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Professional Certificate in International Maritime Law

Law of the Sea

Territorial Sea is the belt of water extending up to twelve nautical miles from a coastal baseline, over which
the coastal state exercises full sovereignty, subject only to the right of innocent passage by foreign vessels.
For example, when a cargo ship transits the territorial sea of Country A, the ship must comply with local
navigation rules, but it may continue its voyage without stopping provided its passage is innocent—
meaning it is not prejudicial to the peace, good order, or security of the coastal state. The practical
challenge lies in determining what constitutes “prejudicial” conduct; activities such as weapons testing,
espionage, or serious pollution are typically prohibited, yet the line can be blurry in disputed waters.

Innocent Passage is a principle that balances the coastal state’s sovereignty with the freedom of navigation.
A vessel exercising innocent passage may not engage in activities such as fishing, weapons drills, or cargo
discharge. In practice, navies often monitor foreign warships to ensure compliance, and incidents may arise
when a warship conducts a “freedom of navigation operation” that the coastal state perceives as a breach.
The United Nations Convention on the Law of the Sea (UNCLOS) provides a legal framework, but
enforcement varies, leading to diplomatic friction.

Contiguous Zone extends a further twenty-four nautical miles from the baseline, giving the coastal state
limited jurisdiction to prevent and punish infringements of its customs, fiscal, immigration, and sanitary
laws. A classic example involves a vessel suspected of smuggling contraband that is intercepted in the
contiguous zone before it reaches the territorial sea. The coastal state may board, search, and, if necessary,
seize the vessel. However, the exercise of these powers must respect the vessel's flag state rights, which can
create jurisdictional disputes, especially when the flag state contests the coastal state’s authority.

Exclusive Economic Zone (EEZ) reaches up to two hundred nautical miles from the baseline, granting the
coastal state exclusive rights to explore, exploit, conserve, and manage natural resources, both living (such
as fish) and non-living (such as oil and gas). In the EEZ, the coastal state also has jurisdiction over marine
scientific research, environmental protection, and artificial islands. A practical application is the licensing of
offshore drilling operations; a foreign oil company must obtain a concession from the coastal state before
drilling. Challenges arise when overlapping EEZ claims exist, as seen in the South China Sea, where multiple
states assert rights over the same marine area, leading to diplomatic negotiations and, at times, arbitration
before the International Tribunal for the Law of the Sea.

Continental Shelf refers to the seabed and subsoil that extend beyond the territorial sea, up to a maximum
of two hundred fifty nautical miles, or further where the natural prolongation of the landmass is
demonstrable. The coastal state has exclusive rights to exploit mineral resources on the continental shelf,
such as hydrocarbons and metallic ores. The process of establishing the outer limits often involves
submitting scientific and technical data to the Commission on the Limits of the Continental Shelf (CLCS). A
challenge is the high cost and technical difficulty of gathering seismic and bathymetric data, especially for
developing states with limited resources.
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High Seas are all parts of the ocean that are not included in the internal waters, territorial sea, or EEZ of any
state. The high seas are governed by the principle of “freedom of the seas,” which includes navigation,
overflight, the laying of submarine cables and pipelines, fishing, and scientific research. Because no single
state has jurisdiction, the high seas are a venue for multinational cooperation, exemplified by the
International Maritime Organization’s (IMO) conventions on safety and pollution. However, the lack of a
sovereign authority also creates enforcement gaps; for instance, illegal, unreported, and unregulated (IUU)
fishing can thrive in remote high-sea areas, prompting regional fisheries management organizations to
develop monitoring, control, and surveillance mechanisms.

Baseline is the line from which the breadth of the territorial sea, contiguous zone, EEZ, and continental shelf
is measured. The most common method is the normal baseline, which follows the low-water line along the
coast as marked on large-scale charts. In areas with deeply indented coastlines or fringing islands, a straight
baseline may be drawn joining appropriate points. The choice of baseline can significantly affect the extent
of maritime zones. For example, a country with a jagged coastline may draw straight baselines to enclose
more water within its EEZ, a practice that sometimes provokes disputes with neighboring states.

Archipelagic Waters are waters enclosed by archipelagic baselines drawn around a group of islands. The
archipelagic state enjoys sovereignty over these waters, but must allow innocent passage and, in some
cases, archipelagic sea lanes passage for foreign vessels. Indonesia and the Philippines are prominent
archipelagic states. The challenge lies in balancing sovereign control with the need for international
navigation, particularly when strategic sea lanes cross archipelagic waters. The United Nations Convention
on the Law of the Sea provides a regime for designating sea lanes that must be respected by all states.

Internal Waters are waters on the landward side of the baseline, over which the coastal state has full
sovereignty, similar to its land territory. Examples include bays, rivers, and ports. Foreign vessels have no
right of passage unless invited. A practical implication is that a ship seeking refuge from a storm may be
denied entry into internal waters if the coastal state deems the request incompatible with its security or
environmental policies. The distinction between internal waters and territorial sea can become contentious
when a state attempts to claim a bay as internal waters while another state argues that the bay's mouth is
too wide to qualify under the "historic bay” doctrine.

Flag State is the country under whose laws a vessel is registered and whose flag it flies. The flag state bears
primary responsibility for ensuring that the vessel complies with international conventions, such as SOLAS
(Safety of Life at Sea) and MARPOL (Marine Pollution). In practice, a shipowner may choose a flag of
convenience—often a state with lax regulatory oversight—to reduce operating costs. This creates
challenges for enforcement, as flag states may lack the capacity or willingness to inspect vessels, leading to
substandard ships operating worldwide. The IMO seeks to address this through the IMO Ship Inspection
and Survey Programme, but compliance remains uneven.

Port State control is exercised by the state under whose jurisdiction a foreign vessel calls at a port. Port state
inspectors may verify the vessel's certificates, examine its compliance with safety and pollution standards,
and, if necessary, detain the ship. This mechanism is crucial for catching substandard vessels that escape
flag-state oversight. For instance, the United States Coast Guard's Port State Control Program frequently
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inspects foreign vessels for deficiencies in lifesaving equipment. Challenges include resource constraints for
developing port states and the need for coordinated information sharing to avoid duplication of
inspections.

Coastal State is any state with a shoreline that gives rise to maritime zones under UNCLOS. Coastal states
have a range of rights and responsibilities, from resource exploitation to environmental protection. A key
example is the duty to protect the marine environment within its EEZ, which may require enacting
legislation to control pollution from ships, offshore platforms, and land-based sources. The complexity of
balancing economic development—such as expanding port facilities—with environmental stewardship
often leads to policy debates and, occasionally, litigation before international tribunals.

Ship Registration is the administrative act of recording a vessel in a national ship register, thereby granting
it nationality. Registration confers the right to fly the flag, to be protected by the flag state, and to be
subject to its jurisdiction. The process typically requires proof of ownership, tonnage measurement, and
compliance with safety standards. While registration can be straightforward in well-equipped maritime
nations, smaller states may lack the technical capacity to verify compliance, resulting in “flags of
convenience” that can undermine global maritime safety.

Marine Protected Area (MPA) is a designated region of the ocean where human activities are managed to
protect biodiversity, habitats, and cultural resources. MPAs may restrict fishing, mining, or shipping traffic, or
impose specific conditions such as speed limits for vessels to reduce collision risk with marine mammals.
The Great Barrier Reef Marine Park is a notable example. Implementing MPAs raises practical challenges:
Ensuring compliance over large, remote areas requires satellite monitoring, and reconciling the rights of
coastal states with the freedom of navigation can generate tension, especially when MPAs extend into the
EEZ.

Marine Pollution encompasses the introduction of harmful substances—oil, chemicals, plastics, sewage—
into the marine environment. The International Convention for the Prevention of Pollution from Ships
(MARPOL) sets standards for discharge, treatment, and reporting. A practical illustration is the requirement
for oil-containing ballast water to be treated before discharge, to prevent invasive species. Despite these
rules, accidental spills, such as the 2010 Deepwater Horizon incident, demonstrate the difficulty of
preventing large-scale pollution and the need for robust response mechanisms, including contingency
planning and liability regimes.

Ballast Water is water taken on board by ships to provide stability and trim, which is later discharged at the
destination. Because ballast water can transport non-indigenous organisms, it poses a significant ecological
risk. The IMO's Ballast Water Management Convention mandates that ships install treatment systems to
remove or kill organisms before discharge. In practice, compliance is monitored through certifications and
port inspections. However, retrofitting older vessels with treatment equipment can be costly, leading some
operators to delay compliance, creating enforcement and environmental challenges.

IMO (International Maritime Organization) is the United Nations specialized agency responsible for
regulating shipping. It develops and maintains a comprehensive regulatory framework covering safety,
security, environmental protection, and legal matters. For instance, IMO conventions such as SOLAS,
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MARPOL, and the International Convention on Standards of Training, Certification and Watchkeeping
(STCW) are widely ratified. The IMO also convenes a forum for member states to negotiate amendments,
but reaching consensus can be difficult due to divergent national interests, especially on issues like
emissions reductions.

SOLAS (Safety of Life at Sea) is a fundamental treaty that sets minimum safety standards for the
construction, equipment, and operation of ships. It mandates requirements for fire protection, life-saving
appliances, navigation equipment, and crew training. A practical application is the requirement for vessels
to carry sufficient lifeboats and life jackets for all persons on board. The challenge is that compliance
monitoring depends on flag and port state inspections, and older vessels may be exempt from newer
amendments, creating a safety gap that the IMO seeks to close through phased implementation schedules.

MARPOL (Marine Pollution) is the principal international convention aimed at preventing pollution from
ships. It consists of six annexes covering oil, harmful substances in bulk, sewage, garbage, air pollution, and
ballast water. For example, Annex | requires oil-containing cargo tanks to have a double-hull design to
reduce the risk of spills. Enforcement is carried out by flag and port states, but the global nature of shipping
means that non-compliant vessels can evade detection, especially in regions with limited inspection
capacity. The convention also establishes liability and compensation mechanisms, though claims can be
protracted and costly.

STCW (Standards of Training, Certification and Watchkeeping) sets qualification standards for seafarers. It
ensures that crew members possess the necessary competencies to operate vessels safely and efficiently. A
practical implication is the requirement for officers to undergo periodic refresher courses and to hold
certificates recognized by their flag state. Challenges include harmonizing training curricula across diverse
educational systems and ensuring that training keeps pace with emerging technologies such as
autonomous navigation systems.

Autonomous Vessels represent a rapidly emerging technology where ships operate with reduced or no crew
on board, relying on advanced sensors, artificial intelligence, and remote monitoring. The legal regime for
autonomous vessels is still evolving; existing conventions like SOLAS and MARPOL were drafted with human
crews in mind. Regulators are working to adapt safety standards, for instance by defining
“remote-controlled” vessels and establishing requirements for fail-safe mechanisms. The practical challenge
lies in balancing innovation with safety, as well as addressing liability when an autonomous ship collides
with another vessel or a fixed structure.

Marine Scientific Research (MSR) is the systematic study of marine environments, often conducted by
research vessels. Under UNCLOS, coastal states have the right to regulate MSR within their EEZ and on the
continental shelf, but they must not unjustifiably impede scientific activities. A typical scenario involves a
foreign research institute seeking permission to conduct a hydrographic survey in another state’s EEZ; the
coastal state may grant a license, impose conditions, or deny the request on security grounds. The tension
between scientific freedom and national security can lead to diplomatic negotiations and, at times, disputes
before international adjudicative bodies.

Navigation Rights encompass the freedoms granted to vessels to traverse maritime zones. In the territorial
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sea, the right is limited to innocent passage; in the EEZ, vessels enjoy freedom of navigation, overflight, and
the laying of submarine cables. A practical example is a commercial tanker crossing the EEZ of a coastal
state to reach a port; the tanker must comply with the coastal state’s environmental regulations but is
otherwise free to navigate. Challenges arise when a state attempts to restrict navigation for security reasons,
prompting questions about the scope of permissible restrictions under UNCLOS.

Freedom of Navigation Operations (FONOPs) are conducted by navies—most notably the United States
Navy—to assert the right of navigation in areas where other states claim excessive maritime zones. For
instance, a warship may sail through waters claimed as an internal sea by a coastal state, thereby
challenging the claim. These operations are legal under UNCLOS, but they can provoke diplomatic protests
and increase the risk of accidental confrontation. The strategic purpose is to prevent the establishment of
precedents that could erode the freedom of navigation for all states.

Law of the Sea Dispute Settlement mechanisms include the International Tribunal for the Law of the Sea
(ITLOS), the International Court of Justice (ICJ), and arbitration under Annex VIl of UNCLOS. Disputes may
involve delimitation of maritime boundaries, rights to resources, or violations of navigation rights. A notable
case is the “Bay of Bengal” arbitration where Bangladesh and India contested their continental shelf
boundaries, resulting in a binding award that clarified the legal principles for determining outer limits. The
challenge with dispute settlement is ensuring compliance with judgments, especially when powerful states
may be reluctant to accept adverse rulings.

International Tribunal for the Law of the Sea (ITLOS) is a specialized judicial body that adjudicates disputes
arising under UNCLOS. It also provides provisional measures, such as ordering the release of detained
vessels or halting potentially harmful activities. For example, ITLOS issued provisional measures in a case
concerning the construction of a power plant that could affect the marine environment of a neighboring
state. The tribunal’s decisions are binding, but enforcement depends on the willingness of the parties to
comply, which can be influenced by political and economic considerations.

Seabed Mining involves extracting mineral resources from the ocean floor, including polymetallic nodules,
cobalt-rich crusts, and hydrothermal sulfides. The legal regime is governed by the International Seabed
Authority (ISA), established under UNCLOS to manage the “Area” beyond national jurisdiction. Companies
must obtain an exploration contract and later a mining license from the ISA, adhering to environmental
standards and sharing benefits. Practical challenges include the high cost of deep-sea technology, the lack
of comprehensive environmental impact data, and concerns from coastal states about potential
transboundary effects on marine ecosystems.

International Seabed Authority (ISA) is the organization responsible for regulating activities in the deep
seabed beyond national jurisdictions. It develops rules for prospecting, exploration, and exploitation, and
ensures that benefits are shared with developing states. A key part of its mandate is the development of
environmental standards to mitigate impacts on marine biodiversity. The ISA’s work is often criticized for
being slow and for lacking transparency, especially as commercial interest in seabed mining intensifies.
Balancing resource development with environmental protection remains a central challenge.

Marine Environmental Impact Assessment (EIA) is a systematic process to evaluate the potential
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environmental effects of a proposed activity, such as offshore drilling or pipeline installation. Under
UNCLOS, states must conduct ElAs for activities within their EEZ that may significantly affect the marine
environment. The assessment includes baseline studies, impact modeling, and mitigation measures. In
practice, an EIA may require public consultation, which can be contentious when local communities oppose
a project due to perceived environmental risks. The effectiveness of EIAs depends on the rigor of the
scientific analysis and the enforcement of recommended mitigation strategies.

Pollution Liability refers to the legal responsibility of parties for damage caused by marine pollution. The
International Convention on Civil Liability for Oil Pollution Damage (CLC) establishes a liability regime for oil
spill incidents, requiring ship owners to maintain insurance or financial guarantees. A well-known case
involved the oil tanker “Torrey Canyon,” whose spill in the 1960s led to the adoption of the CLC. Challenges
include determining the appropriate compensation amount, especially when pollution impacts extend
across multiple jurisdictions, and ensuring that liable parties have sufficient financial resources to cover
damages.

Compensation Fund under the CLC is a pool of money contributed by oil-producing nations and ship
owners to provide additional compensation when damages exceed the primary insurer’s limits. The fund is
administered by the International Oil Pollution Compensation (IOPC) Fund. While the compensation
mechanism provides a safety net, disputes over the adequacy of compensation can arise, particularly in
cases involving extensive ecological damage or long-term socioeconomic impacts on coastal communities.

Flag of Convenience describes the practice of registering a vessel in a state that offers favorable regulatory
conditions, low fees, and minimal oversight. Countries such as Panama, Liberia, and the Marshall Islands are
popular flags of convenience. This practice can lead to substandard vessels operating globally, as the flag
state may lack the capacity to enforce safety and environmental standards. Efforts to curb the negative
effects include the IMO'’s "Flag State Inspection” program and regional port state control regimes that
target vessels flagged to states with poor compliance records.

Port State Control (PSC) is a verification regime whereby a port authority inspects foreign vessels for
compliance with international conventions. The Paris Memorandum of Understanding (MOU) on PSC
groups participating states to share inspection data and target high-risk vessels. An example is the
"high-risk” designation for older tankers, which are subject to more frequent inspections. PSC helps to level
the playing field by preventing substandard ships from evading detection through flag-state loopholes.
However, limited resources and varying inspection capacities among ports can lead to uneven enforcement.

Marine Spatial Planning (MSP) is an integrated approach to allocating marine space for various uses—
fishing, shipping, energy, conservation—while minimizing conflicts. MSP processes involve stakeholders,
data collection, and the development of zoning plans. In practice, a coastal state may designate certain
areas for renewable energy installations, while reserving others for fisheries. The challenge lies in reconciling
competing interests, ensuring that plans are adaptable to changing conditions, and aligning national
policies with regional and international frameworks.

Right of Access to the High Seas is a principle that ensures all states, regardless of coastline length, may
conduct lawful activities in the high seas. This includes the right to lay submarine cables and pipelines,
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which is essential for global telecommunications. In practice, a company may seek permission from the
International Seabed Authority to lay a fiber-optic cable across the high seas. The challenge involves
coordinating among multiple states whose EEZs intersect the cable route, requiring diplomatic negotiations
and compliance with environmental standards.

Deadweight Tonnage (DWT) measures a ship’s carrying capacity, including cargo, fuel, provisions, and crew,
expressed in metric tons. It is a key metric for assessing a vessel's economic viability and for port
infrastructure planning. For example, a port may have berths designed to accommodate vessels up to
200,000 DWT, influencing the size of ships that can call there. Understanding DWT is essential for ship
owners when selecting routes and for regulators when setting safety standards for cargo handling.

Gross Tonnage (GT) is a dimensionless index representing a ship’s overall internal volume. It is used to
calculate registration fees, port dues, and compliance obligations under certain conventions. A larger GT
often translates to higher fees, influencing the choice of flag state for some operators. The measurement is
based on a formula defined by the International Convention on Tonnage Measurement of Ships. Practical
issues arise when retrofitting vessels changes their internal volume, requiring re-measurement and
adjustment of fees.

Navigation Safety encompasses measures to prevent collisions, groundings, and other accidents at sea. It
includes the use of charts, electronic navigation systems, and adherence to the International Regulations for
Preventing Collisions at Sea (COLREGsS). For instance, the deployment of the Automatic Identification System
(AIS) allows vessels to broadcast their position, speed, and heading, enhancing situational awareness.
However, reliance on electronic systems can create vulnerabilities, such as cyber-attacks that disrupt
navigation data, highlighting the need for robust backup procedures.

Collision Regulations (COLREGS) are the set of rules that dictate the conduct of vessels to avoid collisions.
They cover aspects such as right of way, maneuvering, and lighting. In practice, a vessel approaching a
crossing situation must determine whether it is the “stand-by” vessel or the “give-way” vessel and act
accordingly. Violations can lead to legal liability and insurance claims. The challenge for mariners is to
interpret the rules correctly in complex traffic situations, especially in congested ports or narrow channels.

Electronic Chart Display and Information System (ECDIS) is a digital navigation tool that integrates
electronic charts with real-time vessel data. It is mandatory for many vessels under SOLAS. ECDIS provides
route planning, alerts for hazards, and automatic updates of chart information. While it enhances safety, it
also introduces dependence on electronic equipment and the need for regular software updates. Training
mariners to use ECDIS effectively is essential to prevent errors that could arise from misinterpretation of
data or system failures.

Ship-to-Ship Transfer (STS) refers to the exchange of cargo between two vessels at sea, commonly used for
oil, liquefied natural gas (LNG), and bulk commodities. STS operations are regulated to ensure safety and
environmental protection, requiring proper procedures, certifications, and monitoring. A practical example
is an oil tanker receiving cargo from a shuttle tanker offshore. Challenges include the risk of spills, the need
for precise maneuvering, and potential security concerns in regions prone to piracy, necessitating robust
risk assessments and contingency plans.
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Piracy and Armed Robbery are criminal acts targeting vessels for theft, ransom, or political motives. The
United Nations Convention on the Law of the Sea defines piracy as illegal acts on the high seas for private
gain. Counter-piracy measures include naval patrols, the use of private security teams, and best
management practices such as route planning and vessel hardening. A notable case is the surge of piracy
off the coast of Somalia in the early 2000s, which prompted international naval coalitions. Despite
decreased incidents, piracy remains a concern in regions like the Gulf of Guinea, where enforcement
capacity is limited.

Statute of Limitations in maritime law sets the time period within which claims must be filed. For example,
claims for damage caused by a collision may have to be brought within two years from the date of the
incident, depending on the jurisdiction. The limitation period encourages prompt resolution of disputes but
can also bar legitimate claims if parties delay action. Understanding the applicable limitation periods is
crucial for ship owners, insurers, and claimants to preserve their rights.

Marine Insurance provides coverage for loss or damage to ships and cargo. The most common forms are
hull and machinery (H&M) insurance for the vessel itself, and cargo insurance for goods in transit. An
example is a hull insurer compensating a shipowner for damage sustained during a grounding incident.
Challenges include assessing the extent of damage, determining causation, and dealing with subrogation
when multiple parties share liability. International conventions such as the Hague-Visby Rules influence the
scope of cargo insurance coverage.

Hague-Visby Rules govern the carriage of goods by sea, establishing the carrier’s responsibilities and
liabilities. They set limits on the carrier’s liability per package or per kilogram, unless the shipper declares a
higher value and pays an additional charge. In practice, a shipper may choose to declare a higher value for
valuable cargo to obtain greater protection. The rules also require the carrier to exercise due diligence to
make the vessel seaworthy. Limitations and exceptions under the rules can lead to disputes, especially when
cargo is damaged due to improper stowage.

Carriage of Goods by Sea Act (COGSA) is the United States’ domestic legislation implementing the
Hague-Visby Rules. It defines the carrier’s liability for loss or damage to cargo, with specific monetary limits.
For example, a U.S. Carrier may be liable up to $500 per package for damages unless a higher value is
declared. The act also outlines the carrier's duty to exercise reasonable care. The interplay between COGSA
and international conventions can create complexities when shipments involve multiple jurisdictions.

Freight Forwarder is an intermediary that arranges the transportation of goods on behalf of shippers,
handling documentation, booking space, and coordinating with carriers. While not a carrier, the forwarder
may be liable for negligence in managing shipments. A practical scenario involves a forwarder failing to
secure proper insurance, leading to uncovered loss when cargo is damaged. Understanding the role and
responsibilities of freight forwarders assists shippers in mitigating risk and ensuring compliance with
contractual obligations.

Charter Party is a contract between a shipowner and a charterer that outlines the terms for the hire of a
vessel. There are several types, including time charter, voyage charter, and bareboat charter. In a time
charter, the charterer rents the vessel for a specified period, directing its commercial operations while the
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owner retains responsibility for crewing and technical management. Challenges include allocating
responsibilities for fuel consumption, port charges, and demurrage, which can lead to disputes if not clearly
defined.

Demurrage is a charge payable by the charterer to the shipowner for delays beyond the agreed lay-time for
loading or unloading cargo. For instance, if a port's congestion prevents a vessel from completing cargo
operations within the stipulated time, the charterer may incur demurrage fees. These charges compensate
the shipowner for lost earnings and encourage efficient handling. Calculating demurrage can be complex,
especially when multiple parties share responsibility for the delay, leading to negotiations or arbitration.

Lay-time is the period allotted in a charter party for loading and discharging cargo without incurring
demurrage. Accurate measurement of lay-time is essential for both parties; it is often recorded using clock
watches or electronic systems. Disagreements may arise over the start and end times, particularly when
weather conditions or port inefficiencies affect operations. Clear clauses in the charter party help mitigate
disputes by defining permissible interruptions and the calculation method.

General Average is a principle of maritime law whereby all parties with a financial interest in a voyage share
the costs incurred for sacrificing part of the cargo or vessel to save the whole. An example is jettisoning
cargo to lighten a ship during a storm; the loss is then apportioned among shipowner, cargo owners, and
other stakeholders. Modern practice involves the appointment of a General Average adjuster to calculate
each party’s contribution. Challenges include determining the proportional shares and ensuring timely
payment, as failure to contribute can lead to the seizure of the vessel.

Salvage refers to the compensation awarded to those who voluntarily assist in rescuing a ship or its cargo
from danger. Salvage operations are governed by the International Convention on Salvage, which
distinguishes between contract salvage (pre-arranged agreements) and pure salvage (unplanned
assistance). A practical case is a tugboat that successfully tows a distressed vessel to safety, receiving a
salvage award based on the value saved, the risk involved, and the expenses incurred. The principle
encourages prompt assistance while balancing the interests of the shipowner and salvors.

Collision Liability arises when a vessel is found at fault for a collision with another vessel or a fixed object.
The responsible party must compensate for damages, which may include repair costs, loss of cargo, and
environmental remediation. Liability is often determined through investigation of factors such as speed,
maneuverability, and compliance with COLREGs. In complex incidents, multiple vessels may share fault,
leading to proportional liability. Insurance coverage, particularly hull and machinery policies, plays a critical
role in managing the financial impact.

Environmental Impact Assessment (EIA) Procedure typically involves scoping, baseline studies, impact
prediction, mitigation measures, and monitoring. For offshore wind farms, the EIA may assess noise impacts
on marine mammals, changes in seabed habitats, and visual effects. Mitigation steps might include timing
construction to avoid breeding seasons or employing quieter installation techniques. The procedural
challenge is ensuring that the EIA is not merely a formal requirement but a substantive analysis that
influences project design and decision-making.
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Marine Spatial Data Infrastructure (MSDI) is a framework that enables the collection, sharing, and analysis of
geospatial information about the marine environment. It supports decision-makers in planning activities
such as fisheries management, shipping routes, and marine protected area designation. An example is the
use of satellite imagery combined with vessel tracking data to monitor illegal fishing in a protected zone.
The challenge lies in harmonizing data standards across jurisdictions and ensuring that data is kept up to
date and accessible to all relevant stakeholders.

Flag State Inspection (FSI) is a systematic audit conducted by a flag state to verify that vessels under its
registry comply with international conventions. The inspection covers safety equipment, crew qualifications,
and pollution control systems. A well-functioning FSI regime can enhance a flag state’s credibility and
reduce the likelihood of its vessels being detained during port state controls. However,
resource-constrained flag states may struggle to conduct thorough inspections, leading to gaps in
oversight.

Port State Control Detention (PSC Detention) occurs when a vessel is found to have serious deficiencies that
pose a threat to safety, security, or the environment, prompting authorities to detain the ship until remedial
actions are taken. Detentions are recorded in databases such as the Paris MOU's “Targeted Inspection” list,
influencing future inspections. The economic impact of detention can be significant, including loss of
revenue, reputational damage, and increased insurance premiums. Ship owners therefore prioritize
compliance to avoid detention.

Marine Protected Area Management Plans outline the objectives, regulations, and enforcement mechanisms
for designated MPAs. They may include zoning for different uses, such as no-take zones for fisheries,
controlled tourism areas, and research zones. Effective management requires stakeholder engagement,
monitoring programs, and adaptive measures to respond to changing environmental conditions. A
challenge is balancing conservation goals with the livelihood needs of local fishing communities, which may
require compensation schemes or alternative livelihood programs.

Seabed Mining Environmental Baseline involves collecting data on deep-sea ecosystems before any
extraction activities commence. Baseline studies may assess biodiversity, sediment composition, and
hydrothermal activity. These data serve as reference points to detect changes attributable to mining
operations. The difficulty lies in the technical challenges of sampling at extreme depths and the limited
understanding of deep-sea ecosystems, making impact predictions uncertain and increasing the
precautionary approach advocated by many environmental NGOs.

Marine Biodiversity Offsets are conservation actions intended to compensate for the loss of marine habitats
caused by development projects. For instance, a company planning a coastal port expansion might fund the
restoration of a degraded coral reef elsewhere to offset habitat loss. Offsets must be additional, measurable,
and permanent to be credible. The practical difficulty is ensuring that the offset site truly replaces the
ecological functions of the impacted area, a task that requires rigorous scientific assessment and long-term
monitoring.

Strategic Environmental Assessment (SEA) is a higher-level process that evaluates the environmental
implications of policies, plans, and programs, rather than individual projects. In the maritime context, an SEA
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might assess a national offshore wind energy strategy, considering cumulative impacts on migratory bird
routes, fisheries, and coastal tourism. The outcome guides policymakers in integrating environmental
considerations early in the decision-making process, reducing the need for costly project-level mitigation
later. Implementing SEAs can be challenging due to the need for cross-sectoral coordination and the
availability of comprehensive data.

Maritime Boundary Delimitation is the process of establishing the limits between the maritime zones of
adjacent or opposite states. Methods include the equidistance principle, median line, or consideration of
relevant circumstances such as historic rights or proportionality. A notable case is the “North Sea
Continental Shelf” arbitration, which clarified the application of the equidistance principle for overlapping
continental shelves. Delimitation disputes often require extensive technical analysis, diplomatic
negotiations, and, where necessary, adjudication by international tribunals.

Historic Bay Doctrine allows a state to claim a bay as internal waters based on long-standing usage, even if
the mouth of the bay exceeds the normal width limits for internal waters. The United Kingdom’s claim over
the Gulf of Maine is an example where historic rights have been recognized. However, the doctrine is
applied cautiously, as it can affect the rights of other states to access the high seas. Demonstrating historic
usage involves presenting evidence of consistent state practice and acquiescence by other states.

Joint Development Zones (JDZ) are arrangements where two or more states agree to share the exploration
and exploitation of resources in overlapping maritime claims. The Malaysia-Thailand JDZ in the Gulf of
Thailand is a successful example, allowing joint oil and gas production while postponing final delimitation.
JDZs promote cooperation and reduce conflict, but they require detailed agreements on revenue sharing,
environmental standards, and dispute resolution mechanisms. The challenge is maintaining mutual trust
and ensuring that the joint activities do not prejudice future boundary settlements.

Marine Pollution Prevention and Control measures include the use of oil-catchment equipment, treatment
of sewage, and the prohibition of dumping waste at sea. The IMO's “Zero Discharge” initiatives aim to
eliminate the release of harmful substances from ships. In practice, vessels may be required to install oily
water separators and retain sludge onboard until it can be disposed of at an approved facility. Enforcement
relies on inspections and the reporting obligations of ship operators. Persistent non-compliance can lead to
fines, detention, or loss of insurance coverage.

International Convention on the Control of Harmful Anti-fouling Systems (AFS) regulates the use of
anti-fouling paints that contain toxic substances harmful to marine life. The convention bans the use of
organotin compounds, such as tributyltin (TBT), which were widely used to prevent barnacle growth. Vessels
must certify that their hull coatings comply with the convention’s requirements. The transition to
environmentally friendly alternatives has required research and investment, and compliance monitoring
continues to be a focus for port state control authorities.

Ship Recycling involves dismantling vessels at the end of their service life, often in shipbreaking yards
located in developing countries. The Hong Kong Convention seeks to ensure that ship recycling is
conducted safely and with minimal environmental impact, establishing standards for hazardous material
management and worker protection. In practice, many ships are still sent to yards lacking adequate
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facilities, leading to worker injuries and pollution. The challenge lies in creating a market for “green”
recycling and enforcing compliance through flag and port state controls.

Ballast Water Management Plan (BWMP) is a documented strategy that outlines how a vessel will comply
with ballast water treatment requirements. It includes details on the treatment system, operational
procedures, and record-keeping. The plan must be approved by the flag state and is subject to inspection
by port authorities. A well-implemented BWMP reduces the risk of invasive species introductions, but the
cost of installing treatment technology and maintaining the plan can be a financial burden for ship owners,
especially for older vessels.

Ship-to-Ship (STS) Transfer Regulations differ among coastal states, with some requiring prior notification,
pilotage, and the presence of a marine salvage officer. In the Gulf of Mexico, the Coast Guard enforces strict
STS guidelines to prevent oil spills. Compliance involves detailed operational plans, risk assessments, and
emergency response arrangements. Violations can result in fines, suspension of operating permits, and
increased scrutiny in subsequent inspections.
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