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Introduction
The European Community Shipowners’ Associations (ECSA), formed in 1965, comprises the national shipowners’ associations of the EU and Norway. ECSA aims at promoting the interests of European shipping so that the industry can best serve European and international trade and commerce in a competitive free enterprise environment to the benefit of shippers and consumers. The European Economic Area maintains its very prominent position with a controlled fleet of 41% of the global commercial fleet.

ECSA supports the aspirations of the Thematic Strategy on Air Pollution to attain “levels of air quality that do not give rise to significant negative impacts on, and risks to, human health and the environment.  

It is important that the Thematic Strategy on Air Pollution takes into account the particular  nature of the sector, in particular it’s transboundary nature, the freedom of navigation enshrined under the United Conventions on the Law of the Sea (UNCLOS), its multi-entry, multi–exit points, the essential sovereignty of a ship’s flag and the multilateral relationships which occur on voyages between the ship and any number of countries in their various roles as port states, flag states and coastal states.     

International approach

ECSA believes that emissions from international shipping should be regulated at the international level (i.e. International Maritime Organization - IMO) due to the global nature of the sector. Ships are, by their very nature, mobile, they operate in all parts of the world and imposing unique requirements for different jurisdictions imposes a very heavy cost on the industry.  The National Emissions Ceiling Directive (NECD, 2001/81/EC, as amended) correctly excludes international shipping.  

The International Convention on the Prevention of Pollution from Ships (MARPOL) and its protocol controls all forms of pollution from ships, including air emissions.  MARPOL Annex VI on the prevention of air emissions came into force in 2005 and was significantly revised in 2008.  These revisions progressively reduce the maximum permitted level of sulphur in bunker fuel.  It also sets NOx emission limits for ship’s engines, and limits the incineration of certain materials on-board ships.  

It should be noted that in the detailed discussions which led to these revisions, IMO decided to mandate the global use of distillate fuels within the shipping industry. One major consideration was the energy and CO2 penalty of producing these low sulphur fuels resulting in a significant net CO2 increase from the refineries.  It should be further noted that as additional refinery capacity to deliver such fuels is likely to be developed outside of Europe, those additional emissions would not be captured by the EU’s ETS. 

MARPOL requires a review of the availability of the 0.5% sulphur fuel no later than 2018. The widespread availability at a reasonable price of both the 0.5% and 0.1% sulphur fuels is a very significant concern for the industry and every effort should be made to explore how the policy objectives can be met at least cost.  

Very recently, at the Council’s adoption of the revised Sulphur Directive, a joint written statement by Bulgaria, Spain, France, Greece, Italy, Malta, Portugal and Romania, stressed their reservations regarding the 2013 review clause and the 2013 air quality review. These Member States consider that a review of the Directive is too premature because the SECA limits will only enter into force in 2015. Furthermore they highlight that the EU should fully take into account the IMO fuel availability review in 2018, as regards the application of the global 0,5% limit.
2015 ECA requirement compliance

The major concern of the EU shipping industry remains the application of the 0.1% Sulphur content fuel in the Emission Control Areas (Baltic Sea and North Sea/English Channel) as from 2015. This application will result in a modal shift from sea to land transportation which in turn will result in a sharp increase in externalities such as congestion, noise and accidents and in negative environmental/health consequences and notably in a strong increase of CO2 emissions in EU road transportation. 

Alternative approaches include abatement technologies, such as exhaust gas scrubbers, the use of LNG as an alternative fuel and other abatement methods such as sulphur averaging or trading. All these alternative approaches have been thoroughly assessed, and are under constant review, by an internal ECSA Task Force Group.  It is likely that a combination of compliance options will be adopted depending upon the available technology, the specific ship’s type and trade, the flexibility of the regulatory framework, the market price of fuel oil and wider commercial considerations related to the strength of the economy overall.  As these will inevitably vary over time it is important that maximum flexibility is afforded to industry to meet the environmental ambitions of the regulators from the outset.  

The VITO report seems also to opt for a very conservative approach, especially in the long term, in assuming unpredictable and limited penetration of LNG as an alternative fuel or use of SCR
 technology. Nevertheless, one recent projective study by Det Norske Veritas forcasts some 1000 ships using LNG as bunker fuel by 2020
.

Need for comprehensive economic and environmental impact assessments

The Thematic Strategy includes ambitious health and environmental objectives for 2020, to protect the health of EU citizens and European ecosystems from air pollution. Though there is a case for further reduction of air pollutant emissions in the EU, it should be recognised that additional emission reductions have already occurred since 2008 due to the economic recession.  However, given that the economic downturn is still hampering most markets, the actual growth rates in the coming years to 2020 would have to be excessively high to match the applied growth projection used in the VITO report

. Different growth scenarios linked to macro-economic growth projections at EU and global level should be used in order to provide a more scientific and fine-tuned analysis of future emissions from shipping. 
The current air quality directives and the NECD in general recognise the balancing act between the aspiration of clean air and the political and economic realities. 

The majority of air emissions from shipping occur outside ports and at some distance from centres of population. Due to the mobile nature of shipping, there is naturally greater dispersion of emissions from the funnels than from the stacks of industrial emission sources. Though ship emissions contribute to regional particle and ozone pollution due to the transformation of SOx and NOx in the atmosphere, as well as acidification and eutrophication of ecosystems, albeit, the shipping industry is only a minor contributor compared to other sectors including land based power stations and run off from agriculture.  

EU measures introduced in 2010 have significantly reduced direct, local impacts of ship emissions. The European Commission’s Joint Research Centre (JRC) has recently made available the results of a study
 that highlights a sharp decrease by 66% on average of SOx emissions from shipping in EU Mediterranean ports following the stricter EU rules for sulphur content in fuels used by ships at berth or at anchor in ports as from January 2010. 

The VITO report provides insufficient information to fully understand all the model inputs, assumptions, limitations and uncertainties, and no sensitivity analysis was presented. Therefore it is not possible to have confidence in the results and ECSA urges the Commission to fully document the input data, assumptions, limitations and uncertainties of the model of the VITO study for scrutiny
In that regard, the European shipping industry has repeatedly and unsuccessfully asked to get access to underlying statistics and data that ultimately form the basis for policy making. ECSA believes it is unacceptable to make assumptions and projections based on data that may be highly inaccurate to develop future legislation. A full reference to all scientific or statistic sources used, which is the rule for any academic study, should also be customarily included in all reports intended for supporting policy decisions.
Conclusion

ECSA is interested in ensuring that their members operate on a level playing field, that regulation is fair and is based on robust scientific and medical evidence and subjected to a full impact assessment. 

ECSA members rely on an effective enforcement system and it is important that once new regulations are agreed and in force that they are adhered to by all ships.  Every regulation which directly or indirectly influences the level playing field must take into account the need of the European shipping to remain internationally competitive and should be constructed accordingly. There may be an important role for the European Commission, and/or its specialised agency, EMSA, in ensuring that the Member States fulfil their obligations in this regard.  

ECSA urges the Commission to fully document the input data, assumptions, limitations and uncertainties of the model of the VITO study for scrutiny.

We also believe it is important that any requirements on the shipping industry are in proportion to our contribution to air quality, acidification and eutrophication.  Those requirements should be soundly based, use good scientific and medical evidence, and the decision making process should be fully transparent.

ECSA believes that improvements to air quality should be considered in the wider policy and economic context, and that new legislation should not be promulgated in isolation and regardless of cost. Moreover, it should take into account the current efforts undertaken by the sector and future legislation and market circumstances. We therefore support the Thematic Strategy’s approach of identifying the level of health and environmental protection that can be achieved taking into account both the benefits and societal costs.  Further Impact Assessment is needed.
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� Selective Catalytic Reduction, reducing NOx emissions.


� DNV, “Shipping 2020”, 2012.


� VITO, Specific evaluation of emissions from shipping including assessment for the establishment of possible new emission control areas in European Seas, September 2012.


� The VITO report also clearly states that growth rates can differ for ship’s types, and origin-destination pair and ECSA therefore believes that there is a need to stress test the findings.


� Entitled: "Impact of a European directive on ship emissions on air quality in Mediterranean harbours".
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