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Introduction

In order to collect information for the Progress Report to the 5th North Sea Conference the Secretariat circulated a reporting format to North Sea States and observers to CONSSO in December 2000. 

Belgium, Denmark, the European Commission, France, Germany, the Netherlands, Norway, Sweden, the United Kingdom and OSPAR have reported on all relevant paragraphs. The document includes all reports received.

The input from OSPAR contains the reporting from the Bonn Agreement and is referred as such in the report.

The inputs are organized according to the relevant paragraphs in chapter VI and Annex 3 in the Esbjerg Declaration [in square brackets] except for the report from the European Commission which does not include references to the abovementioned paragraphs. 

Overview of responses received 

	Reporting body
	Reference to ED articles
	Remarks

	Belgium
	ED: 45; 48; Annex III: 1.1; 1.2.2; 1.6; 1.7; 2.1; 2.2; 3.2; 4; 5; 7.3; 7.4; 7.5
	Complete report 

	Denmark
	ED: 45; 46; 48; Annex III:

1.1; 1.2.2; 1.6; 1.7; 2.1; 3; 3.1; 3.1.1; 3.2; 4; 5; 7; 7.1; 7.3; 7.4; 7.5; 8.1.2
	Complete report

	European Commission
	ED: 42; 43; 44; 45; 46; 

Annex III: 1.1; 1.2.2; 1.3.1; 1.3.3; 1.5; 3.1; 3.2; 4
	Complete report

	France
	ED: 42 ii; 43; 45; 46; 

Annex III: 1.2.2; 1.6; 1.7; 2.1; 2.2; 3; 4; 5; 6.2; 6.2.2; 6.4; 7; 7.2; 7.3; 7.4; 7.5; 8.1.2
	Complete report

	Germany
	ED: 42 iv; 44 i; 45; 46; 

Annex III: 1.2.2; 1.6; 1.7; 2.1; 2.2; 3; 5; 6.1; 6.2; 6.2.2; 6.3; 6.4; 6.5; 7.1; 7.2; 7.3; 8.1.2; 8.2
	Complete report

	The Netherlands
	ED: 42 v; 44 ii; 45; 46; 

Annex III: 1.1; 1.2.2; 1.5; 1.6; 1.7; 2; 3.1; 3.2; 4; 5; 7.1; 7.2; 7.3; 7.5; 8.1.2
	Complete report

	Norway
	ED: 41; 42 i; 42 iii; 42 v; 44 iii; 45; 46; 47; Annex III: 1.1; 1.2.2; 1.5; 1.6; 1.7; 2; 3.1; 3.2; 7.5; 8.1; 8.1.1; 8.1.2
	Complete report

	OSPAR/Bonn Agreement
	ED: 

Annex III: 6.1; 6.2.1; 6.2.2; 6.4 i; 6.4 ii; 6.4 iii; 6.4 iv; 7.3
	Complete report

	Sweden
	ED: 46; Annex III: 1.1; 1.2.2; 1.6; 1.7; 2; 3; 3.2; 4; 7.3; 8.1.2
	Complete report

	The United Kingdom
	ED: 41; 42 i; 42 ii; 42 iii; 42 iv; 42 v; 44 i; 44 ii; 44 iii; 45; 46; 47; Annex III: 1.1; 1.2.1; 1.2.2; 1.3; 1.3.3; 1.3.4; 1.4; 1.5; 1.6; 1.7; 2.1; 2.2; 3.1; 3.2; 4; 5; 6.2.1; 6.2.2; 6.3; 6.4; 7.2; 7.3; 7.4; 7.5; 8.1; 8.1.1; 8.1.2; 8.2
	Complete report


Information submitted by the European Commission

Shipping

Air pollution

As the Commission intends to continue to promote shipping and move the carriage of more goods from land to sea, it will look at measures to limit its impacts on the environment.
The maritime sector’s contribution to emissions of air pollutants (sulphur and nitrogen oxides (SOx and NOx), volatile organic compounds (VOCs) and greenhouse gases, particularly carbon dioxide (CO2) is rising. The Commission is working on a strategy to address this. 

In the North Sea & English Channel the main environmental challenge is acid deposition,  caused by emissions of SOx and NOx. Whilst emitted at sea these gases are transported in the atmosphere and may be deposited to sensitive ecosystems on land.  Acid deposition causes reduced alkalinity of lakes, streams and forest soils, destroying fish populations and animal habitats.  This is particularly serious because the North Sea coastline has some of the most sensitive ecosystems in the world. The impact of ship emissions has been estimated by the European Monitoring and Evaluatiuon Programme with  the work of the UN Convention on Long Range Transboundary Air Pollution.

Greenhouse gases are a more global problem, since they contribute to the problems of climate change.  CO2 is the principal greenhouse gas, and through their fuel consumption ships produce 1.8% of total world CO2 emissions.  In the absence of appropriate policies, ships’ CO2 emissions could grow by as much as 70% over the next 20 years.  NOx and ozone are also greenhouse gases which contribute to global warming.

Existing measures under the International Maritime Organisation (IMO)

Because of the global nature of the shipping industry, international solutions are preferable. The IMO is taking some action on SOx, NOx and VOCs through MARPOL Annex VI Regulations on the Prevention of Air Pollution from Ships, and on CO2 through a proposed strategy on greenhouse gas emissions. MARPOL Annex VI designates a new Sulphur Emissions Control Area in the North Sea and English Channel, whereby all fuels used by ships must contain less than 1.5% sulphur. However, Annex VI only enters into force 12 months after it has been ratified by at least 15 flag states representing at least 50% of world tonnage and  so far only 3 states have ratified, and there is a long way to go before we reach 50% of tonnage. Where it is important that European states should take the lead in ratifying Annex VI – if we are committed to protecting our own environment -  the only EU state to ratify so far is Sweden.

Existing EU measures

Directive 1999/32/EEC on Sulphur in Liquid Fuels requires Member States to ensure that marine gas oils used by ships in their territorial waters do not exceed 0.2% sulphur.  

While we have had some reports of inconsistencies in the transposition of this directive and its enforcement, it is premature to take a view on whether it is being applied in a uniform manner across the Community. There is an exemption for marine gas oil used by ships crossing a frontier between a third country and a Member State.  

Though the 1% sulphur limit on heavy fuel oildoes not apply to seagoing ships, the Directive commits the Commission to considering measures to reduce the contribution to acidification of the combustion of marine fuels.

In anticipation of the ratification of  MARPOL Annex VI and the IMO greenhouse gas strategy and because we are committed under directives 1999/32 and 1994/63 respectively to considering measures to reduce sulphur and VOC emissions from ships, the Commission is currently considering the other regulatory options and economic incentives available to us at Community level to reduce air pollution from ships.

This work is based on a recent study on the economic, legal, environmental and practical implications of an EU system to reduce ship emissions of SOx and Nox. It is carrying out further technical work on ship emissions to air, with a view to publishing a report to the European Parliament and the Council of Ministers. 

Accidental pollution

The increasing number and severity of incidents that have occurred recently (Erika, Ievoli Sun, Baltic Carrier, etc.) demonstrate the need for strengthened preventive but also curative Community measures for the protection of our seas. Indeed, even with the best preventive legislation, the Zero risk does not exist. In order to be better prepared against maritime disasters, 

European Parliament and Council Decision (2850/2000/EC) on accidental or deliberate marine pollution establishes a solid framework for co-operation at Community level. It creates the conditions that will allow the sharing of experience gathered by Member States in order to better protect our marine environment against the consequences of accidental pollution. 

Moreover, the pollution caused by operational discharges from ships in Community waters is of great concern for the Commission. It represents a great share of the total marine oil pollution. On the issue of monitoring such discharges, the new Decision will in particular allow the development of joint initiatives such as workshops, training courses or pilot projects in order to improve the techniques for identifying contravening vessels. It should also provide for a better exchange of information on the efficiency of the prosecution systems applied in the different Member States.

Finally the implementation of an electronic version of the Community Information System to be installed on the net is foreseen as a major element of this new Community framework for cooperation. This system will in particular include all relevant operational information about intervention resources available in the different countries. In this context, it is important to note that close coordination has been established with all concerned regional bodies in order to maximise the value of such a system, whilst avoiding unnecessary duplication of efforts.

The IMO provisions on disposal of ship generated waste have been incorporated in Community legilation under Council Directive 2000/59/EC on port reception facilities for ship generated waste and cargo residues.

TBT

The negotiations at IMO on a global ban on use of TBT are ongoing. It is hoped that phase out of use will take place by 2003 and removal of TBT from existing craft by 2008.

Information submitted by North Sea states and OSPAR/Bonn Agreement

To take concerted action within IMO, aiming at a further reduction of discharges and emissions to the North Sea. [41]
Norway:
North Sea co-ordination-meetings held before each session in MEPC up until the 43rd session of the Committee (June 1999). Strategy and common positions for the meeting in the Committee discussed and agreed upon.

United Kingdom:
Achieved. Annex I Special Area and agreement on Annex VI with provision for a North Sea special area.

To work in concert to promote within IMO a review of existing regulations and procedures, with a view to identifying ways in which future environmental regulation of shipping might be conducted more effectively. [42 i.]

Norway:
Continuos consultations with the North Sea States in connection with each session in IMO.

United Kindom:
IMO is currently undertaking a review of Annexes I and II.   Annex IV (sewage) had not entered into force 27 years after its acceptance.  This was found to be due to the difficulties some Flag States had in meeting the requirements of the Annex.  In consequence, a revision was undertaken and the revised text adopted under Resolution MEPC.88(44) in March 2000.

To co-operate in exercising flag state, port state and coastal state powers of enforcement in the EEZs or equivalent maritime areas aiming, inter alia, at facilitating the enforcement and prosecution of offenders of MARPOL 73/78. [42 ii.]
France:
Joint controls of  France and United Kingdom, in application of the Council directive 1999/35/EC of 29 April 1999 on a system of mandatory surveys for the  safe operation of regular ro-ro ferry and high speed passenger craft services.

United Kingdom:
Regular contact with Netherlands Coastguard and German port state control.  Photographic evidence supplied from the Netherlands Coastguard spotter planes has been used in a number of successful prosecutions for breaches of oil pollution regulations in the North Sea, including the container ship RESOLUTION BAY, tug ANGLIAN DUKE, bulk carrier LUCKYMAN and FV LILIANE J in 1998/99 and the cargo vessel SIRTE STAR in 1999/2000.

To confirm that the precautionary  principle also applies to shipping activities and welcome and support the work within IMO to develop  guidelines on the implementation of the Precautionary Principle in all relevant IMO activities. [42 iii] 

Norway:
Reference is made to Resolution MEPC.67(37) “Guidelines on Incorporation of the Precautionary Approach in the Context of Specific IMO Activities”, adopted on 15 September 1995.

United Kingdom:
MEPC 37 adopted resolution MEPC.67(37) on 15 September 1995 agreeing 'Guidelines on incorporation of the precautionary approach in the context of specific IMO activities'.

To intensify the Port State Control and take action in the appropriate fora to co-ordinate efforts. [42 iv] 

Germany:
In 2000, Germany has again reached the inspection quota of 25 per cent as required under the Paris Memorandum of Understanding on Port State Control.

Germany has more than doubled the financial means appropriated to port state control purposes for 2002 with a view to ensuring the practical implementation of the amended Port State Control Directive. Germany will continue to make endeavours to bring about further world-wide improvements in the framework of IMO.

United Kingdom:
The UK has implemented the EC directive on Port State Control (Directive 95/21/EC as amended).  This enhanced Port State Control in the North Sea (and European Region) by introducing expanded inspections on high risk ship types.  Targeting has also been improved with the introduction of a numerical target factor based on various risk factors.  Russia and Iceland have joined the Paris MOU Port State Control regime to widen the coverage of vessels in these waters. The UK has exceeded the agreed inspection target of 25% by at least 2.5% in each of the years since 1995. The UK has supported proposals to amend the Port State Control directive to target inspection resources on the potentially more hazardous vessels and to ban ships with poor state detention records from EU ports - see 2.1 below.

To take concerted action within IMO in order [42 v]:

a)
to reduce air pollution

b) 
to improve the quality of fuel oil;

c) 
to ultimately phase out the use of tributyltins (TBTs) on all ships world-wide;

d) 
to promote environmentally safe antifouling technologies

The Netherlands:
c)
convention on anti-foulings will take place in October 2001 and will forbid application of new anti-foulings containing organotins as from 1/1/2003 and presence on hull or sealing off as from 1/1/2008 

d)
Netherlands: research into alternatives is being supported and trials with environmentally safe -biocide free- systems are being undertaken.

Norway:
a) Conference on the adoption of the Protocol of 1997 and Annex VI on the prevention of Air Pollution from ships to amend the International Convention for the Prevention of Pollution from Ships 1973/78.

b) The new Annex VI of MARPOL 73/78 Regulation 18 sets the requirements for improvements of fuel oil quality.

United Kingdom:
The 1997 MARPOL Conference adopted a protocol to add a new annex to MARPOL 73/78 entitled ”Annex VI – Regulations  for the Prevention of Air Pollution from Ships”.  The annex includes a resolution which introduces a ”Technical Code on the Control of Emissions of Nitrogen Oxides from Marine Diesel Engines.  There are also regulations dealing with ozone-depleting substances, sulphur oxides and requirements of SOx Emission Control Areas, Volatile Organic Compounds (VOCs), shipboard incineration, reception facilities and fuel oil quality,  all influencing the issue of an International Air Pollution Prevention Certificate, applicable when Annex VI enters into force.

The UK (together with other EC states) has participated in drafting an international legal instrument in IMO that would ban the application and use of organotin compounds that act as biocides on ships.

In 1999-2000 the UK’s Health and Safety Executive undertook risk assessments of booster biocides used in anti-fouling products.

To develop means (either in a legal instrument or under some other co-operative arrangement) whereby the enforcement authorities and courts in the different jurisdictions can be enabled to work together more effectively, in the exercising of the powers available to flag states, port states and coastal states (including those in EEZs or equivalent jurisdictions). [43]
France:
European Directives and Regulations (ERIKA I and II packages), including a proposal for a Regulation of the European Parliament and of the Council establishing a European Maritime Safety Agency : this new structure will ensure that maritime safety regulation is applied in a uniform manner throughout the Community.

a.  
To take concerted action within IMO to designate the North Sea (i.e. the North Sea, the Skagerrak and the English Channel) as a Special Area for the purpose of MARPOL 73/78 Annex 1; and

b.  
To minimise the effects on adjoining land and sea areas of oil discharges by vessels before entering the outer boundary of the North Sea Special Area. Its implementation should include measures to improve enforcement, particularly through Port State Control. [44 i]
Germany:
a.
On 1 August 1999, the designation of the so-called "Northwest European waters" (ie, the North Sea plus sea areas to the west of Great Britain and Ireland) as a Special Area under the provisions of Annex I to the International Convention for the Prevention of Pollution from Ships, 1973, as amended by the 1978 Protocol relating thereto (MARPOL 1973/78) has become effective under international law. Germany has implemented that régime on the national level by way of the Third Marine Environment Protection (Implementation) Ordinance of 20 January 1999. 

Assessment:

In Special Areas, the discharge into the sea of residues arising from the operation of ships and of cargo residues is subject to stricter-than-normal requirements. For example, the discharge is banned of dirty (ie, oily) ballast as well as of tank washings resulting from the cleansing of the tanks of oil tankers.


Prior to the designation of the "Northwest European waters" as a Special Area, the coastal states had to supply proof that those of their ports that are located in the Special Area are provided with adequate reception facilities for dirty ballast and tank washings from oil tankers as well as for other residues and oily-water mixtures from all types of ships.

b.
The purpose of port state control is to verify compliance with applicable requirements and to detect, carefully record, and document any contraventions. The improvement of implementation is not an immediate task of port state control and continues to meet with difficulties outside the borders.

United Kingdom:
a. 
Objective achieved and exceeded.  North Sea states and Ireland successfully promoted an Annex I special area encompassing not only the North Sea but also all waters west of the UK and Ireland, as well as an area south of the UK and west of France. This is now known as the NW European waters Annex I special area.

b. 
The UK has implemented the EC directive on Port State Control (Directive 95/21/EC as amended). This enhanced Port State Control in the North Sea (and European Region) by introducing expanded inspections on high risk ship types. Targeting has also been improved with the introduction of a numerical target factor based on various risk factors. Russia and Iceland have joined the Paris MOU Port State Control regime to widen the coverage of vessels in these waters. The UK has exceeded the agreed inspection target of 25% by at least 2.5% in each of the years since 1995. Since 1995, the UK has improved its enforcement efforts and introduced higher levels of fine for illegal discharge of oils from shipping. The UK's Maritime and Coastguard Agency publishes the names of those it successfully prosecutes for pollution or other offences.

a.  
To take concerted action within IMO to actively support the current revision of Annex II of MARPOL 73/78, including the recategorisation of substances covered by the Annex and present discharge requirements more stringent

b.
To take concerted action within IMO to designate the North Sea as a Special Area for the purpose of Annex II of MARPOL 73/78, if by the year 2000, the results of the said revision are deemed insufficient. [44 ii]
The Netherlands:
a.
The actions within IMO have resulted in a revised draft of Annex II of MARPOL 73/78, in which the Standards for Procedures and Arrangements are incorporated. The new lay-out leads to simplification of the regulations and elimination of out-dated requirements which serves the improvement of practical implementation. 
Substantial proposals are made for a 3-Category system based on the revised GESAMP Hazard Profiles following the Global Harmonized System resulting from the Rio conference. Initiatives are undertaken to develop discharge criteria for this new categorization system taking into account developments in technology and maximum improvement of the protection of the marine environment. Target completion date for the revision of Annex II is 2003.

b.
Although the revision is not yet finalized, the progress made eliminates the justification for action within IMO to designate the North Sea as a special area fort the purpose of Annex II of MARPOL 73/78.

United Kingdom:
a.
The revision of Annex II, including the recategorising of substances has been ongoing.  The current timetable (November 2000) is for completion in 2003, but this is dependent upon the IMO continuing to fund the routine schedule of the GESAMP Evaluation of the Hazards of Harmful Substances working group.

b.
Consequently there has not been a designation of  the North Sea as a Special Area under MARPOL Annex II.

To minimize the suplhur content in fuel oil and emphasize the need for a global cap, resulting in a true reduction of the sulphur content in fuel oil. 

To take concerted action within IMO to designate the North Sea as a Special Area to the greatest extent that meets IMO’s citeria under the future MARPOL 73/78 Annex on air pollution, regarding airborne discharges of sulphur from ships. [44 iii]
Norway:
At the conference regarding a new Annex VI to MARPOL 73/78 on the prevention of air pollution from ships, it was decided upon a global sulphur cap of maximum 4,5%. In some areas, SOx emission Control Areas, the sulphur content used on board shall not exceed 1,5%. The Baltic Sea was designated as such an area at the Conference in 1997. No sufficient majority was reached at the same time to designate the North Sea. The North Sea States submitted a joint document at the 44 session of MEPC in March 2000 proposing the North Sea as a NOx emission control area, which was accepted by the Committee. Regulation 14(3)(a) was amended accordingly.

United Kingdom:
IMO, at MEPC 44, approved the proposed amendment to regulation 14(3)(a) of Annex VI to MARPOL 73/78 to include the North Sea as a SOx Emission Control Area, with a view to adoption when MARPOL 73/78 Annex VI enters into force.

Accidents at sea
To co-operate with the appropriate fora on reporting of ships carrying hazardous cargoes, identification of cargo lost overboard, cargo stowage and securing and salvage capacity. [45]
Belgium:
Belgium is a contracting party to the Bonn Agreement and an active member of the Bonn Agreement Working Group on technical, scientific and operational questions regarding pollution abatement.  The Working Group has been reviewing the technical means and contingency arrangements for dealing with incidents involving chemicals with a view to updating the information made available through the Agreement.

The European directive on HAZMAT was transposed into Belgian Law (23 sept. ’92). The national competent authority (NCA) is based in Zeebrugge and is linked by EDI to the harbours which act as local competent authority (LCA). The harbour master acts as the focal point within the LCA. 

Together with Norway, the Netherlands, Spain and Germany, Belgium is co-operating on the development of the link between the different NCA’s namely the EU-EDI-HAZMAT system. In case of calamity, the system can respond within 40 minutes.

The determination of the exact storage area of the dangerous goods on board a ship and the qualification of bulk cargo can still pose problems to the system.

Denmark: 

The reporting requirements of Directive 93/75EEC and the IMO resolution A.648 on general principles for ship reporting have been transferred into national law. The Admiral Danish Fleet in Aarhus will receive the messages from ships. 

Following the ongoing work in EU and IMO, especially concerning the replacement of the Directive 93/75 by a new reporting and information system.

France:
All European and North Sea States regularly report respectively to the Management Committee on Accidental Pollution of the European Commission and to the Bonn Agreement on pollution resulting from accidents at sea. The information is made public on the Internet site of the Bonn Agreement. 

France active contribution to the proposal for a directive of the European parliament and of the Council establishing a Community monitoring, control and information system for maritime traffic.

Germany:
To avoid cargo losses, the proper stowage and securing of cargo is indispensable. The Cargo Securing Manuals that have been prescribed by IMO since 1998 provide masters, including those of fully cellular vessels, with all relevant information on the best use of cargo-securing facilities.

Both the HAZMAT Directive 93/75/EEC and IMO Resolution A.648(16) have been transformed into German law by way of the Internal Waters (Entering Requirements) Ordinance of 23 August 1994. Later amendments by Directive 98/74/EC, IMO Resolution A.851(20), and the MARPOL Convention Ordinance of 20 January 1999 have likewise been transformed into German law by amendments to the Internal Waters (Entering Requirements) Ordinance, the most recent such amendment having been promulgated on 18 December 2000. These regulations prescribe reporting duties for those vessels that carry dangerous or hazardous goods so as to be able to respond properly in the case of an accident. On the basis of a declaration of intent, Belgium, Finland, Germany, the Netherlands, Norway, and Spain have developed a reference system for the electronic exchange of the data thus collected.

Assessment:

The practical application of the European legislation has revealed gaps and problems of transmission. This is why the EU Commission has made a proposal to the effect that Directive 93/75/EEC be replaced by a new reporting and information directive which is to take into account the latest technological advances. The Commission's proposal is currently being discussed in the EU Council.

The Netherlands:
Accidents at sea
Based on Directive 93/75 (HAZMAT) the setting up of an EDI-network between Norway, Germany, The Netherlands, Belgium and Spain will be fulfilled by the end of July 2001.

As a result of the ERIKA disaster discussions are going to widen this EDI-network to a complete European reporting and information system for ships carrying dangerous or polluting goods.

Norway:
The setting up of an EDI-network between The Netherlands, Germany, Belgium, Spain and Norway by 1 August 2001.

United Kingdom:
In compliance with Directive 93/75/EEC as amended by 98/44/EC, the UK introduced the Merchant Shipping (Reporting Requirements for Ships Carrying Dangerous and Polluting Goods) Regulations 1995, subsequently amended in 1999.  These regulations set out the reporting requirements for ships departing from a UK port  or bound for a UK port from outside the UK.

In 1998 the UK issued guidance to local authorities about potentially hazardous cargo washed up on beaches.

Reception facilities
To continue to secure adequacy of reception facilities and to implement incentives to ships for using such facilities;

to ensure that co-operation with adjacent regions on these topics will be established;

to give special attention to, at IMO and nationally,  the protection of environmentally sensitive areas against particular risks from shipping activity. [46]
Denmark:

Implemented by the statutory order no. 631 of June 27, 2000, on reception facilities for waste from ships, and on the delivery of waste by ships.   

The status is as follows

All ports have since mid 80’ been obliged to have reception facilities for ship-generated waste and cargo residues. With the above statutory order also marinas are obliged to have special equipment to receive sewage from pleasure crafts. For ship-generated waste a 100% ”no special fee” system is established. The system in Denmark is more stringent than in the Baltic Strategy as it includes sewage and garbage, and more stringent than EU’s directive as it is 100% vs. EU’s limit on 30%.  

The Baltic Strategy demands establishment of reception facilities for ship’s waste, and compulsory delivery of the waste from the ships. It demands 100% no special fee for oily waste. For the time being the introduction of no special fee for sewage and garbage is discussed. The strategy also demands notification of intended waste delivery from major ships. It also demands compilation of a port waste management plan. Most of the strategy has effect from July 1st 2000. 

The Baltic strategy – save the port waste management plan - was established through the above statutory order, which had effect from July 12th 2000. All though only part of Denmark is belonging to the Baltic region, the order covers all Denmark including the North Sea part.

A similar directive was adopted by EU on November 27 – 2000 (2000/59). The deadline for implementation is December 28 – 2002. The main difference is the enforcement part, which  refers to the port state control directive 95/21 and asks for that 25% of ships (save pleasure craft and fishing boats) calling a port should be inspected. 

France:
France support to the proposal for a directive of the European parliament and of the Council on the protection of the environment trough criminal law (sanctions of criminal offences such as the discharge into water of hazardous waste).

France anticipation in its national regulation.

Germany:
See the comments on para. 48, Annex III, 1.2.2 iii and iv.

The Netherlands:
Incorporated in the new EU-directive on ship generated waste and cargo residues.

Norway:
As a member of the European Economic Community, Norway will implement the EU-directive on ship generated waste and cargo residues.

Sweden:
Sweden continuous its work to ensure adequate reception facilities in Swedish ports. The Baltic Strategy is implemented in Swedish law and the so-called no-special fee system is applied.

Sweden participates in the regional and international work to ensure adequate reception facilities in ports within the HELCOM Sea-based Pollution Group, the European Union, the IMO Marine Environment Protection Committee and the NSC.

Sweden participates in the work for special areas and particularly sensitive sea areas (PSSAs) within the IMO Marine Environment Protection Committee and other protection of marine areas within the HELCOM Sea-based Pollution Group and the European Union. The Baltic Sea area is a special area under MARPOL annex I-VI. No marine area within Swedish or Baltic jurisdiction has, so far, been classified as a PSSA.

United Kingdom:
The UK introduced regulations (the Merchant Shipping (Port Waste Reception Facilities) Regulations 1997), which came into force in January 1998, requiring port and terminal operators to provide adequate waste reception facilities and prepare a waste management plan. In 2000 the UK commissioned a survey of 35 UK ports to determine the adequacy of reception facilities which concluded that the availability and accessibility for all wastes is good.

The EC directive on port reception facilities for ship-generated waste and cargo residues (Directive 2000/59/EC) will improve co-operation between EC states. The UK chaired the IMO Working Group which drew up guidelines for the IMO, to assist in determining adequacy and improve provision of port waste reception facilities.

Payment of compensation to victims

To take concerted action within IMO to extending ship owners’ liability to obtain improvements, particularly with respect to compulsory insurance for shipowner liabilities. [47]

Norway:
An International Conference on Liability and Compensation for Bunker Oil Pollution was held in IMO in March 2001. Compulsory insurance for ships of a gross tonnage of 1000 and above was a part of this agreement.

United Kingdom:
The UK has actively promoted the adoption of the Hazardous and Noxious Substances (HNS) Convention 1996, the 1996 Protocol to the Convention on Limitation of Liability for Maritime Claims (LLMC) 1976 and the Bunkers Convention 2001. The UK has taken a lead role in promoting the implementation of these instruments both regionally and internationally.

Fuel oil quality
To take further initiatives within IMO to introduce

methods of ensuring that the quality of fuel oil is suitable for the safe operation of ships and to further develop standards for fuel oil that take both safety and the protection of the

environment into account.; 

to undertake national efforts aimed at preventing contamination of fuel oil. [48, Annex III, 1.1]

Belgium:
The ratification procedure of Annex VI of Marpol has started. The North Sea has been designated as a SOx Emission Control Area under Marpol Annex VI (MEPC 44/11/4).

The implementation of the European directive on the normalisation of fuels will control the quality of certain fuel oils used in shipping. 

Submissions on the subject in IMO receive adequate support in accordance with EC co-ordination.

Denmark:

Denmark has started the ratification of MARPOL’s annex VI concerning air pollution which asks for a reduction in the content of sulphur dioxid in the fuel.
The Netherlands:
The improvement of bunker fuel quality, including preventing contamination, is an on-going concern for the Government of The Netherlands (especially after the sour diesel affair in the Port of Rotterdam in November 1999 which resulted in serious problems for some ships almost resulting in stranding). It is a high-priority issue to improve the quality and the quantity of the bunker supplies to ships.

For that purpose a Bunker Quality Platform has been established in Rotterdam, a forum of bunker suppliers and port authorities aiming at improvement of the bunker quality by self- regulation with commitment of the major suppliers and the so-called independents.

Proposed measures include licensing, the transportation of the bunkers in accordance with port by-laws and establishing a marque of bunker quality. All those involved in the supply chain would voluntarily opt to acquire the marque, subject to inspection and approval by an independent auditor.

Norway:
IMO sub-Committee Design and Equipment agreed at its 44 session in March 2001 to draft Guidelines for the sampling of fuel oil for determination of compliance with MARPOL 73/78 Annex VI, together with an associated draft MEPC circular for submission to MEPC 46 for approval. MEPC noted this progress, and decided to consider the issue at its 47 session in March 2002.

Sweden:
Sweden has a system with environmentally differentiated fairway dues. To obtain rebate a ship-owner must guarantee that the ship only operates on low-sulphur fuel (( 0,5% for passenger ships and ( 1% for other ships). The sulphur content is controlled at random inspections.

United Kingdom:
The UK are co-sponsors of a project (now in year 3 of a 5 year program) within IMO to monitor sulphur content of oil fuel bunkers supplied to ships on a worldwide basis,  the objective being to establish a three year rolling average which can be used as a datum to monitor the future trend of sulphur content of fuels. 

Guidelines for the Sampling of Fuel Oil for Determination of Compliancce with Annex VI of MARPOL 73/78 have been developed at the Design and Equipment Sub-Committee at IMO for the express purpose of regulation 18(3) of Annex VI to MARPOL 73/78 - Fuel Oil Quality. A draft MEPC Circular has been forwarded to MEPC 46 for approval.
Reduction of waste 
To take concerted action within IMO to develop measures for prevention and reduction of waste generation, for recycling and for closed loop processes in the conduct of shipping operations, with the final aim of the elimination of discharges. [Annex III, 1.2.1]
United Kingdom:
In 1997 the IMO published ’Guidelines for the implementation of Annex V of MARPOL 73/78’.  This gives advice on issues such as minimising the amount of potential garbage, shipboard garbage handling, storage and processing.

To take further action to improve surveillance and control of waste from ships in order to prevent illegal disposal at sea and to request IMO to develop and implement techniques for waste treatment onboard; [Annex III, 1.2.2 i]

to request the Port Authorities or other competent authorities to develop waste stream management plans in every harbour; [Annex III, 1.2.2 ii]

to increase information on existing regulations and environmental effects in order to raise the public awareness of the problem; [Annex III, 1.2.2 iii]

to develop regulations making it mandatory for ships to deliver all garbage to a port reception facility before leaving port, taking into account the problems of ferries and other such special cases. [Annex III, 1.2.2 iv]
Belgium:
In the implementation of the European directive on port waste reception facilities, procedures and systems are being put in place to ensure the quantification and control of waste produced on board ships entering Belgian Ports. The transposition of the directive will take place before the end of 2002.

Submissions on the development and improvement of waste treatment techniques onboard ships in IMO, receive adequate support in accordance with EC co-ordination.

Denmark:

See remarks under 46. In EU directive 2000/59 article 12, para 3 is called for an information system.

See remarks under 46

See remarks under 46. Ports and the shipping companies have been informed of the new statutory orders. Information on the system is available on the  web side of the Danish Environmental Protection Agency. (www.mst.dk/vandmiljø) Also a special database has been developed with information on the reception facilities of approx. 75 major ports, which is available on the same web-site. The same system will be used in the HELCOM area. The system has also been presented at the IMO, and at national workshops in Malaysia and Thailand.

An example is enclosed this document.
France:
Customs are receiving increasing resourcess. Accelerated phasing in of the « Customs – POLMAR » programme  (prevention of pollution damages with teledetective aircraft, and renewal of the fleet decided at the June 2000 Comité Interministériel de la Mer.
Directive 2000/59/EC of the European parliament and of the Council of November 2000 on port  reception facilities for ship-generated waste and cargo-residues. 

The sinking of the oil tanker Erika off the French coast in December 1999 caused great emotion and indignation among public opinion, and has been incentive  to numerous political declarations on actions engaged to reduce pollution damages.

Cf. para. 46.

Germany:
48, Annex III 1.2.2. i

Germany uses port state control inspections, among other things, to detect and prove acts of illegal discharges of wastes on the High Seas.

48, Annex III 1.2.2. iii and iv

European Parliament and Council Directive 2000/59/EC on port reception facilities for ship-generated waste and cargo residues has entered into force on 28 December 2000. It has the following objectives:

· the provision in ports of adequate reception facilities for ship-generated waste and cargo residues;

· the preparation in ports of waste management plans;

· the adoption of a compulsory disposal regime including a flat-rate fee system (known as the "no-special-fee" system) which does, however, still allow for a number of exceptions.

Germany is currently in the process of implementing that Directive.

Assessment:

The Directive is a first step towards the introduction of a flat-rate waste disposal fee that every incoming vessel has to pay, irrespective of the quantity and quality of the waste she actually disposes of. As, on the one hand, the "no-special-fee" system is already in effect in the Baltic Sea Area under the HELCOM Convention while, on the other hand, it has not been possible yet to establish the system at the EU level to 100% (EU Commission declaration: 30 per cent), the North Sea coastal states should take the lead by adopting the "no-special-fee" system as far as possible to its full extent.

The Netherlands:
To improve surveillance

In order to prevent illegal disposal of waste from ships at sea, their is a regular and intensive surveillance of the Exclusive Economic Zone of the Netherlands, by means of airplanes and ships. [i]

Incorporated in the new EU-directive on ship generated waste and cargo residues. [iv]

Norway:
An intensive surveillance of the Norwegian waters is carried out by the Norwegian Coastguard and the Norwegian Pollution Control Authority. In addition, the Norwegian Maritime Directorate carry out inspections on board ships. [i]

This is required in the EU-directive on ship generated waste and cargo residues, and will be mandatory in Norwegian legislation when implemented. [iv]

Sweden:
Sweden continuous its work to ensure adequate reception facilities in Swedish ports. The Baltic Strategy with mandatory delivery of ship-generated wastes to reception facilities in ports and mandatory port waste management plans is implemented in Swedish law and the so-called no-special fee system is applied. A system for surveillance and control of waste handling on ships and in ports is under development. [i]

Sweden is developing a system for surveillance and control of waste handling on ships and in ports as well as mandatory delivery of ship-generated wastes to port reception facilities. This system shall encourage ports and other competent authorities to exchange information regarding ship-generated wastes as well as enhance public awareness and access to data relating to handling of ships’ waste. [iv]

United Kingdom:
The UK is currently evaluating the use of satellite remote sensing to improve overall surveillance capability.  The UK shares its satellite information with other states which are Contracting Parties to the Bonn Agreement. [i]

The UK  introduced regulations (the Merchant Shipping (Port Waste Reception Facilities) Regulations 1997), which came into force in January 1998, making it mandatory for all ports and harbours to produce port waste management plans. This is believed to be the first time that a statutory obligation has been placed on ports to produce such plans. [ii]

In 1996 the UK conducted a poster and booklet campaign entitled ’Sea Sense’ which aimed to educate all seafarers about their responsibility to maintain the cleanliness of the sea and shoreline. [iii]

In 2000 the EC adopted a directive on port reception facilities for ship generated waste and cargo residues (Directive 2000/59/EC).  This includes a requirement that, before leaving a Community port, a ship shall deliver all ship-generated waste to a port reception facility - subject to the proviso that, if it has sufficient dedicated storage capacity to hold its ship-generated waste, a ship may proceed to the next port of call without delivering the ship-generated waste. EC states are required to bring into force the national legislation necessary to comply with this directive before 28 December 2002. [iv]

Use of antifouling paints containing TBT [Annex III, 1.3]

To promote research on the environmentally safe antifouling technologies; [Annex III, 1.3.2]

· to develop alternatives for protection and/or cleaning;and

· to develop guidelines for sound dockyard practices.

United Kingdom:
In 1999-2000 the UK’s Health and Safety Executive undertook risk assessments of booster biocides used in anti-fouling products.

To take concerted action within the IMO aiming at a worldwide phase out of the use of TBTs on all ships. [Annex III, 1.3.3]
United Kingdom:
The UK has actively supported the development of a draft legal instrument within IMO that will implement a ban on the application and use of organotin biocides on ships. 

If no adequate progress has been made before the end of 1997 within IMO, to consider solutions based on the phasing out of the use of TBT on ships flying the North Sea States' flags trading exclusively within theNorth Sea area. [Annex III, 1.3.4]
United Kingdom:
In November 1999 the IMO passed a resolution to ban the application of organotin by 1 January 2003 and its use by 1 January 2008.  In view of the progress being made at IMO, the UK supports the implementation of a global ban.

Identification of ships

Support the work of IMO on fitting identification transponders to ships [Annex III, 1.4]
United Kingdom:
The UK has been pressing hard for the introduction of transponders (Automatic Identification Systems - AIS) to ships since 1994. The IMO has opted for a sophisticated system which allows for ship-to-shore and ship-to-ship identification.  This has taken longer to develop internationally and obtaining agreement to a mandatory carriage requirement has been difficult.  Revisions to SOLAS Chapter V, which will provide inter alia for the mandatory carriage of ship transponders to be phased in between July 2002 (for new ships) and 2008, were adopted at the 73rd Session of the IMO Maritime Safety Committee (MSC) in November 2000.

Air pollution

To promote early adoption and expeditious ratification of the future Annex on Air Pollution of the MARPOL 73/78 Convention. [Annex III, 1.5]

The Netherlands:
Preparations for ratification are in progress.

Norway:
Norway and Sweden have ratified. Preparations for ratification of the new Annex VI of MARPOL 73/78 from other North Sea States are reported to be in progress.

Resolution 1 “Review of the 1997 Protocol”, Paragraph 3, states that if the conditions of entry into force of the 1997 Protocol have not been met by 31 December 2002, the MEPC, at its first meeting thereafter, is invited to initiate a review to identify the impediments to entry into force of the Protocol and any necessary measures to alleviate those impediments. To this end, MEPC has established an action programme, including the development of relevant implementation guidelines.

United Kingdom:
The UK has become aware of an apparent conflict between Annex VI and the EC Recreational Craft Directive, which is a potential obstacle to ratification of Annex VI by EC states. The matter is presently being addressed by the European Commission with a view to eliminating the anomaly.

Ballast Water

to work nationally, regionally and/or through IMO to develop measures aimed at preventing the introduction of alien or new aquatic organisms from ships' ballast water. [Annex III, 1.6]

Belgium:
Submissions on the development and improvement of ballast water treatment techniques onboard ships, receive adequate active support in accordance with EC co-ordination.

Belgium passed a new law for the protection of the marine environment in 1999.  This law (Law of 20 January 1999) contains a provision that empowers the executive to prohibit the introduction of non-indigenous species in ballast water in the State’s marine space (art. 11, §2).  Before issuing bylaws to that effect, however, the executive is waiting for a clarification of this question at international level.

Denmark:

Denmark have actively supported the work in IMO and EU.

France:
Proposal of Convention of the Marine Environment Protection Committee.

Germany:
Germany takes an active part in the preparations within IMO for a Draft Convention for the Control and Management of Ships' Ballast Water and Sediments.

The Netherlands:
Work with regard to the development of measures on prevention of the introduction of alien or new aquatic organisms from ships’ ballast water is carried forward in the Ballast Water Working Group of the IMO Marine Environment Protection Committee. The Working Group is in the process of preparing an international Convention, based on a two-tier approach: (1) measures applicable to all ships and (2) measures applicable for certain regions. 

Standards for ballast water treatment are currently being developed. Although ballast water exchange will be applied for a certain period, especially on existing ships, this method is regarded as an interim solution in view of its uncertain effectiveness and the safety concerns. A periodic review of standards and available techniques will form part of the Ballast Water Convention.

In light of the progress achieved with the development of the draft instrument, the Marine Environment Protection Committee considered that there is sufficient confidence that a Diplomatic Conference could be held and recommended the Council of IMO to hold such a conference in the next biennium (2003). 

Recently, research on organisms discharged with ballast water in Dutch harbours has been completed. It was concluded that many organisms, including alien species, are discharged in Dutch waters and that part of these organisms might survive in surface and port waters. It was also concluded that some unwanted species might survive if the conditions of the water in which they are released are favourable (interfacing specific abiotic conditions).  

Norway:
Several Norwegian research-centres are working with different methods for the treatment of ballast-water. Active participation in the Ballast Water Working Group of MEPC.

Sweden:
Sweden participates in the work within IMO Marine Protection Environment Protection to develop a legally binding instrument to regulate Ballast Water handling. A diplomatic conference to adopt such an instrument is to be held in 2003.

United Kingdom:
In 1998 the IMO produced ”Guidelines for the control and management of ships’ ballast water to minimize the transfer of harmful aquatic organisms and pathogens”  These were publicised and commended to the UK shipping industry.  The UK is currently working within IMO to develop a draft legal instrument to control and manage ships’ ballast water and sediment.

Discharge of sewage

· to ratify Annex IV of MARPOL 73/78, and to bring about early entry into force of the revised text of that Annex; [Annex III, 1.7 i]

· to control sewage discharges (in accordance with the discharge requirements of Annex IV of MARPOL 73/78) from ferries engaged in scheduled international voyages between North Sea ports and which are certified to carry more than 50 persons. [Annex III, 1.7 ii]

Belgium:
Annex IV of Marpol 73/78 was ratified by Belgium in 1984 and is applied, especially for ferries engaged in scheduled international voyages between North Sea ports.

Denmark:

Annex IV has been ratified long time ago. According to the Baltic Strategy the same rules concerning discharge should cover all ships equipped with a toilet.

According to the Baltic Strategy small ships equipped with toilet should have a holding tank for the sewage. These provisions have effect from July 1st 2000 for ships built after January 1st 2000, and from January 1st 2005 for all older ships. From the same dates the discharge rules have effect. (Sewage can as a main rule only be discharge 12 nautical miles from the nearest coast)

Denmark has implemented through statutory orders 629 and 630 of June 27 2000 (only in Danish), and through a statutory order from April 10th 2000 from Danish Maritime Authority.

France:
Application of the Annexe IV of the international  MARPOL Convention (regulation of the prevention of pollution by sewage from ships). [Entry in force : 01/03/02]

Germany:
Annex IV to MARPOL 73/78 has been ratified by Germany. The revised version of Annex IV has been expressly accepted by Germany.

The Netherlands:
Preparations for ratification are in progress

A new inventory of the situation needs to be made; this will not be undertaken prior to ratification of Annex IV.

Norway:
Preparations for ratification in progress. [i]

No action will be taken prior to an eventual ratification of Annex IV. [ii]

Sweden:
Sweden has ratified Annex IV.[i]

United Kingdom:
The UK ratified MARPOL Annex IV in 1995. The Annex is unlikely to come into force in the foreseeable future in its present form. The UK therefore supports the proposals to revise this Annex, in order to speed its entry into force.

Port state control  [Annex III, 2]
to consider the development of policies to increase the effectiveness of Port State Control including the use of resources for targeting vessels to be inspected, with suitable information systems within the EU and under the Memorandum of Understanding on Port State Control (Paris MOU). [Annex III, 2.1]

Belgium:

As an EU- and Paris MOU member State, Belgium is actively involved in the different EC working groups and  Paris MOU T.E.G. Task Forces to improve the targeting and reporting systems.

The targeting system is constantly being monitored and improved, and a new more elaborate reporting system is being developed and should be available in 2002.

Denmark:

Amendment to PSC Directive to be adopted before the end of 2001 and implemented in 2002.

France:
Ratification by France of Equasis Memorandum. Equasis system is a database collecting  data, with a three years chronology,  from following main sources :

· The Lloyd register of shipping

· The International Association of classification societies

· The 13 clubs «protection and indemnity»

· The  main shipowners’associations (Intertanko,  Intercargo)

· The International Transport Workers Federation

· The three main port state control agreements (Memorandum of Paris, Memorandum of Tokyo, US Coast Guard).

Germany:
Germany has more than doubled the financial means appropriated to port state control purposes for 2002 with a view to ensuring the practical implementation of the amended Port State Control Directive.

The Netherlands:
A targeting system has been adopted within the MOU as well as included in the EC Directive; the effectiveness of the targeting system is kept under continuous review; the last amendment to the criteria came into force in 2000. Additional sources of information to assist in targeting were made available to the PSC Authorities by the creation of the Equasis information system by the European Commission and France. Further increase of the effectiveness of targeting will be achieved by the delivery of a renewed MOU-reporting system (Sirenac 2001) planned for May 2002.

Norway:
Port State control policies carried out in accordance with decisions taken in Paris MOU and the EU.

Sweden:
Sweden is in the process of enhancing the environmental part of its Port State Control. International studies show that only 27% of the time for Port State Contol is allocated to MARPOL-related issues.

United Kingdom:
The UK has implemented the EC directive on Port State Control (Directive 95/21/EC as amended).  This enhanced Port State Control in the North Sea (and European Region) by introducing expanded inspections on high risk ship types.  Targeting has also been improved with the introduction of a numerical target factor based on various risk factors. The UK has supported proposals by the Commission to amend the current Port State Control directive to focus inspection resources on those vessels presenting the highest risk and to ban from EU ports ships with poor port state control inspection records. Council has reached a common position on the text of the amending Directive, which is now being considered by the European Parliament.

Since 1994 the UK has been publishing details of ships detained in its ports.  Other administrations have followed suit and the Paris MOU website now includes details of ships detained throughout Europe. 

The UK has led the way in the development of EQUASIS, a database which contains comprehensive information about the condition of vessels, detention records etc on all ships inspected in the Paris MOU (and some other MOUs around the world). By increasing transparency and accessibility to all Port State Control data, EQUASIS will allow charterers and others to avoid sub-standard ships. The database is accessed through the Internet.

Port State Control has been further enhanced by the development of an advanced training package for Port State Control Officers.

To pursue policies to increase the effectiveness of Port State Control;  [Annex III, 2.2 i] and
to pay special attention to old tankers and all oil tankers which are not required to be provided with segregated ballast tanks in accordance with Annex I of MARPOL 73/78 when selecting ships for inspection. [Annex III, 2.2 ii]

Belgium:
Belgium is implementing the PSC policies as developed by the EU and the Paris MOU.

Although the present targeting and PSC information system does not give us any details on the construction of the vessel, special attention is being paid to a correct implementation of the Marpol Annex I regulations when these types of vessels are selected for a PSC inspection.
France:
Erika I package :

Draft Regulation on the accelerated phasing out of single hull oil tankers  (Regulation 13G of the Annexe I of MARPOL international convention).

Germany:
Germany has been focussing Port State Control upon substandard ships and the associated initiatives, particularly with regard to "Quality Shipping".

United Kingdom:
[i]  In the wake of ERIKA, amendments to Directive 95/21/EC will make expanded inspections on high risk ships, including tankers, mandatory every year.  Such ships will be required to report their  arrival in advance.  The age criteria for oil tankers will be reduced from 20 years to 15 years.  The UK will implement these amendments.

The UK has introduced its own concentrated inspection campaigns on oil, gas and chemical tankers, using a team of surveyors to focus on operational and structural aspects.   

[ii]  The EU Directive 95/21/EC included the targeting of oil tankers which are not required to be provided with segregated ballast tanks in accordance with Annex I of MARPOL 73/78.  Such ships are also subject to expanded inspections when specified emergency and operational aspects are checked.

To continue to secure the availability [Annex III, 3] 

To continue to improve the quality of shore reception facilities for residues and wastes [Annex III, 3.1]

To study alternative methods of charging the costs of the use of these facilities aiming to encourage their use. [Annex III, 3.1.1]

Denmark:

See remarks under 46 and 1.2.2. iii
France:
Joint report of  the Inspections of the Ministry for Equipment and  the Ministry for Environment stating an inventory of existing port facilities : recommendations and conclusions, including the proposal of an international regional meeting to properly apply legislation in a specific seaside, i.e.:  The Channel, North sea  (France, Holland, Germany, Belgium, and possibly the U.K.).

Germany:
See answer to Annex III, 1.2.2 (iii) and (iv).

The Netherlands:
Incorporated in the new EU-directive on ship generated waste and cargo residues (this is also valid for the following subitems i, ii and iii).

Norway:
The EU-directive on ship generated waste and cargo residues will be implemented into Norwegian legislation.

Sweden:
See information concerning the Baltic Strategy above.

United Kingdom:
The UK introduced regulations (the Merchant Shipping (Port Waste Reception Facilities) Regulations 1997), which came into force in January 1998, placing a legal duty on port and terminal operators to provide adequate waste reception facilities, and to prepare a waste management plan which had to be submitted to the UK government for approval.  An independent survey in 2000 has shown that this has led to an improvement in the provision of facilities and an increase in their use.  Apart from in remote locations, cost was generally not a disincentive to the use of these facilities.

To use studies as a basis for further consideration of charging policies, in particular a study of the Netherlands which is envisaged to be finalised in 1996 (on, inter alia, the possible merits of mandatory disposal under certain conditions and charging methods); [Annex III, 3.1.1 i]

To consider in association with port authorities or other competent authorities whether financial arrangements could be used to encourage appropriate use of these facilities and how these financial arrangements could be harmonised for application by all North Sea States so as to avoid distortions of competition between North Sea ports; [Annex III, 3.1.1 ii]

To work out as far as possible, such a system for the financial arrangements for the use of reception facilities for the North Sea ports. [Annex III, 3.1.1.iii]
Denmark:

See remarks under 46, and enclosed correspondance between the German Minister of Transport Kurt Bodewig and the Danish minister of Environment and Energy, Svend Auken.

United Kingdom:
Considered by MEPC 40 in 1997. The Committee noted that, when reasonable and justifiable (ie where the vessel had insufficient proper storage capacity for the waste on board or likely to be generated before the next port of call), port States had the right to require ships visiting them to discharge waste to a reception facility, and that many port States had national legislation to that effect.

The question of financial arrangements in EU ports was considered during the development of the EC directive on port reception facilities for ship generated waste and cargo residues (Directive 2000/59/EC).  As a result, it was agreed that all ships calling at a port of a Member State shall contribute significantly to the costs of the port's waste reception facilities irrespective of actual use of the facilities. Arrangements to this effect may include incorporation of the fee in the port dues or a separate standard waste fee.

To encourage Ports or other competent authorities to exchange information, using relevant information systems (e.g. Promotion in Ports of MARPOL 73/78), regarding large or excessive amounts of waste onboard ships leaving ports. [Annex III, 3.2]
Belgium:
The Maritime Institute of the University of Gent is studying together with the different port authorities the information exchange systems and data requirements on wastes on board ships.

Denmark:

Ref. remarks 1.2.2. i

The Netherlands:
Incorporated in the new EU-directive on ship generated waste and cargo residues.

Norway:
The EU-directive on ship generated waste and cargo residues will be implemented into Norwegian legislation.

Sweden:
See information concerning the Baltic Strategy above.

United Kingdom:
The EC directive on port reception facilities for ship generated waste and cargo residues (Directive 2000/59/EC) provides that, where there is clear evidence that a ship has not met the requirements of the Directive in respect of delivery of ship-generated waste or cargo residues at a port, the competent authority of the next port of call shall be informed.

To initiate surveys of the amount of waste generated on the various types of vessels, and to use the information to improve the control of on-board waste management; [Annex III, 4 i]

To collect data on the quantities and types of waste received at reception facilities, and to use the data collected to improve the management of these facilities; [Annex III, 4 ii]

To use data from the above studies to gain a more accurate picture of the amount of waste being discharged by vessels at sea;  [Annex III, 4 iii] and

To exchange data between North Sea States. [Annex III, 4 iv]

Belgium:
Since the beginning of the year the Belgian ports started collecting information on the ships’ generated waste and PSC is verifying the correctness of this information.

The Maritime Institute of the University of Gent is modelling the waste generated on the various types of vessels and is gathering useful information on the subject. The information system will provide Port State Control with an estimation of the amount of waste onboard and the amount of waste that will be generated until the next port of call. 

The information that is to be sent to the port authorities within the framework of the European directive is not sufficient for effective modelling.

Denmark:

Denmark has carried out a study on the quantities and types of oily waste received in the Danish ports. The study was the basis for the development of the database presented on the Agency website. ( www.mst.dk )
France:
Cf. para. 48.3.

The Netherlands:
Data for the Netherlands are available at the LMA (Landelijk Meldpunt Afvalstoffen) (waste reporting unit). 

Is subject to a current study. 

(Note from the Secretariat: Unclear which paragraph this refers to.)

Sweden:
See information concerning the Baltic Strategy above. Sweden is developing a system for collecting data concerning waste handling on ships and in ports. Due to the EC-directive on waste reception facilities in ports Sweden is to report the type and amount of ship’s waste delivered to Swedish ports to the European Commission.

See information above.

United Kingdom:
In November 1995 the UK published research (MSA Research Project 365) that quantified waste generated by ships and platforms operating in the North Sea. This issue was also revisited by the report 'MARPOL rules and ship generated waste' produced in 1999 by the EMARC Consortium under the EC Transport Research Fourth Framework Program.

Through UK Merchant Shipping Notice 1709, which is associated with the Merchant Shipping (Port Waste Reception Facilities) Regulations 1997, there is a requirement on UK ports to carry out annual monitoring of amounts and types of wastes.

Studies (eg EMARC report) have shown that there is not a simple correlation between quantities of waste generated and waste delivered to port waste reception facilities, as substantial reductions in quantities to be transferred ashore will be achieved by on board treatment and legal discharge.

To co-operate in order to make use of the range of routeing measures available through IMO, including "areas to be avoided" and "deep water routes"; [Annex III, 5.1 i]

To actively support the work of the European Union on establishing criteria for the identification of such areas; [Annex III, 5.1 ii] and

To monitor sites where routeing measures are established, in order to assess ships' compliance with these measures. [Annex III, 5.1 iii]

Belgium:
In co-operation with the Netherlands, Belgium has developed a VTS-routeing system that monitors shipping in the Canal and The river Scheldt. The expansion to link the Belgian with the French VTS-system is being studied.

The Commission directive on traffic monitoring will probably be published during the Belgian presidency and provides for an ‘automatic information’s system’ (AIS) and ‘vessel data recorder’ (VDR) on board ships.

Submissions on the implementation, development and improvement of AIS and VDR onboard ships in IMO, receive adequate support in accordance with EC co-ordination.

The law of 20 January 1999 on the protection of the marine environment in the marine space under Belgium’s jurisdiction empowers the executive to establish specific ship routeing systems to protect marine protected areas (MPA’s) against marine pollution.  MPA’s established in the Exclusive Economic Zone must be communicated to the IMO and the routeing systems require IMO’s approval.  Belgium is currently considering the creation of several MPA’s, and one has been submitted to the European Commission for approval in the framework of the Natura 2000 network under the Habitat Directive.  Routeing systems will only come into consideration once a MPA is established.

Denmark:

A co-ordinated approach has been used for many years and has been continued since 1995. For the last few years however a lot of the co-ordination has been arranged through the EU. 

Not aware of any new intiatives

Compliance with IMO Res. A 620 (15) are monitored at the Great Belt Traffic mandatory ship reporting system.

France:
1) Résolution of the IMO Maritime Safety Committeee MSC.110(73) on Mandatory  ship reporting system for the water off the Casquets and the adjacent coastal area; this measure complets ships identification procedure existing in the Straits of Ouessant and Dover.

Amendments to  SOLAS chapter 5 adopted in december 2000 by the IMO concerning routeing measures and requiring ships sailing in Community waters to carry on board transponders in order to ease their identification and monitoring by the relevant coast authorities.

2) Proposal for a Directive of the European parliament and of the Council establishing a Community monitoring , control and information system for maritime traffic.  

3)  France experimentation of « Trafic 2000 »  project in the Channel  (CROSS JOBOURG).

Germany:
Acting upon the provisions of Regulation V/8 of the International Convention for the Safety of Life at Sea, the International Maritime Organization has prescribed, as from 3 June 1997, the mandatory use of the off-shore "Mandatory route for tankers from North Hinder to the German Bight". This corresponds with the off-shore traffic separation scheme "German Bight, Western Approach" as a deep-water route (at a distance of 25 to 28 nautical miles seaward of the Wadden Sea). Thereby, a coherent mandatory shipping route for tankers carrying dangerous or hazardous goods has been created in the Southern North Sea for the protection of the marine environment.

The Netherlands:
Both in IMO and bilateral between neighbouring countries there is a close co-operation to make maximum use of the available routeing measures, including “areas to be avoided” and  “deep water routes”. [i]

In the context of surveillance by Coastguard units (ships and aeroplanes); compliance to routeing measures is being assessed; as to compliance to routeing measures for oil- and chemical tankers, this is achieved by checking if such ships are in routes where they should not be. [iii]

United Kingdom:
[i]  The UK keeps under review the need for routeing measures both to protect environmentally sensitive areas and in the interests of safety of navigation. A programme of maritime traffic surveys is undertaken to inform decisions on additional routeing measures.  Recent proposals put to the IMO include establishment of the Humber Traffic Separation Scheme (TSS) which includes a deep water route and a joint UK/French proposal to extend mandatory ship reporting to the Casquets TSS (a significant percentage of in-bound ships subsequently enter the North Sea via the Dover Straits).

[ii]  The UK supports the work of the European Union (EU) in relation to navigation and routeing measures.  We also liaise closely with our European neighbours through Anglo-French Safety Of Navigation Group (AFSONG) Meetings.

[iii]  The UK actively monitors compliance with routeing measures in the Dover Straits by means of the Channel Navigation Information System (CNIS).  The UK also carries out ad hoc radar surveys of shipping movements at points around the UK coastline. There will be an impact on surveillance of compliance with routeing and reporting systems arising from the phased implementation of carriage of Automatic Identification Systems (AIS) from 2002.

To develop common procedures through a legal instrument and/or other cooperative arrangement, including a coordinated reporting system on criminal cases, with the aim of facilitating in a harmonised way the rendering of assistance, the admissibility of different forms of evidence and cooperation between the North Sea States and with third States in the exercise of Flag State, Port State and Coastal State powers of enforcement, taking into account the relevant provisions of UN Convention of the Law of the Sea. [Annex III, 6.1]

Germany:
In this context, reference is made to the contribution by the Bonn Agreement, whose OTSOPA Working Group, at its latest session from 8 to 10 May 2001, has drafted contributions under the heading of "Final draft elements for a Progress Report on the Prevention of Pollution from Ships to the Fifth North Sea Conference".

Bonn Agreement:
The Bonn Agreement Manual Oil Pollution at Sea – Part 2 on Effective Prosecution of Offenders – Guidelines on International Co-operation published in 2000 describes the administrative and juridical practices of North Sea States with regard to infringements on marine discharge regulations. It reviews which authorities are responsible, the evidence required – with some case-studies –, the sorts of evidence that is usually collected during surveillance activities and its compilation into a dossier. It advocates the organisation of communications on such cases through a central office. The last chapter describes the various global instruments involved. With this result, the Bonn Agreement considers that it has progressed the facilitation of effective prosecution of offences to the extent possible under the Agreement. This part of the manual thus complements the 1993 Manual Oil Pollution at Sea – Securing Evidence on Discharges from Ships, which intends mainly to explain briefly for a non-technical audience which methods of observations are practiced during marine aerial surveillance activities.

Assessment

The full intention of ED Annex 3, § 6.1 has yet to be implemented. Both the Bonn Agreement and the Helsinki Commission have taken steps to facilitate the Ministers’ intention in this field. The Bonn Agreement however is formally not mandated to deal with legal and procedural aspects of enforcement. CONSSO 2000 has discussed the issue and arranged for some further discussion. 5NSC could be invited to revisit this question.

In supporting the application of the Bonn Agreement Manual on Oil Pollution at Sea Securing Evidence on Discharges from Ships,1993 to study the progression of its use with a view to investigate its usefulness at a future date. [Annex III, 6.2.1]
France:
French aerial surveillance officers (Customs and Navy) are trained to use that manual and they do use it as a basic, operational handbook. The same applies to aerial surveillance officers in a number of other countries.

Germany:
See the comment on para. 6.1.

United Kingdom:
The Contracting Parties to the Bonn Agreement agreed to develop guidelines for personnel engaged in securing or gathering evidence as a complement to the Manual. These were embodied in a further document, the Bonn Agreement Manual on Oil Pollution at Sea - Part 2 Effective Prosecution of Offenders - Guidelines on International Co-operation, which was adopted by the Contracting Parties in 1999. This further document describes the authorities and procedures involved in prosecuting discharge offences at sea, focusing on the international aspects and the practice in Bonn Agreement countries.

The UK has produced a standard witness statement based on the Bonn Agreement standard reporting form. This standard witness statement has been circulated to all Government agencies in the UK which may encounter marine pollution.

Bonn Agreement:
The usefulness of the 1993 Manual Oil Pollution at Sea is demonstrated by the fact that it has been widely disseminated in its original edition (reprinted 1996), that it continues to generate interest in the wider community and by the fact that several countries have taken the initiative to publish a version in their own language. It is used e.g. for training of prosecutors and police and as a general information tool. At present, the manual exists in Danish, English, Finnish, French, German, Spanish and Swedish. In several countries the means for surveillance have been reinforced by use of satellite surveillance. Although this cannot replace verification by an aircraft, satellite surveillance can help to focus and target the hours flown with surveillance aircraft.

Assessment

Bonn Agreement countries are striving to improve current sensors and/or to develop new sensors for the detection and identification of pollution. Aerial surveillance is one of the main tools to monitor and to help enforce discharge regulations of ships at sea. Such programmes are costly and need to be managed carefully to obtain best results. The quality of Bonn Agreement exercises has been improved in order to train aerial surveillance crews in guidance at night and in validating procedures for assessing oil volumes. The Bonn Agreement is continually striving to make its own aerial surveillance programme most effective – e.g. by giving, in recent years, more emphasis to intensive, and highly visible, Co-ordinated Extended Pollution Control Operations (CEPCOs) with the participation of several neighbouring states –, conscious of the fact that further improvements can enhance its usefulness. All North Sea States have an interest to monitor the effects of the entry into force of the North West European Waters Special Area status under MARPOL Annex I so that it can be enforced properly.

To improve the availability of evidence on which to take enforcement action, and to this end to promote improvements in sensor techniques for the detection at a distance of breaches of the international rules and standards for the prevention of marine pollution from vessels, through cooperation between operators of airborne surveillance and other enforcement authorities, as well as national prosecutors and courts [Annex III, 6.2.2]

France:
The Helsinki and Bonn agreement inter-calibrate national surveillance flights, discuss progress in surveillance technology and produce yearly maps of observed discharge. Regional exchange on the problems related with prosecution of offender was undertaken in a workshop organized by the Bonn Agreement in Brest, France, in December 1997. The matter of satellite tele-detection was discussed there and it was accepted by participants that satellite radar images (SAR) were no less valuable that radar images from planes (SLAR).

Germany:
See the comment on para. 6.1.

United Kingdom:
Co-operation between Bonn Agreement State over areial surveillance continues for example with annual joint flights (known as Tour d’Horizon).

Bonn Agreement:
Reference 6.2.2 (improve availability of evidence, promoting sensor techniques for remote observations, co-operation)

In the development of the Manual on Oil Pollution – Part 2, experiences were exchanged on the types of evidence regularly collected by surveillance operators and forwarded to enforcement authorities. ‘Improvements in the availability of evidence’ means in practice that a dossier should be constituted as rapidly as possible – with the visual and sensor observation data, together with a witness statement; the extent to which material samples of a spillage are taken depending heavily on the circumstances – and that contacts are made immediately between the original observers, through their offices, to authorities in the ships’ next port of call. Depending on the flag of the ship, the place of discharge and the findings of inspection on board it is then determined what course of action can be taken. The development of the Bonn Agreement manual has clarified how individual countries take these steps.

Assessment and suggestions for further action

It is thought by the community of surveillance operators that some improved surveillance techniques and better methodologies (such as for better night observation) will help enforcement of environmental regulations at sea. However surveillance techniques and methodologies should not be the sole factor requiring further improvement. Deterrence by aerial surveillance has its limitations, and for instance even well constituted infraction dossiers are known to have failed to succeed in trials.

A further analysis of the rate of success of enforcement action could be undertaken as there are differences in the procedures and their success used in the different countries around the North Sea and a continued exchange of experience is thought to be beneficial.

5NSC could be invited to consider within which framework such work should be undertaken, and could involve e.g. periodic meetings of the public prosecutors involved in the enforcement of the maritime regulations. 

Furthermore 5NSC could be invited to discuss a harmonisation of penalties to infractions (violations of MARPOL). It could also propose to bring to the attention of IMO/MEPC to revise MARPOL Annex II regulations on discharge rates, due to the fact that these can not be enforced at sea.

To pursue further research aimed at the complete elimination of intentional pollution of the marine environment by oil and other harmful substances; [Annex III, 6.3 i]

to study the concept of a more structural approach,including the possibilities of a zero discharge regime, improved enforcement in ports, mandatory disposal of wastes in the case of excessive waste stocks, and the financing of such disposal (directly or indirectly); [Annex III, 6.3 ii] and 

to take concerted action to provide IMO with the results of such studies which would provide the basis to work within IMO towards more structural measures, such as waste prevention, recycling and closed loop processes in the conduct of shipping operations. [Annex III, 6.3 iii]
Germany:
See the comment on para. 6.1.

United Kingdom:
The UK undertook research, published in 1997, into ship specific tagging on oil contaminated discharges (MSA Research Project 397).  Since then, work has continued on developing and trialling DNA tagging of fuel oil.  Such tagging would enable a positive identification of the source of an oil discharge and so act as a powereful deterrent to illegal dischargers.  As a result, the IMO has agreed to add oil tagging to its work programme.  

The results of research into oil tagging have been submitted to IMO for consideration in 1997, 1998 and 2000.

To improve the documentation and the interpretation of sensor recordings; [Annex III, 6.4 i]

to improve estimation of volumes of floating oil and other harmful substances; [Annex III, 6.4 ii]

to continue to develop methods to classify floating oil and to detect substances other than oil; [Annex III, 6.4 iii] and

to work together in improving the possibilities to identify those responsible for an illegal discharge. [Annex III, 6.4 iv]

France:
See comments in 6.2.2.

Germany:
See the comment on para. 6.1.

United Kingdom:
At a meeting in Autumn 2000, the UK, Norway, Netherlands, Belgium and Sweden discussed the way forward to achieve better interpretation of remote sensing data so all Bonn Agreement Parties will report visual observation of floating oil more consistently and accurately.

Bonn Agreement:
[i]  The new Bonn Agreement Manual Oil Pollution at Sea – Part 2 gives guidance on documenting findings. In general, countries’ surveillance teams have well-established routines for compiling a coherent and comprehensive dossier when a polluter is caught red-handed. The technological possibilities for processing surveillance data into a form useable by other parties, and in different media, are widely available.

[ii]  One of the key areas where scientific developments have taken place since the publication of the 1993 manual is that of the ‘colour code’ used for the assessment of oil spill quantities at the surface of the sea (see section 3.4 of the 1993 manual). International collaborative efforts co-ordinated by Norway have resulted in proposed modifications for this ‘colour code’ (the proposed new Bonn Agreement Oil Appearance Code). Given the fundamental nature of this code and the potential implications of changes to it (one has to keep in mind that this tool has a widespread application around the world), substantial tests and discussions are still taking place within the Bonn Agreement. This is necessary with a view to ensuring that:

a.
any modification to be adopted by the Bonn Agreement is fully justified in the light of the available scientific evidence;

b.
the new appearance code methodology is operationally practicable;

c.
that its application improves the reliability of the results taking account of their ultimate purpose (chiefly prosecution of offenders).

[iii]  Remote sampling and volume calculation devices are being tried by some Contracting Parties (e.g. by Germany). So far there are no reliable, calibrated results on their effectiveness. However, this is a promising area on which work is needed. Some Contracting Parties consider that it would be more sensible to put emphasis on developing remote sensing techniques rather than on the further development of the 'colour code'. Others consider that at present direct observation remains more effective for estimating quantities. So far, remote sensing of chemicals other than oil is scarcely feasible.
[iv]  Some countries have means (night identification sensors) that allow them to improve their chances of identifying a ship at night. Some countries are developing additional capability for identification of floating objects (including spills) using Forward Looking Infrared Sensors (FLIR). When a ship cannot be identified at the time of the observation of the alleged infringement of the discharge regulations, surveillance authorities will generally rely on information concerning the movements of ships in the area (e.g. from vessel traffic management systems, from arrivals in ports etc.) to narrow down the list of possible culprits. Depending on the severity of a case (e.g. the quantity involved), efforts to find the polluter will be more or less intense. Some countries will put a team of specialists on a case. Developments within the IMO on compulsory automatic identification systems for ships should be further encouraged to overcome this sort of obstacle.
To carry out : 

· national and international coordination of monitoring of beached birds; [Annex III, 6.5 i] and

· analyses and dissemination of the monitoring results. [Annex III, 6.5 ii]
Germany:
See the comment on para. 6.1.

To promote studies on the feasibility for identification and recovery of hazardous and/or noxious cargo lost overboard. [Annex III, 7.1]

Denmark:

Following the ongoing work in IMO.

France:
Experimentation on those matters implemented in the permanent R&D program of the French Center for Documentation, Research and Experimentation on Accidental Pollution.

Directive 93/75/EC (known as the Hazmat Directive).

Germany:
See the comment on para. 6.1.

The Netherlands:
A subsidy/research request was filled in at the Dutch Ministry of Economic Affairs for the testing of a floating- and tracing device for overboard washed containers, including to make this device ready for production.
To work within IMO to ensure that the regulations within IMO with regard to making a cargo securing manual, drawn upto a standard at least equivalent to the current code of practice for stowing and securing of cargo, mandatory under the International Convention on the Safety of the Life at Sea (SOLAS are fully implemented and adequately monitored. [Annex III, 7.2]
France:
The Cargo securing manual is mandatory and duly applied by France, as required by the International SOLAS Convention.

Germany:
See the comment on para. 6.1.

The Netherlands:
In the period from 1st March 2001 till 31st May 2001 the Paris MOU Port State Control held a Concentrated Inspection Campaign (CIC) on cargo securing. The aim of this CIC was to have a clear view on the fact if  ships, to which the relevant SOLAS requirements apply, were in the possession of an approved Cargo Securing Manual (CSM) and if the cargo was actually secured in accordance with this approved CSM. 

United Kingdom:
The cargo securing manual was made mandatory in the UK by the Merchant Shipping (Carriage of Cargoes) Regulations 1999.  These require that the cargo security manual is provided to the standard contained in the IMO Circular MSC/Circ745 dated 13 June 1996.
To consider the availability of salvage tugs within the North Sea; and, where necessary, to develop proposals for improving salvage capacity, either unilaterally, bilaterally or regionally.

To report on the results of the work started within the framework of the Bonn Agreement on salvage capacity. [Annex III, 7.3]

Belgium:
Belgium’s harbours, including Zeebrugge, Antwerp and the access route through the Scheldt estuary, are well equipped with privately owned tugs.  One is a high-sea tug with a bullard pull of 164 tons.  There is no formal arrangement between the State and the tug owners to guarantee the availability of these vessels, but some tugs have contractually been kept at the disposal of the authorities for oil-combating at sea.

Denmark:

Is still being considered.

A decision to focus solely on salvage tugs would however be inappropriate when considering the considerable number of large supply- and anchor handling vessels already operating in the North Sea and which can be required at a fairly short notice.

France:
A salvage tug is at full time operational in the Straits of Dover, under the direction of an anglo french crew.

Germany:
See the comment on para. 6.1.

The Netherlands:
“salvage tugs”

By means of regular meetings with the national salvage industry the Netherlands government stays informed about the availability of salvage tugs in the North Sea.

Based on a long term contract the availability of the necessary emergency towing capacity is assured. In order to improve the available ETOW-capacity, Germany and The Netherlands have set up a MoU for mutual assistance.

Sweden:
Sweden participates in the work within HELCOM SEA to consider the availability of safe havens, escort towing, routening measures etc. An Extraordinary HELCOM Ministerial meeting is to be held in Copenhagen on the 10 September 2001. An assessment of the availability of towing assistance has been carried out and was presented at HELCOM SEA 3. There is a lack of capacity in the entire Baltic Sea area with the exception of the Danish Belt and the Finnish Gulf.

United Kingdom:
Government funded Emergency Towing Vessels (ETVs) were introduced on a trial basis in 1994. Initially ETVs were stationed at Dover and Stornoway for the winter months only. The provision of ETVs around the UK continues to be kept under careful review. The current position is that there are four ETVs. There is an ETV at Dover which, through collaboration with the French Government, is now on station all year round. There are also ETVs stationed at Stornoway, in the Fair isle and in the South West approaches, currently on a winter only basis, but with effect from October 2001 these too will be on station all year round.  

Bonn Agreement:
The Bonn Agreement Ad Hoc Working Group on Emergency Towing reported to the meeting of Contracting Parties in September 1995 (cf. BONN 95/11/1, Annex 8). The report contained a section on existing salvage capacity. BONN 1995 encouraged Contracting Parties to ratify the 1989 Salvage Convention and to give strong support in IMO/MEPC to the proposed amendment to the MARPOL Convention to transfer from Resolution A-648(16) into Protocol I the provisions to make compulsory reports in case of a failure of steering gear, propulsion plant etc., BONN 1996 noted with satisfaction that such amendment had been made by IMO. In the follow-up to these recommendations BONN has not continued to address salvage capacity. Some countries have national or bilateral arrangements for permanent or seasonal emergency towing capacity (e.g. Germany and the Netherlands, France and UK).

To ensure that the provisions adopted within IMO on new regulation (V/15-1 of SOLAS 74)

concerning emergency towing arrangements on tankers which shall be fitted at both ends on board all new tankers of more than 20.000 tonnes deadweight constructed on or after 1 January 1996 and towing arrangements shall be fitted on existing tankers at the first scheduled dry docking after 1 January 1996, but not later than 1 January 1999 apply to ships flying North Sea States' flags as soon as possible, and to work within IMO so that this SOLAS-regulation will be made applicable to ships of other types as well. [Annex III, 7.4]

Belgium:
There are no Belgian flagged tankers.

Submissions on the subject in IMO, receive adequate support in accordance with EC co-ordination.

Denmark:

All Danish ships comply with the SOLAS regulations.

France:
Application by France of the SOLAS regulations concerning oil tankers.

United Kingdom:
SOLAS V 15-1 was enacted for UK ships by Statutory Instrument 1997 No 1509 and schedule 13 of Merchant Shipping Notice 1671. The legislation came into force in July 1997.

To ratify the 1990 Convention on Oil Pollution, Preparedness Response and Cooperation by 1997. [Annex III, 7.5]
Belgium:
Belgium is a signatory of the 1990 Convention on Oil Pollution Preparedness, Response and Cooperation.  The necessary resources have been lacking so far to enable the administration to proceed to the ratification of that treaty.  The rights and obligations contained in the Bonn Agreement are generally considered as meeting, at regional level, much of the requirement of the OPRC.

Denmark:

Denmark has ratified the OPRC Convention in 1996.

France:
OPRC Convention ratified by France.

The Netherlands:
The Netherlands ratified the 1990 Convention on Oil Pollution, Preparedness Response and Cooperation on the 29th of October 1994. In accordance with Article 16 of the Convention, the OPRC Convention entered into force for The Netherlands on the 13th of May 1995. Furthermore, The Netherlands signed, subject to acceptance,  the Protocol on Preparedness, Response and Co-operation to Pollution incidents by Hazardous and Noxious Substances, 2000, on the 26th of February 2001. 

Norway:
The 1990 Convention on Oil Pollution, Preparedness Response and Co-operation was ratified by Norway 8 March 1994.

Sweden:
Sweden has ratified the 1990 Convention.

United Kingdom:
The UK ratified in 1990 OPRC Convention in 1997.

To take further initiative within IMO with a view to extending the liability of ship owners and to introduce rules on general compulsory insurance. [Annex III, 8.1]
Norway:
An International Conference on Liability and Compensation for Bunker Oil Pollution was held in IMO in March 2001. Compulsory insurance for ships of a gross tonnage of 1000 and above was a part of this agreement.

United Kingdom:
The UK participated actively in the preparation of the International Convention on Civil Liability for Pollution Damage Caused by Bunker Oil 2001 (the "Bunkers Convention"), which was adopted at a diplomatic conference at the IMO in March 2001. The UK also promoted the IMO guidelines on shipowners’ responsibilities to maintain financial security to meet third party liability. 

The Ministers AGREE that there is a whole range of problems related to insufficient compensation of damage as a result of shipping accidents, and will take further initiative within IMO with a view to extending the liability of ship owners and to introduce rules on general compulsory insurance; and [Annex III, 8.1.1]
Norway:
See para. 8 above.

United Kingdom:
In Febuary 2000 the UK initiated a proposal, co-sponsored by all North Sea states and a number of other states, to increase the limits of compensation available under the 1992 Protocols to the International Convention on Civil Liability for Oil Pollution Damage 1969 (CLC) and the International Convention on the Establishment of an International Fund for Compensation for Oil Pollution Damage 1971 (IOPC Fund Convention). This proposal obtained the approval of  the IMO Legal Committee at its session in October 2000. As a result, with effect from November 2003 the amount of compensation available for any single oil spill will rise by about 50% to 203 million Special Drawing Rights (approximately £180 million).

To sign and and to ratify the 1992 Protocols to the Civil Liability Convention 1969 and the International Convention on the establishment on an International Fund for Oil Pollution Damage 1971; [Annex III, 8.1.2 i]

to participate actively in IMO's work on the Convention for Compensation for Damage caused by Hazardous and Noxious Substances; and by seeking to ensure the adoption of the Convention by the target date of 1996; [Annex III, 8.1.2 ii]

to participate actively in IMO's work on the 1996 Protocol for the Convention on Limitation of Liability for Maritime Claims Convention 1976; [Annex III, 8.1.2 iii] and

to consider whether requirement for compulsory insurance and strict liability for pollution damage should be extended to other ship owner liabilities. [Annex III, 8.1.2 iv]

Denmark:

Was already part of a Council Resolution on main line policy adopted 1993. 

Denmark acceded both instruments in 1995 and has implemented these into Danish Law.

France:
France participation to FIPOL;

France ratification of 1992 amendments to Brussels Convention upon civil liability.

Germany:
Germany has ratified both the CLC Protocol of 1992 and the FUND Protocol of 1992 by depositing with the Secretary-General of IMO her documents of ratification on the very same day, viz, on 29 September 1994; entry into force under international law on 30 May 1996 for both instruments.

The Netherlands:
The Netherlands has ratified the 1992 Protocols in 1996 after parliamentary approval. The Protocols have entered into force for the Netherlands on 15 november 1997.

Norway:
The Protocol to the Civil Liability Convention1969 was ratified by Norway on 21 March 1975 and the Protocol to the International Convention on the establishment of an International Fund for Oil Pollution Damage 1971 was ratified on the 25 June 1998.

Sweden:
Sweden has ratified the 1992 Protocols.

United Kingdom:
[i]  The UK ratified the 1992 Protocols to the CLC and the IOPC Fund Convention in 1994 and was one of the founder members when the1992 Protocols came into force in May 1996.

[ii]  Achieved. The North Sea states supported development of the HNS Convention as adopted in 1996. The North Sea states have actively participated in the work to encourage early implementation of the HNS Convention, and the UK is leading an IMO Legal Committee Correspondence Group which has been established. The UK signed the HNS Convention on 16 October 1996, and in 1997 Parliament approved the legislation to permit ratification. Ratification will take place when all other EC states are in a comparable position.

[iii]  Achieved. The UK ratified the 1996 Protocol to LLMC in 1999.

To work within IMO to promote the early adoption of a  Convention on the removal or marking of hazardous wrecks, including their cargo and fuel oil, which should contain provisions about rights and obligations to remove or mark hazardous wrecks and establish rules governing the respective financial responsibilities. [Annex III, 8.2]
Germany:
In co-operation with a number of North sea coastal states – particularly, the Netherlands and the United Kingdom – Germany could convince IMO that work on the draft of a wreck removal convention will be continued by IMO's Legal Committee with high priority. A Diplomatic Conference is envisaged to be held in 2004.

United Kingdom:
The Netherlands has led the IMO Legal Committee Correspondence Group set up to prepare the text for a wreck removal convention. Germany and the UK have co-sponsored early draft texts and related papers and other North Sea states have participated in the work of the Correspondence group and supported the work as an IMO Legal Committee priority.

To take the lead in order to co-ordinate the necessary reporting systems and procedures for shipping as a basis for transparent, reliable and comparable reports including relevant sources, basic figures, calculation methods and emission factors. [67]
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