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ABREVIATIONS
AIS - Automatic Identification System
ARCC - Aeronautical Rescue Coordination Centre
COMSAR - Radio Communication, Search, and ResclbeCimmittee (IMO)
COLREG - Collision Regulations
DSC - Digital Selective Calling
EMSA — European Maritime Safety Agency
EU — European Union
IAMSAR Manual - International Aeronautical and Marie Search and Rescue Manual
IMO — International Maritime Organization
ITU — International Telecommunication Union
ISPS — International Ship and Port facility Segu@bde
IMM - International Maritime Mobile
MARPOL — Maritime Pollution Convention: IMO Instrient
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 informatiarharge 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 tadgoresibility for ensuring shipping safety
in their waters of jurisdiction as well as commold &aters by paying special attention to
adapting national legislation according to EU direxs and international legislation.

Each country has to follow the development of Ebidiation and laws and regulations of
international maritime organizations, and to regptm changes by implementing the latest
shipping regulations as well as ensuring executicsuch legislation at all operational levels.
Therefore, state national legislation has to beptdato EU and international laws and

regulations.

Objectives

Safety and security in shipping is controlled byernational, EU and national legislation,
which create an extra level of complexity in manggihe development of regulations, their
implementation by transport operators and theirom@iment by appropriate authorities.
Therefore, clarifying the responsibilities and negd capabilities of all participants as well
as a practical implementation of applicable legisfa is important in order to manage

efficiently required shipping security and safethyprovements.

This study provides an overview of the Internatloaad Latvian national legislation; it
examines current practices highlighting strengtis weaknesses of the existing legislation
and suggests key improvement areas.
Specific areas addressed include:
1) Evaluation of the status of sea territories andr tiebaracteristics according to
international and Latvian jurisdiction;
2) Development of capabilities at national level i tRepublic of Latvia to enforce
international shipping safety laws;
3) Review state national shipping safety legislatiompliance with international laws

and regulations based on practices adopted byebealitic of Latvia.

EU institutions such as EMSA and ESPO as well asMiaritime Administration of Latvia
and Latvian Coast Guard Service, whose main dutg snsure 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 anermational and national laws and

regulations, which are substantial. This implicitgnfirms an assumption that maritime

related events are in the focus of attention ofiternational community.

The main target stakeholders of the study are:

Policy makers interested in rationalization or bhanmation of regulatory
requirements and interactions between regulagaforcement by competent
authorities;

Ship and Port operators who wish to check regufassues;

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\ian national maritime legislations;

Explain the classification of the sea territories;

Analyze the key goals and activities of nationatitimae authorities in the context of
maritime security;

Provide practical examples of state control ovapmhg 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 byrttegnational regulations. Individual states
must ensure compliance of their national legistatidth international laws and regulations.
However, none of the international maritime orgatians have specified coastal state
shipping jurisdiction and no organization has dediroast state responsibilities for
controlling international shipping safety legistatiin a state’s jurisdiction.

Responsibilities are partly defined in several BadilNations Organization (UN) conventions.
One of them is UN 1982 Convention on Law of the'Sedere Article 21 part 1 defines
coastal state’s rights of applying national ledisiatowards innocent passage principle in its
territorial waters and foresees that the coasa#d’'st legislation can affect shipping safety and

vessel traffic management in the waters of stateisdiction.

Approach
Coastal States are responsible for the implementati international shipping legislation:
* Atrticle 21 of the Convention of Sea, 1982, endonesright of Coastal States to
apply national legislation in their waters in ardie control safety and security;

« Article 39 of the Convention mandates ships to fake account national regulations.

To safeguard safety and security of shipping inténgtorial waters, each coastal state takes
measures aimed at:

* ensuring that each single ship sailing into tendowaters, has onboard well trained
crew and the required equipment especially fortgaf@vigation and communication
purposes;

» providing the proper and adequate support for titermational shipping, including
navigational infrastructure and facilities for infeation support;

* be on high level of readiness to act on each siregiaest for assistance from a ship

or person.

To support the above tasks, the maritime natioeaterand maintain all the necessary
practical and legislative measures, including pcattind legislative instruments.
State jurisdiction regarding the territorial seaclasive economic zone or sea resources,

which are beyond the national jurisdiction, seanitsty protection of natural resources,

1 UN 1982 Convention on Law of the Sé@ernational agreemeritttp://www.sam.gov.lv/satmin/content/?cat=109
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environmental protection, dispute resolution betwestates are the themes in the
aforementioned Convention of Sea. Very importartbigote that national legislation has to
comply with the Convention and “.other international laws and regulations”. Therefo
incorporating the requirements of the mentioned v@ation into the national legislation,
coastal states have gained the right to demand $hithe waters of jurisdiction to comply

with the national legislation and at the same timeomply with international laws.

The main international laws and regulations regaydhe shipping safety dre

* 1972 Convention on International Regulations foeventing Collisions at Sea
(COLREGQG), law in force in Latvia since 20.05.1992;

e 1974 International Convention for the Safety ofeLdt Sea (SOLAS) and its 1988
protocol, law in force in Latvia since 20.08.1992;

* 1966 International Convention on Load Lines andlB88 protocol, law in force in
Latvia since 03.02.2000;

e 1973. International Convention for the PreventidrPollution from ships and 1978
protocol (MARPOL), law in force in Latvia since £8.1992;

» 1992 Baltic Marine Environment Protection convent{blelsinki convention), law in
force in Latvia since 22.10.2002;

* 1969 International convention on Ship tonnage nreasent (Tonnage convention),
law in force in Latvia since 20.08.1992;

* 1978 International Convention on Standards of ingin certification and watch
keeping for seafarers (STCW), law in force in Latsince 17.01.2000;

e 1976 Merchant shipping minimum standard conventiaw, in force in Latvia since
11.05.1999

The United Nations Convention on the Law of the @HdCLOS), also called the Law of the
Sea is the international agreement on the rightisrasponsibilities of nations in their use of
the world's oceans, establishing guidelines foirasses, the environment, and management
of marine natural resources.

Important in these aspects are requirements oCtrevention, which gives permission for
coastal states to regulate vessels traffic intgnaitd set traffic restrictions by national

2 | atvian Maritime Administration webpage, http://wwija.lv
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legislation. Such shipping corridors and vesselffitraschemes must comply with
international regulations, including interstateesgnent
Ships must comply with all restrictions even if ithBag state has not accepted these
international regulations because the Article 390f2he UN Convention on Law of the Sea
1982, indicates that practical shipping within &@rig restrictions must comply with the
“general international principles, procedures aratfices regarding a safe shipping®.A's
an example of the application of such restrictioaald be issued in “Notices to Mariners”,
published by the Maritime Administration of Latvihich regulates shipping in the waters
of jurisdiction of the Republic of Latvia, includinpart of the Baltic Sea, the Riga Bay and
ports.
Latvia’s legislation regarding shipping safety istg recent, mostly developed during last ten
years. These developments constituted intensivek woradjust the national legislation
accordingly to the international and mostly EU $tgfion. Analyzing these regulations,
everyone can see that most of the laws regardiippisiy safety are produced according to
the requirements of UN Convention on Law of the,3&82. The International regulations
are also incorporated into the “Sea Cotlahd “The Maritime authority and sea safety 1aw”
of Republic of Latvia, published according to thi W982 Convention on Law of the Sea. It
is clearly showing that Latvia has incorporated aolapted all the related international
regulations into the national legislation, ensurialyo compliance with numerous EU
requirements:
 Commitments to European Union as stated in “CzeepuRBlic, Estonia, Cyprus,
Republic of Latvia, Lithuania, Hungary, Malta, Pada Slovenia and Slovakia joining
requirements and adjustment agreements” whiclasgdbon the EU Article 6 part 2
and European Commission letter of 10.06.2003 “Neemiver country joining
convention and agreements” (annex II: “Internatioagreement, convention and
protocols which new member countries must conficooading to Acceptance Act
article 6, part two leading list Nr.3).
« Commitment to other international organizationsludong the United Nations
Organization (UN) and International Maritime Orgaation (IMO).

% The same (E.B.), Article 41, part 3.

4 UN 1982 Convention on Law of the Sea: Internati@mmeementhttp://www.sam.gov.lv/satmin/content/

® Sea Code: Republic of Latvia Law, accepted 29.082p0blished_atvijas V stnesisnr. 91 (2856), 18.06.2003, [in force
since 01.08.2003.], with adjustments.

6 Maritime authority and sea safety law: republid.afvia Law, accepted 31.10.2002,[in force sincel22002.], published
Latvijas V stnesisnr. 168 (2743), 19.11.2002., with adjustments.
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Commitment from the binding of bilateral and muaitdral international agreements
of Republic of Latvia, for example, Law of 22.08989 “Republic of Latvia and
Estonia agreement on sea border in Gulf of Rigme 8trait and Baltic Sed Law of
11.12.1997 “Latvia, Estonia and Sweden agreemermoommon sea border in Baltic

Sea” and Latvian- Lithuanian treaty on sea bofters

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

regulates the regimes of shipping and operations.

Conclusions

1.

Coastal states ensure compliance of the natiorgikld&ion with international
legislation acts;

Coastal states control the execution of intermati¢egislation on the basis of several
international conventions which outline the riglits the coastal states which are
required to publish national regulations regardshgoping safety and vessel traffic
management in the waters of coastal state’s jutisah;

National regulations have to comply with an inteéioaal laws and the spirit of the
law;

Ships have to comply with coastal state’s natidegislation even if the ship’s flag
state has not accepted the associated internatieguagtions.

International regulations regarding shipping safatstly are incorporated in national
legislation or national legislation is prepared@ding to the international legislation
acts.

"Republic of Latvia and Estonia agreement on seddrsan Gulf of Riga, Irbe Strait and Baltic S&&public of

Latvia Law, published.atvijas V stnesisnr. 23, 22.08.1996

8 Draft law. Latvian and Lithuanin treaty on sead®s http://www.saeima.lv/bi8/lasa?dd=LP0036 1
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2. Classification of the sea territories

International classifications of the sea territerieave to be taken in account when the
discussions regarding the shipping safety are daifhis classification mainly is important
because of the rights and responsibilities of thastal state regarding the sovereignty,

shipping safety and vessel traffic organization.

2.1. Internal waters

Each coastal state has rights to set specific aigns in her waters according to
above mentioned international conventibns
What is the difference between these sea terrgdram others? Substantially — the status of
internal waters is defined by the national legistatregarding the entering and leaving
internal waters or harbours, the security of thebbiars as well as the controlling of the
border and customs issues. In addition, the ndti@gulations have to be made public in
according to UN 1982 Convention on Law of Sea Aeti22. For example, the Maritime
authority and Sea safety law regulate compliandl afbove regulations in the Republic of
Latvia. The Maritime Safety department and Hydrpbia Service of the Maritime
Administration of Latvia must inform the shippingcsety about all the changes in shipping
regimes or requirements to the navigational faeditin Latvian waterS. To comply with
this, Hydrographic Service is publishing the “Nescto Mariners” and “Navigational
warnings” on a regular basis. Transmition of Natiaal Warnings is one of the tasks of the
Latvian Coast Guard Service who transmits the médron further included in a regular
safety announcement messages (SECURITEE).

Solution of this task is organised in others BaBitates the same way; the only difference is
the execution mechanisms.

International legislation also states that foregipips entering and remaining in the
internal waters of the coastal state takes pladg after all the necessary permissions have
been received. Nowadays, this is mainly done bympesion to enter the harbour or
anchorage place from the relevant authorities awisEs. The permission reception

procedures are different for the civilian (commakcand military ships, where the military

9 UN 1982 Convention on Law of the Sea: Internati@mmeementhttp://www.sam.gov.lv/satmin/content/?cat=109
Article 7 and 8
10 Maritime authority and sea safety law: Republit.atvia Law, published.atvijas V stnesis 19.11.2002. with

adjustments), Article 48
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ships are allowed to enter the internal waters arign the invitation from the host country
is received or is granted according to the natitegklation of the host nation.

The same view is also included in national legistet. For example, the Latvian State
Border Law states that permission for foreign nalrps is granted according to the order set
by Cabinet of Ministers. Foreign non-military ships can enter internal evator ports
according to the port regulations or other natioegulations and shall be controlled by the
harbour master or other relevant institutions, sagiCoast Guard.

Based on Article 8 part three of a Sea Code ofihathe Cabinet of Ministers has published
the regulation Nr.158 on 01.03.2005, which staltesshipping regime in internal waters of
the Republic of Latvig.

Chapter conclusions

1. Each coastal state has the right to implement tisional legislation rules for
shipping in internal waters.

2. Sovereign state’s responsibility and right is toaseorder for entering and staying
within an internal waters or ports, as well as nggnide port security issues, border
control and customs regimes. All the regulatiossésl have to be made publicly
available.

3. International legislation allows exceptions frore tiegimes in exceptional

circumstances.

1 Republic of Latvia State Border Law: Republic of Lliatkaw, published atvijas V stnesis25.11.2004, Article 8
12 Shipping regulations in internal waters of Latv@abinet of Ministers regulations nr. 158. publishatVijas V stnesis
01.03.2005.
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2.2. Territorial waters

Historically the territorial waters (also known @sritorial sea) concept has been developed
in the period when states expanded their jurismiictupon 3 miles coastal waters with
purpose to ensure state security. The extent ofaeal waters and related jurisdiction was
discussed for the first time at the internatioradel in 1930 Hague Conference. Until 1982,
the UN Convention on Law of the Sea stated thattoeial waters extend to 12 nautical
miles™.

International legislation gives the following defian for the territorial waters: territorial
waters are the territories of the sea adjacenthadand (coast line) and internal waters, and
are under the countries sovereign’s jurisdictioartiBulars of the territorial waters are
discussed in UN 1958 Convention on Territorial Sed Contiguous zongand in UN 1982
Convention on Law of the Sea. According to both v&mions the coastal state has the right
to set the legal status of its territorial wateecduse they are integral part of the State
territory, and the outer border of the territoradters is also the State border in the Sea.

This means, that the territorial waters are angiatepart of the country. UN 1958
Convention on Territorial Sea and Contiguous Zdages that the coastal states jurisdiction
is also in force within the territorial waters, inding seabed, and airspace above. Because of
this, it is important for the country to state a@se territory of the territorial waters because
each single sovereign country enforce its own glicitson based on the national and an
international legislations. In the same time, thd W982 Convention on Law of the Sea,
Article 2, do not foresee any necessity for claignthe territorial waters of the State and
replacing this act with a “commonly accepted faettwever, most of the world’s countries
have declared their territorial waters as an irgegart of the country. The legal status of the
sea territories or part of that, if several cowsrshare the sea according to an international
legislation, has to be set by an international ement between the countrigésFor example,
this solution is accepted by Latvia and Estoniaétying a sea border in the Gulf of Riga and
Irbe Strait in 1996. In this case, the agreemersaemborder in the Gulf of Riga, Irbe Strait

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

13 UN 1982 Convention on Law of the Sea: Internati@grkementhttp://www.sam.gov.lv/satmin/content/?cat=109
Article 3.

141958. UN Convention on Territorial Sea and Contigu@one: International agreement, http://

www.sam.gov.lv/satmin/content/?cat=109

15 UN 1982 Convention on Law of the Sea: Internati@mgeementhttp://www.sam.gov.lv/satmin/content/?cat=109
Article 123
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borders in Baltic Sea are the result of direct egrent between two or more nations using the
principles set in the international legislation.

In Estonia, for example, the State Borders Actestathat “...Estonian State border
(hereinafter state border) is an uninterrupted @doded imaginary line and the vertical area
along the line which delimits the land and theiterial sea of Estonia, the parts of Tran
boundary water bodies which belong to Estonia,gagh's crust and air space. The land
boundary of Estonia is determined by the Tartu Edaeaty of 2 February 1920 and by other
international boundary agreements. The Estoniaramil sea border shall be determined
pursuant to international conventions by Acts @ Republic of Estonia and by international
boundary agreements. The Estonian sea border isexternal border of the Estonian
territorial sed”.

This also corresponds to the Articles 4 and 5 ef $tate Border Law of the Republic of
Latvia, where it is stated that the territorial @rat of the Republic of Latvia, if not stated
otherwise in bilateral agreements is 12 nauticaésnirom the baseline and internal waters
are any waters landward of the baselihéhis is the only regulation which states teriébr
waters of Republic of Latvia recognizing them ategnal part of the country and claiming
the sovereign right on own territorial waters.

These examples clearly show that each coastal st#t@ces own sovereignty on the
territorial waters and this legal act is based lom international legislation, which declares
that the State’s territorial waters, seabed, argpace are undivided and integral part of State
territory'®.

The international and the national legislations atso taken into consideration when
interstate agreements shall be signed. For exanipeArticle 1 of Agreement between the
Republic of Latvia and the Republic of Estonia uplo& sea border in the Gulf of Riga and
the Irbe Strait noted:

“The sea border between the Republic of Latvia #wedRepublic of Estonia in the Gulf of
Riga, the Irbe Strait and the Baltic sea and afatts regarding the territorial waters, an

16 State Borders Act Passed 30 June 1994 (RY94, 54, 902), entered into force 31 July 1994,
http://www.legaltext.ee/en/andmebaas/ava.asp tWiHE AL L&ptyyp=1&m=000&query=Border+Guard+Act&nups.23

&nups.y=13
" Republic of Latvia State Border Law: Republic of Liatkaw, published atvijas V stnesis25.11.2004

18 UN 1982 convention on Law of the Sea: Internati@mgeementhttp://www.sam.gov.lv/satmin/content/?cat=109

Article 2, part two
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exclusive economic zone, and the continental stieliny other zones the signing parties
shall establish according to the UN 1982 ConventiorLaw of the Sea®.

Territorial waters concept also is an important fiacthe organization of the international
shipping, mainly because of the legal regime onténetorial waters which is different from
the regime on the State land territories or intewsters. As an example of these differences
can be taken a principle of an innocent passagmeegure of the crossing of sovereign’s
states sea territories according to internatioegulations. Innocent passage does not require
any special permission from the coastal state’saiites if it is meant as crossing territorial
waters without entering ports or internal waf@rdt must be continuous and expeditious and
can include staying at anchor, if it is due to gational regime or weather conditions.
During the passage, ships must show their natiddetification related informatich
International legislation foresees a number ofoastj which can be considered as a violation
of the innocent passage. It includes any manoeudesaonstration of force, trainings with
weapons, gathering of information about the coasdtk, taking off or landing an aircrafts,
loading or unloading cargo and embarkation of pagses, causing the radio malfunctions,
unlawful fishing, seabed survey, gathering hydrpgreal information and other actions
which are not compatible with innocent passagecjpie>. Each coastal state has rights,
accepted by the international legislation and wideescribed in the national legislation to
regulate regimes of an innocent passage and todardvaffic management. Also, each
coastal state has sovereign rights to use apptegddece against the ships that do not adhere
to these regulations.

The first time, when such principles appeared itviea legislation, was Regulation Nr.81
from 02.04.1996 “Temporary fishing order in the f3afl Riga” of Cabinet of Ministers. The
regulation was based on the Article 15 of the Ul82L@&onvention on Law of the Sea; it was
made as temporary act until the delimitation of ska border of the Republic of Latvia and
set a base line regarding the limitation of theustdal fishing. Additionally, this regulation
was provided in accordance with Latvian Fishingulstdy Law’® and the Regulation Nr.&%

19 Republic of Latvia and Estonia Sea border Law: Répuwl Latvia law, published.atvijas V stnesis22.08.1996,
http://www.likumi.lv/doc.php?id=63729&rel_doc=on#REDOC

20 UN 1958 Convention on Territorial sea and Contigemse: International agreement,
http://www.sam.gov.lv/satmin/content/?cat=10%urticle 17

2L ANO UN 1958 Convention on Territorial sea and @gums zone: International agreement,
http://www.sam.gov.lv/satmin/content/?cat=108rticle 19, 20, 21

22 UN 1982 Convention on Law of the Séétp://www.sam.gov.lv/satmin/content/?cat=108rticle 19, 21

2 Fishing Industry Law: Republic of Latvia law, pigtledLatvijas V stnesisnr. 661995, 12.04.1995.

24 Regulations on industrial fishing in territorial tees of Latvia: Cabinet of Ministers regulation 99, Latvijas V stnesis
nr. 60, 03.05.1999.
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Cabinet of Ministers and Regulation Nr?2bf the Cabinet of Ministers 16.01.1996. All
these regulations enforce the principles of thaistidal fishing in the sea areas planned for
the delimitation. Additionally the Cabinet of Mimngss delegated the authority to the Naval
Forces of Latvia to safeguard the regimes of figland shipping within these areas.

As it was mentioned before, the legal status of tdratorial waters mainly is set by the
coastal state’s jurisdictiéh and substantially differs from the legal statusother state’s
territory mostly because the territorial waters arged for the international shipping.
According to UN Convention on Law of the Sea 1982 ship and its crew are under the
jurisdiction of the flag state during the innocguratssage. Exceptions are stated in the UN
Convention on Law of the Sea 1982, Articles 27 &8d Article 27 (1988) of the UN
Convention “On an illegal action against the sadeigation”, has set a compromise between
the interests of the coastal state and the infemaitshi’. According to this Article, the
coastal state has rights to enforce own jurisdictiwer the foreign ships in the territorial
waters during several instances. For example, tdastal state has rights to arrest and
prosecute the persons onboard the foreign shipnifimal actions were committed when the
ship was in the coastal state’s territorial orinég waters. The same regulations are included
in the Latvian legislatiofl. Besides, the Article 27 of the Convention sakat ainy person
onboard the ship can be arrested by the officibth® coastal state, when the consequences
of the crime committed has an influence on the et for the coastal state, or ship’s
master or diplomatic consul has been requesteduch action, or the arrest is necessary to
prevent a drugs distribution, piracy or slaverysiles the above mentioned, international
legislation differs regarding a ship’s arrest amel persons (crew) arrest.

The international legislation defines conditionsiieth prevent the coastal state’s jurisdiction
to be in force on a ship involved in crime. Histatly, the coastal state does not exercise
jurisdiction over the foreign ships if the crime sveommitted onboard the ship and only the
crew was involved or the crime was committed befie ship entered territorial watéts
and, what is important, the officials, mentionedobe, hadn’t requested action. According to
Convention’s Article 27 (1), the coastal state exercise own jurisdiction only in cases

when the consequences of the crime is or can imflig¢he coastal state or citizens of the

25 Regulation on legal status of water body and figh@®abinet of Ministers regulation nr. 21, Latvijsstnesis, nr. 14,
16.01.1996

26 UN 1982 Convention on Law of the Sea: internati@mmeementhttp://www.sam.gov.lv/satmin/content/?cat=109
Article 28, part three

27 United Nation Convention on the Law of the Sea2l88Comentary Volume Iil. Boston, [B.v.], 1995, p.1885.

28 Republic of Latvia State Border Law: Republic of liatizaw, published.atvijas V stnesis27.10.1994 (with 22.12.2004.
adjustments), Article 8

29 Churchill R.R., Lowe A.V. The law of the sea. MandiesUniversity press, [b.g.], p.81
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coastal stat® For example - damage of states of citizens ptgPempollution of territorial
waters- because consequences of these crimedydaffett the coastal stafe

As a practical example, the case of the cargo SBgdden Sky” near the port of Ventspils
(Latvia) on January 2007 can be mentioned. The witip 25 000 tons of mineral fertilizer
was on the way from Ventspils to India when grouhdeapproximately seven cables away
from the Ovisi lighthouse during the storm on 152007. Latvian Coast Guard Service, on
request of the ship’s master, evacuated the creMle&kage increased a pollution threat to
the coastal stalé Regarding this fact, the Police Department of tgpits City started a
criminal investigation concerning possible pollatiof the Baltic Sea. Criminal process was
commenced according to the chapter 11 of the Cammimw of Latvia (criminal offence
against an environment), and chapter 25 (negligesfcperson on duty). As shown in
example, the Republic of Latvia exercised its seigr rights to act on protection of the
environment and prosecuted involved persons aacogtdi the national legislation.

The coastal state’s legislation has been also segton foreign ships also in cases of drug
distributior™. In those cases, the coastal state has rightppty d@s jurisdiction in any
situation even if the drugs are just carried thiotlge territorial waters of the state.

As an exemption of these, the coastal state’sdiatisn cannot fully apply on military ships
or any other military floating craft because of ithenmunity. In case of violence of the
coastal state jurisdiction by the military shipastal state can use mechanisms prescribed by
the international legislation. This example does toach on sovereign’s countries right on

protection of territory. This is beyond the scopé¢his study.

Conclusions
1. State territorial water definition is given by sealenternational regulations;
2. The coastal state can exercise it's jurisdictioardhe territorial waters fully, and the
regime of jurisdiction differ from the one on trantl.
3. Each coastal state has rights to apply nationaslkgn to vessels within territorial

waters and provide relevant procedures.

30 QN 1982 Convention on Law of the Sea: internati@mgeementhttp://www.sam.gov.lv/satmin/content/?cat=109
ért;(lj\ll8199882 Convention on Law of the Sea: internati@umeementhttp://www.sam.gov.lv/satmin/content/?cat=1,09
ért:':\llellglg% Convention on Law of the Sea: internati@ugeementhttp://www.sam.gov.lv/satmin/content/?cat=1,09
érg(;lgir%i%lz of ship ,Golden Sky” salvage. LETA, 172006/ http://www.zl.lv/portal/news-item.php?id=37321

34 UN 1982 Convention on Law of the Sea: internati@useementhttp://www.sam.gov.lv/satmin/content/?cat=1,09
Article 108
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4. The coastal state has numerous occasions, accdodinggrnational legislation, when

it can exercise jurisdiction over foreign shipgarritorial waters.

2.3. Exclusive economic zone

Exclusive economic zone according to the intermaidegislation is defined as sea territory
measuring up to 200 nautical miles from the base $eaward. Historically this term already
existed in 1973, but officially, it was recognizedl982.

Economic zone is called exclusive because the @loststte has exclusive economic rights in
this zone. However, according to Article 55 of thd Convention on Law of the Sea, 1982,
the coastal state mainly has rights to exploreraht@sources and these regulations refer to
the surface and underwater resources. The codst@# san exercise jurisdiction in an
exclusive economic zone over artificial islands aeodnstructions but cannot affect
international shipping. International legislatioequires that “... country shall take all the
necessary actions to prevent overexploitation wétaral resources. 3* All survey done in
economic exclusive zone must be coordinated byctiastal state and all the results of this
survey must be accessible for the coastal $ta@ountries, including those without sea
border, have right of free shipping, free flyingeothe exclusive economic zone, and rights
of construction of a tunnels or pipelines in acaogdo international legislation.

International regulations foresee that ships ragidn the exclusive economic zone of the
dedicated coastal state are not under the juriedicdf this state, but are under the
jurisdiction of the ship’s flag state. However, rth@re exceptions in which the coastal state
has a right to exercise it’s jurisdiction over #teps. For example, the case of illegal fishing
in an exclusive economic zone can cause a prosecaitid criminal process from the coastal
state to the violators. In addition, the coastaltesthas the right to detain the ship in the
exclusive economic zone if the crime was committethe territorial waters or the internal
waters’. Another example could be the Hamburg Internatiddea Tribunal verdict on
21.03.2001 of case Nr.8 where Belize claimed agjatmance regarding fishing vessel
“Grand Prince” seizuf& Summary of the case: fishing vessel “Grand Ptince26.12.2000

35 UN 1982 Convention on Law of the Sea: internati@meementhttp://www.sam.gov.lv/satmin/content/?cat=1,09
Article 62

% The same [E.B.], Article 66

%" The same [E.B.], Article 111

%8 International Tribunal for the Law of the Sea. Apgtion filed on behalf of Belize against France
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was arrested for illegal fishing in exclusive ecomo zone of Keurgelen islands (France
southern and Antarctic territories). At the timetloé arrest the ship was carrying the flag of
Belize. After seizure, the first court in Saint RaRenuin on 12.01.2001 sentenced fishing
gear confiscation and a penalty fee of 11 400 Q@@dh franks. On 23.01.2001 The Court of
Saint Denise County sentenced confiscation of tlip because of failure to pay. Belize
lodged a request to the Hamburg International Sdauital on 21.03.2001 asking to cancel
the sentence made by France and immediately releaship based on UN 1982 Convention
on Law of the Sea Article 292. When examining tleitipn, the Tribunal on 20.04.2001
concluded that this case does not match an Ar#iglz of UN Convention on Law of Sea,
because Belize has not provided proof for the Trébuhat the ship’s flag state is Belize and
therefore, there is no reason to release the shgeruArticle 292. This sentence was
defended by the rights of France to protect itetrig an exclusive economic zone.

The Republic of Latvia has declared its rights ane&clusive economic zone in Baltic Sea
by law “Law of Exclusive economic zone and contiia¢rshelf of Republic of Latvia”;
setting boarders of zone by signing bilateral agw@s with Estonia, Lithuania and
Swederl’. Relating to Latvian legislation, there also agulations included in the Criminal
Law of Latvia about the violation in usage of matuesources in a continental shelf or an
exclusive economic zofie but there are not mentioned any other actionslaim the
jurisdiction of country in this territory.

Conclusions
1. There are limitations in the jurisdictions of theastal states related to the exclusive
economic zone, including issues of the shippingtyaf
2. The jurisdiction of a ship’s flag state is in effegith exceptions mentioned in the
international legislation.
3. Coastal states have right to control a sovereignthese territories by the national
legislation. This sovereignty is limited by theamational legislation.

for release of arrested fishing vessel. ITLOS/P4&sttp://www.itlos.org/start2_en.html

39 Exclusive economic zone and continental shelf gfuRdic of Latvia: Republic of Latvia Lav,atvijas V stnesis
30.10.1998, Article 2 and 3

40 Criminal Law of Republic of Latvia: Republic of haa law,V stnesis08.07.1998,Nr. 199/200
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2.4. Continental shelf

Legal status of a continental shelf is discussedi Convention on Territorial Sea and
Contiguous Zone, 1958 and UN Convention on Lawhef $ea, 1982 Major differences

exist in the Convention of 1958 where the limitstioé continental shelf are not defined
leaving it up to the coastal states decisions. &@mple, the maritime legislation of the
Republic of Latvian has implemented such a debniti“Continental shelf of Republic of
Latvia is seabed and resources beneath it adjdoetite coast of Latvia but outside the

"2 The definition is based on 1958 Convention, bsedtidoes not define

territorial waters
exact limits of the continental shelf.

According to the international legislation, in casehen a continental shelf is adjacent to two
countries sharing, a bilateral agreement shalldv@béished between these countries. If there
is no agreement the base middle ffnghall be taken into account. Agreements between th
countries are normally reached by negotiationseRample is the agreement between USSR
and Finland of 1965 upon division of the continérdlaelf in the Baltic Sea, agreement
between USSR and Poland of 1969 upon division ofigental shelf in the Gulf of Gdansk,
agreement of 1970 among the Germany, Denmark amtideN&nds upon a division of the
continental shelf in a western part of the North*$e

UN Convention on Territorial Sea and Contiguous &al058 and UN Convention on Law
of the Sea, 1982 indicates that the coastal stdeights over the continental shelf with the
purpose to explore and extract the natural resstfrcEhese regulations are special in a way
that even the coastal state does not explore natsaurces it still has rights over them and
no other country can explore these without perrarssHowever, the same as in exclusive

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

41 UN 1982 Convention on Law of the Sea: internati@mmeementhttp://www.sam.gov.lv/satmin/content/?cat=109
JArticle 76

42 Continental shelf and exclusive economic zone ofukp of Latvia: Republic of Latvia Law, publishégtvijas

V stnesis30.10.1998, Article 1

43 UN 1982 Convention on Law of the Sea: internati@mmeementhttp://www.sam.gov.lv/satmin/content/?cat=109
JArticle 83

a“ . ; - : .., 1973.

45 UN 1982 Convention on Law of the Sea: internati@umeementhttp://www.sam.gov.lv/satmin/content/?cat=109
JArticle 77
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The jurisdiction of the coastal state in the aoenital shelf is very limited compared
to the territorial waters because the continerftalfds not part of a sovereign state, but still
the states have some jurisdiction tH&reThe jurisdiction of the coastal state in the
continental shelf is limited to exploring and pwmiteg natural resources and any
constructions. Therefore, if a ship has made acgainst such construction the coastal state
can exercise it's jurisdiction over the ship. Faample, the “Law of the Continental shelf
and exclusive economic zone of Republic of Lat\stdtes that artificial islands, pipelines
and other constructions set by the Latvia are ulderjurisdiction and protection of the
Republic of Latvid’. Therefore, if a ship damages property of Lateiapfoperty of citizens
of Latvia), the liability according to Latvian Crimal Law can come into force. Article 97 of
the Latvian Criminal Law discusses the respongybfior the illegal exploration of natural
resources in a continental shelf. As mentionedreefan international legislation proclaims
that the coastal state has sovereign rights oxgloration of a continental shelf and usage of
natural resources and, if a foreign ship violakesé rights of the coastal state and committed
an illegal exploration or intentionally pollutedetrenvironment in a continental shelf the
accused persons can be prosecuted according thoaatdegislation. Gathering the above-
mentioned and analyzing the Latvian legislatione ean make conclusions that the coastal
states in a national legislation have foreseenrioemechanisms to enforce it sovereign
right according to an international legislation.gractice there is only one exception whose
solution has not been defined yet - wind genergarks. The issue is controversial,
especially in cases when such parks have beendpladde high seas. If international and
national legislation define status of oil platforn@d other hydro technical constructions,
then such generators do not have clear legal stegpgcially from the point of view of ISPS

code.

Conclusions
1. The coastal state can exercise it's jurisdictioerothe continental shelf in a very
limited way and according to the international sajfiion.
2. The coastal states have foreseen mechanisms inatiwnal legislation to enforce

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

46 Ozoli a I. Criminal jurisdiction issues in internationaritime legislationhttp://www.ljta.lv/page.php?id=59

47 Continental shelf and exclusive economic zone ofulRkp of Latvia: Republic of Latvia law, publishégtvijas
V stnesis 30.10.1998, Article 4
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3. The existing legislation (international and natipmeeeds regular updating due to non
stopping development of the sea territories andoeafpon of the natural resources
outside the direct jurisdiction of the coastal etat

3. Safety of the international shipping

3.1. Safety control mechanisms

Seafaring has been recognized as one of humaiitiastiwhere dangerous romance has been
changed to technology and safety standard drivactipes. Nowadays most people associate
shipping safety with the necessary ships protecram outside sources but not the
protection of surroundings of the ship. Shippinfgsadoes not have one definition; this term
shall be regarded as a complex set of actions garerpractical safety of life and property
and environmental protection. In practice, shippsadety can be divided into the following
parts:

» Technical safety (technical safety of ships, partd systems);

« Training and certification of the personnel (congpee of crew etc.);

» OQuter safety (compliance with shipping rules, mamaince of the shipping lanes etc.)

« Internal safety (certification of devices, compbarwith safety instructions etc.)
Shipping safety issues have been discussed inadearticles of the UN Convention on Law
of the Sea, 1982, creating the base for generppsiy safety standards in international and
national legislations. The platform for these pemiags at the international level is the
International Maritime Organization (IMO). Based thre convention and other international
regulationg®, the IMO was created mainly to regulate shippisgués on the international
level. Several of the IMO recommended conventicagehbeen accepted, three of them are
directly relate to the shipping safety (SOLAS-19COLREG-1972, STCW-1978). Besides
this, the IMO has proposed numerous Resolutions @odes related to the ships
construction, equipment, sea capacity and crewcsahe- issues that have been dealt with
under the responsibility of the flag state. IMO calsegulates communication issues,
information messaging, and prevention of a malfiemct issues that also are under the
responsibility of the coastal state in its terigbwaters and ports.

Based on the IMO recommendations and to providesistant international standards for
shipping safety in ports, the Maritime Administaatiof Latvia in a period from 1995 until
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1996 developed a project on including Latvian pantsone united shipping information
system. Today Riga, Liepaja and Ventspils portdrobeentres are equipped with a modern
navigation and communication equipment, which aapable to support safe shipping
according to world standards. In the following yeastate maritime institutions working
together had introduced Global Maritime Distressd aBafety System (international
abbreviation- GMDSS) which is considered as a suitisi guarantee for human safety and
hazardous cargo safély since 2001 the Automatic Identification SystemIA was
introduced and it is providing up to date inforioatof vessel traffic in the Baltic Sea. The
national system for electronic exchange of shippinfprmation, which is a national

component for the EU SafeSeaNet system, was intestiun 2008.
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Picture 1 Accident caused by m/v ANNA (GEO) in Lagg port, June, 206%

The development of technology creates a benefrigironment for the responsible services
addressing shipping safety. However, this issuestib urgent in almost all countries;
enormous shipping accidents amplify the effortthefeach state to provide shipping with all
available means. For example, , after the 6 dayhkifiing in rough weather near the Galicia
(Spain) a tanker “Prestige” sunk causing damageerwironment and economy on
19.11.2002. European Parliament after the investigeaon April 2004 suggested to EU
countries to create united European Coast Guandc8emhich would govern the shipping
safety and environmental safety, organize vessdfidrroutes and coordinate operations
during the accidents. The suggestion did not funghsrt among EU countries. Additionally,

4° Shipping safety in Riga Freeport. [B.\hlp://www.rigasbrivosta.lv/lat/drosiba.asp
¥ LCGS MRCC Riga. AIS monitoring system.
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the EC directive 2002/59/EC (27.06.2002) preamtates that ship equipment will allow the
identification of ships (AIS system), also recoglithe shipping data (VDR system) is
created to facilitate the investigation after tiseident. Other actions also have been taken
to increase safety. For example, a Long Range ifaeiton and Tracking of Ships (LRIT)
and Shore-based Traffic Monitoring Infrastructura@base (STMID), where one of the main
purposes is control of shipping safety.
European Commission published its 3rd Maritime §aRackage on 23 November 2685
The package contains proposals of new Europeasid¢igh and amendments to existing EU
legislation to improve the level of maritime safettye prevention of accidents and pollutions
from the ships. Despite the reduction of the nundbenaritime accidents, the requirements
to comply with safety standards remain and the mesposals of the package are to improve
the efficiency of the existing measures by takingpiaccount the implementing of the
Community legislation on maritime safety and coneelon several proposals by the
European Parliament, the European Council:

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

2) Amendment of the Directive on classification saeigt

3) Amendment of the Port State Control Directive;

4) An amendment of the Traffic Monitoring Directive;

5) A proposal for a Directive on accident investigasip

6) A Regulation on liability and compensation for dg@af passengers in the event of

maritime accidents.

Actually, these are defensive actions providedhgyEU to organize a shipping safety. When
analyzing the EU shipping monitoring organizatis tasks and types we should support the
following statement of EMSA: shipping is handlinggand 85- 90% of EU external trade and
around 30-35% of trade between EU countries. Famgte, oil tanker traffic is growing
because more oil is being transported from Russtad market places via EU waters. And,
as a result is growth of the tankers traffic, whichans also the growth of the environmental
risk, especially in the Mediterranean, Black Seal}iB Sea and North Sea areas, there is also
growth in passenger traffic. The danger of accisleaiuld increase in many of the EU sea

areas.

%1 European Parliament directive 2002/59/EK (27.06230
http://europa.eu.int/smartapi/cgi/sga_doc?smaxal@kplus!prod!DocNumber&type _doc=Directive&an_d@682&nu_do
c=59&lg=Iv

*2 http://www.espo.be/Legislative_Observer.aspx?Tdpi280
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Ship type Tanker Bulker Container General Passenger

World fleet 41.1 36.2 11.8 10.3 0.6
(% iaw DWT)

Table 1 . World ships fleet (in %)

Some procedural improvements are traffic orgaropatneasures are taken, for example - the

monitoring of ship movements with the aim to prewvégvelopment of dangerous situations.

Picture 2. Daily shipping situation in the cenpatt of Baltic Sea, June 2038

In addition to initiatives taken at national levElLiropean Maritime Safety Agency (EMSA)
provides support to help member countries to intced Community’s legislation and
evaluate the influence of shipping safety regutetioEU Directive 2002/59 was issued in
order that a Community vessel traffic monitoringl anformation system can be established.
The purpose of this directive is to ensure thapslare monitored in all of the EU sea areas.
As it is noted in EMSA homepage, this institutiamthe EU level provider of technical
support in implementing Directive 2002/59, and ihidudes the following responsibilities:
1) Provision of support to the European Commissionthe development of the
SafeSeaNet project, which is a pan-European eldctinformation system, which

deals with ship movements and cargoes.

3 LCGS MRCC Riga Vessel traffic monitoring system.
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2) Management of SafeSeaNet and organization of fellpvissues in cooperation with

Member States' maritime administrations.

3) Coordination of activities aimed at organizing @acof refuge around the EU
coastline for ships in distress.
4) Provision of technical support to the European Cdgaion in its work in proposing

amendments to Directive 2002/59.

5) Monitoring of developments in IMO and IALA on longistance Automatic

Identification Systems (AIS).

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

Agreement, etc.).

7) Participation in the work of the IMO ad-hoc.
This complex international and national approach salve many shipping safety related
issues, but we have to be ready that this approanhcause some resistance, as business
interests often take precedence over safety.

Telecommunication and information technology depslent in recent years in the
maritime industry created the phenomenon that huatcéion onboard the ship is increasing
towards controlling and managing tasks. With thevpiling levels of automation, we see
cases when a large ship runs over a small fishegsel and no one on this large vessel
notices it. This is not a rare event, primarily doereduced crews, where only one or two
people are on watch both on bridge and engine ré@nan example, we can use the accident
with Latvian fishing vessel “Astda”, which sunk with the crew near Swedish coasiary
2004 after being run over possibly by a “Ro-Ro”daypargo ship. The guilty persons have
been found but still have not been prosecuted byl#y state despite efforts of the Republic
of Latvia®®,

The IMO develops shipping standards and enforcesitiThese standards prescribe
minimum equipment and devices onboard ships, alsdtime education standards and
evaluation criteria. The ship’s master has gotrdaagrated bridge systems and bridge has
become more like an operators workplace today, evivdormation is coming continuously
from the different sensors. Shipmaster’'s respolitgibs to operate with this data to ensure
the ship, crew and the cargo safety and the optexratution of the given task. Business
development dictates the necessity to reduce amsportation costs and increase company’s

competitive advance. Often cost reduction meandlesmaew size; replacing people with

5 Sea news:, LTV 1., 21.10.2006, time 16.30.
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technology®. However, even with a high level of automatione torew has the most

important task- decision making.

Ensuring the requirements of the EU regarding shgpgafety, the Republic of Latvia has
accepted several national regulations related,heo latest revisions in Law on pofts
regulation Nr.199 “Regulation on hazardous carg@dures and control in port” of Cabinet
of Minister’ (related to requirement of the EU directive 297&%2), Regulation Nr.592
“Regulation on reports of dangerous and hazardargot of Cabinet of Minister?® (related

to requirement of the EU directive 2002/59/EC), ®Ration Nr.747 “Order of passenger
registration” of the Cabinet of Ministers (related to requirement of the EU directive
98/41/EC, with adjustments), Regulation Nr.373 ‘“Slfication or control of recognized
organizations” of the Cabinet of Ministéf$ and Regulation Nr.248 “Regulation on safety of
sea fishing vessels” of the Cabinet of MinisterseJe regulations are based on international
legislation and their purpose is to regulate thpmhg safety performance. Article 2 of the
Maritime Authority and Sea safety law of the Rdpulof Latvia states that the law is
applicable to all the ships of Latvian registee #hips regardless of residence and all foreign
ships in the waters of Latvian jurisdiction, anther subjects related to shipping safety
according to international legislation. It is alsated, than the Regulations do not apply to the
ships of the National Armed Forces and their parebas well as foreign military. Article 4
of this Regulation states the institutions, whicleaite functions of the maritime authority:
the ministry of Transportation, Maritime Adminidian of Latvia, Coast Guard service (unit
of the Latvian Naval Forces executing the functiohthe Coast Guard), minor functions are
delegated to the Environmental protection authaaitg State Boarder Guard. One of these
functions, defined in the Article 5 (6), Article(T), Article 7 (5) and Article 9, is to control
vessel traffic in the waters of jurisdiction of tRepublic of Latvia. Rights of Latvian Coast
Guard, according to Article 44 of the Maritime awtty and sea safety law, are to enforce
the national and international legislations in téeitorial waters of Latvia, control and seize
shipping according to requirements of the UN Comeenon Law of the Sea, 1982.

%5 Kalinka L. Captain- operator on integrated bridgettp:/anton.world.lv/sakarup/main.php3?sub=view&RE60

% Law on ports: Republic of Latvia law, accepted:0821994., publishetlatvijas V stnesis12.07.1994. nr. 80. (with
27.12.2002 adjustments);

5" Regulation on dangerous and hazardous cargo pnasednd control in ports: Cabinet of Ministers 142086.
regulation Nr.199L atvijas V stnesisnr. 47 (3415), 22.03.2006.

%8 Regulation on reports of dangerous or hazardougocaabinet of Ministers 09.08.2005. regulation B25Latvijas
V stnesisnr. 126 (3284), 11.08.2005.

%9 passenger registration order:Cabinet of minist8r$22003 regulation nr.74[atvijas V stnesis183 (2948) 30.12.2003.
60 Classification and control of recognized organimasi Cabinet of ministers 09.05.2006 regulation #8,3.atvijas
V stnesis 168 (2743), 19.11.2002.) [in effect since 03.002], with adjustments
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Regulation Nr.508 “Ship control, check and seizurderritorial waters of Latvia” of the

Cabinet of Ministers regulates how the Coast Geardrols, inspects and seizes shipping

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 MRC@aRiOR

The regulations mention also such institution esteSBorder Guard, but at the same time
does not define rights and responsibilities fos thstitution regarding shipping safety, vessel
traffic organization and protection at the sea.réfue, the Latvian Border Guard justify all
their activities on the sea with an Article 15 bétState Border Guard L&%ywhich states
that State Border Guard authorities have righteagpect documentation, vehicles and cargo
on the State border or near it. Article 26 of thavian State Border L&V also states that
State Border Guard units near the State border ‘avelright to inspect, control personal
identifications, transportation documentation amghigles without any limitation...” — we

can conclude than this also includes ships.

Conclusions

®1 Order of conrol, inspection and seizure of shipeiritorial waters of Latvia: Cabinet of Ministeesgulation Nr. 508,
Latvijas V stnesis 01.06. 2004., Article 1
62 Border Guard Law: Republic of Latvia labatvijas V stnesis01.01.1998.

83 Republic of Latvia State Border Laws: Republic ofiamiaw, Latvijas V stnesisnr.132 (263), 10.11.1994
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1. International legislation regulates shipping safesgies, and provides the grounds for
the national legislation.

2. Coastal states pay great attention to ensuringpstgpsafety in the waters under their
responsibility.
International organizations pay attention to impmgvshipping safety.

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

successful realization of improved safety.

3.2. Marine Accident Investigation

Nowadays the shipping is standardized - startintp \& simple ship data record keeping
software and ending up with the complicated integtabridge systems. Standardized
procedures have been applied also in the invegtigaf the maritime accidents. It is vitally
necessary to investigate the causes, consequendetha factors of the accident for the
analysis with the aim to minimize the risks, nungband seriousness of accidents in the
future.

UN Convention on Law of the Sea 1982 prescribesrigbt for each coastal state to
investigate a maritime accident, navigational aectcand other accident in cases when there
are casualties or substantial material loss ifip #hinvolved®. Convention proclaims for
involved countries to cooperate during the invedian. Article 97(1) states that the flag
state of the ship or the state, citizens of which accused, can initiate the criminal
prosecution, but in the same time still allowing thictim state to sustain accusation on
investigation. In addition, an international legisbn does not have united approach to this
issue.

As it is noted in the European Maritime Safety axyyefEMSA) publications, the Article 2(e)
of EC Regulation 1406/2002 gives several recomméntain this area. Because of these
activities, the common methodology for the invedtiign of the maritime accidents is
proposed. In addition, EMSA provides technical suppo the European Commission in
proposing legislation relating to a maritime acaoid@vestigation and is creating an EU
maritime accident database, which is planned aera element of the European Marine
Casualty Information Platform (EMCIP). EMCIP is ated as a mechanism for the exchange
of the marine accidents and related incidents mé&tion. EMSA says that this will allow the

Member States, EMSA and the European Commissioa adetter overview of the situation

64 UN 1982 Convention on Law of the Sea: internati@mgeementhttp://www.sam.gov.lv/satmin/content/?cat=1,09

Article 94, part seven
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and to identify risks based on reliable and comparaformation. To improve cooperation
among the Member States, the workshops, trainirsgiees and expert discussions are
organized by the European Commission and EMSA JagguEMSA maintains also a list of
initial points of contact for marine accident iniigation in each Member State and the
investigation reports from the Member State ingggion authorities are sent to EMSA for
future analysis. To identify further issues of coamminterest, a Consultative Technical
Group for Cooperation in Marine Accident Investigat(CTG CMAI), consisting of experts
from the Member States, is planned to set up aret regularly at EMSA.

Highlighting the need for investigation of the ntinie accidents and its importance, all the
regulations advice is to emphasize human factodsceew preparedness with the purpose of
finding improvements and possible adjustments fatgatandard. Each coastal state is to
ensure shipping safety in waters of jurisdictiorspect whether the ship has all the necessary
navigational, communication, other equipment andife crewmembers according to
international regulations. As an example of statd atate’s institutions cooperation in a
shipping safety business can be noted “Insj6” @ogne in Sweden. Maritime legislation
prescribes the obligation to report in the caseafidents but also near-accidents can be
reported according to the Swedish InvestigatioAafidents Act. For a number of years, the
Swedish Maritime Safety Inspectorate, in co-opemtivith the Swedish Shipowners’
Association and employee organisations, has beeharge of development of programmes
for a database — referred to as Insjo — for thpmhg industry. Support for such a system has
been particularly substantial in the industry, esgdly because the system’s design permits
all stakeholders to gain the immediate benefiterefl by the system. However, the apparent
interest has not gained a greater willingness pontencidents to the system. The target for
the “Insj0” programme was 1,000 reports annually was not reached. Since Insjo was
placed on the Internet in summer 2002, more th&90Lreports have been submitted
(January 2005), of which more than 100 reports weceived during 2004. This is far short
of the expectation of 1,000 reports annually. Thabjem in getting reports may be by the
natural unwillingness of onboard personnel to retavhat “almost went wrong”. However,
by means of joint efforts, the shipping companigade union organisations and the

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

8 Marine Accident Investigationttp://www.emsa.eu.int
% MO Long-term Capability Plan- 2004: IMO MSC,

http://www.navcen.uscg.gov/imarcomms/imo/msc_resmstdefault.htm
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of shipping companies have also developed systeithinvthe framework of the ISM code,
which greatly simplify reporting to Insjo.
Insjo has attracted interested in Europe and a eundd maritime authorities and
organisations have displayed considerable inteéoeite system. Interested parties from the
Netherlands, Norway, Denmark and Finland have obedathe Swedish Maritime Safety
Inspectorate with a view on possible future co-apen.
The system has also been demonstrated to EMSA. EBtcted the Swedish Maritime
Safety Inspectorate’s “SjoOlycksSystem”(Maritime cident System) as the basis for its
accident data system for all EU member countrie20ipd. “SjoOlycksSystem” is a database
in which all reported maritime accidents in Swedigliters as well as accidents involving
Swedish-flagged vessels in foreign waters are dtre

The coastal state has the responsibility to prowsdée navigation, all Aids to
Navigation are working properly according to nasibmegislation, which complies with
IALA recommendations and guidelines. For examplke tinstitution whose direct
responsibility is providing the shipping safetyliatvian waters is Maritime Administration
of Latvia. The responsibility of this institutios to implement shipping regulations in the
waters of jurisdiction of the Republic of Latviacéording to requirements of the Maritime
Authority and Sea safety law, Maritime Administoatiof Latvia is responsible for the Ship
Register and the ships compliance with safety egmns, the certification of ships;
providing port state control, control of the Intational Safety Management code (ISM)
requirements regarding the ships in the Latviarp SXegister, investigating and analyzing
maritime accidents, certification of the pilots areksel traffic service operators, registration
of sailors, controlling reports for hazardous cargwaluating professional competencies,
maintaining the Ship and Fishing vessel Registf.ethe institution also provides services
for fee like production of navigation charts, pien of hydrographic surveys. Tasks of this
institution are quite extensive. The shipping safetry much depends on the quality of the
provided services.
An important factor also is a regular distributiohinformation about all the changes in the
Aids to Navigation, shipping regulations and/orseld for navigation areas. The factor that
can influence a shipping safety is an ability &f ttoastal state to provide a timed and well-
organized assistance in cases of emergency. Lastindiuleast is the supervision of

appropriate state institutions.

87 http://www.sjofartsverket.se/upload/Listade-dokutiEngelska/Sektorrapport_2004_eng.pdf

88 Maritime Authority and Sea safety law: Republidafvia law,Latvijas V stnesis19.11.2002.,Article 6
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In support of safety, security and environmentaltgxtion, EU has set legislation in place
under port state control Directive 95/21 to ensamenspection of ships in EU pdiislt is
noted by EMSA that the coastline of the Europearmi/rcontains about 600 ports and it is
vital that maritime transport operates in a saéeuse and environmentally friendly way. The
technical responsibility for monitoring of port stacontrol at EU level has been given to
EMSA. In addition, EMSA carries a number of suppayttasks to ensure the effectiveness
of the control system. For example, it provideshtecal assistance related to the European
Commission patrticipation in the various bodies mhgalith port state control on regular
basis.

To illustrate how the shipping safety is organizeda national level, the Latvia example is
provided. Several institutions are responsibleefiosuring safe shipping standards according
to international legislation and Latvian nation&gulations in the Republic of Latvia.
Shipping Safety department of the Maritime Admiragbn of Latvia is directly responsible
for maritime safety issues. The duties of the Shigisafety department are the supervision
of safety of the Latvian flag ships, investigatmirmaritime accidents, co-working with IMO
and other international organizations on shippsafety related issues as well as
participation in preparation of the shipping retateegulation?’. According to Latvian
legislation on investigation of maritime accidenis, case of environmental pollution,
assistance is required from the Sea Environmerteé&tion Authority, in cases of the ship
accidents assistance is required from the Shipatety department and Hydrographic
Service of the Maritime Administration of Latviaatvian Coast Guard Service provides
operational participation in safety related. If aslip is involved in an accident, the
investigating institution reports to the ship flstgite’s appropriate institution, which can join
the investigatioff. Competent institutions from other involved coiggralso can participate
if the accident has a criminal nature and the itigason is done according to the criminal
proces&. The following regulations are in use: Maritimettaarity and sea safety law,
Regulation Nr.197 of 14.03.2006 “Organisation of ort state control” of the Cabinet of
Ministers, Instruction on supervision of safetypgastions (accepted 25.05.2001), Instruction

on Commissioner classification supervision on icfpas of Latvian ships (accepted

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

" Maritime Authority and Sea safety law: Republid afvia lawLatvijas V stnesis 19.11.2002. (with adjustments), Art. 8.
"1 Regulation on supervision of stae flag ships: Catbfi#linisters 27.12.2005. regulation nr.1044

2 Maritime Authority and Sea Safety Law: Republid_afvia LawLatvijas V stnesis 19.11.2002. (with adjustments),
Article 51
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09.06.2001), Instruction on Evaluation of mainteseaaf the ship safety equipment (accepted
18.01.2002), Instruction on Evaluation of entemwisof ship building and maintenance
(accepted 25.03.2002).

Year 2004 2005 2006 2008

Ul

Inspections/ Port calls 580/ 1834 511/1791 477 /1810 516/178

Table 3 . Port State Controle inspections in poftsatvia’™

The Latvian Coast Guard Service is another ingtittwhose responsibility is to
ensure a shipping safety and enforce shipping atiguks. This institution, according to the
international and national legislations, in theaacé responsibility of Latvia is entitled to
organize and coordinate the search and rescuetmperaprovide radio medical assistance
and medical evacuations, oil and chemical pollutesponse and all the necessary actions to
ensure compliance with national and internatioegltations. In addition, the Latvian Coast
Guard service acts according to co-operation ageaesrsigned with state institutions and
organizations (State Border Guard, State Revenundc8e State Police, State Fire Fighting
and Rescue Service, Paramedical service, Latviaiatidm Administration, Latvian Port
authorities etc.). What actions are taken by thatimoeed institutions to ensure shipping
safety? The answer is very simple. They enforoermattional and national regulations in the
following fields of responsibilities: search andcae at the sea, environmental protection.

Conclusions

1. Timely and precise investigation of the causessequences and factors of maritime
accidents helps to minimize the risks, number agrnibgsness of accidents in the
future.

2. Each coastal state has rights to organize mariticcgdent investigation, if there are
casualties of any national or substantial damageblean done to environment or the
property of the coastal state.

3. International legislation regulates the investigatiand a criminal prosecution in
general cases.

4. EU has initiated a united policy for investigatioinaccidents.

73 Latvija j rniecbas gadagmata 2008. LJS: Riga, 2009/ Latvijajiecbas gadagmata 2006., LJS: Riga, 2007
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5. Major role in the reduction of maritime incidents played by cooperation between
the international and national institutions as wa#l adjustments of appropriate

regulations.

4. Protection of individuals and property at sea

Long list of the maritime accidents have encouratfed development of the science and
international legislation in the field of shippisgfety. To prove this claim, we can use the
fact that after the disaster with a passenger liganic”, international regulations included
mandatory radio watch on certain frequencies flopadsenger ships.

Rescue legislation basic principles on the inteonal level were first introduced in 1910
with a Brussels Convention on Rescue. Republicaifil joined this convention in 1932.
This convention focuses more on a rescue of the@egoty (ship, cargo) and not on the
individuals. The important international search aescue regulations were developed only

after the society accepted the idea of human resicsea.

4.1 Search and Rescue services

By wishing “...to develop and promote a search asdue at sea, to elaborate internationally
united strategy on search and rescue, to promaipecation and compatibility among the
world’s rescue organizations..”, an internationahwention on search and rescue at the sea
which is better known as “SAR-79” was agreed indSRepublic of Latvia had joined SAR-
79 Convention on 1998 Besides, there are several other regulationsdnoted relating to
search and rescue at sea, such as:

* 1974 International convention for the Safety ofelLa#t Sea (SOLAS-74);

* International Aeronautical and Maritime Search aRdscue Manual (IAMSAR

manual);

« International Maritime Organization Maritime Saf@pmmittee regulatior3

"4 Declaration on joining International legislation maritime regulations: 29.09.1989. MP directive4#3,

http://www.sam.gov.lv/satmin/content/?cat=109

S Latvian Maritime Administrationhttp://www.jurasadministracija.lv/index.php?pid=@&3
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To analyze the international requirements on searuh rescue two Conventions will be
evaluated: Convention for the safety of Life at B&OLAS-74) and the Convention on
Search and Rescue (SAR-79).

SOLAS-74 is probably the most important agreemeidting to ship safety at sea. First
version of this convention was as a reaction orflitanic” disaster in 1914, second version
was in force in 1929, third - in 1948 and the faurtin 1960 (version was in effect since
25.05.1965) and was the first regulation acceptetM®. Revising the Convention was too
complicated and lengthy event, therefore in 197#hmetely new Convention was accepted
including all the amendments and the order forpbssible future changes. SOLAS-74 is
fully in effect since 25. 05. 1980. Some regulasidrom the SOLAS-74 are also visible in
the Article 21 (2) and Article 94 (5) of the UN Gamtion on Law of the Sea 1982.
SOLAS-74 and its 1978 Protocol regulates minimalp stonstruction standards, ship’s
equipment and functionality in the fields such asmechanisms, electro devices,
communication systems, fire safety, emergency djp@s The Convention also regulates
the necessary documentation, amount of cargo, eocekssary risk analysis, therefore it is one
of the fundamental regulations for shipping saf&LAS-74 states the responsibilities of a
shipmaster in cases of emergency, order of progitlglp for casualties and the necessity for
such action. The Convention is the basis for sévetional regulations. The Republic of
Latvia accepted this Convention on 10.09.1991 kyState Council declaration “Declaration
on joining the International legislation on mariémegulations” and this Convention was also
taken as a basis for several national regulatidnsatvia, as example, Article 11 of the
Maritime authority and Sea safety [dwTherefore the certain regulations of the SOLAS-74
are directly integrated into the national legislatiand correspond to the international
requirements.

Maritime search and rescue legislation includesGbevention on Search and Rescue (SAR-
79); Latvia joined this convention on 1998By signing the SAR-79 Convention, member
countries, including Latvia, have pledged to complith all the requirements of the
Convention. Essential is the fact that the Conweentidefines an interpretation,
implementation, ratification, acceptance and jaynorder as well as necessary organization

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

78 Maritime authority and Sea safety law: Republit.afvia lawLatvijas V stnesis 19.11.2002. (with adjustments);
" Declaration on joining international Maritime Islition: 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 providecteand rescue assistance for the individuals
in danger at sé§ including creation of the state search and resmuygmnization and
declaration of the area of responsibility (see &t3). Area of responsibility for Latvia,
according to the requirements of SAR-79 Conventioas been set on 02.12.2060and
includes territorial waters of Latvia, an exclusieonomic zone and is matched with the
limitations of the area of responsibility for the&iAtion search and rescue.

SAR-79 suggests member countries to organize thairsearch and rescue services, so they
can adequately react in case of emergency. Afteeivimg of the distress signal, the
appropriate institutions have to immediately prevaksistance regardless of the nationality
of the casualties. Member countries have to enallreecessary actions to coordinate a
search and rescue services, provide them withhalinecessary equipment to perform their
duties, and, if necessary, to provide a coordimatioth neighbouring countri€s The
Convention also is one of the main instrumentshef tequirements for the Latvian Coast

Guard servic®.

Picture 3. Area of Latvian SAR responsibility.

8 International Convention on Maritime Search andcBes1979,

http://www.imo.org/Conventions/mainframe.asp?toge253, para. 3.

" Maritime and Aviation search and rescue: Cabindioisters 02.12.2003. regulation Nr.674tvijas V stnesisnr. 172
(2937), 05.12.2003.
8 |nternational Convention on Maritime Search andcBes1979http://www.imo.org/ConventionsChapter 2.

81 Maritime authority and sea safety law: Republit.afivia law, Latvijas V stnesis19.11.2002. Artcle 7.
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Latvian maritime search and rescue organizatidraged on the requirements of the SAR-79
Convention and works according to IAMSAR Manfal According to requirements of the
Maritime Authority and Sea Safety I&wand Regulation Nr.647 “Maritime and Aviation
search and rescue” of the Cabinet of Miniéterthe operation is led by the Latvian Coast
Guard service. These regulations govern the catiparof the institutions involved in the
search and rescue in area of responsibility acegrdith the national SAR pl&n This plan
states how the involved institutions operate dutitegsearch and rescue mission according to
the national legislation. The Plan also prescrihasthe passenger ships operating in the area
of responsibility of Latvia for more than 6 montmgist have an emergency action plan for
cooperation with the MRCC Riffa Besides this, SMC (duty officer) at MRCC has tigto
involve any state institution as deemed necessarthé search and rescue operatioAt the
same time personnel of MRCC is responsible underfta all the decisions and actions
takerf®,

In addition, the national search and rescue orgéiniz has a constant cooperation with the
IMO Maritime Safety Committee, IMO COMSAR Radio Comnication and Search and
Rescue Sub-committee, Helsinki Commission Resp@rseip, BBRC WG as well as EC
Maritime Safety and Environmental Protection wogkigroup®.

Convention states, that each rescue coordinatiotmiecehall be aware of the location, course,
speed and call sign of the ships in the area ofrésponsibility that in case of emergency
immediate assistance can be provifed@ihe radio watch on international rescue frequesnci
shall be maintained all time. Rescue centres erethdse recommendations according to
their best abilities and chosen strategy as moshehecessary information is commercial,
for example, Lloyds Intelligence database.

MRCC Riga is an integral part of the Latvian Co@stard service (Ministry of
Defence) since 2001. Until 2001, MRCC Riga was urde Ministry of Transport. MRCC
Riga works around the clock ready for immediataoacupon receiving distress signal.
Rescue Coordination centre organizes cooperatidh &l involved institutions, provides

82 |AMSAR manual. Volume 1-3, IMO/ICAO, London, 2006

8 Maritime authority and sea safety law: Republic afvia law,Latvijas V stnesis 19.11.2002. Article 5

84 Maritime and Aviation search and rescue: Cabindioisters regulation nr.674.atvijas V stnesis 03.12.2003
8 Maritime authority and Sea safety law: Republit.afvia law, Latvijas V stnesis 19.11.2002. Article 7.

8 Operational Action Plan on SAR , Version 3., Rigatvian Coast Guard,2005, not published, Article it pae
8 The same, Article 1 part two (E.B.).

88 Maritime and Aviation search and rescue: Cabin&ioisters regulation nr.674 atvijas V stnesis03.12.2003
8 Latvian Coast Guard service taskitp://www.mrcc.lv

% Maritime authority and Sea safety law: Republit.afvia law, Latvijas V stnesis 19.11.2002. Article 7
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search and rescue assistance in the area of résfipnsccording to the international
legislation. The coordination centre has all theassary resources for conducting the search
and rescue operations. Daily 5 to 6 ships are ¢y with a 15 minutes readiness in Latvian
ports depending on the operational situation. @rgvd SAR helicopters are on duty in Riga

international airport.

Year Cases Resqued Dead Missing
2007 30 48 4 4
2008 25 26 3 7

Table 4 MRCC Riga SAR activiti&s

After receiving the distress signal, the Coordimaticentre has right to activate all the
necessary resources for the search and rescuetioperacluding not only Naval ships or
Air Force aircraft, but also paramedics, Statedfifighting and rescue service, State police,
State Border Guard, Customs, hospitals, and otiséitutions as deemed necessary and noted
by the National SAR plan. The Coordination centimks together with a state and public
institutions to inform society about the necesgagventive actions to avoid any accidents.
MRCC Riga has rights to demand the information ftbenappropriate harbour master about
the ships residing in the port or approaching the ps well as take any actions deemed
necessary to provide necessary assistance regattnghips involved and their carfgo
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 cagive the order to ship’s master to
proceed to an accident scene to provide the negesssistance in search and rescue
operation.
For example, the following actions of Latvian Co@stard service on 26.01.2007 were taken
when the MRCC Riga at 17:36 received a requesagsistance from the cargo ship “Mihalil
Dudin” (Malta). The ship had lost steering in thersh and was drifting to the coast. Taking
in account the complicity of the situation, the SM@ade a decision to provide tugs

o Operational Action Plan on SAR , Version 3., Rigatian Coast Guard,2005, not published, Appendices4.2.; 4.3.
92 LCGS statistics 2007-2008 (not published)
% The same (E.B.) Article 1 part two.
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assistance. The reason for this decision was basethe necessity to prevent possible
damage to the environment if the ship would groBaked on the Article 54 of the Maritime
authority and sea safety law, the coordinator & MMRCC Riga commanded a tugboat
“Ventspils” which is owned by a private companyitomediately proceed from the port of
Ventspils to the accident scene to provide necgsassistancé. By this the MRCC Riga
executed its rights according to the national lag@n to prevent potential consequences of
“Mihail Dudin” grounding.

The search and rescue operation means not onlye@gdndividuals but also to control the
possible risks of pollution of the environment. Awting to the Maritime Authority and Sea
safety law, Latvian Coast Guard Service in her oactcomplies with national and
international legislations.

These functions to eliminate ship accident consecgge combat the oil spills, hazardous
cargo spills and coordinate all-necessary actibad_aitvian Coast Guard service executes in
according to a National Response on oil pollutidanp SAR-79 convention and other
relevant regulations. Article 5 of the Maritime laoity and sea safety law states that in the
areas of operation the Latvian Coast Guard shadvige a regular translation and
retranslation of the necessary information relatimgafe navigation, weather forecasts and
other necessary information according to SOLAS-B3AR-79, IAMSAR manual and
International Code of signals. The same Articleegivesponsibility of providing a proper
operation of an Automatic Identification System $Ain the area of the LCG responsibility.
Analyzing available information, the conclusion daa provided that the search and rescue
organization in the Latvia is arranged and tasleed@ing to international requirements.
Latvian Coast Guard service maintains GMDSS and cdi&stal systems and a data of these
systems are provided to other maritime institutid®igte environmental protection service,
Maritime Administration of Latvia, Harbour maste®&ate Border Guard, Customs, State fire
fighting and rescue service. In addition, the nad institutions can use the AIS data only
for their competence and it is illegal to distribdhe data to third parties without acceptance
by the Latvian Coastguard senite

%426.01.2007 report of the Commander of Latvian CGastrd Nr.052-67, not published
% Order of use of AIS date for shipping safety armdfit organization: Cabinet of Ministers regulation 826 Latvijas
V stnesisnr. 161 (3529), 10.10.2006
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SAR-79 Convention states that each country in watéjurisdiction must provide Maritime
Safety Information (MSI) to the ships in the ar€ae same requirement is noted in the UN
Convention on Law of the Sea, 1982

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

provided:

State Phone/Fax Remarks
Latvia +371 67062177 Free accesable information
http://www.Ihd.lv +371 67860082
Sweden +46 0 11191045 Free accesable information
http://www.sjofartsverket.se
Germany +49 0 38145635 The last navigational informatjon
http://www.bsh.de only
Poland +48 586207472 Information available on fee
http://hopn.mw.mil.pl (330 PLN/year)
Russia +78122775900 Free accesable information
http://www.chartpilot.ru
UK +44 0 1823322352 Free accesable information
http://www.ukho.gov.uk
Norway +51858700 Free accesable information
http://www.statkart.no/efs
Estonia +3726205640 Free accesable information
http://www.adam.vta.ee
Lithuania +37046499760 Free accesable information
http://www.msa.lt
Finnland +358204481 Information available on fee
http://www.fma.fi +358204484355 (30 EUR/year)

Table 4 . Availability of Notices to Marinet’s

MRCC Riga is tasked to transmit Coastal NavigatidWarnings by using GMDSS coastal
network according to the Convention and nationgislation in the area of responsibifity
Shipping safety information, weather forecasts adl vas a search and rescue related
information is broadcasted according to the SOLASz@nvention, part 5 and the national
legislation by the following division:

» Shipping safety instructions- navigational warninmsd weather forecast;

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

« Dangerous hydro meteorological events: drop of wéteel in ports over 1.0m,

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

9% UN 1982 Convention on Law of the Sea: Intrnaticangee menthttp://www.sam.gov.lv/satmin/content/?cat=1,08rticle
39 (2)

9 Latvijas j rniecbas gadagmata 2009., LJS: Ba, 2008.

9 Maritime Authority and Sea safety law: Republid_afvia law, Latvijas V stnesis19.11.2002. Article 2.
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» Extra information — by request.

Maritime Safety Information is broadcasted on Mar@& VHF channel 71, by prior informing
on VHF 16 and VHF 70 (DSC mode). Broadcasts ateainian and English, and if it is not
stated otherwise the navigational warnings areatggedaily for three days.
In order to compare search and rescue structureatfia with similar services in other
countries are analyzed with reference to the Uriiitedes and Sweden.
Search and rescue organization in Sweden is amangeccordance with the requirements of
the international and national legislations. Swiedvkaritime Administration is an institution
who is responsible for the search and rescue missidational coordination centre is located
in the Gothenburg (MRCC Gothenburg). Also, sevether institutions are involved in the
missions. For example, the Swedish Lifeboat astonias a volunteer organization that is
taking part in search and rescue operations (thet exdive SAR operation member). Also,
the Swedish Coast Guard, Swedish Royal Navy, Swepdice, Stockholm Radio are
involved. In addition, fire-fighter units are traid for the rescue operations on the ships and
some of them are on standby duty. Search and redoweture in Sweden is organized in
according to a SOLAS-74 and SAR-79 ConventidriBhe same as it is in Latvia, Sweden is
using an IAMSAR manual, which is translated in Sisedand available for any individual
involved in the operation. This document is theidbdsr the Swedish search and rescue
organization therefore Sweden’s search and resmgyenizations comply with international
requirements. Another document which regulates#dach and rescue processes in Sweden
is the Swedish Rescue Services'Attin this regulation, which is similar to the Marie
Authority and Sea safety law of the Republic ohiatthere is a requirement for all the ships
in the Swedish waters to participate in a searchrascue operations by request. Swedish
Maritime Administration, according to the three-yeéan, has set a goal to ensure a medical
assistance and evacuation from the ships no lserthree hours after receiving such request
in the territorial waters of Sweden and six hourghie EEZ of Swedéff. In comparison,
Latvia has requirement to arrive in any place & déinea of responsibility within 4 hours by
ship or 2 hours by the helicopt®

To analyze the SAR organization in the United StateAmerica, the following can

be noted: the National Search and Rescue Commitigalates a search and rescue

% http://www.sjofartsverket.se/templates/SFVXPage
100 swedish Rescue Services Act, Stockholm, SCG, 2068pi@r 6, §6.1.
101 Annul SAR plan 2006, Stockholm, SCG, 20086, ArtitRe

102 Operatinal Action Plan Versiona 3., not publishieatvian Coast Guard 2004, introduction.
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organization in the United States. Members of tloen@ittee are representatives from the
Department of Defense (representing the US Air &amned ARCC), the Department of State,
Department of Transportation, and Department of elanmd Security under which is the US
Coast Guard and the National Aeronautics and Sadienistration (NASA). This structure
of the organization is based on the United StawioNal Search and Rescue PPdnwhich
regulates a search and rescue institutions anéssdoon the IAMSAR manual, SAR-79
Convention and other international agreements. dilea of responsibility for the US has
been set up according to the IMO, InternationalilChwiation Organization (ICAO) and
IAMSAR manual. The US supports search and resceeatipns also if the cases are outside
their area of responsibility regardless of natidpalf casualties. The main search and rescue
coordinator, similar to Latvia, is the US Coast @uhaving coordination centres on East
Coast, West Coast, Alaska, Hawaii, and Guam, Puest@as well as in the US internal
waterway$®,

As conclusion it can be noted that the search aadue organizations in all three observed
countries are based on the same legislation- iatiemal Conventions and the main

difference is only in the organization of the exemu

Conclusions
1. The international conventions and regulation onpfe¢ection of human life at sea is
the basis for the national legislation and respolitses.
2. The coastal states have developed infrastructudenacessary structures to provide a
search and rescue operations. The difference anuoumtries is only in the

organizational issues.

4.2 Rescue of the property at sea

Human rescue is the primary task for search armlieegperations at sea, when all the actions
are focused to save human life.

An International Salvage Convention (SALVAGE 198@fines rescue operation terms more
broadly stating that any actions with a purposassist the ship or other property in danger in
any waterf®. The term “in any waters™ inclusion in the Contien broadens its
application, relating it also to a ports and otiméernal waters. It is noted also, that “... the

ship rescue is an act by which a person voluntagibgues the ship, cargo or other object or

103 ys National SAR Manul [PDF versija], York-Town, USB989, Chapter IV

104 Bulderis M. Search and rescue maritime organizdégal regulations and practice: Baltic Internaticmeademy, Rya,
2003, page 26

105 Maritime rights. M.Lejnieka un L.Medinas redak¢i) UMAVA, 1997

© SKEMA Page43 of 70 29/06/2009



takes part in rescue of such object from dangeigchwvas caused by sea and the rescuer has
right to compensation .

The difference between human rescue and a shipugesc mainly that rescuer has a
mandatory task to assist a human without askingfeey, but for the ship rescue the rescuer
has right to receive compensation. Internationglslation does not state who can be a
rescuer - but there are conditions for the resqegation- if sides have not agreed otherwise,
the rescue is voluntary, must be successful, theuezl property before the rescue and during
the rescue must be in dantférCompensation, excluding interest and court exgermsannot
be higher than value of rescued ship or property.

The International Salvage Convention was developeden the countries wanted to
introduce a unified legislation on rescue operaiodhis Convention regulates the
commercial rights between the rescuer and own#éreoproperty. The captain of the rescued
ship has rights to sign such agreement on behaleobwner of the ship, but the ship owner
has rights to sign an agreement as owner of thgocan addition shall be noted than the
international Salvage Convention does not appl{iad oil platforms or mobile sea drilling
devices when such devices are used for an explarafi seabed. This convention does not
apply also to military ships or other non-commdrstaips owned by state, if they maintain
their immunity according to international principléPrinciple of “no cure no money” is well
known and widely used in an international practibgernational Convention does not
require that the owner pays if the operation wasuaoessful. For example, it was shown in
an international Rome Tribunal decision on 23.0@30 case Nr.252 where the company
“SE.MAR.PQO” claim against motor yacht “Gold”. Claimas based on a fact that on June
1996 two “SE.MAR.PQO” tugboats participated in acres of a motor yacht “Gold”, when
there was a fire onboard and yacht was in Fiumigoa roadstead. Company tugboats
towed the yacht to the port but it sunk not reaghime port. Owner of the tugboats lodged
claim to the tribunal, demanding for the owner lo¢ tyacht to pay for the resources used
according to the Article 14 of the Salvage ConwantiAfter reviewing the case, the tribunal
verdict was to dismiss the claim, because of thepsmsation cannot be requested if the
salvage operation was not succesSfulTherefore, international regulations have pravect
mechanisms of the owner rights, not allowing conspéions for the unsuccessful rescue

operations.

108 Merchant Ship Search and Rescue Manual (MERSAR), €hap§ 2.2.

107 |nternational Convention on Salvage, 1989 (LondhApril 1989), Article 14-15.

%8 Tribunal of Rome 23 January 2003, SE.MAR.PO. v. §éma- m/y "Gold" 2004 Dir. Mar. 252,
http://www.comitemaritime.org/jurisp/ju_salvage9aonl
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4.3. Place of Refuge

As it was mentioned before, maritime rescue relassdes differentiate the obligation of
each sailor to provide assistance to a person mgeafaat sea from the responsibility of the
state authorities to ensure shipping safety indgdssistance to persons and property in
danger at sea. For example, previous mentioned carp “Mihail Dudin” (Malta) rescue
operation on 26.01.2007, which was organized byiaat Coast Guard service ensuring
prevention of unfavourable consequences if the siopld ground®. As shown in the
example, action of the state institutions was basedhipping safety issues in the waters of
responsibility.

According to the international legislation, theaes action does not always take place at the
accident scene. Based on recommendations from iMaribafety and Marine Environment
Protection Committees (IMO) the diplomatic confaremn shipping safety, December 2002,
London started and by the end of 2003 developedetjnes that each country should have
an institution designated for receiving reports andntacting a ship in distress.
Recommendation foresees that this system shalmpéemented to ensure the assistance
before critical conditions. By this, the recommermtess made by Maritime Safety
Committee, Marine Environment Protection Committe®l Sub-Committee on Safety of
Navigation required the coastal states to estalhiahitime assistance services (MAS) for
acting in maritime accidents, receiving reportgvmsion of consultations and notifications
required by the IMO. This was the internationattsfiar Maritime assistance service (MAS).
According to the IMO recommendations, the main fioms for the Maritime Assistance
service are: reception of reports and notificatifnasn the IMO, if ship is involved in an
accident - locate the ship, if necessary assistateact as a coordination centre between the
master of the ship and a coastal state; if theasdn involves a collisions or search and
rescue operations — to act as a coordination céetreeen the private resources demanded
by company and the state. States, also, must mi@iit@tions that may cause a ship to be in
need of assistance but it is not in a distresatdn that could lead to a search and rescue
operation. Also, it was decided that Governmentstmtepare and issue national instructions
regarding their MAS, or other authority or orgamiaa to which the information shall be
transmitted from a ship, and will provide the shifth all the instructions concerning

requested action¥.

109 ghjp ,Mihail Dudin” proceeding to Venspils port &, 27. janvris (2007) 14.00/
http://apollo.lv/portal/news/articles/91896

10 Resolution A.950(23) Adopted on 5 December 2003 (kigatem 17) Maritime Assistance Services (MAS)
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As discovered during the course of this study, iisees were realised in the same
manner in most of the EU member countries (with esoexceptions). For example in
Denmark, the Maritime Assistance Service (MAS) nsirtegrated part of the Royal Navy
and is functioning on a 24-hour basis as a centalitime contact point for shipping in and
around Danish territorial waters. The primary nussiof Danish MAS is to handle
communication between the Danish coastal statesshgptains requiring assistance, and
other parts involved, such as ships owners, salgagganies, port authorities, managers etc.
MAS is on readiness to deploy rapid assistanceramaested support for ships in connection
with combating pollution, fire and explosions onabd, collision, grounding, and maritime
security. MAS receive Ship Security Alert Systerstidiss calls from Danish and foreign
vessels in Danish waters. System enables a vesseind a distress call if it is attacked by
pirates etc. On receiving such a call, MAS is resjide for alerting the relevant authorities
responsible for a response. Service is also a cbrita maritime authorities about
administrative questions and to salvage compafoesgxample in the event of mechanical
breakdown, collision or grounding.

The same as it is in Latvia, the MAS of Denmarkased as a National Competent Authority
for the EU SeaSafeNet network. This means thaMA8 also manages flow of information
related to the vessels carrying dangerous cardas, aptimizing the platform for effective
intervention in connection with accidents and pith at sea™*,

The accommodation of a vessel in a place of refugans to minimize or remove
risks to the safety of the vessel, to the safetlyushan lives or to the marine environment. It
may increase the risk of potential harmful impauithin a limited geographical area in order
to avoid pollution or damages. In this context, tieneral public interest shall override
specific, including local, interests. The decistaken by the competent authority should not
be subject to external influences but be based amlya assessment of the situation,
legislation and the consequences of decision. T3 point was applied by the Latvian
Coast Guard service during the case of cargo $Wipdil Dudin”.

It is stressed by ESPO, that in some of the sadnatit is crucial that the competent
authority has the capability to take an urgent slen, based on the information readily
available in the plans for places of refuge. Thplies that the competent authority has the
power to give certain orders and directions to shgperators and masters and to take
decisions on its own initiative, without the reauirent of a prior authorization by other

instances or having to go through a lengthy coatiah process. The legal framework needs

1 hitp://www. forsvaret.dk/SOK/eng/MAS
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to be in place to ensure that a competent authbaty the power to take an independent
decision on the accommodation of a ship in a ptdaefuge. In practice, the management of
a “place of refuge” may be handled in the framewofkan existing national emergency
scheme where responsible administrative authoriies already in place. In this case,
creating a separatgui generisentity may not necessarily constitute the besttswni to
improve the handling of the situation and may eliane an adverse effect on the efficiency
of the emergency operatidn$

As example for international and national legisiaticooperation, the Latvian Maritime
assistance service organization can be mentionechpying with the IMO 05.12.2003
Resolution A.949(23), IMO 05.12.2003 Resolution 20@3), the Ministry of Defence of
Republic of Latvia, the Ministry of Transportatipinistry of Internal Affairs, Ministry of
Prosperity have signed an agreement on the orgamizand order for granting the places of
refuge in the waters of the jurisdiction of Repalif Latvid*®, and the MAS organization.
Because of this agreement the MAS in Latvia wasteckin 2005, and is part of Latvian
Coast Guard Service responsibilities. The MRCC RS Operational Action plan is in
effect since 25.05.2006. This plan is based onAttiiele 7 of Maritime Authority and Sea
safety law, the Article 8 of National Armed Forceaw, the Article 7 of the Regulation
Nr.508 from 12.07.2005 “Regulation on shipping negiand order of use of Latvian waters”
of the Cabinet of Ministers and international légfisn — European Parliament and Council
31.03.2004 regulation 725/2004(EK) and IMO resolsi A.851 and A.950. The Plan
regulates the operations the Service and the cabperof the institutions involved. For the
execution of the plan, MRCC has rights to call upre-planed MRCC committ&€¢, which

is created by Regulation Nr.190 “Latvian Nationglpmllution response plan” of the Cabinet
of Ministers and stating that MRCC committee isvied to assist the Latvian Coast Guard
Service with necessary administrative and operatisapport. The committee consists of
members from various state institutions.

Therefore, the criteria of “independence” do notamehat the Member States should
establish a new institutions or bodies for accomatiod the ships to the places of refuge.
The competent authority may also be part of theteg administrative structure and may be
appointed by the political power, if the legal frawork ensures the independence of its
decisions. Member State may decide that in accomlanith its own administrative

112 http://www.espo.be/Active_Policy Issues/Maritimefeda .aspx
113| atvian Coast Guard MAS plan — 2006: Inter insiftatinstruction, not published, Article 2
14The same (E.B.)
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organization, several authorities may be respdgtiveompetent depending on the
geographical location of the incidéht

Even though that the Republic of Latvia has antutgdn that regulates all the rescue related
actions- the MRCC, this institution has no independights to demand a compensation for
the assistance provided and rescued propértt the same time, institution takes a great
risk by making a decision on providing the placeestige. First, it is financial responsibility.
By accepting a ship in distress authorities exghemselves to financial risks which need to
be covered.

ESPO has stated than the authority providing refageship in distress should have the right
to recover the costs related to the accommodatidheovessel. These costs may relate to
preventive measures or to the salvage operatiavigion of facilities for assistance and
recover operations following the rescue. If thepstinks or capsizes in the place of refuge,
the costs will also cover the removal of wreck trlbad, as well as cleaning up of the
pollution, which are costly operations. The damé&gethe place of refuge also can be
tremendous. It can consist of loss or damage t@euty; it can also be damage to the
environment, as well as economic damage causebtebgisruption of operations. Not only
the port authority and terminal operators will féeeted but also all other services and
industries in the port, which are dependent o#dtsvity'*’.

The international conventions cover liability andnmpensation for damage, in case of
pollution at sea from the ships, which can also dmplicable to port authorities
accommodating ships in distress, but there is petiic regime for places of refuge. The
IMO adopted guidelines on place of refuge in Decen#®03, but they are not including any
aspects of the compensation provisfohsThis could be a new task for the improvement of

the international legislation.

Conclusions
1. Property rescue at sea is a private rights actshlwkequires prior agreement between
rescuer and the owner.
2. International, regional and national regulatioratestduties for countries in certain

cases, when property rescue is essential to preveemtergency situation.

115 proposition de directive du Parlement européem & ahseil modifiant la directive 2002/59/CE relativia mise en
place d'un systéme communautaire de suivi du tdaficnavires et d'information. W. Doc.2008/8, Biugl
Septembre 2008.

118 National Armed Forces Law: Republic of Latvia ldvatvijas V stnesis 388/389 (1848/1849), 24.11.1999.) Article 18.
part one

U7 hitp://www.espo.be/Legislative_Observer.aspx

118 hitp://www.espo.be/Active_Policy Issues/Researcb$sPevelopment, _studies_and Interreg_projects.aspx
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3. According to international legislation, the Stateganize MAS institutions and
govern its functions. Infrastructure and legal watof such services is the
responsibility of each country.

4. Providing MAS is always associated with some degfesk, therefore, institutions

providing such service must be able to make detssamd act accordingly.

5. Ships, ports and port facilities security

Terrorism is the new threat to safe shipping nowad&he European Parliament and Council
31.03.2004 regulation Nr.725/2004(EC) “Enhancenuérghip and port security” states that
an intentional illegal actions and especially tesm seriously jeopardize the democracy,
freedom ideals and peace values of the EU. Tharehy taking in account such actions as
terrorism and piracy, the EU must increase shippafgty and the safety of the citizens who
use such service as well as address the needsvibbreanental protection. The hazardous
cargo such as chemical and radioactive materiadssierious concern for the EU in case of

intentional illegal actions.

5.1 Security measures

The aim for the piracy historically has been prdfitt the aim of the terrorism is not
predictable. It is paradox, but the terrorism soaderving as a factor uniting all the nations.
Following to intensive discussions, the InternatioMaritime Organization (IMO) in
December 2002 has adopted new international marisecurity requirements to the SOLAS
Convention 1974 by adding a new Chapter XI-2. Al8® International Ship and Port
Facility Security (ISPS) Code was created. It werpuired to implement these by 1 of July,
2004. These include measures to protect againdeth@ism in the maritime sector across
the EU. Until then, the majority of terrorist suilence and response measures have been as

individual actions of the Member States. Secuetyuirements had been implemented also in
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the EU based on Directive 2005/65/EC on enhancorg gecurity. This Directive requires
that the Member States extend security measures tre ship-port (the port facility)
interface to the whole port area. Implementatiotheke requirements to the Member States
was required by 15 June 2007. European CounciléinglNr.2 on a Human Rights and war
on terrorismi*® states that all the steps in counterterrorism rhasaccording to regulations,
therefore prescribing the necessity for the natitmsegulate a responsibility for all the
offences according to the Convention and notedstages responsibility for the protection of
citizens. For example, in Republic of Latvia then®r Minster direction “Formation of
working group of possible ratification of EC 16.2805 Convention on Terrorism” on
27.07.2005 the special working group consistinglelegates from the Ministry of Foreign
Affairs, Ministry of Internal Affairs, ConstitutionProtection Bureau, Security Police,
Prosecutor General office and the Ministry of Xestivas formed. The working group
concluded that ratification of EC Convention on rdesm is favourable and based on this
conclusion the Minister of Foreign Affairs signdektjoining to the Convention in Strasbourg
at 19.05.2008°. This Convention was the latest international egrent on a shipping safety
signed by Latvia.

Besides this Convention, the IMO published the éitnational Ship and Port Facility
Security Code (ISPS Code)” which is in force sifide07.2004. Code has the purpose of
increasing shipping security and was first publishg the IMO in 2002. This regulation was
an answer to tragic events in the US 11.09.2001lisasthting that each single country has to
develop a reaction plan for cases of danger forsthips or ports and develop a control
system for the monitoring of risk objects and terafs in the port from the point of view of
terrorism.

Besides, the Regulation 725/2004 (ISPS Regulatiamje into force on 19 May 2004. This
Regulation is a result of the threat of possibleorest attacks in ports, aims at protecting
European citizens, shipping and environment.

In 2004, the European Commission also proposedecie on enhancing common security
rules of the ports. Adoption of the new IMO seguriegime, the EU Member States agreed
the measures at Community level. As a result, teguRition (EC) No 725/2004 of the

European Parliament and of the Council of 31 Ma2fld4 on enhancing ship and port

119 Guidelines on Human Rights and the Fight Againstdfsm (Guideline No.XVII). — Council of Europe Coriitae of
Ministers,11 December, 200&ttp://www.coe.int/T/E/Human_rights/h-inf(2002)8epdf
120 |nformational report ,On 16.05.2005 EC ConventionTerrorism possible ratification”: Ministry of Derice

informative reporthttp://www.mk.gov.lv/doc/2005/AMzino_030706.doc
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facility security was adopted. This Directive oleligthe Member States to bring into force
the laws, regulations and administrative provisioesessary to comply with this Directive
by 15 June 2007.

Another legislative act - Regulation (EC) No 884)30s laying down the procedures for
conducting the inspections in the field of maritirsecurity, in order to monitor the
application of Regulation (EC) No 725/2004 at téxeel of each Member State and individual
port facilities and relevant Companies.

As seen, the ISPS Code by coming into effect 080702004 is a part of the requirements
stated by SOLAS-74 Convention. According to theistias, about 148 countries has signed
SOLAS-74 Convention to develop a port facility askip security plan and receive an
international ship security certification for albms, port facilities and ships under the
national flag who mach the criteria in the ConventiAs it is noted by ESPO, not everything
was going smoothly there. In May 2007, the ESPQiglid a statement about the ongoing
implementation of the Directive with a view on tdeadline for implementation in the
national laws by 15 June 208% This statement was based on an internal surveyngst
ESPO member’'s views on the difficulties to intetgoeovisions of the Directive. Another
serious point of discussion published by ESPO Wwasbsts related to the implementation of
the Directive. For example, on 1 August 2006, tl@m@ission published two reports on
transport security financing following the Regubais establishing common rules on aviation
and maritime security (EC/725/2004 - the ISPS Ratgan). The report followed by requests
from the European Parliament and the Council tdystmays of financing security measures
shared between the public authorities in the MenStates and the operators involved. As it
is noted by ESPO, the results of the study indec#t@t security costs in maritime transport
is a relatively low part of the overall investmertd operating cost€ and these costs are
financed directly or indirectly by the port authias and the operators and not by the states
or Commission.

Another point of discussions always are the sabétye citizens. European citizens security
architecture has been gradually developed through rmechanism, named Schengen
Cooperation, which is based on legal acts, su¢theagmsterdam Treaty. European model of
Integrated Border Security, which consists not oofyborder controls but also of other
important elements, has been created. The firsvarkt of the model is formed by an

exchange of the information and cooperation betwbenMember States, immigration and

121 hitp://www.espo.be/downloads/archive
122

http://www.ec.europa.eu/dgs/energy_transport/sgefimancing/doc/2005 study financing_maritime s@guen.pdf
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repatriation. The second network is representethbyborder and customs control including
surveillance, border checks and risk analysis. third network is linked with a co-operation
among border guards, customs and police authoiitigseighbouring countries. The forth
network is connected to the cooperation with tisimdntries and includes common activities.
National border security systems are being comphedeby a set of effective tools to
manage a potential risks at the external borddrs.niechanism of the joint border security is
created particularly to integrate national bordecuwsity systems of the Member States
against all kind of threats at the external boafethe Member States of the European Union
and known under the term Front&

Frontex is the EU agency for the Management of &tpmral Cooperation at the External
Borders of the Member States of the European Ufiloithis agency was created by the
Regulation (EC) No 863/2007 of the European Pa#dianand of the Council of 11 July 2007
to establishing a mechanism for the creation of iRdporder Intervention Teams and
amending Council Regulation (EC) No 2007/2004 gsuds that mechanism and regulating
the tasks and powers of guest officers. The ams/ibf Frontex are mainly intelligence
driven. Frontex provides a coordination of the agienal cooperation between the Member
States in the field of management of external hsrd®y ensuring the coordination of
Member States’ actions in the implementation of @amity measures relating to the
management of the external borders. Frontex liaskesely with other Community and EU
partners involved in the development of the seguat the external borders, such as
EUROPOL, CEPOL, the customs cooperation and thgeration on phyto-sanitary and
veterinary controls, in order to promote overalheency to promote cooperation with other
border related law enforcement bodies responstslenfernal security at EU level.

Actually, there are no essential changes in sgcadiivities since ISPS Code coming
in force, but the Code is one of the instrument&ivis helping to organize port security and
control systems. Therefore, the new system creatad easier for the employees to
understand security issues. Implementation of 186& in the ports can be divided into
several phases: evaluation and approval of ternse@lrity plans, verification consistency of
plan and facts, control of use of plans. If thengdi@es not work well then the decision is that
the terminal does not operate according to the IS&&e. If discrepancies are serious but not
enough effort is put to eliminate them then theuség certificate can be cancelféd The

123 http://www.frontex.europa.eu/legal_basis
124 Council Regulation (EC) 2007/2004/ (26.10.2004 L(3#9/25.11.2004)
125 7elti § A. No surprises from EuropBea newshir.3/4(10/11), 2005.
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organisation of such activities is under the statasdiction. In comparison, a few examples
from a Latvian practice.

The Ship and Port security inspection of the Man@iAdministration of Latvia is the
responsible institution to implement the ISPS Caatiirements in the Latvia. Main tasks of
SPSI might be defined in such way: as being resplenmstitution for implementation and
control of ISPS Code, European Parliament Regulaiiy.725/2004/EC and European
Parliament and Council directive Nr.2005/65/EC, 8tep and Port Security inspection has
responsibility for an evaluation of the securityparts, port facilities, ships under Latvian
flag, approval of the ports and port facilities gty plans, issue of security certificates for
approved organizations as well as approval ofimgifor security personnéf.

It is stated that security management shall nobiky for ships and ports used for the

international shipping but also for the local shngpespecially for passenger transportation.
ISPS Code part B contains regulations for the merstages - based on the evaluation of the
security they must define high security ports asthldish actions to ensure such security.
According to these recommendations, the Regulatio682 “Regulation on division of ship,

127 of the Cabinet of Ministers of

ship organization, port and port facility securftyyctions
Latvia stated the division of functions of the s@guevaluation among the Ministry of
Defence, Ministry of Internal Affairs, and Ministrgf Transportation. The Regulation
includes related requirements of the European dhaent and Council 26.10.2005 Directive
2005/65/EC on an enhancing of port security. Inoediog to the Regulation Nr. 682, the
MRCC Riga has a task to perform a given functionsoeding to the Article 6 of the
European Parliament and Council 31.03.2004 reguiafi25/2004/EC on “Ship and port
security”. These tasks include ensuring of a recapnd analysis of the shipping security
information around the clock. MRCC Riga has Governmdelegated rights to demand
shipping security certificates from the shippinggamizations according to Regulation
725/2004/EC Article 7, control a particular ship port facility’s security plans. If the
Coordination centre finds that the ship does notespond to the security requirements the
Centre may apply control actions or perform a fm#ipection of the ship according to the
Annex 1 Article 9 part two of the Regulation 725320 In addition, MRCC Riga informs the
ship and the Ship and port security inspection @tog to Article 11 part one of the
Regulations. The coordination centre also can r&tqire Naval Forces, State Border Guard

126 Main tasks for the Ship and Port securty inspedittp:/www.jurasadministracija.lv/index.php?pid=@®4

12T Regulation on division of ship, ship organizatiport and port facility security functionsCabinet\dihisters regulation
Nr. 682, Latvijas V stnesis22.08.2006
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or the Ship and port security inspection to inspleetship in the territorial waters of Republic
of Latvia as well as inform about this the ship.

International legislation demands to establishipsskecurity alerting systems and organize
national points of contacts. The Annex 1 Articl@)6df the European Parliament and Council
31.03.2004 Regulation Nr.725/2004(EC) “Ship andtRecurity” states that ship security
alert system shall comply also with the followinggulations: IMO 6.11.1991 resolution
A.694(17) “General requirements on ship radio comication equipment, which is part of
GMDSS and electronic navigation needs”; IMO Margirdafety Committee 11.12.2002
resolution MSC.136(76) “Ship security alarm systetandards”; IMO Maritime Safety
Committee 29.05.2003 resolution MSC.147(77) “Apgticn of revised ship security alarm
system standards”. According to a national legstatMRCC Riga is the National point of
Contact which upon receiving ships security digtrggnals informs appropriate institutions-
the Ship and port security inspection and the SSateurity polic”®. Analyzing mentioned
regulations one can conclude that inter institlonechanism works well.

Another mechanism for implementation of security aafety is an institute of the
Authorised security organizations. For example, tGkssification societies are the
organizations which develop and apply technicahddads to the design, construction and
assessment of ships (and other marine facilitied)vahich carry out survey work on ships.
Flag states also can authorize classification #esiefor the inspection and statutory
certification of their ships. Nowadays there arerenthan 50 international organizations,
which had defined their activities as providing arime classification, but the European
Union presently recognizes only 13 classificationisties (see below”

- American Bureau of Shipping (ABS)

- Bureau Veritas (BV)

- China Classification Society (CCS)

- Det Norske Veritas (DNV)

- Germanischer Lloyd (GL)

- Hellenic Register of Shipping (HRS, recognitiamn 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 Ministegutation nr.683, .atvijas V stnesis 22.08.2006
129 Official Journal C 135/04 of 19 June 200ftp://eur-lex.europa.eu/JOHtmI.do?uri=0J:C:2007:$88:EN:HTML
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- Polish Register of Shipping (PRS, recognitionPoland, Czech Republic, Cyprus,
Lithuania, Malta and the Slovak Republic)

- Registro Internacional Naval (Rinave, recognitionPortugal only)

- Registro Italiano Navale (Rina)

- Russian Maritime Register of Shipping (RS)

It is also noted than the Member States can rédqhesEU recognition of a classification

society and authorize a classification societydmgnized by the European Union. The main

EU legislation which deals with a classificatiorcsbies is Directive 94/57. This Directive

requires that each of the EU recognized classifinasocieties is assessed once every 2

years.

Each member state must appoint a designated osgemzesponsible for the vessel
traffic safety and security monitoring, coordinati@and control on a national level. In
accordance with national legislation, Maritime Adistration of Latvia is such organization
in the Republic of Latvia and MRCC Riga of Latvi@wmast Guard service is designated as
the National Point of Contact.

Conclusions

1. World society is facing a new threat from globalrdeism and must be ready to
respond.

2. War on terrorism is controlled by several regulasion international, regional and
national level.

3. Several international, regional and national meidms have been created for the war
against terrorism.

4. War on terrorism and preventive actions are argmalepart of the modern shipping

activities and have a direct influence on shippmgeneral.

5.2 Customs regime

In the content of overall maritime security, Cussosiould be taken into account. At
the end of July 2003, the Europe Commission presenteasures to address the security
issues. These measures can be found in a progsaimending the Community Customs
Code. By this, the European Union started a nunobeneasures of the security of goods
crossing international borders. The measures giyneridl mean a faster and better-targeted

checks and cover three major changes to the Cus@inds: requires traders to provide to
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customs authorities with an information on good®rpto import to or export from the
European Union; provides traders with trade fatilin measures; introduces a mechanism
for a setting Community risk-selection criteria foontrols, supported by computerized
system&*.

It stressed by the ESPO that EU initiatives shqu&ferably be compatible or fit within the
international framework of the World Customs Orgation (WCOJ*! because there are few
independent legislative acts released by the E&lipport and organize Customs tasks within
EU economic area. As it is mentioned before, EU &i@sted global activities of the
development and implementation of specific secuasks:

1) Regulation (EC) No 648/2005 of the European Pasdi@mand the Council of 13
April 2005 amending Council Regulation (EEC) No 2@8P establishing the
Community Customs Code entered into force on 11 RE35. Regulation contains a
number of security provisions for an implementihg following measures: a risk
management of customs control of goods crossingEtieborders; an Authorized
Economic Operator Certificate (planned to be ircéoirom 1 January 2008); traders
obligations to supply customs authorities with atbeainformation on goods coming
into or going out of the European Community ( vaé in force from 1 July 2009);
requirement to the Customs authorities to exchamgaformation electronically on
exports between the customs offices by using the@omx control system
(implementation is expected by 30 June 2067)

2) Commission Regulation (EC) No 1875/2006 of 19 Daloer 2006 amending
Regulation (EEC) No 2454/93 as a regulatory insamirfor the implementation of
Council Regulation (EEC) No 2913/92 establishing @ommunity Customs Code
entered into force on 25 December 2006. With anlempntation of the AEO
certificate the users will get benefits from thenmgilification of the customs
procedures. Detailed AEO Guidelines were elaboraieadl customs administrations.
Also there will be allowed to submit less data fthre pre-arrival/departure
declaration. The system is planned flexible anéltow manufacturers, warehouse
keepers, customs agents, exporters, freight fomvaydcarriers and importers

complying with the set out criteria.

130 hitp://www.ec.europa.eu/prelex/detail

B hitp://www.wcoomd.orglie/en/en.html

132 http://www.espo.be/Legislative_Observer.aspx
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While these regulations are currently being fuityplemented, the number of other customs
related proposals are being discussed in the Earoparliament and Council, which are the
follow up on a Regulation 648/2005 to help Membeéat& - the implementation of
modernization of the customs code, the introductwi the pan-European customs
environment and promotion of the development oh$r&uropean IT customs systems such
as the Integrated Community Tariff (TARIE} Also, on £ of January 2008, the provisions
for the Authorized Economic Operator program (AB@ye been entered into force. The
AEO program strikes a balance between the incrgasinthe security requirements and
facilitation for the compliant traders. Off @f June 2009 it became mandatory for the traders
to provide a customs authorities with advance mftron on goods brought into, or out of
the customs territory of the European Communitytaided information is provided in
“Guidelines on acceptable goods description” andet®fic Commaodity codes for air and
ship supplies®**
Customs Security Code (CSP) is one of the measel&ted to an introduction of the proper
security contrdf®>. Another security element additionally to the Coumity Customs Code
(Regulation (EC) 648/2005) is a creation of the A&ddcept. By that, the Member States
will be entitled to grant the AEO-status to any mmmic operator that meets common criteria
relating to the operators' control systems, finaneblvency and compliance record. The
status of the authorized economic operator graoyetitie Member States shall be recognized
by the other Member States. The competent custothsrty informs all the Member States
by uploading the application in the AEO IT systewhich has been designed for that
purpose. This system allows to customs authortbeapload the AEO applications, AEO
certificates, exchange information and to consuditer Member State when required by the
legislation. The self-assessment form used in a MgnStates may be accessed on the
websites. For example:

* Finland:_http://www.tulli.fi/fi/02_Yritykset/12 AE@ndex.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=883164&hi=1

B33 hitp://www.espo.be/Active_Policy Issues/Ports_aretuBity.aspx

134 hitp://www.europa.eu/taxation_customs/resourcesiaients/customs/policy issues/customs_security

135 hitp://www.ec.europa.eu/taxation _customs/resautoesiments/common/publications/info_docs/customs
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What is the situation in Latvia? The Customs Lawt.(8.2004) regulates Customs
regimes and Customs operations in Latvia. The m&pa the law is to state a national
competencies in the customs issues. Accordingisdatv, territory of customs control in the
Republic of Latvia is the territory compiled of thnterritorial and internal waters, airspace
and territories of artificial islands and constrans (Article 2, Territory of customs of
Republic of Latvia). Law has regulation that thats$ correspondence a national legislation
to an international (European Union) legislatiortide 4 states that the State Revenue
service administrates customs issues accordingJte@islation. The same article prescribes
that the Cabinet of Ministers states an order & tustoms control and order of the
exemption from the customs taxes according to Ejisletion. The Application of commerce
organizations on cancellation of customs taxesapplication of quotas as well as rejection
of petition is regulated by the Cabinet of MinisteCabinet of Ministers also approves
provisions of a cancellation of customs tax andiegfion of quota®®. The Law states that
the area of a customs control is a part of Repubfid.atvia customs territory where
transportation of goods is allowed only with cussopermission and is controlled by the
appropriate institutions. In accordance with lalne tustoms warehouses, free areas and free
warehouse areas are the customs control zoneg Bé&tenue Service can set a customs
control zone and apply an appropriate regime iorddr crossing points, in a two kilometres
wide area along the state border, in a 10 meteats aiea along the railroads.

One of the major customs issue is customs regirfega@ment. The law prescribes a number
of limitations for the persons working in a custoamne. For example, Article 27 states
particular requirements for the customs brokersst@us broker ensures all the necessary
customs clearing actions. Only person who has eetlpunished for criminal offence and
administrative offences (in customs issues) andahgsalification certificate can work as
customs broker. This example clearly indicates thatthe introducing of an Authorized
Economic Operator concept, no major changes im#ti®nal legislation are needs because
the conceptual requirements are almost met.

Other initiatives on transport and energy secuwdye being launched at an
international level to establish obligatory seguristandards. These initiatives were
incorporated into the EU legislation in order tse@re their respect not only by ships under
the flag of an EU Member State, but also by alsthwho entering the Community waters.

There is active cooperation with the partners ef EtU**". For example, an agreement with

13626.05.2005. redaction

137 http://ec.europa.eu/dgs/energy transport/securdsifime/index_en.htm
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the United States on container security withindbepe of the existing EU/U.S. Customs co-
operation agreement was signed on 22 April 2004. ddreement improves security for both
the EU and the U.S. It also guarantees the righdnba between trade facilitation and
security by ensuring that general customs contfdegitimate trade takes due account of
security concerns and creating equal levels anddatds of controls for U.S. and EC
operator$® In response to potential terrorist threats, C8stoms authorities have issued
initiatives to improve security in the internatibsapply chain. One of these initiatives is the
Container Security Initiative (CSI), which selectscording to risk assessment criteria,
containers destined for the USA prior to loadingtloa ship in a foreign pdff. The U.S. has
also published a regulation on advanced cargo estnihformation (“24 hours rule”). This
regulation obliges carriers to provide electronianifest data 24 hours before loading sea
containers bound to the USA. CSl is currently openal in the following European ports:
Antwerp and Zeebrugge, (Belgium); Le Havre and M#es (France); Bremerhaven and
Hamburg (Germany); Piraeus (Greece); La Speziap&eddaples, Gioia Tauro and Livorno
(Italy), Rotterdam (The Netherlands); Lisbon (Pgdly; Algeciras (Spain); Gothenburg
(Sweden); Felixstowe, Liverpool, Thamesport, Tilguand Southampton (United Kingdom).
More information is provided on the U.S. Customgep¥.

With the People's Republic of China, the Europeam@unity has signed an Agreement on
Customs Co-operation and Mutual Administrative Asice in Customs Matters entered
into force on 1 April 2005 to take co-operation sumpply chain security. The customs
administrations of the United Kingdom, the Netheds and China are testing the
possibilities to exchange of electronic informatiom sea containers leaving their territory
through the ports of Rotterdam, Felixstowe and 3hen. This is an important step in
customs cooperation and for recognition of securigasures. The purpose of this project is
to test and ensure security from the point of stgftontainers throughout their journey until
their final destination. In the short term, theaqmeration will allow to test end to end supply
chains from the point of stuffing through the emtoontainer movement to the point of final
destination, test a criteria for an authorized ecoic operator status, test a data requirements
for pre-loading security clearance, define and edjnminimum risk rule set and minimum

control standards for customs clearance and tesdteanluate technical solutions for the

138 hitp://eur lex.europa.eu

139 hitp://www.cbp.gov/xp/cgov/enforcement/internatibraactivities/csi

140 Kitp://www.cbp.gov
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security and control systems. It is expected thatpilot project will be extended to other
ports in the EU and Ching.

This shows that as customs are mainly respongiblthé content of the cargo, this affect the
international trade chain and all the security measrelated 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 andropation of customs operations,
including integrated databases, reporting and exgaf information procedures and
introduction of legislation.

3. The European Union started a number of measuréseogecurity of goods crossing

international borders.

6. Sea environment protection

With the increasing of the sea traffic especiallyinlg the last years, the necessity to pay an
attention to a shipping and port ecological sates#g grown. And, as it is noted by the
European Sea Ports Organization (ESPO) in theiliqgaitons, an ongoing conflict between
port development needs and the application of areatonservation rules and the wider
confrontation with communities living close to p@teas has been a point of interests a
while. However, due to interpretation of EU natwenservation legislation, European
seaports encounter great financial losses becatisgelays in development plans and
elaborate legal procedures. The lack of integralietween EU transport and environmental
policies are also noted by ESP®
IMO promoted legislation on a pollution preventi@yardless of the situation is based on the
following an international regulations:

» Convention for the Pollution Prevention from theg@Sh(MARPOL), 1973;

e Convention on Oil Pollution, Response and CoopenaiDPRC), 1990;

4 hitp://www.ec.europa.eu/taxation_customs/custonfisipdssues/customs_security/index_en.htm

12 hitp://www.espo.be/Legislative_Observers.aspx
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« Convention relating to an intervention on the Hggas in cases of the oil pollution
casualties (Intervention), 1969;

In addition, HELCOM Maritime WG on the second megtin Stockholm on January 2004
accepted recommendation on pollution preventioippsig safety and shipping influence on
the environment. These recommendations correspondhé HELCOM Copenhagen
declaration*® which was signed by the Baltic States ministérisamsportation and ministers
of environment on 2001, shortly after crash of tBalCarrier”, which caused oil spill of
2700 ton™,
These regulations correspond to the UN ConventiorLawv of the Sea 1982 where both
Conventions regulate possible actions regardingoth@ollution in waters of jurisdiction.
Also, the Article 218 of the UN Convention on LaWtbe Sea 1982 state that the coastal
state has rights to start an investigation agaimesships on possible environmental pollution.
Article 219 (2), (3) and (4) regulates an actigtief the involved parties in case of an
investigation of the environmental pollution. Byted there, all the actions must be provided
according to MARPOL Conventidf. MARPOL Convention requires the member countries
to reduce and control a sea environment polldtfomisks and introduce a necessary
procedures without giving a technical requiremebls.to 97 world countries, which make
up 93% of world’s merchant fleet have joined a MARPConvention, include it Annex 1
(Prevention of pollution by oil), Annex 2 (Controf pollution noxious liquid substances),
Annex 3 (Prevention of pollution by harmful substes in packaged form), Annex 4
(Prevention of pollution by sewage from ship), aldnex 5 (Prevention of pollution by
garbage from ships).
Article 226 of the UN Convention on Law of the SEd382 and Article 7 of MARPOL
Convention gives requirements to the coastal stat®, has detained the ship, to proceed
with an expeditious investigation and release thg @s soon as possible to avoid a
downtime.
These regulations are binding also for the Repuiflicatvia. Besides these regulations, the
Republic of Latvia has another binding of interaaél and national regulations regarding the

environmental protection.

143 HELCOM Copenhagen declaration on safety in Baltichgga//www.lva.gov.lv/helcom/10_05_03.htm
144 HELCOM press releasattp://www.lva.gov.lv/helcom/HELCOM_pazinojums_pe@s20040204.pdf

145 MARPOL convention: International agreemeritp://www.jurasadministracija.lv/index.php?pid=@3Article 6 part

two
146 Bjezb rde L. Shipwreck regulationkttp://www.lja.lv
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Above-mentioned legislation is also binding for tteastal states around the EU and the
European Maritime Safety Agency (EMSA) is taskedthgy EC to contribute the overall
maritime safety system within the European Unios. shated on the Agencies homepage,
Regulation 724/2004 amended the legal basis oAgeacy, is tasking EMSA to:

* “Provide Member States and the Commission with neeh and
scientific assistance in the field of ship-sourpetiution”;

e “Support on request with additional means in a cgfficient way the pollution
response mechanisms of Member States”.

The judicial instruments for the EMSA are:

e The Action Plan for Oil Pollution Preparedness &e$ponse of 2004 - provides the
initial framework for activities to strengthen pegpdness and response in co-
operation with Member States. This effect to:

* Management of stand-by vessel oil recovery senfimeEuropean sea areas.

e Satellite based monitoring system for marine oill gfetection and surveillance in
European waters (CleanSeaNet).

» Activities in close co-operation with Member Statesluding a Consultative
Technical Group (CTG MPPR) and the associated RegicAgreements, to
disseminate best practices and information infthid;

e Technical and scientific expertise to support irairesponse operations

One of the goals of the mentioned tasks is to redbe risk of a marine pollution and to
assist a Member States in a tracing an illegalhdisges at sea by using of the satellite
monitoring*’. Accordingly, EMSA has developed the CleanSealeiice - a satellite based
monitoring system for marine oil spill detectiondasurveillance in European waters. This
service provides a range of detailed informatiariuding oil spill alerts and rapid delivery of
available satellite imag&®€.

When analyzing the correlation of the national amérnational legislation in the
Republic of Latvia the emphasis is put on the nsesisitive field- environmental protection
from oil pollution. First, here shall be mentiongde requirements of the MARPOL
conventioni*® as well as a national regulation- Regulation N0.2931.03.2004 “National oil

pollution response plart® of the Cabinet of Ministers. Also shall be notetthe MARPOL

147 hitp://www.emsa.eu.int/Docs/opr/directive 2005 _35pef
148 hittp://www.emsa.eu.int/end185d014d015.html

149 MARPOL convention: International agreemettp://www.jurasadministracija.lv/index.php?pid=@3

150 National oil pollution response plan: Cabinet ofidters 31.03. 2004. regulation nr.19@tvijas V stnesisnr. 52.
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Convention is a basis for the several national legguns or the national regulations refer to
the Convention. As justification, can be mentiotieel Article 53 of the Maritime authority
and sea safety law, which states that in cased pbltution in or near the territorial waters
of Latvia the clean - up procedures shall be omghiaccordingly to OPRC Convention,
HELCOM Convention and MARPOL Convention. As seamirthe example, the integration
of the international regulations in the nationgiséation has been observed in the legislation
of Republic of Latvia. Good example also is theutajon of the Cabinet of Ministers on the
National oil pollution response platl In fact, the plan is summarization of the regala,
which regulate the oil pollution combating in orane¢he territorial waters of the Republic of
Latvia and refers to OPRC Convention, 1990. Thpawesible authorities for the execution of
the plan are: the Latvian Coast Guard Service haed_atvian Sea Environment protection
Authority*>2. The main purpose of the plan is to set an omlethie involved organizations in
case of unexpected oil pollution. The plan regslakerting communications, evaluation of
the pollution, controlling of the situation, opeastal management and elimination of the
consequences for any maritime accident causinghachamay cause pollution in the waters
of Republic of Latvid®®. According to the plan, in case of the pollutiontbreat of the
pollution all the involved organizations immedigteshall proceed with the coordinated
actions. Latvian Coast Guard service must ensudecaordinate all the necessary actions
according to the Article 53 of the Maritime authgriand sea safety law and the Sea
Environment Protection Authority controls the extmu of the actions according to the
Article 8 of the Maritime authority and sea saftzty.

These responsibilities are mainly based on fact th@ great amount of oil products are
annually transported through the area of respditgibf 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 maitvian ports™

151 National oil pollution response plan: Cabinet ofidters 31.03. 2004. regulation nr.198tvijas V stnesisnr. 52..
152 National oil pollution response plan: Cabinet ofidters 31.03. 2004. regulation nr.19@tvijas V stnesisnr. 52.
Article 2

1531969 International Convention Relating to interventon the high seas in case of oil pollution ca®sl
http://www.em.gov.lv/em/images/modules/items

134 | atvijas j rniecbas gadagmata 2009., LJS: Ba, 2008.
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Another essential element for the protection of tharitime environment is the
discharge of the wastewater in the ports. As isteged in the EMSA publications, waste
management is a serious business in the Europemm.UFirstly, appropriate methods need
to be in place to manage the waste and, seconlilys snust be encouraged to use these
facilities rather than to discharge waste into $ka. This for in place is the EC Directive
2000/59 on port reception facilities with the aifrsabstantially reducing discharges of ship-
generated waste and cargo residues into the seaDirhctive is aimed to reduce illegal
discharges from ships by using ports in the Comigyuibly improving the availability and
use of port reception facilities, hereby enhandimg protection of the marine environment.
The MARPOL 73/78 Convention previously addresseds tlconcept in 1973.
Currently EMSA is involved in establishing appr@e information and monitoring system
to enable improved identification of ships, moritgrthe operational implementation of the
Directive, assessing fee systems applied in MenStates. Information on EMSA's work
relating to waste reception facilities is publisitedthe EMSA website. After analyzing the
facts, the following can be noted - the more andenemnphasis is put on the protection of the
maritime environment in the international and nagidevel. The proof of that is the number
of regulations and involved organizations.

Conclusions

1. Recently, official institutions and society haven attention to shipping safety and
the ecological safety of the ports and sea envierim

2. Shipping interests and environmental protection @ften inconsistent; solving the
discrepancies is essential for the shipping safety.

3. Interstate institutions, international and natiomaganizations are addressing the
protection of marine ecology and “clean” shippiegues.

4. All involved parties shall take the necessary stigwshe successful solution of the
environmental protection issues.

5. A high number of international and national regola apply in maritime
environment protection issues, and the numbergiflagions is increasing.

6. Particular mechanisms had been made on internat@omanational levels to ensure

marine ecology protection and “clean” shipping.
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7. Overall conclusions

Actions of EU member countries relating to shippisgfety is fully compatible with
international practice and foresees that natioggikslation, introduction and control have to
meet international requirements (EU, IMO requiretagegarding shipping safety, seafarer
training, environmental protection search and resoperations, ship and port facility
security). During last few years, the EU has increased shgppafety requirements - more
strict port control, control of classification orgaations, creation of European Maritime
Safety Agency, abolition of single hull tankersgu&ements for better vessel traffic
supervision, states have duty to set security zaneseased compensation for oil pollution,
for the polluters might be criminal prosecution.

Terrorism is the new threat to safe shipping nowadaerrorist attacks can influence all the

economic sectors including maritime transportatidm.this situation, the EU is working on
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the united European security policy, which is tlasib for several mentioned regulations on
ship and port facility security. This proves thepontance of the research field on national
and international level. Within the developmentnte of the maritime industry, it is
inevitable for each country’s maritime field ancgtige that the country itself maintains the
necessary level- including competitiveness anditghib operate in European and world
market.

Taking in account the previous, the main conclusiare:

1. Based on the example of Republic of Latvia, itaaduded that the national shipping
security and safety legislation correspond to th&ernational requirements. No
contradictions has been found between internatishglping safety regulations and
national regulations, however reflection of amendisan international legislation
may be delayed in national one;

2. Nowadays, the main worldwide activities relatedhte maritime safety and security
are: shipping safety, shipping security, environtakmprotection, war against the
terrorism and piracy, trade security, persons sgc@reat amount of an international
and national institutions are in charge to mainthese tasks as well as great amount
of regulations are in force to support and orgattisse.

3. There is a lack of judicial and educational litaraton the subject. The research and
analysis of the shipping safety issues is basedesearch done by international
organizations; however, there are many not codifegfilations and there is no work
in progress on creation of educational literatured acodification of existing

regulations.
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