 

Estonia 
http://www.adam.vta.ee 

+3726205640 Free accesable information 

Lithuania 
http://www.msa.lt 

+37046499760 Free accesable information 

Finnland 
http://www.fma.fi 

+358204481 
+358204484355 

Information available on fee 
(30 EUR/year) 

Table 4 . Availability of Notices to Mariners97 

 

MRCC Riga is tasked to transmit Coastal Navigational Warnings by using GMDSS coastal 

network according to the Convention and national legislation in the area of responsibility98. 

Shipping safety information, weather forecasts as well as a search and rescue related 

information is broadcasted according to the SOLAS-74 convention, part 5 and the national 

legislation by the following division: 

• Shipping safety instructions- navigational warnings, and weather forecast; 

• Gale warnings- increasing of the wind speed of 12 m/s with gusts over 15 m/s; 

• Dangerous hydro meteorological events: drop of water level in ports over 1.0m, 

decreased visibility under 500m, icing, and other events that can affect safety; 

                                                 
96 UN 1982 Convention on Law of the Sea: Intrnational agreement, http://www.sam.gov.lv/satmin/content/?cat=109 , Article 

39 (2) 
97 Latvijas j� rniec�bas gadagr� mata 2009., LJS: R�ga, 2008. 
98 Maritime Authority and Sea safety law: Republic of Latvia law, Latvijas V� stnesis, 19.11.2002. Article 2. 
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• Extra information – by request. 

Maritime Safety Information is broadcasted on Maritime VHF channel 71, by prior informing 

on VHF 16 and VHF 70 (DSC mode). Broadcasts are in Latvian and English, and if it is not 

stated otherwise the navigational warnings are repeated daily for three days.  

In order to compare search and rescue structure of Latvia with similar services in other 

countries are analyzed with reference to the United States and Sweden. 

Search and rescue organization in Sweden is arranged in accordance with the requirements of 

the international and national legislations. Swedish Maritime Administration is an institution 

who is responsible for the search and rescue missions. National coordination centre is located 

in the Gothenburg (MRCC Gothenburg). Also, several other institutions are involved in the 

missions. For example, the Swedish Lifeboat association is a volunteer organization that is 

taking part in search and rescue operations (the most active SAR operation member). Also, 

the Swedish Coast Guard, Swedish Royal Navy, Swedish police, Stockholm Radio are 

involved. In addition, fire-fighter units are trained for the rescue operations on the ships and 

some of them are on standby duty. Search and rescue structure in Sweden is organized in 

according to a SOLAS-74 and SAR-79 Conventions99. The same as it is in Latvia, Sweden is 

using an IAMSAR manual, which is translated in Swedish and available for any individual 

involved in the operation. This document is the basis for the Swedish search and rescue 

organization therefore Sweden’s search and rescue organizations comply with international 

requirements. Another document which regulates the search and rescue processes in Sweden 

is the Swedish Rescue Services Act100. In this regulation, which is similar to the Maritime 

Authority and Sea safety law of the Republic of Latvia, there is a requirement for all the ships 

in the Swedish waters to participate in a search and rescue operations by request. Swedish 

Maritime Administration, according to the three-year plan, has set a goal to ensure a medical 

assistance and evacuation from the ships no later than three hours after receiving such request 

in the territorial waters of Sweden and six hours in the EEZ of Sweden101. In comparison, 

Latvia has requirement to arrive in any place in the area of responsibility within 4 hours by 

ship or 2 hours by the helicopter102. 

To analyze the SAR organization in the United States of America, the following can 

be noted: the National Search and Rescue Committee regulates a search and rescue 

                                                 
99 http://www.sjofartsverket.se/templates/SFVXPage   
100 Swedish Rescue Services Act, Stockholm, SCG, 2003, Chapter 6, §6.1. 
101 Annul SAR plan 2006, Stockholm, SCG, 2006, Article 12. 
102 Operatinal Action Plan Versiona 3., not published, Latvian Coast Guard 2004, introduction. 



© SKEMA                                                    Page| 43 of 70                                                                   29/06/2009 

 

organization in the United States. Members of the Committee are representatives from the 

Department of Defense (representing the US Air Force and ARCC), the Department of State, 

Department of Transportation, and Department of Homeland Security under which is the US 

Coast Guard and the National Aeronautics and Space administration (NASA). This structure 

of the organization is based on the United States National Search and Rescue Plan103, which 

regulates a search and rescue institutions and is based on the IAMSAR manual, SAR-79  

Convention and other international agreements. The area of responsibility for the US has 

been set up according to the IMO, International Civil Aviation Organization (ICAO) and 

IAMSAR manual. The US supports search and rescue operations also if the cases are outside 

their area of responsibility regardless of nationality of casualties. The main search and rescue 

coordinator, similar to Latvia, is the US Coast Guard having coordination centres on East 

Coast, West Coast, Alaska, Hawaii, and Guam, Puertorico as well as in the US internal 

waterways104. 

As conclusion it can be noted that the search and rescue organizations in all three observed 

countries are based on the same legislation- international Conventions and the main 

difference is only in the organization of the execution. 

 

Conclusions 

1. The international conventions and regulation on the protection of human life at sea is 

the basis for the national legislation and responsibilities. 

2. The coastal states have developed infrastructure and necessary structures to provide a 

search and rescue operations. The difference among countries is only in the 

organizational issues.  

4.2 Rescue of the property at sea  

Human rescue is the primary task for search and rescue operations at sea, when all the actions 

are focused to save human life.  

An International Salvage Convention (SALVAGE 1989) defines rescue operation terms more 

broadly stating that any actions with a purpose to assist the ship or other property in danger in 

any waters105. The term “in any waters”- inclusion in the Convention broadens its 

application, relating it also to a ports and other internal waters. It is noted also, that “… the 

ship rescue is an act by which a person voluntarily rescues the ship, cargo or other object or 
                                                 
103 US National SAR Manul [PDF versija], York-Town, USA, 1989, Chapter IV  
104 Bulderis M. Search and rescue maritime organization legal regulations and practice: Baltic International academy, R�ga, 
2003, page 26  
105 Maritime rights. M.Lejnieka un L.Medinas redakcij� , JUMAVA, 1997 
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takes part in rescue of such object from danger, which was caused by sea and the rescuer has 

right to compensation..”106. 

The difference between human rescue and a ship rescue is mainly that rescuer has a 

mandatory task to assist a human without asking any fees, but for the ship rescue the rescuer 

has right to receive compensation. International legislation does not state who can be a 

rescuer - but there are conditions for the rescue operation- if sides have not agreed otherwise, 

the rescue is voluntary, must be successful, the rescued property before the rescue and during 

the rescue must be in danger107. Compensation, excluding interest and court expenses, cannot 

be higher than value of rescued ship or property. 

The International Salvage Convention was developed, when the countries wanted to 

introduce a unified legislation on rescue operations. This Convention regulates the 

commercial rights between the rescuer and owner of the property. The captain of the rescued 

ship has rights to sign such agreement on behalf of the owner of the ship, but the ship owner 

has rights to sign an agreement as owner of the cargo. In addition shall be noted than the 

international Salvage Convention does not apply on fixed oil platforms or mobile sea drilling 

devices when such devices are used for an exploration of seabed. This convention does not 

apply also to military ships or other non-commercial ships owned by state, if they maintain 

their immunity according to international principles. Principle of “no cure no money” is well 

known and widely used in an international practice. International Convention does not 

require that the owner pays if the operation was unsuccessful. For example, it was shown in 

an international Rome Tribunal decision on 23.02.2003 in case Nr.252 where the company 

“SE.MAR.PO” claim against motor yacht “Gold”. Claim was based on a fact that on June 

1996 two “SE.MAR.PO” tugboats participated in a rescue of a motor yacht “Gold”, when 

there was a fire onboard and yacht was in Fiumicino port roadstead. Company tugboats 

towed the yacht to the port but it sunk not reaching the port. Owner of the tugboats lodged 

claim to the tribunal, demanding for the owner of the yacht to pay for the resources used 

according to the Article 14 of the Salvage Convention. After reviewing the case, the tribunal 

verdict was to dismiss the claim, because of the compensation cannot be requested if the 

salvage operation was not successful108. Therefore, international regulations have protection 

mechanisms of the owner rights, not allowing compensations for the unsuccessful rescue 

operations. 

                                                 
106 Merchant Ship Search and Rescue Manual (MERSAR), Chapter 1, § 2.2. 
107 International Convention on Salvage, 1989 (London, 28 April 1989), Article 14-15. 
108 Tribunal of Rome 23 January 2003, SE.MAR.PO. v. Finagen - m/y "Gold" 2004 Dir. Mar. 252, 
http://www.comitemaritime.org/jurisp/ju_salvage989.html  



© SKEMA                                                    Page| 45 of 70                                                                   29/06/2009 

 

4.3. Place of Refuge  

As it was mentioned before, maritime rescue related issues differentiate the obligation of 

each sailor to provide assistance to a person in danger at sea from the responsibility of the 

state authorities to ensure shipping safety including assistance to persons and property in 

danger at sea. For example, previous mentioned cargo ship “Mihail Dudin” (Malta) rescue 

operation on 26.01.2007, which was organized by Latvian Coast Guard service ensuring 

prevention of unfavourable consequences if the ship would ground109. As shown in the 

example, action of the state institutions was based on shipping safety issues in the waters of 

responsibility. 

According to the international legislation, the rescue action does not always take place at the 

accident scene. Based on recommendations from Maritime Safety and Marine Environment 

Protection Committees (IMO) the diplomatic conference on shipping safety, December 2002, 

London started and by the end of 2003 developed guidelines that each country should have 

an institution designated for receiving reports and contacting a ship in distress.     

Recommendation foresees that this system shall be implemented to ensure the assistance 

before critical conditions. By this, the recommendations made by Maritime Safety 

Committee, Marine Environment Protection Committee and Sub-Committee on Safety of 

Navigation required the coastal states to establish maritime assistance services (MAS) for 

acting in maritime accidents, receiving reports, provision of consultations and notifications 

required by the IMO. This was the international start for Maritime assistance service (MAS). 

According to the IMO recommendations, the main functions for the Maritime Assistance 

service are: reception of reports and notifications from the IMO, if ship is involved in an 

accident - locate the ship, if necessary assistance - to act as a coordination centre between the 

master of the ship and a coastal state; if the situation involves a collisions or search and 

rescue operations – to act as a coordination centre between the private resources demanded 

by company and the state. States, also, must monitor situations that may cause a ship to be in 

need of assistance but it is not in a distress situation that could lead to a search and rescue 

operation. Also, it was decided that Governments must prepare and issue national instructions 

regarding their MAS, or other authority or organization to which the information shall be 

transmitted from a ship, and will provide the ship with all the instructions concerning 

requested actions110. 
                                                 
109 Ship „Mihail Dudin” proceeding to Venspils port LETA, 27. janv� ris (2007) 14.00/ 
http://apollo.lv/portal/news/articles/91896  
110 Resolution A.950(23) Adopted on 5 December 2003 (Agenda item 17) Maritime Assistance Services (MAS)  
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As discovered during the course of this study, the issues were realised in the same 

manner in most of the EU member countries (with some exceptions). For example in 

Denmark, the Maritime Assistance Service (MAS) is an integrated part of the Royal Navy 

and is functioning on a 24-hour basis as a central maritime contact point for shipping in and 

around Danish territorial waters. The primary mission of Danish MAS is to handle 

communication between the Danish coastal state ship’s captains requiring assistance, and 

other parts involved, such as ships owners, salvage companies, port authorities, managers etc. 

MAS is on readiness to deploy rapid assistance and requested support for ships in connection 

with combating pollution, fire and explosions on board, collision, grounding, and maritime 

security. MAS receive Ship Security Alert System distress calls from Danish and foreign 

vessels in Danish waters. System enables a vessel to send a distress call if it is attacked by 

pirates etc. On receiving such a call, MAS is responsible for alerting the relevant authorities 

responsible for a response. Service is also a contact to maritime authorities about 

administrative questions and to salvage companies, for example in the event of mechanical 

breakdown, collision or grounding.  

The same as it is in Latvia, the MAS of Denmark is noted as a National Competent Authority 

for the EU SeaSafeNet network. This means that the MAS also manages flow of information 

related to the vessels carrying dangerous cargos, thus optimizing the platform for effective 

intervention in connection with accidents and pollution at sea 111. 

The accommodation of a vessel in a place of refuge means to minimize or remove 

risks to the safety of the vessel, to the safety of human lives or to the marine environment. It 

may increase the risk of potential harmful impacts within a limited geographical area in order 

to avoid pollution or damages. In this context, the general public interest shall override 

specific, including local, interests. The decision taken by the competent authority should not 

be subject to external influences but be based only on a assessment of the situation, 

legislation  and the consequences of decision. This last point was applied by the Latvian 

Coast Guard service during the case of cargo ship “Mihail Dudin”. 

It is stressed by ESPO, that in some of the situations it is crucial that the competent 

authority has the capability to take an urgent decision, based on the information readily 

available in the plans for places of refuge. This implies that the competent authority has the 

power to give certain orders and directions to ships’ operators and masters and to take 

decisions on its own initiative, without the requirement of a prior authorization by other 

instances or having to go through a lengthy consultation process. The legal framework needs 
                                                 
111 http://www.forsvaret.dk/SOK/eng/MAS  



© SKEMA                                                    Page| 47 of 70                                                                   29/06/2009 

 

to be in place to ensure that a competent authority has the power to take an independent 

decision on the accommodation of a ship in a place of refuge. In practice, the management of 

a “place of refuge” may be handled in the framework of an existing national emergency 

scheme where responsible administrative authorities are already in place. In this case, 

creating a separate sui generis entity may not necessarily constitute the best solution to 

improve the handling of the situation and may even have an adverse effect on the efficiency 

of the emergency operations112.  

As example for international and national legislation cooperation, the Latvian Maritime 

assistance service organization can be mentioned. Complying with the IMO 05.12.2003 

Resolution A.949(23), IMO 05.12.2003 Resolution A.950(23), the Ministry of Defence of 

Republic of Latvia, the Ministry of Transportation , Ministry of Internal Affairs, Ministry of 

Prosperity have signed an agreement on the organization and order for granting the places of 

refuge in the waters of the jurisdiction of Republic of Latvia113, and the MAS organization. 

Because of this agreement the MAS in Latvia was created in 2005, and is part of Latvian 

Coast Guard Service responsibilities. The MRCC Riga MAS Operational Action plan is in 

effect since 25.05.2006. This plan is based on the Article 7 of Maritime Authority and Sea 

safety law, the Article 8 of National Armed Forces Law, the Article 7 of the Regulation 

Nr.508 from 12.07.2005 “Regulation on shipping regime and order of use of Latvian waters” 

of the Cabinet of Ministers and international legislation – European Parliament and Council 

31.03.2004 regulation 725/2004(EK) and IMO resolutions A.851 and A.950. The Plan 

regulates the operations the Service and the cooperation of the institutions involved. For the 

execution of the plan, MRCC has rights to call up a pre-planed MRCC committee114, which 

is created by Regulation Nr.190 “Latvian National oil pollution response plan” of the Cabinet 

of Ministers and stating that MRCC committee is formed to assist the Latvian Coast Guard 

Service with necessary administrative and operational support. The committee consists of 

members from various state institutions. 

Therefore, the criteria of “independence” do not mean that the Member States should 

establish a new institutions or bodies for accommodating the ships to the places of refuge. 

The competent authority may also be part of the existing administrative structure and may be 

appointed by the political power, if the legal framework ensures the independence of its 

decisions. Member State may decide that in accordance with its own administrative 

                                                 
112 http://www.espo.be/Active_Policy_Issues/Maritime_Safety_.aspx  
113 Latvian Coast Guard MAS plan – 2006: Inter institution instruction, not published, Article 2 
114 The same (E.B.) 
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organization, several authorities may be respectively competent depending on the 

geographical location of the incident115. 

Even though that the Republic of Latvia has an institution that regulates all the rescue related 

actions- the MRCC, this institution has no independent rights to demand a compensation for 

the assistance provided and rescued property116. At the same time, institution takes a great 

risk by making a decision on providing the place of refuge. First, it is financial responsibility. 

By accepting a ship in distress authorities expose themselves to financial risks which need to 

be covered.  

ESPO has stated than the authority providing refuge to a ship in distress should have the right 

to recover the costs related to the accommodation of the vessel. These costs may relate to 

preventive measures or to the salvage operation, provision of facilities for assistance and 

recover operations following the rescue. If the ship sinks or capsizes in the place of refuge, 

the costs will also cover the removal of wreck or its load, as well as cleaning up of the 

pollution, which are costly operations. The damage for the place of refuge also can be 

tremendous. It can consist of loss or damage to property; it can also be damage to the 

environment, as well as economic damage caused by the disruption of operations. Not only 

the port authority and terminal operators will be affected but also all other services and 

industries in the port, which are dependent of its activity117.  

The international conventions cover liability and compensation for damage, in case of 

pollution at sea from the ships, which can also be applicable to port authorities 

accommodating ships in distress, but there is not specific regime for places of refuge. The 

IMO adopted guidelines on place of refuge in December 2003, but they are not including any 

aspects of the compensation provisions118. This could be a new task for the improvement of 

the international legislation. 

 

Conclusions 

1. Property rescue at sea is a private rights act, which requires prior agreement between 

rescuer and the owner. 

2. International, regional and national regulations state duties for countries in certain 

cases, when property rescue is essential to prevent an emergency situation. 

                                                 
115 Proposition de directive du Parlement européen et du Conseil modifiant la directive 2002/59/CE relative à la mise en 
place d'un système communautaire de suivi du trafic des navires et d'information.  W. Doc. 2 0 0 8 / 8 ,  Bruxel, 11 
Septembre 2008. 
116 National Armed Forces Law: Republic of Latvia law, Latvijas V� stnesis, 388/389 (1848/1849), 24.11.1999.) Article 18. 
part one 
117 http://www.espo.be/Legislative_Observer.aspx   
118 http://www.espo.be/Active_Policy_Issues/Research_$26$_Development,_studies_and_Interreg_projects.aspx  
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3. According to international legislation, the States organize MAS institutions and 

govern its functions. Infrastructure and legal status of such services is the 

responsibility of each country. 

4. Providing MAS is always associated with some degree of risk, therefore, institutions 

providing such service must be able to make decisions and act accordingly. 

 

 

 

 

 

 

 

 

 

5.  Ships, ports and port facilities security 

Terrorism is the new threat to safe shipping nowadays. The European Parliament and Council 

31.03.2004 regulation Nr.725/2004(EC) “Enhancement of ship and port security” states that 

an intentional illegal actions and especially terrorism seriously jeopardize the democracy, 

freedom ideals and peace values of the EU. Therefore, by taking in account such actions as 

terrorism and piracy, the EU must increase shipping safety and the safety of the citizens who 

use such service as well as address the needs of environmental protection. The hazardous 

cargo such as chemical and radioactive materials is a serious concern for the EU in case of 

intentional illegal actions. 

5.1 Security measures 

The aim for the piracy historically has been profit but the aim of the terrorism is not 

predictable. It is paradox, but the terrorism is also serving as a factor uniting all the nations.  

Following to intensive discussions, the International Maritime Organization (IMO) in 

December 2002 has adopted new international maritime security requirements to the SOLAS 

Convention 1974 by adding a new Chapter XI-2. Also, the International Ship and Port 

Facility Security (ISPS) Code was created. It was required to implement these by 1 of July, 

2004. These include measures to protect against the terrorism in the maritime sector across 

the EU. Until then, the majority of terrorist surveillance and response measures have been as 

individual actions of the Member States. Security requirements had been implemented also in 
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the EU based on Directive 2005/65/EC on enhancing port security. This Directive requires 

that the Member States extend security measures from the ship-port (the port facility) 

interface to the whole port area. Implementation of these requirements to the Member States 

was required by 15 June 2007. European Council Guideline Nr.2 on a Human Rights and war 

on terrorism119 states that all the steps in counterterrorism must be according to regulations, 

therefore prescribing the necessity for the nations to regulate a responsibility for all the 

offences according to the Convention and noted the States responsibility for the protection of 

citizens. For example, in Republic of Latvia the Prime Minster direction “Formation of 

working group of possible ratification of EC 16.05.2005 Convention on Terrorism” on 

27.07.2005 the special working group consisting of delegates from the Ministry of Foreign 

Affairs, Ministry of Internal Affairs, Constitution Protection Bureau, Security Police, 

Prosecutor General office and the Ministry of Justice was formed. The working group 

concluded that ratification of EC Convention on Terrorism is favourable and based on this 

conclusion the Minister of Foreign Affairs signed the joining to the Convention in Strasbourg 

at 19.05.2006120. This Convention was the latest international agreement on a shipping safety 

signed by Latvia.  

Besides this Convention, the IMO published the “International Ship and Port Facility 

Security Code (ISPS Code)” which is in force since 01.07.2004. Code has the purpose of 

increasing shipping security and was first published by the IMO in 2002. This regulation was 

an answer to tragic events in the US 11.09.2001 and is stating that each single country has to 

develop a reaction plan for cases of danger for the ships or ports and develop a control 

system for the monitoring of risk objects and terminals in the port from the point of view of 

terrorism.  

Besides, the Regulation 725/2004 (ISPS Regulation) came into force on 19 May 2004. This 

Regulation is a result of the threat of possible terrorist attacks in ports, aims at protecting 

European citizens, shipping and environment.  

In 2004, the European Commission also proposed a Directive on enhancing common security 

rules of the ports. Adoption of the new IMO security regime, the EU Member States agreed 

the measures at Community level. As a result, the Regulation (EC) No 725/2004 of the 

European Parliament and of the Council of 31 March 2004 on enhancing ship and port 

                                                 
119 Guidelines on Human Rights and the Fight Against Terrorism (Guideline No.XVII). – Council of Europe Committee of 

Ministers,11 December, 2002, http://www.coe.int/T/E/Human_rights/h-inf(2002)8eng.pdf  
120 Informational report „On 16.05.2005 EC Convention on Terrorism possible ratification”: Ministry of Defence 

informative report  http://www.mk.gov.lv/doc/2005/AMzino_030706.doc  
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facility security was adopted. This Directive obliges the Member States to bring into force 

the laws, regulations and administrative provisions necessary to comply with this Directive 

by 15 June 2007.   

Another legislative act - Regulation (EC) No 884/2005 is laying down the procedures for 

conducting the inspections in the field of maritime security, in order to monitor the 

application of Regulation (EC) No 725/2004 at the level of each Member State and individual 

port facilities and relevant Companies.  

As seen, the ISPS Code by coming into effect on 01.07.2004 is a part of the requirements 

stated by SOLAS-74 Convention. According to the statistics, about 148 countries has signed 

SOLAS-74 Convention to develop a port facility and ship security plan and receive an 

international ship security certification for all ports, port facilities and ships under the 

national flag who mach the criteria in the Convention. As it is noted by ESPO, not everything 

was going smoothly there. In May 2007, the ESPO published a statement about the ongoing 

implementation of the Directive with a view on the deadline for implementation in the 

national laws by 15 June 2007121. This statement was based on an internal survey amongst 

ESPO member’s views on the difficulties to interpret provisions of the Directive. Another 

serious point of discussion published by ESPO was the costs related to the implementation of 

the Directive. For example, on 1 August 2006, the Commission published two reports on 

transport security financing following the Regulations establishing common rules on aviation 

and maritime security (EC/725/2004 - the ISPS Regulation). The report followed by requests 

from the European Parliament and the Council to study ways of financing security measures 

shared between the public authorities in the Member States and the operators involved. As it 

is noted by ESPO, the results of the study indicated that security costs in maritime transport 

is a relatively low part of the overall investment and operating costs122 and these costs are 

financed directly or indirectly by the port authorities and the operators and not by the states 

or Commission.    

Another point of discussions always are the safety of the citizens. European citizens security 

architecture has been gradually developed through the mechanism, named Schengen 

Cooperation, which is based on legal acts, such as the Amsterdam Treaty. European model of 

Integrated Border Security, which consists not only of border controls but also of other 

important elements, has been created. The first network of the model is formed by an 

exchange of the information and cooperation between the Member States, immigration and 

                                                 
121 http://www.espo.be/downloads/archive   
122 http://www.ec.europa.eu/dgs/energy_transport/security/financing/doc/2005_study_financing_maritime_security_en.pdf   



© SKEMA                                                    Page| 52 of 70                                                                   29/06/2009 

 

repatriation. The second network is represented by the border and customs control including 

surveillance, border checks and risk analysis. The third network is linked with a co-operation 

among border guards, customs and police authorities in neighbouring countries. The forth 

network is connected to the cooperation with third countries and includes common activities. 

National border security systems are being complemented by a set of effective tools to 

manage a potential risks at the external borders. The mechanism of the joint border security is 

created particularly to integrate national border security systems of the Member States 

against all kind of threats at the external border of the Member States of the European Union 

and known under the term Frontex123. 

Frontex is the EU agency for the Management of Operational Cooperation at the External 

Borders of the Member States of the European Union124. This agency was created by the 

Regulation (EC) No 863/2007 of the European Parliament and of the Council of 11 July 2007 

to establishing a mechanism for the creation of Rapid Border Intervention Teams and 

amending Council Regulation (EC) No 2007/2004 as regards that mechanism and regulating 

the tasks and powers of guest officers. The activities of Frontex are mainly intelligence 

driven. Frontex provides a coordination of the operational cooperation between the Member 

States in the field of management of external borders by ensuring the coordination of 

Member States’ actions in the implementation of Community measures relating to the 

management of the external borders. Frontex liaises closely with other Community and EU 

partners involved in the development of the security of the external borders, such as 

EUROPOL, CEPOL, the customs cooperation and the cooperation on phyto-sanitary and 

veterinary controls, in order to promote overall coherency to promote cooperation with other 

border related law enforcement bodies responsible for internal security at EU level. 

Actually, there are no essential changes in security activities since ISPS Code coming 

in force, but the Code is one of the instruments which is helping to organize port security and 

control systems. Therefore, the new system created was easier for the employees to 

understand security issues. Implementation of ISPS code in the ports can be divided into 

several phases: evaluation and approval of terminal security plans, verification consistency of 

plan and facts, control of use of plans. If the plan does not work well then the decision is that 

the terminal does not operate according to the ISPS Code. If discrepancies are serious but not 

enough effort is put to eliminate them then the security certificate can be cancelled125. The 

                                                 
123 http://www.frontex.europa.eu/legal_basis  
124 Council Regulation (EC) 2007/2004/ (26.10.2004, OJ L 349/25.11.2004) 
125 Zelti� š A. No surprises from Europe. Sea newss Nr.3/4(10/11), 2005. 
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organisation of such activities is under the states jurisdiction. In comparison, a few examples 

from a Latvian practice.  

The Ship and Port security inspection of the Maritime Administration of Latvia is the 

responsible institution to implement the ISPS Code requirements in the Latvia. Main tasks of 

SPSI might be defined in such way: as being responsible institution for implementation and 

control of ISPS Code, European Parliament Regulation Nr.725/2004/EC and European 

Parliament and Council directive Nr.2005/65/EC, the Ship and Port Security inspection has 

responsibility for an evaluation of the security in ports, port facilities, ships under Latvian 

flag, approval of the ports and port facilities security plans, issue of security certificates for 

approved organizations as well as approval of training for security personnel126.  

It is stated that security management shall not be only for ships and ports used for the 

international shipping but also for the local shipping especially for passenger transportation. 

ISPS Code part B contains regulations for the member states - based on the evaluation of the 

security they must define high security ports and establish actions to ensure such security. 

According to these recommendations, the Regulation Nr.682 “Regulation on division of ship, 

ship organization, port and port facility security functions”127 of the Cabinet of Ministers of 

Latvia stated the division of functions of the security evaluation among the Ministry of 

Defence, Ministry of Internal Affairs, and Ministry of Transportation. The Regulation 

includes related requirements of the European Parliament and Council 26.10.2005 Directive 

2005/65/EC on an enhancing of port security. In according to the Regulation Nr. 682, the 

MRCC Riga has a task to perform a given functions according to the Article 6 of the 

European Parliament and Council 31.03.2004 regulation 725/2004/EC on “Ship and port 

security”. These tasks include ensuring of a reception and analysis of the shipping security 

information around the clock. MRCC Riga has Government delegated rights to demand 

shipping security certificates from the shipping organizations according to Regulation 

725/2004/EC Article 7, control a particular ship or port facility’s security plans. If the 

Coordination centre finds that the ship does not correspond to the security requirements the 

Centre may apply control actions or perform a full inspection of the ship according to the 

Annex 1 Article 9 part two of the Regulation 725/2004. In addition, MRCC Riga informs the 

ship and the Ship and port security inspection according to Article 11 part one of the 

Regulations. The coordination centre also can request the Naval Forces, State Border Guard 

                                                 
126 Main tasks for the Ship and Port securty inspection http://www.jurasadministracija.lv/index.php?pid=03428  
127 Regulation on division of ship, ship organization, port and port facility security functionsCabinet of Ministers regulation  

Nr. 682, Latvijas V� stnesis, 22.08.2006 
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or the Ship and port security inspection to inspect the ship in the territorial waters of Republic 

of Latvia as well as inform about this the ship.  

International legislation demands to establish a ships security alerting systems and organize 

national points of contacts. The Annex 1 Article 6(3) of the European Parliament and Council 

31.03.2004 Regulation Nr.725/2004(EC) “Ship and Port security” states that ship security 

alert system shall comply also with the following regulations: IMO 6.11.1991 resolution 

A.694(17) “General requirements on ship radio communication equipment, which is part of 

GMDSS and electronic navigation needs”; IMO Maritime Safety Committee 11.12.2002 

resolution MSC.136(76) “Ship security alarm system standards”; IMO Maritime Safety 

Committee 29.05.2003 resolution MSC.147(77) “Application of revised ship security alarm 

system standards”. According to a national legislation, MRCC Riga is the National point of 

Contact which upon receiving ships security distress signals informs appropriate institutions- 

the Ship and port security inspection and the State Security police128. Analyzing mentioned 

regulations one can conclude that inter institutional mechanism works well. 

  

Another mechanism for implementation of security and safety is an institute of the 

Authorised security organizations. For example, the Classification societies are the 

organizations which develop and apply technical standards to the design, construction and 

assessment of ships (and other marine facilities) and which carry out survey work on ships. 

Flag states also can authorize classification societies for the inspection and statutory 

certification of their ships. Nowadays there are more than 50 international organizations, 

which had defined their activities as providing a marine classification, but the European 

Union presently recognizes only 13 classification societies (see below)129: 

- American Bureau of Shipping (ABS) 

- Bureau Veritas (BV) 

- China Classification Society (CCS) 

- Det Norske Veritas (DNV) 

- Germanischer Lloyd (GL) 

- Hellenic Register of Shipping (HRS, recognition for Greece, Cyprus and Malta) 

- Korean Register of Shipping (KR) 

- Lloyd's Register of Shipping (LR) 

- Nippon Kaiji Kyokai (NK) 

                                                 
128 Ship security alarm systems: Cabinet of Ministers regulation nr.683, , Latvijas V� stnesis, 22.08.2006 
129 Official Journal C 135/04 of 19 June 2007, http://eur-lex.europa.eu/JOHtml.do?uri=OJ:C:2007:135:SOM:EN:HTML  



© SKEMA                                                    Page| 55 of 70                                                                   29/06/2009 

 

-  Polish Register of Shipping (PRS, recognition for Poland, Czech Republic, Cyprus,  

     Lithuania, Malta and the Slovak Republic) 

- Registro Internacional Naval (Rinave, recognition for Portugal only) 

- Registro Italiano Navale (Rina) 

- Russian Maritime Register of Shipping (RS) 

 It is also noted than the Member States can request the EU recognition of a classification 

society and authorize a classification society be recognized by the European Union. The main 

EU legislation which deals with a classification societies is Directive 94/57. This Directive 

requires that each of the EU recognized classification societies is assessed once every 2 

years.  

Each member state must appoint a designated organization responsible for the vessel 

traffic safety and security monitoring, coordination and control on a national level. In 

accordance with national legislation, Maritime Administration of Latvia is such organization 

in the Republic of Latvia and MRCC Riga of Latvian Coast Guard service is designated as 

the National Point of Contact. 

 

Conclusions 

1. World society is facing a new threat from global terrorism and must be ready to 

respond.  

2. War on terrorism is controlled by several regulations on international, regional and 

national level. 

3. Several international, regional and national mechanisms have been created for the war 

against terrorism. 

4. War on terrorism and preventive actions are an integral part of the modern shipping 

activities and have a direct influence on shipping in general. 

 

5.2  Customs regime 

In the content of overall maritime security, Customs should be taken into account. At 

the end of July 2003, the Europe Commission presented measures to address the security 

issues. These measures can be found in a proposal for amending the Community Customs 

Code. By this, the European Union started a number of measures of the security of goods 

crossing international borders. The measures generally will mean a faster and better-targeted 

checks and cover three major changes to the Customs Code: requires traders to provide to 
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customs authorities with an information on goods prior to import to or export from the 

European Union; provides traders with trade facilitation measures; introduces a mechanism 

for a setting Community risk-selection criteria for controls, supported by computerized 

systems130. 

It stressed by the ESPO that EU initiatives should preferably be compatible or fit within the 

international framework of the World Customs Organization (WCO)131 because there are few 

independent legislative acts released by the EU to support and organize Customs tasks within 

EU economic area. As it is mentioned before, EU has started global activities of the 

development and implementation of specific security tasks: 

1) Regulation (EC) No 648/2005 of the European Parliament and the Council of 13 

April 2005 amending Council Regulation (EEC) No 2913/92 establishing the 

Community Customs Code entered into force on 11 May 2005. Regulation contains a 

number of security provisions for  an implementing the following measures: a risk 

management of customs control of goods crossing the EU borders; an Authorized 

Economic Operator Certificate (planned to be in force from 1 January 2008); traders 

obligations to supply customs authorities with advance information on goods coming 

into or going out of the European Community ( will be in force from 1 July 2009); 

requirement to the Customs authorities to exchange an information electronically on 

exports between the customs offices by using the export control system 

(implementation is expected by 30 June 2007) 132. 

2) Commission Regulation  (EC) No 1875/2006 of 19 December 2006 amending 

Regulation (EEC) No 2454/93 as a regulatory instrument for the implementation of 

Council Regulation (EEC) No 2913/92 establishing the Community Customs Code 

entered into force on 25 December 2006. With an implementation of the AEO 

certificate the users will get benefits from the simplification of the customs 

procedures. Detailed AEO Guidelines were elaborated to all customs administrations. 

Also there will be allowed to submit less data for the pre-arrival/departure 

declaration. The system is planned flexible and to allow manufacturers, warehouse 

keepers, customs agents, exporters, freight forwarders, carriers and importers 

complying with the set out criteria.  

                                                 
130 http://www.ec.europa.eu/prelex/detail   
131 http://www.wcoomd.org/ie/en/en.html  

 
132 http://www.espo.be/Legislative_Observer.aspx   
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While these regulations are currently being fully implemented, the number of other customs 

related proposals are being discussed in the European Parliament and Council, which are the 

follow up on a Regulation 648/2005 to help Member States - the implementation of 

modernization of the customs code, the introduction of the pan-European customs 

environment and promotion of the development of Trans European IT customs systems such 

as the Integrated Community Tariff (TARIC)133. Also, on 1st of January 2008, the provisions 

for the Authorized Economic Operator program (AEO) have been entered into force. The 

AEO program strikes a balance between the increasing of the security requirements and 

facilitation for the compliant traders. On 1st of June 2009 it became mandatory for the traders 

to provide a customs authorities with advance information on goods brought into, or out of 

the customs territory of the European Community. Detailed information is provided in 

“Guidelines on acceptable goods description” and “Specific Commodity codes for air and 

ship supplies” 134    

Customs Security Code (CSP) is one of the measures related to an introduction of the proper 

security control135. Another security element additionally to the Community Customs Code 

(Regulation (EC) 648/2005) is a creation of the AEO-concept. By that, the Member States 

will be entitled to grant the AEO-status to any economic operator that meets common criteria 

relating to the operators' control systems, financial solvency and compliance record. The 

status of the authorized economic operator granted by the Member States shall be recognized 

by the other Member States. The competent customs authority informs all the Member States 

by uploading the application in the AEO IT system, which has been designed for that 

purpose. This system allows to customs authorities to upload the AEO applications, AEO 

certificates, exchange information and to consult another Member State when required by the 

legislation. The self-assessment form used in a Member States may be accessed on the 

websites. For example:  

• Finland: http://www.tulli.fi/fi/02_Yritykset/12_AEO/index.jsp  

• France: http://www.douane.gouv.fr/page.asp?id=3421  

• Ireland: http://www.revenue.ie/  

• Latvia: http://www.vid.gov.lv/default.aspx?tabid=9&id=3164&hl=1  

                                                 
133 http://www.espo.be/Active_Policy_Issues/Ports_and_Security.aspx  

 
134 http://www.europa.eu/taxation_customs/resources/documents/customs/policy_issues/customs_security    
135 http://www.ec.europa.eu/taxation_customs/resaurces/documents/common/publications/info_docs/customs   
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What is the situation in Latvia? The Customs Law (01.05.2004) regulates Customs 

regimes and Customs operations in Latvia. The purpose of the law is to state a national 

competencies in the customs issues. According to this law, territory of customs control in the 

Republic of Latvia is the territory compiled of land, territorial and internal waters, airspace 

and territories of artificial islands and constructions (Article 2, Territory of customs of 

Republic of Latvia). Law has regulation that the states correspondence a national legislation 

to an international (European Union) legislation. Article 4 states that the State Revenue 

service administrates customs issues according to EU legislation. The same article prescribes 

that the Cabinet of Ministers states an order of the customs control and order of the 

exemption from the customs taxes according to EU legislation. The Application of commerce 

organizations on cancellation of customs taxes and application of quotas as well as rejection 

of petition is regulated by the Cabinet of Ministers. Cabinet of Ministers also approves 

provisions of a cancellation of customs tax and application of quota136. The Law states that 

the area of a customs control is a part of Republic of Latvia customs territory where 

transportation of goods is allowed only with customs permission and is controlled by the 

appropriate institutions. In accordance with law, the customs warehouses, free areas and free 

warehouse areas are the customs control zones. State Revenue Service can set a customs 

control zone and apply an appropriate regime in a border crossing points, in a two kilometres 

wide area along the state border, in a 10 meters wide area along the railroads.  

One of the major customs issue is customs regime enforcement. The law prescribes a number 

of limitations for the persons working in a customs zone. For example, Article 27 states 

particular requirements for the customs brokers. Customs broker ensures all the necessary 

customs clearing actions. Only person who has not been punished for criminal offence and 

administrative offences (in customs issues) and has a qualification certificate can work as 

customs broker. This example clearly indicates that by the introducing of an Authorized 

Economic Operator concept, no major changes in the national legislation are needs because 

the conceptual requirements are almost met.  

Other initiatives on transport and energy security are being launched at an 

international level to establish obligatory security standards. These initiatives were 

incorporated into the EU legislation in order to ensure their respect not only by ships under 

the flag of an EU Member State, but also by all those who entering the Community waters. 

There is active cooperation with the partners of the EU137. For example, an agreement with 

                                                 
136 26.05.2005. redaction 
137 http://ec.europa.eu/dgs/energy_transport/security/maritime/index_en.htm  
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the United States on container security within the scope of the existing EU/U.S. Customs co-

operation agreement was signed on 22 April 2004. The agreement improves security for both 

the EU and the U.S. It also guarantees the right balance between trade facilitation and 

security by ensuring that general customs control of legitimate trade takes due account of 

security concerns and creating equal levels and standards of controls for U.S. and EC 

operators138. In response to potential terrorist threats, U.S. Customs authorities have issued 

initiatives to improve security in the international supply chain. One of these initiatives is the 

Container Security Initiative (CSI), which selects, according to risk assessment criteria, 

containers destined for the USA prior to loading on the ship in a foreign port139. The U.S. has 

also published a regulation on advanced cargo manifest information (“24 hours rule”). This 

regulation obliges carriers to provide electronic manifest data 24 hours before loading sea 

containers bound to the USA. CSI is currently operational in the following European ports: 

Antwerp and Zeebrugge, (Belgium); Le Havre and Marseille (France); Bremerhaven and 

Hamburg (Germany); Piraeus (Greece); La Spezia, Genoa, Naples, Gioia Tauro and Livorno 

(Italy), Rotterdam (The Netherlands); Lisbon (Portugal); Algeciras (Spain); Gothenburg 

(Sweden); Felixstowe, Liverpool, Thamesport, Tilbury, and Southampton (United Kingdom). 

More information is provided on the U.S. Customs page140. 

With the People's Republic of China, the European Community has signed an Agreement on 

Customs Co-operation and Mutual Administrative Assistance in Customs Matters entered 

into force on 1 April 2005 to take co-operation on supply chain security. The customs 

administrations of the United Kingdom, the Netherlands and China are testing the 

possibilities to exchange of electronic information on sea containers leaving their territory 

through the ports of Rotterdam, Felixstowe and Shenzhen. This is an important step in 

customs cooperation and for recognition of security measures. The purpose of this project is 

to test and ensure security from the point of stuffing containers throughout their journey until 

their final destination. In the short term, the co-operation will allow to test end to end supply 

chains from the point of stuffing through the entire container movement to the point of final 

destination, test a criteria for an authorized economic operator status, test a data requirements 

for pre-loading security clearance, define and agreed minimum risk rule set and minimum 

control standards for customs clearance and test and evaluate technical solutions for the 

                                                 
138 http://eur_lex.europa.eu   
139 http://www.cbp.gov/xp/cgov/enforcement/international_activities/csi  
140 http://www.cbp.gov  
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security and control systems. It is expected that the pilot project will be extended to other 

ports in the EU and China141.  

This shows that as customs are mainly responsible for the content of the cargo, this affect the 

international trade chain and all the security measures related to customs should be preferably 

taken at the international level.  

 

Conclusions 

1. Customs play an important role in port security. 

2. Continuous process is going on in regulation and optimization of customs operations, 

including integrated databases, reporting and exchange of information procedures and 

introduction of legislation. 

3. The European Union started a number of measures on the security of goods crossing 

international borders. 

 

 

 

6. Sea environment protection  

With the increasing of the sea traffic especially during the last years, the necessity to pay an 

attention to a shipping and port ecological safety has grown. And, as it is noted by the 

European Sea Ports Organization (ESPO) in their publications, an ongoing conflict between 

port development needs and the application of a nature conservation rules and the wider 

confrontation with communities living close to port areas has been a point of interests a 

while. However, due to interpretation of EU nature conservation legislation, European 

seaports encounter great financial losses because of delays in development plans and 

elaborate legal procedures. The lack of integration between EU transport and environmental 

policies are also noted by ESPO142.  

IMO promoted legislation on a pollution prevention regardless of the situation is based on the 

following an international regulations: 

• Convention for the Pollution Prevention from the Ships (MARPOL), 1973; 

• Convention on Oil Pollution, Response and Cooperation (OPRC), 1990; 
                                                 
141 http://www.ec.europa.eu/taxation_customs/customs/policy_issues/customs_security/index_en.htm   

 
142 http://www.espo.be/Legislative_Observers.aspx    
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• Convention relating to an intervention on the High seas in cases of the oil pollution 

casualties (Intervention), 1969; 

In addition, HELCOM Maritime WG on the second meeting in Stockholm on January 2004 

accepted recommendation on pollution prevention, shipping safety and shipping influence on 

the environment. These recommendations correspond to the HELCOM Copenhagen 

declaration143, which was signed by the Baltic States ministers of transportation and ministers 

of environment on 2001, shortly after crash of “Baltic Carrier”, which caused oil spill of 

2700 tons144.  

These regulations correspond to the UN Convention on Law of the Sea 1982 where both 

Conventions regulate possible actions regarding the oil pollution in waters of jurisdiction. 

Also, the Article 218 of the UN Convention on Law of the Sea 1982 state that the coastal 

state has rights to start an investigation against the ships on possible environmental pollution. 

Article 219 (2), (3) and (4) regulates an activities of the involved parties in case of an 

investigation of the environmental pollution. By noted there, all the actions must be provided 

according to MARPOL Convention145. MARPOL Convention requires the member countries 

to reduce and control a sea environment pollution146 risks and introduce a necessary 

procedures without giving a technical requirements. Up to 97 world countries, which make 

up 93% of world’s merchant fleet have joined a MARPOL Convention, include it Annex 1 

(Prevention of pollution by oil), Annex 2 (Control of pollution noxious liquid substances), 

Annex 3 (Prevention of pollution by harmful substances in packaged form), Annex 4 

(Prevention of pollution by sewage from ship), and Annex 5 (Prevention of pollution by 

garbage from ships). 

Article 226 of the UN Convention on Law of the Sea 1982 and Article 7 of MARPOL 

Convention gives requirements to the coastal state, who has detained the ship, to proceed 

with an expeditious investigation and release the ship as soon as possible to avoid a 

downtime. 

These regulations are binding also for the Republic of Latvia. Besides these regulations, the 

Republic of Latvia has another binding of international and national regulations regarding the 

environmental protection.  

                                                 
143 HELCOM Copenhagen declaration on safety in Baltic sea http://www.lva.gov.lv/helcom/10_05_03.htm   
144 HELCOM press release, http://www.lva.gov.lv/helcom/HELCOM_pazinojums_presei_20040204.pdf  
145 MARPOL convention: International agreement, http://www.jurasadministracija.lv/index.php?pid=0238 , Article 6 part 

two 
146 Biezb� rde L. Shipwreck regulations, http://www.lja.lv   
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Above-mentioned legislation is also binding for the coastal states around the EU and the 

European Maritime Safety Agency (EMSA) is tasked by the EC to contribute the overall 

maritime safety system within the European Union. As stated on the Agencies homepage, 

Regulation 724/2004 amended the legal basis of the Agency, is tasking EMSA to: 

• “Provide Member States and the Commission with technical and 

scientific assistance in the field of ship-sourced pollution”; 

• “Support on request with additional means in a cost efficient way the pollution 

response mechanisms of Member States”.  

The judicial instruments for the EMSA are: 

• The Action Plan for Oil Pollution Preparedness and Response of 2004 - provides the 

initial framework for activities to strengthen preparedness and response in co-

operation with Member States. This effect to:  

• Management of stand-by vessel oil recovery services for European sea areas.  

• Satellite based monitoring system for marine oil spill detection and surveillance in 

European waters (CleanSeaNet).  

• Activities in close co-operation with Member States, including a Consultative 

Technical Group (CTG MPPR) and the associated Regional Agreements, to 

disseminate best practices and information in this field; 

• Technical and scientific expertise to support incident response operations 

One of the goals of the mentioned tasks is to reduce the risk of a marine pollution and to 

assist a Member States in a tracing an illegal discharges at sea by using of the satellite 

monitoring147. Accordingly, EMSA has developed the CleanSeaNet service - a satellite based 

monitoring system for marine oil spill detection and surveillance in European waters. This 

service provides a range of detailed information including oil spill alerts and rapid delivery of 

available satellite images148. 

 When analyzing the correlation of the national and international legislation in the 

Republic of Latvia the emphasis is put on the most sensitive field- environmental protection 

from oil pollution. First, here shall be mentioned the requirements of the MARPOL 

convention149 as well as a national regulation- Regulation Nr.190 of 31.03.2004 “National oil 

pollution response plan” 150 of the Cabinet of Ministers. Also shall be noted - the MARPOL 

                                                 
147 http://www.emsa.eu.int/Docs/opr/directive_2005_35_ec.pdf   
148 http://www.emsa.eu.int/end185d014d015.html  
149 MARPOL convention: International agreement, http://www.jurasadministracija.lv/index.php?pid=0238  
150 National oil pollution response plan: Cabinet of Ministers 31.03. 2004. regulation nr.190, Latvijas V� stnesis, nr. 52. 
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Convention is a basis for the several national regulations or the national regulations refer to 

the Convention. As justification, can be mentioned the Article 53 of the Maritime authority 

and sea safety law, which states that in cases of oil pollution in or near the territorial waters 

of Latvia the clean - up procedures shall be organized accordingly to OPRC Convention, 

HELCOM Convention and MARPOL Convention. As seen from the example, the integration 

of the international regulations in the national legislation has been observed in the legislation 

of Republic of Latvia. Good example also is the regulation of the Cabinet of Ministers on the 

National oil pollution response plan151. In fact, the plan is summarization of the regulations, 

which regulate the oil pollution combating in or near the territorial waters of the Republic of 

Latvia and refers to OPRC Convention, 1990. The responsible authorities for the execution of 

the plan are: the Latvian Coast Guard Service and the Latvian Sea Environment protection 

Authority152. The main purpose of the plan is to set an order for the involved organizations in 

case of unexpected oil pollution. The plan regulates alerting communications, evaluation of 

the pollution, controlling of the situation, operational management and elimination of the 

consequences for any maritime accident causing or which may cause pollution in the waters 

of Republic of Latvia153. According to the plan, in case of the pollution or threat of the 

pollution all the involved organizations immediately shall proceed with the coordinated 

actions. Latvian Coast Guard service must ensure and coordinate all the necessary actions 

according to the Article 53 of the Maritime authority and sea safety law and the Sea 

Environment Protection Authority controls the execution of the actions according to the 

Article 8 of the Maritime authority and sea safety law. 

These responsibilities are mainly based on fact than the great amount of oil products are 

annually transported through the area of responsibility of Latvia. 

Port 2006 2007 2008 

Riga 4881.8 4781.7 5358.7 

Ventspils 15111.8 16836.7 15029.6 

Liepaja 744.4 566.8 522.9 

Table 6 . Oil products transportation through main Latvian ports154 

 

                                                 
151 National oil pollution response plan: Cabinet of Ministers 31.03. 2004. regulation nr.190, Latvijas V� stnesis, nr. 52.. 
152 National oil pollution response plan: Cabinet of Ministers 31.03. 2004. regulation nr.190, Latvijas V� stnesis, nr. 52. 

Article 2 
1531969 International Convention Relating to intervention on the high seas in case of oil pollution casualties, 

http://www.em.gov.lv/em/images/modules/items   
154 Latvijas j� rniec�bas gadagr� mata 2009., LJS: R�ga, 2008. 
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Another essential element for the protection of the maritime environment is the 

discharge of the wastewater in the ports. As it is stated in the EMSA publications, waste 

management is a serious business in the European Union. Firstly, appropriate methods need 

to be in place to manage the waste and, secondly, ships must be encouraged to use these 

facilities rather than to discharge waste into the sea. This for in place is the EC Directive 

2000/59 on port reception facilities with the aim of substantially reducing discharges of ship-

generated waste and cargo residues into the sea. The Directive is aimed to reduce illegal 

discharges from ships by using ports in the Community, by improving the availability and 

use of port reception facilities, hereby enhancing the protection of the marine environment. 

The MARPOL 73/78 Convention previously addressed this concept in 1973. 

Currently EMSA is involved in establishing appropriate information and monitoring system 

to enable improved identification of ships, monitoring the operational implementation of the 

Directive, assessing fee systems applied in Member States. Information on EMSA's work 

relating to waste reception facilities is published on the EMSA website. After analyzing the 

facts, the following can be noted - the more and more emphasis is put on the protection of the 

maritime environment in the international and national level. The proof of that is the number 

of regulations and involved organizations.  

Conclusions 

1. Recently, official institutions and society have drawn attention to shipping safety and 

the ecological safety of the ports and sea environment. 

2. Shipping interests and environmental protection are often inconsistent; solving the 

discrepancies is essential for the shipping safety. 

3. Interstate institutions, international and national organizations are addressing the 

protection of marine ecology and “clean” shipping issues. 

4. All involved parties shall take the necessary steps for the successful solution of the 

environmental protection issues. 

5. A high number of international and national regulations apply in maritime 

environment protection issues, and the number of regulations is increasing. 

6. Particular mechanisms had been made on international and national levels to ensure 

marine ecology protection and “clean” shipping. 
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7. Overall conclusions 

Actions of EU member countries relating to shipping safety is fully compatible with 

international practice and foresees that national legislation, introduction and control have to 

meet international requirements (EU, IMO requirements regarding shipping safety, seafarer 

training, environmental protection search and rescue operations, ship and port facility 

security).  During last few years, the EU has increased shipping safety requirements - more 

strict port control, control of classification organizations, creation of European Maritime 

Safety Agency, abolition of single hull tankers, requirements for better vessel traffic 

supervision, states have duty to set security zones, increased compensation for oil pollution, 

for the polluters might be criminal prosecution.  

Terrorism is the new threat to safe shipping nowadays. Terrorist attacks can influence all the 

economic sectors including maritime transportation.  In this situation, the EU is working on 
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the united European security policy, which is the basis for several mentioned regulations on 

ship and port facility security. This proves the importance of the research field on national 

and international level. Within the development trends of the maritime industry, it is 

inevitable for each country’s maritime field and prestige that the country itself maintains the 

necessary level- including competitiveness and ability to operate in European and world 

market. 

Taking in account the previous, the main conclusions are: 

1. Based on the example of Republic of Latvia, it is concluded that the national shipping 

security and safety legislation correspond to the international requirements. No 

contradictions has been found between international shipping safety regulations and 

national regulations, however reflection of amendments in international legislation 

may be delayed in national one; 

2. Nowadays, the main worldwide activities related to the maritime safety and security  

are: shipping safety, shipping security, environmental protection, war against the 

terrorism and piracy, trade security, persons security. Great amount of an international 

and national institutions are in charge to maintain these tasks as well as great amount 

of regulations are in force to support and organise these. 

3. There is a lack of judicial and educational literature on the subject. The research and 

analysis of the shipping safety issues is based on research done by international 

organizations; however, there are many not codified regulations and there is no work 

in progress on creation of educational literature and codification of existing 

regulations. 
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