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SUMMARY 
Introduction

· Norway welcomes the initiative for an EU maritime policy based on holistic and integrated management of the seas and including all relevant sectors. 

· The approach should rest firmly on the two pillars identified in the Green Paper; the Lisbon Strategy and improvement of the status of the ocean itself.     

· Ecosystem-based management based on scientific knowledge is essential. The Thematic Strategy for the Marine Environment is an important element of this.  

· Regional and local authorities have an important role to play in developing a successful integrated maritime policy. 
· It is very important to reduce congestion on the roads, provide more environmentally friendly transport and transfer transport from road to sea. Efficient transport corridors with a substantial element of maritime transport are crucial. 
· An integrated approach to maritime policy will result in better regulation and maybe even less regulation. However, individual sectors have special characteristics that will still need sectoral policy approaches. 
Retaining Europe’s leadership in sustainable maritime development

· The State Aid Guidelines on maritime transport should be maintained. 
· There is a considerable input of Norwegian non-processed seafood into the EU seafood industry, which supports employment in the EU maritime sector.
· Transposition of existing EU and international legislation into national legislation should continue. Any new legislation should be based on a recognised need, and should be in areas where it will contribute real added value.
· Maritime transport is a global industry. International cooperation and global regulations are therefore essential. European rules should be in line with those of other international partners. 
· Norway supports the proposal for a global sulphur cap and the requirement for all ships to use distillate fuel. Global solutions to these environmental problems are important. 
· Safety at sea should be improved through international (IMO) rules for safety and environment and efficient flag and port state control.
The importance of the marine environment for the sustainable use of our oceans

· The Thematic Strategy for the Marine Environment does not cover fisheries and shipping. The Maritime Policy should contribute to the holistic approach by further integrating environmental concerns into these sectors. 
· Norway’s integrated management plan for the Barents Sea–Lofoten area involves an ecosystem-based approach to marine spatial planning. In February 2007, Norway began the process of developing a management plan for the Norwegian Sea, which is to be completed by 2009. There are also plans to develop a management plan for the North Sea, which will require close cooperation with neighbouring countries.

· A common approach across different sectors is important when establishing risk management systems. An integrated risk management model must create a common understanding of risk, and risk analyses of different sectors should be comparable. 
· The EU could consider introducing risk analysis as a more efficient tool for achieving desired safety levels as an alternative to strict compliance with prescriptive regulations.
Remaining at the cutting edge of knowledge and and technology
· There is need for cross-sectoral research on marine issues. A large-scale research programme on the North Sea ecosystem is proposed. This should be a joint effort by the North Sea countries in cooperation with the Commission. 

· A European marine-related research strategy should be developed. We suggest that the  Commission should initiate a process similar to that followed for the Green Paper, with extensive involvement of different relevant research bodies and business organisations.

· We would like to emphasise the need for well-functioning operational mechanisms within the Commisson to coordinate marine-related research across the nine different themes in FP 7.  

· As regards research network, we believe that the best way forward is to build on existing organisations and networks. The Marine Board of the ESF could be the coordinating organisation for marine research and technology as a whole.
· The Commission should consider arranging an annual conference to discuss marine- related research in Europe, how the priorities of the Framework Programmes and Member States could be adapted to support the research needs of the Maritime Policy and how coordination and cooperation in Europe as a whole can be improved. 
Innovation under changing circumstances
· Norway would like to see emissions from international shipping included in a binding emission reduction scheme after 2012. This should apply equally to all ships regardless of flag of register.
· Norway views CO2 capture and storage as essential. We are also participating in the development of further technical guidance for CO2 storage.
· Norway welcomes the revision of MARPOL Annex VI, and encourages the EU to support the revision and seek stricter requirements on NOx, SOx and VOCs, including development of cleaner fuels.

Developing  Europe’s maritime skills and expanding sustainable maritime employment
· The Norwegian shipping industry is the largest recruiter of European seafarers, and attracting people to the seafaring profession is therefore very important to Norway. We agree that a key factor in reversing the downward recruitment trend would be to encourage mobility between sectors.

· It is essential to provide better working and living conditions for seafarers, as laid down in the Maritime Labour Convention 2006. It is important that a sufficient number of countries ratifies the Convention, so that it can enter into force as soon as possible. 
Clustering

· Maritime clustering should be used as a vehicle for achieving policy objectives, for example by sharing knowledge, carrying out joint research and innovation, pooling education and training.

The regulatory framework
· Priority should be given to ensuring that the international regulatory framework for the maritime sector provides a level playing field. 
· Speedy ratification and harmonised implementation of international rules are essential. Norway proposing publishing a “scoreboard” of ratifications by EEA Member States.  
· The IMO Flag State Audit Scheme, the Maritime Labour Convention and efficient port state control are very important tools. The EU should promote increased openness and transparency as regards IMO audits. The EU should delay the introduction of a mandatory flag state audit scheme until IMO has finalised its work. 
· Norway supports fighting sub-standard flags using the history of ships’ flag of register as one of the criteria for targeting ships for port state control. 

· Norway suggests that the European Community should take part in a review of flag state performance for fishing vessels and reefers as a means of curbing IUU fishing.
· Incentives to promote quality shipping should be general, and cover all European shipowners – not just those who might have chosen to register under an EU register.  The EU should refrain from any initiative that could be interpreted as introducing any form of flag preference in international shipping.  

· Economic and other incentives may be  important in promoting the clean ship approach and improving the environmental performance of shipping. These might include differentiated port and fairway dues and differentiated tonnage taxes.

· Support should be given to the development of goal-based standards in IMO.

· Sustainable marine resource management should be based on sustainable harvesting, ecosystem approach, adequate regulation and an efficient control and enforcement regime. Decommissioning schemes and other measures to reduce the number of fishing vessels are important in dealing with overcapacity. 
· We suggest that EU introduces a ban on discards in fisheries. This should be  accompanied by a comprehensive range of measures intended to enable fishermen to comply with the ban. 
Developing coastal tourism

· Norway supports the initiative to develop an Agenda for the Sustainability of European Tourism.  

Managing land/sea interface
· It is essential to establish viable projects that can be used to realise the idea of Motorways of the Sea. It should be up to the market to identify the most suitable ports for inclusion in these projects. We support the extension of the North Sea Motorways of the Sea corridor all the way up to the Barents region.  
· The key to successful coastal zone management systems seems to be strong involvement and empowerment of local authorities combined with active participation of all stakeholders in the planning process.  Integrated and coherent regulation of spatial planning is necessary, supplemented with sector-specific regulations. 
· A port policy should include a framework for transparent competition within and between ports, clear rules for public contributions to investments, and sustainable development of port capacity. Several important aspects of a European port  policy are listed. 

Data at the services of multiple activities
· A European Marine Observation and Data Network should be established by building on already existing organisations and cooperation and establishing an EU-funded central office with the necessary expertise. 
· Norway welcomes the initiative on the establishment of a single system supporting the collection and exchange of information in the European Community VTMIS. SafeSeaNet (SSN) is the best available tool for this. We support integration of information from LRIT systems with information from SafeSeaNet.
Spatial  planning for a growing maritime economy 

· Coastal and marine spatial planning should follow an integrated ecosystem-based approach. On element of this should be to establish an ecologically coherent network of marine and coastal protected areas. 
Making the most of financial support for the coastal regions
· We believe that the Interreg IV B  programmes can play a role in achieving the maritime policy goals. Relevant regional, national and local authorities and the CPMR  should be involved in project development. 
Policy making within the EU  

· It is important that regions and local communities, especially people living in coastal areas and islands, are invited to take an active part in the consultation and policy-shaping process.  The regions should also have a role in the decision-making process. 
The offshore activities of governments

· Norway would welcome increased cooperation between coastguard services, for example in combating IUU fishing and enforcing environmental rules. Pooling of resources to achieve optimal monitoring and control should be encouraged.

· Shipping is global in nature. The introduction of regional measures that would undermine international institutions like IMO and ILO should be avoided. We would advise against introduction of any restrictions on market access for international Short Sea Shipping within a “Common European Maritime Space”.  

International rules for  global activities
· Norway supports initiatives to to establish better compliance by flag states, but does not suggest reviving the 1986 UN Convention on Conditions for Registration of Ships [in order to discipline flag states.

· There has been close cooperation between the EU and Norway on measures against IUU fishing in recent years. Several measures that should be given high priority during the next few years are listed in the text.
Taking account of geographical realities
· The High North is a strategic priority for Norway. This region is undergoing rapid and dramatic changes. The key problems, such as  climate change, pollution and IUU fishing, are all transboundary in nature  They must therefore be dealt with through international cooperation between Norway, the EU and Russia and other relevant parties. 
· The Northern Dimension provides a common platform for discussing challenges and opportunities in Northern Europe, including Northwestern Russia. 
· It is important to develop vessel traffic monitoring systems that can be expanded to include waters adjacent to the EU/EEA area. 
· Norway’s ambition is to play a leading role in research and development of relevance to the High North.
· Norway holds the chairmanship of the Arctic Council until 2008, followed by Denmark and Sweden until 2012. Key topics for the Scandinavian chairmanships will include  understanding and adapting to climate change  and establishing a framework for sustainable, ecosystem-based exploitation of natural resources. The cooperation in the Arctic Council may provide opportunities for the EU to work more on Arctic marine issues in the years to come.
· Norway will give high priority to increased international cooperation and following up the ACIA report. The Norwegian NorACIA report is due in 2009. 
Comments on the Green Paper (27.3.07)

1. Introduction

Should the EU have an integrated maritime policy?

Norway welcomes the initiative the European Commission has taken to formulate a future maritime policy and agrees with the holistic and integrated approach to management of the seas, where all relevant sectors are taken into account. Increasing use of the oceans, combined with climate change and other environmental problems, will make a cross-sectoral approach to cooperation, policy planning and policy implementation even more important in the future. Norway agrees that the approach should rest firmly on the two pillars identified in the Green Paper; the Lisbon Strategy and improvement of the status of the ocean itself.     

The maritime policy will make an important contribution to fulfilling the aims of the Lisbon Strategy by stimulating economic growth, competiveness and jobs in a sustainable way. Maritime activities should be managed in a way that secure a sound and healthy marine environment.  It is important to stimulate entrepreneurship and innovation through scientific knowledge and a well educated workforce. 

In order to maintain and improve the state of the marine environment, ecosystem-based management based on scientific knowledge is essential. The Thematic Strategy for the Marine Environment is an important element of an integrated maritime policy. 
Regional and local authorities have an important role to play in developing a successful integrated maritime policy.  Many of the issues raised in the Green Paper require active participation from regions and municipalities. 

It is very important to reduce congestion on the roads, provide more environmentally friendly transport and transferring transport from road to sea. This makes it necessary to develop sustainable and efficient transport corridors with a substantial element of maritime sea transport.

An integrated approach to maritime policy will result in better regulations and  maybe even less regulation. However, the individual sectors have special characteristics which will still need sectoral policy approaches. The maritime policy should explicitly incorporate the Better Regulation -initiative, and in particular the goal of reducing the regulatory burden on businesses and other activities.

2.
Retaining Europe’s leadership in sustainable maritime development

How can European maritime sectors remain competitive, including taking into account specific needs of SMEs?

An essential basis for the success of the European shipping industry has been a political commitment at national and EU level to securing a globally competitive and stable fiscal environment.  Through the State Aid Guidelines, net subsidies to EEA shipping are prohibited and a level playing field has been established. A stable regulatory environment is important in ensuring sustained growth in the sector.The State Aid Guidelines should therefore be maintained.
Some specific parts of the maritime transport sector in the EEA, such as ferry operations, are not exposed to full global competition.  Nevertheless, the EEA states, including Norway, provide substantial funding in support of these activities in order to create a level playing field within the internal market. We therefore suggest that the Commission should examine whether the State Aid Guidelines should be revised in order to reduce the need to provide matching subsidies in this particular market.  
There is a growing deficit of seafood in EU, and imports, especially from Asia, are growing rapidly. A sound framework for fisheries and aquaculture is needed to enable these industries to meet the demand for seafood from the citizens of Europe. All the fish stocks in European waters are more or less fully exploited, and future growth in seafood production depends on the ability to increase aquaculture production. Europe must therefore seek to further develop the aquaculture sector, including both existing and new farmed species. Both the EU and Norway have a great potential for increasing aquaculture production. 
Seafood is healthy and nutritious, and can provide significant public health benefits. The maritime policy could include the aim of increasing the intake of seafood in the population as a health-promoting measure, which is part of the current EU Health Strategy.  In addition seafood from Norwegian aquaculture provides substantial quantities of rawmaterials to the European seafood processing industry and opens opportunities for a large number of jobs in the marine/ maritime industry. In 2005 it was estimated that salmon from Norway alone generated 25 000 jobs in EU. With an annual production of around 600 000 tonnes, the country ranks amongst the world’s leading marine aquaculture producers.
 The aquaculture industry is critically dependent on advanced knowledge and technologies which require expensive infrastructure, including large experimental facilities and data logistics. The Seventh Framework Research Programme and the Competitiveness and Innovation Programme (CIP)  provide a coherent framework for an integrated approach in the aquaculture sector. 

What mechanisms should be in place to ensure that new maritime development is sustainable?
Efforts should continue to be concentrated on transposition of existing EU and international legislation into national legislation. Any new legislation should be based on a recognised need. Such initiatives should be taken in areas where an EU initiative will contribute real added value.
Maritime transport is a truly global industry, and international cooperation and global solutions and rules are therefore essential. We need to ensure high global environmental and maritime safety standards, and we are hopeful of a close cooperation with the EU on these issues. European regulation should be in line with that of other international trading partners. 

An important objective of shipping policy is to improve safety at sea.  Key elements of efforts to achieve this objective include the development of international rules for safety and environment through IMO, efficient flag state and port state control systems, and continuing efforts by shipping companies and seafarers where education, training and safety management systems are key words.
Local pollutants such as NOx and sulphur emissions represent a serious pollution problem. Norway supports the proposal for a global sulphur cap and the requirement for all ships to use distillate fuel. We believe we must find global solutions to these environmental problems. 

In January 2007, The Norwegian Shipowners' Association launched a zero emissions policy. Its goal is that the Norwegian shipping industry will not generate releases of environmentally hazardous substances. This is a bold vision, which of course the Norwegian government welcomes and supports. New technology and new solutions will be needed to reach this ambitious goal.  Several innovative concepts are being developed in Norway. The shipping company Wilh. Wilhelmsen is developing a new vessel concept based on solar energy.  Eidesvik Offshore is developing fuel cell technology, which eliminates NOx emissions and halves CO2 emissions and fuel costs. These are encouraging examples that demonstrate the technological possibilities.

There is an urgent need for more countries to ratify recent IMO conventions (Convention on the Control of Harmful Anti-Fouling Systems on Ships (AFS) and Convention for the Control and Management of Ships’ Ballast Water and Sediments) so that they can enter into force (Box 1). 
Box 1: Ballast water 

The Storting (Norwegian Parliament) has consented to ratification of the Ballast Water Convention. Several Norwegian companies and research institutions (the Norwegian Institute for Water Research, DNV, OptiMar Ballast System,  Oceansaver Ballast Water Management System and PureBallast Water Management System) are at the forefront of efforts to develop new technologies for ballast water management. These technologies are now being tested on board Norwegian ships, and are in line to be tested at the Marine Research Station Solbergstrand. This is an example of how complete maritime clusters through cooperation can solve environmental problems and create new business opportunities. This case also demonstrates that international regulations can act as a driving force for new technological solutions.

Norway advocates normal competitive conditions in all maritime industries, including the shipbuilding industry. We therefore hope that it will be possible to resume the negotiations in the OECD concerning a new shipbuilding agreement. It is important for EU maritime policy to address issues and practices relating to the competitive framework for maritime industry. While the shipbuilding negotiations are paused, Norway considers the activities of Working Party 6 in OECD on Shipbuilding to be very useful and is prepared to participate in the discussions. 
2.2 The importance of the marine environment for the sustainable use of our marine resources
How can a maritime policy further the aims of the Marine Thematic Strategy?

In Norway’s view, a maritime policy should ensure an integrated, ecosystem-based approach to sustainable management of the oceans surrounding Europe, based on scientific knowledge. The marine strategy (Thematic Streategy for the Marine Environment) does not cover management of fisheries and maritime transport. Accordingly, the maritime policy will have to contribute to the holistic approach by  further integrating marine environmental concerns into these sectors.
There is a need to estabslish a scientific framework and monitoring systems  that ensure continuity in observations of the ocean’s behaviour and thus improving the possibility of predicting changes. This is essential for policy making, planning and implementation.
Coordination of marine monitoring and research within the EU as well as transparency in all activities that may have an impact on the oceans are of major importance for holistic management of a sustainable maritime development.
We would like to underline the link between the Marine Strategy Directive and Water Framework Directive. Norway is currently in the process of implementing the EU Water Framework Directive. Within the next few years integrated, ecosystem-based management plans for all Norwegian inland and coastal waters will be developed in accordance with the directive. 

The integrated management plan for the Barents Sea–Lofoten area (Box 2) adopted by the Norwegian Government in March 2006 can be used as an example for the process of developing a management plan for a sea-area. The purpose of the management plan is to provide a framework for the sustainable use of natural resources and goods derived from the Barents Sea and at the same time maintain the structure, functioning and productivity of the ecosystems of the area. Norway considers it very important to encourage broad-based and varied industrial development in North Norway. Measures to facilitate the co-existence of different industries, particularly the fisheries industry, maritime transport and petroleum industry, are therefore an important element of the management plan. The white paper on the management plan is now available in both English and Russian (http://www.regjeringen.no/en/ministries/md/Whats-new/News/2006/White-Paper-on-the-Integrated-Management.html?id=419646). Experience gained during the preparation and implementation of this management plan will be used as basis for the development of integrated management plans for other Norwegian sea areas. In February 2007, Norway began the process of developing a management plan for the Norwegian Sea, which is to be completed by 2009. There are also plans to develop a management plan for the North Sea, which will require close cooperation with neighbouring countries. 

Box 2: Preparation of the management plan for the Barents Sea–Lofoten area 

A Steering Committee involving seven ministries and chaired by the Ministry of the Environment organised the planning process. Impact assessments were drawn up for all relevant sectors and activities. To ensure broad participation in the preparations, transparent procedures were followed and various interested parties were included in the work. The management plan will be followed up systematically, and the plan will be adjusted on the basis of new knowledge, changes in activity levels and trends in the state of the environment. The plan will be reviewed on a regular basis, the first time in 2010, on the basis of results from new and more systematic assessment and monitoring programmes. An advisory group on monitoring has been established to coordinate the environmental monitoring system and produce reports on the results. In addition, a forum on environmental risk management focusing on acute pollution and a management forum have been established. Two research and monitoring programmes are important in the implementation of the management plan. The MAREANO programme involves surveys and mapping of conditions on the seabed and the effects of human activities on the seabed, while the SEAPOP programmel is mapping the distribution of seabirds. The management plan for the Barents Sea–Lofoten area applies to the Norwegian waters in this sea area. 
How can risk assessment best be used to further safety at sea?

Norway would like to emphasise the importance of taking a common approach across different sectors when establishing sound risk management systems. An integrated risk management model must create a common understanding of risk  and it is important that risk analysis of different sectors can be comparable. 

As mentioned in Box 2, The Norwegian government has established a forum on environmental risk management focusing on acute pollution in the Barents Sea. This forum includes representatives of agencies responsible for the management of oil resources, pollution control and the environment, and maritime transport. Its broad approach is improving risk management both within and across sectors. The purpose of the forum is to provide better information on risk trends in the area, especially as regards acute oil pollution. Other tasks will be to further develop the monitoring of risk trends and to coordinate monitoring activities applicable to risk management, especially in relation to maritime transport. This risk management model could be used at the European level in cross-border sea areas.
Risk assessment is also the main focus of the Interreg Project Safety at Sea, which is managed by the Norwegian Coastal Administration and involves a wide range of organisations covering the whole North Sea region ( www.safetyatsea.se). The Maritime Safety Umbrella Operation (MSUO) helps to coordinate and focus the work of various maritime safety projects in several Interreg programmes. Norway would like to see the continued operation of the MSUO in the structural fund period from 2007 -2013. 
On the basis of risk assessments of transport of petroleum products in northern waters, the establishment of a routeing scheme was identified as a means of improving maritime safety in the area (Box 3). The pre-identification of ports of refuge is another important measure that has been implemented to meet the risk associated with increased traffic along the Norwegian coast (Box 4).  

Box 3:  The establishment of a routeing scheme between Vardø and Røst
Norway is now establishing a routing system between Vardø and Røst North Norway as approved by IMO. The routeing scheme is about 600 nautical miles long, and consists of eight traffic separation schemes and seven recommended routes linking them. The aim is to shift traffic out to about 30 nautical miles from the coast to improve the response time for operations to deal with oil and chemical spills.
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The routeing scheme, combined with AIS coverage by  the new vessel traffic service centre in Vardø, operational from January 2007, will provide an integrated system for regulation and traffic control in these northern waters. This particular routing scheme is likely to become an element in an international transport corridor that will be of importance for energy supplies  to the EU.

Box 4: Ports of refuge
As part of Norway’s oil spill response system, the  Norwegian authorities have identified about 70 possible places of refuge and about 60 possible places for beaching in cases where there is a threat of acute pollution from ships. Local authorities and relevant regional and governmental entities were consulted in the process of identifying the possible locations. The list of places of refuge and beaching is public and will be reviewed when necessary.  Under the IMO guidelines relating to the handling of vessels in distress the Norwegian Coastal Administration is authorised to take decisions on the use of places of refuge or beaching. The list of pre-identified locations is an important planning tool, but the Coastal Administration can use other locations if the situation makes this necessary. 
Risk assessment for maritime transport

In order to make proper assessments of risk to safety at sea and other risks to the environment, analyses and data should be provided by EMSA (European Maritime Safety Agency). EMSA should work as “consultants” to the Member States’ administrations providing analyses upon request. The EU/EEA countries can identify issues where they wish to receive this kind of assistance from EMSA. The identified issues must be included in the EMSA work programme. EMSA’s work must always be transparent.
The Norwegian offshore industry has for years used risk analyses to demonstrate that it is meeting operational requirements on the Norwegian continental shelf. As regards domestic shipping in Norway, regulations have been in force since 1 January 2000 requiring all domestic operators of ro-ro passenger ships to carry out annual risk analyses to demonstrate compliance with the prescribed maximum risk level for passengers using these vessels. Box 5 describes a risk assessment for car ferries.

The EU could consider introducing risk analysis as a more efficient tool for achieving desired safety levels as an alternative to  strict compliance with prescriptive regulations. This would be in line with IMO´s Formal Safety Assessment (FSA), which is frequently used in the development of legislation by IMO, and other similar uses of risk analysis (e.g. SAFEDOR, where Det Norske Veritas (DNV) is one of the leading organisations).
Box 5: Risk assessment – car ferries

In Norway the Norwegian Maritime Directorate, the Norwegian Public Roads Administration, the Norwegian Coastal Administration and the ferry operators have developed a risk analysis model for car ferries. Thisl has helped to improve safety levels. The model came into operation in 1999 and the first report indicated that 19 ferries had lower standards than acceptable.

2.3
Remaining at the cutting edge of knowledge and technology

There is a general need for cross-sectoral research on marine issues.  In this context, we would particularly like to mention the need for further research on the North Sea ecosystem. Work on the management plan for the Barents Sea–Lofoten area revealed a need for cross-sectoral research on overall pressures and impacts on the marine environment to improve analyses and understanding of the combined impacts of various pressures. Ecosystem change is often the result of various different processes.

Research programme on the North Sea ecosystem.

The development of a management plan for the North Sea will require extensive research and monitoring to understand and be able to respond to changes in the North Sea ecosystems. Many different factors related to human activity may have an influence on the changes that are being observed. These rising water temperature, discharges from the offshore petroleum industry, over-fishing of certain fish stocks and an increase in the nutrient load in certain areas.

The observed increase in water temperature may be a consequence of global climate change or of long-term oscillations in water mass distribution, or a combination of these factors. It is accepted that the observed changes in zooplankton distribution, particularly in the southern part of the North Sea, are caused by the change in water temperature. Changes in zooplankton composition and distribution are believed to explain the poor recruitment to some of the main North Sea fish stocks, and the observed decline in certain seabird populations has in turn been linked to poor recruitment to the fish stocks. Other factors may also be involved in these developments. The offshore petroleum industry has been operating in the North Sea for more than 40 years, and certain fish stocks have been over-fished for many years. Another disturbing development is the loss of the sugar kelp forests from the Skagerrak and North Sea coasts of Norway. 
The interactions between all these factors and their combined impact need to be clarified before further action can be taken.. We would therefore like to propose a large-scale cooperation research programme on the North Sea ecosystem, similar to Bonus 169, the joint research programme for the Baltic Sea. The programme should be a joint effort by the North Sea countries in cooperation with the European Commission. Research on the North Sea should also be a priority issue when Seventh Framework Programme (FP 7, 2007 - 2013) is revised in 2009. 

How can a European marine-related strategy be developed to further deepen our knowledge and promote new technologies?

A European marine-related research strategy should be developed. (Marine-related means that it includes all types of marine and maritime issues). An initiative of this kind is beyond the means of individual states. We suggest that the Commission should take the initiative and develop a strategy through a prosess similar to that followed for the Green Paper Maritime Policy, with extensive involvement of relevant research organisations, research insitutions and networks, national research councils and business.   

A marine-related research strategy should include all types of marine and maritime research, including marine biology, chemistry, climate, aquaculture, hydrology, oceanography, geophysics, economics, technology and maritime transport. The strategy should involve the Framework Programmes (all relevant instruments including marine-related ERA-NETs), Technology Platforms (Waterborne and others), nationally funded activities, and work in marine related international research organisations. The strategy should include methods and mechanisms for improving cooperation and coordination between all types of stakeholders, common thematic priorities and instruments, and methods for increased funding. It should promote  coordination between member states,  institutions and organisations dealing with all the different disciplines, infrastructure and networks so that a cross-sectoral approach can be taken where needed.

As regards FP 7, we would like to emphasise the need for well-functioning operational mechanisms to coordinate marine-related research across the different themes. It will be very important to coordinate the Commission’s work, both in the different units within DG RTD and between the relevant DGs (such as RTD, ENV, TREN and ENTR). Secondly, we would like to propose that the scientific experts in the different advisory groups (for the nine different themes in FP 7) should form a coordinating body/group responsible for assessing and following up cross-cutting marine-related issues, synergies and priorities. The Commission should also consider whether national delegates with marine/maritime expertise in the programme committees should meet (regularly) to discuss cross-cutting marine-related issues. Furthermore, it might be sensible for the Commission to establish appropriate mechanisms for coordinating the different marine-related ERA-NETs. 

Should a European marine-related research network be developed?

We believe that the best way forward is to build on existing organisations or networks. The Marine Board of the European Science Foundation is pan-European  and has a broad scientific and technological scope. The Marine Board could be the coordinating organisation for marine research and technology as a whole.  

For Norway it is of major importance that the research cooperation within the International Council for the Exploration of the Sea, ICES, is recognised and strongly supported. ICES has more than 100 years of experience of cooperation in the field of marine sciences and its scientific advices about marine living resources and the marine environment are fundamental for a sustainable management of our oceans.

The Commission should consider arranging an annual conference to discuss marine-related research in Europe, how the priorities of the Framework Programmes and Member States could be adapted to support the research needs of the future European Maritime Policy, and how coordination and cooperation in Europe as a whole can be improved. All relevant stakeholders should be involved in these discussions – governments, research councils, research institutions, private industry and NGOs.

What mechanisms can best turn knowledge into jobs?

Knowledge is a prerequisite for new and better jobs. It is a challenging task to transfer new and promising ideas from research to the market and thus create new enterprises and jobs. Public and private funding of research, economic incentives and closer cooperation between universities, research institutions and industry are crucial to this process. 

It is essential to provide more public long-term funding and economic support for everything from basic curiosity- driven research to applied research and thoughout the value chain from pilot projects to demonstration projects and market introduction. The EU has adopted the Lisbon goal of 3% funding (1/3 public and 2/3 private) of research by the year 2010, and Norway shares this goal. This will require increases in public funding and economic incentives, both through the framework programmes and through national funding schemes. Norway has established a tax deduction scheme as incentives private companies to fund research. Furthermore, there is a general view that there is a lack of financial support (risk capital, venture capital) for the transition from research results and ideas via pilot and demonstration projects to market introduction.

Norway has, in addition to more ordinary research programmes and activities, established Centres of Excellence and Centres for Research-based Innovation, several of which are marine-related (see Box 6). These centres are heavily involved in international cooperation.  They could also form part of networks/mechanisms of cooperation at European level where appropriate. 
Box 6: Best practices in on basic research and innovation 

The Norwegian government has established 21 Centres of Excellence (long-term basic research) and  14 Centres for Research-based Innovation (CRIs). The Centres of Excellence are intended to bring more Norwegian researchers and research groups up to a high international standard. The centres are devoted to long-term basic research. Four of these centres are marine-related: Centre for Integrated Petroleum Research, Aquaculture Protein Centre, Ships and Ocean Structures,Bjerknes Centre for Climate Research.

The main objective for the CRIs is to enhance the capability of the business sector to innovate by focusing on long-term research based on forging close alliances between research intensive enterprises and prominent research groups. Five  of these 14 centres are marine-related:MabCent: CRI on marine bioactives and drug discovery (marine bioprospecting), The Michelsen Centre for Industrial Measurement Science and Technology (oil and gas (subsea systems for processing of oil and gas), fisheries (systems for measurements of fish catches, products and quality) and monitoring of the marine environment ( deep-sea measurements), CREATE: Centre for Research-based Innovation in Aquaculture Technology, Centre for e-Field and Integrated Operations for Upstream Petroleum, Multiphase Flow Assurance Innovation Centre (petroleum),Centre for Geo-biosphere Research – Deep Sea Floor, Deep Biosphere & Roots of Life 

MARUT is an initiative to promote research and innovation in the maritime sector (Box 7).

Box 7: MARUT

MARUT is a joint initiative to promote research and innovation in the Norwegian maritime sector, involving maritime industry organisations, research institutions and government agencies including the Ministry of Trade and Industry. Inspired by insight from cluster theory and experience from the successful maritime industries in Norway, MARUT aims to stimulate research and innovation by building arenas for cooperation and communication. MARUT has initiated a broad strategic discussion on future challenges for the Norwegian maritime cluster. Through this cooperation, the different maritime actors are seeking to iidentify common goals and actions aim to secure Norway's future position as a leading maritime nation.
2.4.
Innovation under changing circumstances

What further steps should the EU take to mitigate and adapt to climate change in the marine environment?

Climate change

Norway would like to see emissions from international shipping included in a binding emission reduction scheme after 2012. This should apply equally to all ships regardless of flag of register. Better emission data are needed for  international shipping, and methodological work needs to be done on the allocation of emissions to the appropriate countries. Norway will host a joint EU-Norway workshop on methodological issues relating to emissions from aviation and shipping in October 2007. We hope that this will help to remove some of the remaining obstacles to including emissions from international shipping and aviation in a future commitment period.

IMO has adopted an assembly resolution including a strategy for reducing emissions of greenhouse gases from shipping. Both Norway and the EU play an active part in work under IMO’s Marine Environmental Protection Committee (MEPC). We look forward to close cooperation in this forum, for example by preparing joint submissions. At MEPC 55 it was decided to update the IMO study on greenhouse gas emissions from 2000. The next MEPC should adopt terms of reference for this study. Norway intends to provide financial support for this work, and we call on EU countries to do the same.

CO2 capture and storage (CCS)

Norway views the capture and geological storage of CO2 (CCS) in sub-seabed geological formations as one of a portfolio of measures to mitigate climate change and ocean acidification. 

The proposed amendments to the OSPAR Convention are important for the promotion of CCS and further development of the necessary technology, and will provide a coherent international legal framework for such activities. Norway also attaches great importance to the development of further technical guidance for CCS, and is playing an active part in its development. 

We have noted with pleasure the EU commitment to install carbon capture and storage systems at several fossil fuel power plants by 2015, as highlighted in the Commission’s package of energy and climate proposals, which was launched on 10 January 2007. Norway also hopes for the support of the EC Commission, as a contracting party to the OSPAR Convention, in the process of adopting amendments to the OSPAR Convention and developing sound technical guidance on carbon capture and storage.

At bilateral level, the energy ministers of Norway and the UK agreed in late 2005 to establish a North Sea Basin Task Force made up of both public and private bodies, with the aim of developing broad, common principles that could form a basis for regulating transport, injection and permanent storage of CO2 in the North Sea sub-seabed, and to provide a consistent basis for managing this activity. The Task Force is in the process of finalising its work and will submit its report to the two ministers in the spring of 2007.

How can energy efficiency improvements and fuel diversification in shipping be achieved?

Air pollution

Important steps have been taken to reduce air pollution from ships, such as the entry into force of Annex VI to MARPOL 73/78 on 19 May 2005, and the designation of the Baltic Sea and the North Sea as sulphur oxide emission control areas. However, there are concerns that if no further measures are introduced, by 2020 emissions of SOx and NOx from international shipping around Europe may have surpassed the total emissions from all land-based sources in the EU Member States combined. 

MARPOL Annex VI is now under revision by IMO. The terms of reference for the revision include limits on NOx and SOx  emissions, control of emissions of VOCs and particulate matter, and further clarification of the Annex. Norway welcomes this process, and we encourage the EU to support the revision and to seek stricter requirements, for example mandatory use of cleaner marine fuels and phase-out of heavy fuel oil.

Gas as fuel
Using gas as fuel reduces emissions of CO2 by about 20% and NOx by about 85%, and generates no SOx emissions. The Norwegian Government considers that environmental incentives and taxes play an important role in encouraging more environmentally friendly behaviour by companies and individuals.  The Government introduced a tax on NOx emissions from 1 January 2007. It applies among other things to all vessels sailing between Norwegian ports.  Norway also taxes emissions of CO2 and SO2 from domestic maritime transport of goods and from the offshore fleet operating in Norway. It is essential that such taxes are flag neutral in order not to distort competition between ships flying different flags.

Box 8: Fuel diversification – gas as fuel

Within the next few years it is likely that a significant number of Norway’s approximately 220 ferries will be fuelled by environmentally friendly natural gas or other alternative technology. One such ferry is already in use and another five will be operational in 2007. Europe has a large number of ferries and vessels engaged in short-haul transport within the continent.  Considerable reductions in air pollution could be achieved if these vessels used gas fuel.. 

How can innovative offshore renewable energy technologies be promoted and implemented? 

Offshore wind, wave and tide energy systems

More research, development and demonstration is needed to further the development of offshore floating wind energy installations and make sound and environmentally friendly use of the abundant offshore wind resources in deep-water areas. The objective should be to develop robust, reliable, cost-effective and low-maintenance offshore wind energy systems that are easy to transport and install. Furthermore, cost-effective and accurate wind mapping for offshore applications is needed. As a result of Norway’s long history as a marine nation and the experience and expertise gained from many years of offshore oil and gas developments, hydropower production and electricity distribution, Norwegian research institutions and industrial companies are actively involved in developing offshore wind energy systems.

Technologies for exploiting tide and wave energy also need to be further developed. 
The development of the different energy technologies must take into account the need for co-existence with other marine activities and possible interaction with living marine resources. 
2.5  Developing Europe’s maritime skills and expanding sustainable maritime employment  

How can the decline in the number of Europeans entering certain maritime professions be reversed and the safety and attractiveness of jobs ensured?

The maritime sector provides employment for a substantial number of people. Seafarers have expertise and experience that can be valuable for the maritime sector as a whole. The Norwegian shipping industry is the largest recruiter of European seafarers, and the question of attracting people to the seafaring profession is therefore very important to Norway.

The Norwegian Government wishes to ensure that maritime competence is maintained and has therefore extended its tax support scheme for seafarers. Other steps that could be taken to boost employment in the European maritime sector and  atttract young seafarers to the profession are as follows
:

· Enhancing the general public image of shipping and the maritime sector

· Promoting a positive image of the seafaring profession and attracting young people to work at sea

· Encouraging more women to work in the sector and promoting social inclusion

· Encouraging the shipping industry to engage more fully with shore-side support companies to decide how best to maintain the skills level of the maritime sector, while containing total industry labour costs

· Encouraging the creation of maritime clusters, which increase competitiveness by building up active networks of mutual support and cooperation among seaborne and shore-side companies

· Encouraging the adaptation of maritime education and training programmes for seafarers to emerging new skills and to the needs of the shipping industry and shore-side industries.

Norway supports the statement in the Green Paper that a key factor in reversing the downward recruitment trend would be to encourage mobility between sectors. Thus, a career on the sea should qualify for a later career on land, and experience from work as a fisherman should give credits in the same way as for other seafarers.

In Norway, maritime training is organised by agencies owned jointly by private companies and the state authorities responsible for education. These agencies arrange introductory courses for young people to give them a taste of all the opportunities offered by a marine/maritime career. Some of these introductory courses are specifically targeted at women.  

How can the quality of education, training and certification be assured?

Box 9 describes a foundation, trainee programme and a recruitment campaign are described.

Box 9: Norwegian maritime competence foundation, trainee programme and recruitment 

The Norwegian Maritime Competence Foundation was established by the Storting in 2003. The Foundation administers a fund for competence-raising and recruitment activities for the maritime industries, focusing particularly on training for a career at sea. It is funded by a fixed levy per employee paid by companies that come within the scope of the Norwegian support scheme for seafarers. Norwegian shipping companies that do not come within the scope of this scheme can apply for grants from the Foundation.

The Norwegian Shipowners' Association launched a two-year postgraduate trainee programme in August 2005. Its purpose is to recruit highly qualified graduates for on-shore careers in the maritime industry and to provide trainees with the skills they need to function in a variety of management positions in the maritime industry at an early stage of their careers. The programme involves working in one company, visiting another company as a trainee, and a 35-day academic programme. Companies from the whole maritime cluster  are taking part, and the programme has proved to be highly popular. 
In January 2007,  the Maritime Forum of Norway launched a 3-year programme to recruit students to upper secondary school  and university-level programmes in the maritime sector. The programme is called ”An education that will get you far” and the web portal www.ikkeforalle.no is an important element. The the portal has been developed with a view to providing a mix of education and entertainment for the digital generation, and includes everything  from school contact information to mini-interviews with young people working in different professions on a variety of vessel types.
How can better working conditions, wages and safety be combined with sectoral competitiveness?

It is essential to provide better working and living conditions for seafarers, as laid down in the Maritime Labour Convention 2006. This is also an important basis for recruiting well trained and competent seafarers. The Convention may also help to improve Europe’s competitive edge, since it provides that ships from states that have not ratified the Convention may not receive  “more favourable treatment” than ships from states that have ratified it. This means that ships from countries that have not ratified the Convention will have to go through time-consuming port state controls.  

It is important that a sufficient number of countries ratifies the Convention, so that it can enter into force as soon as possible.  When it enters into force, it will be possible to take action against substandard operators who do not comply with ILO standards. 

2.6  Clustering
What role can maritime clusters play in increasing competitiveness, in particular for SMEs, in improving the attractiveness of maritime jobs, and promoting a sense of maritime identity?

Recent studies have demonstrated that the Norwegian maritime industry is one of our strongest national clusters. The cluster comprises shipping and shipbuilding companies, classification enteprises, manufacturers of ship equipment, ship brokers, ship finance and insurance companies and maritime offshore activities. Norwegian maritime manufacturing accounts for 7-9% of the world market. Shipbuilding, maritime equipment industries and maritime service providers are world leaders because of their proximity to shipping companies, offshore oil and gas companies, and the fishing and aquaculture industry. There are also many close links to research institutions.  

The Norwegian marine/maritime cluster is also a cornerstone of the larger European maritime cluster, since an increasing number of Norwegian companies have branches and various types of alliances with companies in a large number of countries.    

Local/regional, national and European networks of interrelated maritime companies and institutions are able to increase competitiveness within the global economy.  Maritime clustering should be used as a vehicle for achieving policy objectives, for example by sharing knowledge, carrying out joint reasearch and innovation, pooling education and training.

In 2006 the Norwegian government launched a programme called Norwegian Centres of Expertise (Box 10).
Box 10: Norwegian Centres of Expertise

In 2006 the Norwegian government launched a programme called Norwegian Centres of Expertise. The aim is to encourage innovation and internationalisation, and hence value creation, by building and strengthening cooperation within selected clusters. Six Centres of Expertise have been selected so far. One of them is a maritime cluster, and several of the other five are also related to the maritime sector. Central activities include facilitating cooperation and creating meeting places both within each cluster and between clusters. The programme will also increase opportunities for growth, development and cooperation for SMEs as suppliers or sub-suppliers to the different clusters. 

How can the EU promote synergies between interrelated sectors?

The many local and regional maritime clusters along the Norwegian coast provide good examples of how the strong links between the shipbuilding, shipping and fishing industries have sustained employment, initiated industrial development and fuelled the development of technologies and marine products with international market potential.

Over the last 30-40 years, these strong industrial links have provided an essential basis for developing a technological basis and the necessary expertise for the extraction of oil and gas from the North Sea and the development of a whole new industrial foundation for a number of Norwegian coastal communities. The oil and gas industry has become economically very important, and is now involved in technology transfer back to the marine/maritime sector. The development of on-board security equipment and the anchoring of large fish farming cages in rough waters are some examples. The message here is that the different facets of the globally leading maritime clusters stimulate each other and utilise the same technological platforms, human resources, infrastructure etc. Public measures to stimulate clusters through research, innovation and education should take this into account. 

A Norwegian maritime strategy

The Norwegian government has chosen the maritime industries as one of five priority areas for development of business sectors where Norway has comparative advantages.  A national maritime strategy is being developed, and will be presented later this year. The strategy will deal with the challenges of globalisation, recruitment and education, environment, maritime research and development and how to promote short sea shipping.
See Box 11 for an example of new offshore ship design. 

Box 11: Ulstein/Bourbon

The Møre maritime cluster is the cradle for new offshore ship design and technology developments.  The Ulstein Group has designed and built one AHTS (anchor handling, tug, supply) and two PSV (platform supply vessel) offshore vessels with a unique design for the neighbouring French-owned Bourbon Offshore Norway.  The vessel has a backward-leaning bow that cleaves the waves and reduces noise and vibration. The hull shape provides major buoyancy and reduces slamming against the vessel. There is also little sea spray on deck. These properties provide considerably greater work safety in rough seas. A vessel with the new bow will also have greater fuel economy and can sail at higher speeds in poor weather conditions than vessels with a conventional bow.
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2.7.
The regulatory framework

How could the regulatory framework for the maritime economy be improved to avoid unintended and contradictory impacts on maritime goals?

Priority should be given to ensuring that the international regulatory framework for the maritime sector provides a level playing field. It is important to avoid introduction of new procedures in the EU that will hamper or delay revision of existing legislation in IMO, the ILO and the EU itself.

Speedy ratification and harmonised implementation of international rules would make updating of the maritime transport regime more efficient. In this context, it would be useful to provide incentives for EU Member States to ratify the conventions.
We would therefore suggest that the EU Council and the EEA Council on a regular basis review and publish a "scoreboard" of EEA Member States' ratification of (the most important
) international maritime conventions.  A possible model for a scoreboard is presented below.

	
	IMO Ballast Water Convention (2004)
	ILO ConMarCon (2006)

	EEA Member state
	Date of ratification
	Reason for delay
	Expected 

ratification
	Date of 

ratification
	Reason for delay
	Expected ratification

	Country x
	01.12. 2005
	-
	-
	
	
	06 2007

	Country y
	?
	Delay in parliament
	01 2008
	
	
	

	Country  z
	
	
	
	
	
	


To encourage environmentally friendly behaviour it may be necessary to evaluate the State Aid Guidelines for environmental support.  The use of public incentives is seriously hampered by the fact that the benefits from any increase in capacity and  cost savings during the first five years of the life of an investment must be deducted when calculating the net support amount. This clause limits opportunities for governments to establish support programmes, for example for the rebuilding of engines on existing vessels to make transport more environmentally sound.

We underline the importance of adequate and improved mechanisms for securing implementation and enforcement of international rules and regulations. The IMO flag state audit scheme, mandatory implementation of international rules in Europe and efficient port state control are tools that will contribute to such implementation and enforcement.

In recent years the EU has proposed and implemented a number of measures on maritime transport through Communications and legislative initiatives, including the three packages of legislation following the Erika and Prestige disasters. In order to improve safety at sea it is vital to implement a wide range of measures. However, we are not convinced that bundling of proposals on maritime affairs on the presumption that they should be passed as a package is the best way of ensuring that rules and regulations receive the necessary individual scrutiny and consideration. In addition there is a risk that the adoption of proposals with broad support is delayed by discussion on more controversial proposals.

 

Which exclusions of the maritime sector from some EU social legislation are still justified? Should further specific legal instruments on employment conditions in the maritime sector be encouraged?

As a consequence of different working conditions on land and on board ships, special regulations suited for seafarers and ships have been developed to meet their needs. Land-based solutions are often not suitable on board ship. 

Norwegian authorities are positive to cooperation with the social partners in the maritime sector, as was accomplished when making the EU regulations on working time for seafarers.
Furthermore, Norway is advocating early ratification of the ILO Maritime Labour Convention, and has started the national procedure to do so. 

What further EU action is needed to deal with the inadequacies of sub-standard flags and to provide incentives to register under European flags?

The EU should promote increased openness and transparency as regards IMO audits. To ensure that the EU and IMO apply the same regime, the EU should delay the introduction of a mandatory flag state audit scheme until IMO has finalised its work on this. 

Norway supports fighting sub-standard flags using the history of a ships flag of register as one of the criteria for targeting ships for port state control. We therefore support that this criterion is used in the new inspection regime worked out under the Paris MOU in cooperation with the Commission and EMSA as a follow up the Port State Control part of Third Maritime Safety Package. 

Norway also supports continued work on more efficient port state controls targeting sub-standard ships under the new regime. In Norway’s view, incentives for owners and operators to promote quality shipping are the right way forward. Norway therefore agrees with the principle of less control of quality ships in the new inspection regime. 

Norway suggests that the European Community should take part in a review of flag state performance for fishing vessels and reefers as a means of curbing IUU fishing.
Should an optional EU register be made available?

In 1987, Norway introduced the Norwegian International Ship Register, which offers flexible manning options. The NIS register is a national quality register that gives shipping companies a competitive alternative to the flags of convenience registers. EU Member States have adopted similar measures. The question is therefore whether the establishment of an EU register would add any value.

As a general principle  incentives to promote quality shipping should be general, and cover all European shipowners, not just those who might have chosen to register under an EU register. The EU should refrain from any initiative that could be interpreted as introducing any form of flag preference in international shipping.  Measures to attract quality shipping should be based on the State Aid Guidelines. 

To what extent can economic incentives, self-regulation and corporate social responsibility complement government regulation?

The regulatory framework for shipping needs to be international. Support should therefore be given to the development of goal-based standards in IMO. One example of an international standard is the Common Structural Rules for Tankers and Bulk Carriers developed by the classification societies and implemented uniformly by all members of IACS. These rules ensure that more than 95% by tonnage of the world fleet of these ship segments are designed, built and operated to safety standards acceptable to the global community.

 

Economic and other incentives play an important role in improving the environmental performance of shipping and promoting the Clean Ship approach. Such incentives may include differentiated port and fairway dues and differentiated tonnage taxes. Within the framework of the North Sea Conferences, the Netherlands and Norway have indicated that they are prepared to take on the task of identifying and formulating technical criteria for the international environmental indexing of ships, i.e. a system for evaluating environmental performance based on certain agreed parameters, for use in international, regional or national incentive schemes. 

A major Norwegian shipping company is leading a joint effort to set standard indicators for operational and environmental performance (Box 12).

Box 12: Shipping Key Performance Indicators 

A major Norwegian shipping company is leading a joint effort to set standard indicators for operational and environmental performance, accepted by the shipping industry and the public. This is an international approach (managed by MARINTEK) involving more than 20 international leading shipping and shipowning companies. Steps should be taken to involve more European shipping companies, authorities and other stakeholders.

How should the Common Fisheries Policy be further developed to achieve its aim of sustainable fisheries?

Sustainable marine resource management should be based on certain key principles: sustainable harvesting, the ecosystem approach, adequate regulation and an efficient control and enforcement regime.

The main challenge in fisheries cooperation with the European Union is to rebuild major stocks in the North Sea to sustainable levels. Norway and the European Union have both adopted comprehensive regulations and measures to control fishing activities and promote rational exploitation of fish resources at a sustainable level. 

In Norway’s view, revision of the EU discard policy is an essential basis for rebuilding the fish stocks in the North Sea.  We suggest that the EU introduces a ban on discards. This should be accompanied by a comprehensive range of measures intended to enable fishermen to comply with the ban. These could include detailed specifications on gear, rules for bycatches and closure of fishing grounds, and a prohibition on fishing during a specified period of the year and the use of selective gear. Minimum mesh sizes and the use of sorting grids make it possible to avoid catches of recruits and undersized fish and minimise unwanted bycatches.  Norway closes areas when monitoring shows that undersized fish are present in the catches. Some areas are closed on a more permanent basis, for instance in order to protect vulnerable bottom habitats such as coral reefs.
The Norwegian prohibition on discards was introduced to minimise waste and ensure that real catch quantities are recorded and can be reflected in the quantitative limits fixed for each stock. This also provides a better basis for scientific advice on the catch for each stock. Our experience is that this measure has improved management and ensured a sustainable harvest of living marine resources. There is also an ethical dimension to discarding fish, since this can be regarded as an unnecessary waste of food.

To ensure sustainable fisheries it is also necessary to deal with the problem of overcapacity. Decommissioning schemes and other measures intended to reduce the number of fishing vessels are important in this context. 

Norway has implemented a quota transfer system to manage overcapacity in the fishing fleet (Box 13). 

Box 13: Norwegian quota transfer system

The structural quota system  allows the owner of two vessels to merge the quotas and fish both quotas with one of the vessels, on condition that one vessel is scrapped. This ensures that catch capacity is actually reduced and prevents vessels that lose their quotas through the system from being used in other fisheries, either in Norway or abroad. This is a voluntary system, and incentives must therefore be provided for vessel owners to make use of it. It has resulted in a significant reduction in the number of vessels in the Norwegian fishing fleet. The legal framework for the system is currently being revised.

Implementing an ecosystem-based approach also includes identifying and taking action to deal with pressures that are critical to the health of the ecosystem. It is necessary to consider not only how fishing affects individual commercial species and the food web, but also how bycatches of non-commercial species, discards and physical disturbance affect the marine ecosystem, including benthic species, seabirds and marine mammals.

3.
Maximising quality of life in coastal regions
3.1 The increasing attraction of coastal areas as a place to live and work

For the regions one of the most important issues in the maritime policy is the balance between economic growth and utilisation of natural resources on the one hand and protection of the marine environment and cultural heritage on the other. The viability of our coastal regions depends on job creation and the development of regional industries. A successful maritime policy must also recognise the importance of culture, heritage and local identity as essential assets for a sustainable tourism industry and regional development. 

3.2  Adapting to coastal risks

Piracy and armed robbery

It is in the interest of all European countries to take part in a joint effort to combat piracy and armed robbery at sea and thus secure safe conditions for European ships and seafarers in the global shipping trade. We should build on the momentum created by the November 2005 IMO Assembly resolution and the March 2006 statement from the UN Security Council in further efforts on this important issue.  The European countries and institutions should support the initiatives against piracy and provide technical assistance through IMO by participating in regional seminars on subjects such as anti-piracy procedures and capacity building in high-risk areas.  Priority should be given to cooperation and dialogue with relevant third countries in order to create the necessary understanding of the seriousness of the problem and the need to act.

3.3  Developing coastal tourism

How can innovation in services and products related to coastal tourism be effectively supported ?

Norway supports the initiative to develop an Agenda for the Sustainability of European Tourism.  Ecolabelling of accommodation, travel and events is one way in which tourism can develop in a more sustainable direction.

Experience shows that exploiting synergies between passenger ferry companies and land-based tourism is a key means of ensuring future growth in both sectors. Furthermore, this facilitates the diversification of tourism products and opens the way for a range of new market segments that can generate revenues for local communities and SMEs. 

3.4  Managing the land/sea interface

Transferring  transport from road to sea within the framework of transport corridors

There are several ongoing processes within the EU that deal with maritime transport. Both the initiative on freight intermodality and the focus on the development of Motorways of the Sea are important in promoting transport by sea. It is of the utmost importance that policymaking and transport measures are compatible with an integrated approach to maritime policy. The establishment of viable, safe and secure transport corridors, with sea transport at their core, is an important instrument in this connection. 

It is essential to establish viable projects that can be used to realise the idea of Motorways of the Sea. However, Norway questions the usefulness of pre-selecting the ports that can participate in Motorways of the Sea projects and limiting their number.  One of the basic principles of the concept is to avoid distortion of competition, and it should therefore be up to the market to identify the most suitable ports for inclusion in Motorways of the Sea. 

Norway realises that international cooperation is essential to the success of this initiative, and is therefore participating in the Motorways of the Sea task forces for the North Sea and the Baltic Sea. Norway welcomes the Commission’s support for an extension of the North Sea Motorways of the Sea corridor all the way up to the Barents region, as proposed by the High-Level Group report on the extension of the major trans-European transport axes to neighbouring countries and regions.  

In addition, Norway is working on the establishment of transport corridors within the framework of OSCE and through bilateral cooperation with China, Russia, Iceland and the US. 

Box 14: Possibilities for transport corridors in the High North

European transport corridors are becoming saturated, but the High North offers alternative routes that are less congested. The expected increase in cargo and the need for efficient transport and logistics mean that it is of crucial importance to develop sea routes between Europe and Northwestern Russia.The North East West Freight Corridor (N.E.W.) corridor is an intermodal chain that is foreseen to carry cargo from central China by rail through the rail/ sea terminal in Narvik and by sea to the east coast of North America. The realisation of this transport corridor would promote trade between East and West and facilitate global trade by using less congested infrastructure. In addition, Narvik, which is seen as the hub for the N.E.W. corridor, could also develop into a significant hub on a north-south axis connecting continental Europe with this East-West link.The INTERREG project Northern Maritime Corridor (NMC), is focusing on the development of the sea route from continental Europe to the Barents Sea.  It involves a wide range of partners from Norway, Russia and six other countries around the North Sea (www.northernmaritimecorridor.no), and Rogaland County Council in Norway is the lead partner. The aim of the project is to improve transport services between the European continent, the UK and Northwestern Russia.  Efficient logistic services and intermodal solutions require closer cooperation between ports. The Norwegian Government will continue its efforts to create arenas for port cooperation. 

How can ICZM be successfully implemented?

Many sectors and activities in addition to fisheries and fish farming have interests in or need access to the coastal zone. These include everything from nature conservation, recreation and tourism to housing, harbours and waterways, kelp harvesting, collection of shellsand, waste disposal, oil and gas pipelines, subsea cables, military activities, dredging and dumping. There are large regional differences in the impacts of these different sectors. It is therefore a challenging task to find ways of promoting co-existence between all the different users and stakeholders in the coastal zone, and to find a balance between competing interests.

In Norway’s view, the key to successful ICZM systems is strong involvement and empowerment of regional and local authorities combined with active participation of all stakeholders in the planning process. By empowering the regions we will promote effective strategic planning and implementation of the maritime policies. Another important element in successful implementation of  ICZM is integrated and coherent regulation of spatial planning, supplemented with necessary sector-specific regulation (Box 15). 

Of the 283 municipalities along the Norwegian coast, 212 have either developed or are in the process of developing coastal management plans. County plans have also been established for most regions that include coastal areas.
Box 15: Interreg programme on coastal zone management 

The Intereg IIIC programme AquaReg is looking at ways of developing current coastal management initiatives into a more integrated process through the exchange of experience and best practice between the EU project partners (Spain and Ireland) and Norway. It is also developing management tools for use in coastal planning through the application of seabed mapping, the integration of datasets from various activities and the presentation of spatial data on resource use by means of GIS. It has reviewed current management approaches throughout Europe, the US and Atlantic Canada.  There are plans to collate and publish best practice as guidelines for use by aquaculture and fisheries industry. These guidelines will cover administrative structures, licensing, monitoring, etc., and highlight how management initiatives within these sectors should fit in with the wider integrated approaches, consistent with ICZM.
How can the EU best ensure the continued sustainable development of ports?

There is a need for an adequate and coherent policy framework for ports, including transparent competition within and between ports, clear rules for public contributions to investments, and sustainable development of port capacity.
European port policy should focus on: 

· ports as efficient logistic terminals in the overall transport network 

· opening up new transport corridors that use less congested ports and routes stimulating smoother transfer between modes of transport. 

· differences in size, location and function between existing ports in Europe 

· good hinterland connections and the integration of maritime transport with land-based infrastructure 

· distortion of competition caused by stricter security rules for maritime transport than for other modes of transport. 

In order to ensure that maritime transport is fully integrated into the logistic chain and thus becomes more competitive, message and information standards and systems should be harmonised. This will make ship-to-shore contact more efficient and facilitate seamless integration of maritime transport into the logistic chain. Norway is currently working on extending the scope of SafeSeaNet. The aim is to drastically reduce the number of messages ships are obliged to send to government agencies by ensuring that the need give information only once (a “single window” solution). 

Box 16: ShortseaXML, a Marco Polo Common Learning Project, 2006-2008
The goal of this project is to develop, implement, promote and provide training for ShortseaXML, which will become the open message standard for exchanging data between all parties in a door-to-door short sea logistics chain ( www.shortseaxml.org). The project will demonstrate practical use of Shortsea XML and promote its use among shippers and transport providers throughout Europe. The Norwegian company NorStella was recently commissioned by the EU, together with several European organisations, to enhance transportXML to cover ShortSea transport, and therefore intermodal transport. 
4.
Providing the tools to manage our relations with the oceans

4.1.
Data at the service of multiple activities

On what lines should a European Atlas of the Seas be developed?

Norway’s MAREANO programme is a cross-sectoral programme involving detailed and systematic mapping of the physical, biological and chemical conditions on the seabed and systematising the information in a database for Norwegian coastal and marine areas. The MAREANO programme could provide input to the European Atlas of the Seas.
The MAREANO programme will help to improve management of coastal and marine regions through the publication of information of vital importance to decision-makers and users in the public sector, fisheries, aquaculture, the offshore industry, and other sectors. For example, large cold-water coral reefs have been discovered through the programme, and as a result conservation areas have been established to protect them. 
How can a European Marine Observation and Data Network be set up, maintained and financed on a sustainable basis?

A European Marine Observation and Data Network should be established by building on already existing organisations and cooperation and establishing an EU-funded central office with the necessary expertise. This office should coordinate national and pan-European systems for the collection of marine monitoring data. 

European cooperation on marine observation and data storage is an important element of the work of  ICES. The data collected and stored are mainly from national fisheries and oceanographic institutes. Strengthening monitoring activities at national level and encouraging further reporting to the ICES database will ensure continuation of existing long time series.

Should a comprehensive network of existing and future vessel tracking systems be developed for the coastal waters of the EU? What data sources should it use, how would these be integrated, and to whom would it deliver services?

Norway welcomes the European Commission’s initiative to establish a single system to support collection and exchange of information in the European Community VTMIS. This is an important means of enhancing maritime safety in EU/EEA waters. In Norway’s view, the maritime information and exchange system SafeSeaNet (SSN) is the most suitable tool for this. 
Norway considers it advisable to require Member States to establish local electronic ship reporting systems that can be connected with SafeSeaNet as proposed by the European Commission in the amending Directive to Directive 2002/59/EC Establishing a Community vessel traffic monitoring and information system. SafeSeaNet will simplify vessels’ notification obligations and will make it easier to exchange maritime information between Member States. However, to make use of the full potential of the system, harmonised implementation of SafeSeaNet by Member States throughout Europe is required. If some Member States use other systems, the system will be weakened. 

Confidentiality issues have arisen as a result of the exchange of maritime information between Member States. Norway notes that the EU is taking steps to deal with  these concerns. However, we would like to emphasise that confidentiality can be secured through national regulation authorising access to the information, without the need to restrict how Member States use information in different contexts, for example to enhance security, protect the environment or improve the efficiency of maritime transport.  

Norway is participating in a regional monitoring network and fully supports the proposal from EMSA to develop existing regional systems for exchanging AIS information. 
Norway has established AIS base stations at 35 sites along the coast as part of the AIS system for identifying and receiving information on ships. This information is available through SafeSeaNet. Furthermore Norway supports the Commission’s initiative to integrate information from long-range vessel identification and tracking (LRIT) systems with SafeSeaNet. 

4.2  Spatial planning for a growing maritime economy

What are the principles and mechanisms that should underpin maritime spatial planning systems?

Coastal and marine spatial planning should follow an integrated ecosystem-based approach where the biological diversity, structure, functioning and productivity of the ecosystems is maintained. One element of this should be to establish an ecologically coherent network of marine and coastal protected areas covering a representative selection of all marine and coastal habitats. These should be effectively managed according to goals set specifically for each of the areas.

Norway’s integrated management plan for the Barents Sea–Lofoten area is an example of comprehensive spatial planning at sea (see 2.2 and Annex I). 
Planning for transboundary sea areas requires international cooperation. The transnational Interreg programmes for the period 2007-13  will be useful instruments for this type of cooperation.
4.3  Making the most of financial support for the coastal regions
How can EU financial instruments best contribute to the achievement of maritime policy goals?

In the regulations for the structural fund period 2007–2013, maritime issues are listed as one of the priorities within the transnational programmes of the European territorial cooperation. In the transnational programmes for the Baltic Sea, North Sea and Northern Periphery, maritime issues are specifically mentioned as an area that will be supported. Within the transnational programmes for the  Baltic Sea, North Sea and Northern Periphery, there have been a number of projects addressing maritime issues such as the Northern Maritime Corridor (see box 14).  

We believe that the Interreg IV B programmes can play a role in achieving the maritime policy goals by supporting future projects addressing maritime issues in general and by utilising the results of the Interreg III B projects addressing maritime issues. It is also important to involve relevant regional and national authorities and organisations like the Conference of Peripheral Maritime Regions of Europe (CPMR) in project development.      

Is there a need for better data on coastal regions and on maritime activities?

The European Spatial Planning Observation Network (ESPON) was set up to carry out research and studies on territorial development and spatial planning in support of policy development. The main aim is to increase the general body of knowledge about territorial structures, trends and policy impacts in the enlarged EU. ESPON covers the EU-27 and also Switzerland and Norway. The project “Territorial impacts of European fisheries policy” documented a lack of regionalised data on a number of maritime issues. Examples are total employment in fisheries, income and fleet structure. Norway therefore recommends closer consideration of the issue of regionalised data (NUTS 3 level) related to maritime issues.
5.
Maritime governance

5.1  Policy making within the EU

How can an integrated approach to maritime affairs be implemented in the EU? What principles should underlie it?

The underlying principle should be promotion of competitiveness, economic growth, environmental sustainability and employment. When new regulation is introduced it must be considered whether it pursues the right goals, what the consequences will be for all sectors and what costs are involved. The following  policy principles should apply:
1) action at EU level should be undertaken only where this contributes value-added (subsidiarity principle).
2) global activities such as shipping are in general best regulated through international rules. 
Many important sectoral policies dealt with in the Green Paper are subject to national legislation.  However, most of them involve regions and local communities.  From a democratic perspective, it is important that regions and local communities, especially people living in coastal areas and on islands, are invited to take an active part in consultations and policy-shaping processes.  The regions should also have a role in the decision-making process.  

5.2  The offshore activities of governments

Should an EU coastguard service be set up? What might be its aim and functions?

Norway would welcome greater cooperation between coastguard services, for example in combating IUU fishing and enforcing environmental rules. This could be organised in a number of ways, but pooling of resources to achieve optimal monitoring and control should be encouraged.
For what other activities should a “Common European Maritime Space” be developed?

The common rules that apply in Europe for safety, security and environmental protection are not only regional rules; they are based on international rules.  Shipping is global in nature and should have international rules.  

The maritime industries in Europe are major exporters of goods and services.  They depend on liberal, predictable and non-disriminatory access to foreign and international markets.  Any policy signal of a future “Fortress Europe” in maritime transport would put the free-trade credentials at risk. Such action could also provide a precedent for similar measures in other regions of the world.  The risk of regional protectionism is real, and has increased after the breakdown of the WTO Doha development round.  Protectionism would seriously harm the interests of European maritime exporters in general, and in particular the European shipping industry, which is heavily engaged in transport between ports outside Europe.  It would therefore not serve the overall interests of the European maritime industries to promote international short sea shipping by means of restrictions on market access. We would therefore advise against the introduction of any restrictions on market access for international Short Sea Shipping  within a “Common European Maritime Space”.  

We welcome policy initiatives that would further promote short sea shipping with a focus on intermodality. The exercise of identifying bottlenecks in door-to-door shipping should continue, and we would like to contribute to similar attempts to identify specific bottlenecks in freight logistics.   

5.3  International rules for global activities

The UN Convention on the law of the Sea (UNCLOS) is regarded as the ”constitution of the oceans”, and sets out a coherent legal framework for all activities in the oceans and seas. This universal instrument represents a delicate balance between the varying interests of different states and the parties must cooperate to maintain its integrity and secure its full implementation in order to meet the current challenges related to the oceans and seas. 

The Green Paper also raises the question of how to encourage flag states to comply with their duties, and refers to the discussion of a "genuine link" between the flag state and the vessel.  Norway supports initiatives to improve compliance by flag states.  In particular, we support the application of  IMO Assembly resolution (A.974 (24)) to the Voluntary IMO Member State Audit Scheme of November 2005.  The implementation of the scheme is underway and audits have commenced.  At the 97th session of the Council in November 2006, Member States were encouraged to continue to nominate auditors and to volunteer for audits.  As of 10 November 2006, 67 auditors had been nominated and 24 Member States, including Norway, had volunteered. Support and contributions by the EU Commission and the Member States in this process are important, in order to enhance the level of compliance by flag states with international rules and regulations for the global shipping industry.  However, we see no merit or solution in reviving the 1986 UN Convention on Conditions for Registration of Ships in order to discipline flag states. 
What action should the EU undertake to strengthen international efforts to eliminate IUU fisheries?

There has been close cooperation between the EU and Norway on measures against IUU fishing in recent years. In our view, the following measures should be given high priority in the next years:

· comprehensive implementation of the port state control regime in NEAFC 

· steps to strengthen all regional fisheries management organisations, for example through better port state control regimes and enhanced institutional capacities 

· a review of flag state performance in the fisheries sector, especially of all parties to the UNFSA agreement 

· evaluation and implementation of a system for tracking fish and fish products in order to deny imports and exports of illegally caught fish 

· ever closer cooperation and exchange of data between fisheries control authorities

· negotiation within FAO of a global and legally binding instrument on port state control

· establishment of control agreements between Norway and all coastal EU Member States

5.4  Taking account of geographical realities

The High North is a strategic priority for Norway. This is one of the regions of Europe that is undergoing the most rapid and dramatic changes. A common feature of most of the key problems we are facing in the Barents Sea and the waters around Svalbard today, such as climate change, pollution and IUU fishing is their transboundary nature. They must therefore be dealt with through international cooperation between Norway, the EU, Russia and others who share an interest in protecting the environment and marine resources in both national and international waters in the High North.
Russia

Activities in Russia can have important direct and indirect impacts on economic activities and the quality of the marine environment in the North-east Atlantic. A close and constructive relationship with Russia is therefore of the utmost importance. Norway attaches great importance to the Northern Dimension in this connection, and as one of four partners, we see the Northern Dimension as a common platform for discussing the challenges and opportunities in Northern Europe, including Northwestern Russia.

Over the years, Norway has established close cooperation with Russia on a range of issues relating to marine resource management, economic activities and civil society participation. These include bilateral fisheries management, environmental cooperation, oil spill response systems and monitoring of ship traffic. Scientific cooperation on marine research goes back 100 years.

As regards living marine resources, Norway is increasingly basing its cooperation with Russia on the principle of ecosystem-based management, as implemented in the management plan for the Barents Sea–Lofoten area. The Joint Norwegian-Russian Fisheries Commission was established in 1976, and in addition to setting quotas for shared stocks, it is responsible for facilitating scientific cooperation and cooperation on control and inspection activities. More recently, a Norwegian-Russian working group on the marine environment has been established.

Petroleum activities in the High North

The High North is likely to become the next major European petroleum province. The resources of the Barents Sea are strategically placed in relation to the growing demand for gas (as LNG and through pipelines) in Europe. So far only one field, the Snøhvit field in the Norwegian part of the Barents Sea, is being developed. Exports of LNG will start in 2007.  The  integrated management plan for the Barents Sea–Lofoten area provides a framework for ensuring that the petroleum industry operates in accordance with the most stringent environmental standards. In the years ahead, Norway will contribute significantly to petroleum-related research and development to meet the particular environmental and technological challenges the industry is facing in the Arctic.  It is essential to ensure sustainable development of petroleum activities and co-existence with other activities such as fisheries and maritime transport. Norwegian partners will cooperate with Russian industry to ensure safe and environmentally sound transport of oil and gas from the High North.

Safety measures in North Norway

The establishment of efficient transport corridors requires appropriate safety and security measures. There are two main elements in Norway’s approach to the  increase in oil-related traffic in the North. Firstly, Norway is developing an integrated solution including VTS, AIS, routeing systems and the establishment of sufficient tugboat capacity. Secondly, close cooperation with neighbouring countries and other countries sharing the same interests is being developed. 

Given the projected increase in the transport of petroleum and petroleum products in northern waters, the Norwegian authorities have concluded that an integrated solution must be developed to ensure that this transport takes place in the safest possible way (see Box 4). 

In order to enhance maritime safety, it is essential to develop uniform systems for maritime safety information and vessel traffic monitoring within Europe. In Norway’s view, it is important to develop systems that can be expanded to include waters adjacent to the EU/EEA area. Cooperation with non-EU/EEA states whose sea areas border on Community waters is of mutual benefit. 

To enhance the maritime safety level in the High North, Norway has signed a Memorandum of Understanding (MoU) with Russia on cooperation to enhance maritime safety in the Barents Sea. This includes the establishment of a joint vessel traffic management and information system (Barents VTMIS, Box 17).  Norway is closely following the development of long-range identification and tracking systems (LRIT). Particularly in northern waters, this will be an important means of improving monitoring and control of shipping far from the coast.

Box 17: Barents VTMIS 

Barents VTMIS is a Norwegian-Russian vessel traffic management and information system for the Barents Sea. Barents VTMIS will include a mandatory maritime safety information system and the exchange of AIS data between the vessel traffic control centres in Vardø and Murmansk. Barents VTMIS will be based partly on the SafeSeaNet technology, and could serve as an extension to SafeSeaNet. Norway considers it important to establish a system that can provide a basis for further cooperation with the EU. 
Sea route from the Barents Sea to Europe 

Norway would like to emphasise the importance of the sea route between the North Sea/Baltic Sea and the Barents region. This will become an increasingly important transport axis given the expected expansion of economic activity in the years to come. This sea route has also been proposed as a appointed Motorway of the Sea within the TEN-T system. 

The Barents region is extremely rich in many natural resources such as petroleum, minerals, forests and fish. These form the basis of important industries that need efficient transport routes within Europe and to other markets. The importance of the sea route from the Barents Sea to Europe is bound to increase with oil and gas developments in the High North (see Box 14 on the N.E.W. Corridor ) 

Research and monitoring

Norway’s ambition is to play a leading role in research and development of relevance to the High North. Norway’s High North strategy, presented in December 2006, emphasises the importance of strengthening knowledge development and research in several areas relevant to maritime policy. These include climate change, aquaculture, marine bioprospecting, pollution and other environmental issues, polar issues, technology for the oil and gas and shipping industries and marine equipment. Another priority is to strengthen the knowledge base needed to follow up the management plan for the Barents Sea–Lofoten area (see box 2). Norway will be seeking international cooperation in these processes. As part of the High North strategy, the Barents 2020 initiative was launched to strengthen international cooperation on research, development and education. Barents 2020 is a platform for cooperation between relevant Norwegian and foreign scientific institutions, companies and industries interested in the High North.
Multilateral cooperation

The Arctic Council is an important multinational forum, and several of the issues it is dealing with are relevant to the EU maritime policy. Norway holds the chairmanship of the Arctic Council from 2006 to 2008, followed by Denmark and Sweden in the period up to 2012. Key topics for the Scandinavian chairmanships will include understanding and adapting to climate change and establishing a framework for sustainable, ecosystem-based exploitation of natural resources. The cooperation in the Arctic Council may provide opportunities for the EU to work more on Arctic marine issues in the years to come. 

Under the auspices of the Arctic Council, Norway is in charge of the development of the project “Integrated Oceans Management in the Arctic”. This project will assess current management practices and make recommendations for the implementation of integrated, ecosystem-based management in the Arctic. 

The Arctic Climate Impact Assessment (ACIA) carried out by the Arctic Council has provided extensive documentation of the changes that are already taking place in the Arctic.  Dealing with the challenges posed by climate change will require coordinated efforts by many actors, including the EU. Increased knowledge will be important both in improving the international regulatory regimes designed to mitigate emissions and to enable us to prepare for and adapt to the changes that will take place. Norway will expand its efforts for monitoring the levels and impacts of climate change. 

As mentioned above, understanding and adapting to climate change is a key topic for the Norwegian chairmanship of the Arctic Council. Norway will give high priority to reinforcing international cooperation and following up the ACIA report. The Norwegian NorACIA project is due to report in 2009, and this will be the first national assessment of the impacts of climate change in the Arctic. It may therefore be of interest to the EU as an example of how climate change impact assessments can be carried out on a regional or national scale. 
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� Production of farmed salmon and trout has risen increased  from 100 tonnes in 1970 to nearly 600 000 tonnes in 2006.  Seafood exports had a total value of  EUR 4.3 billion in 2006, and the value of  farmed seafood was EUR 2.26 billion. New cultivated cold-water species like cod and halibut are now well on the way to entering international markets.  





� See also the conclusions of the 2695th Council Meeting: Transport, Telecommunications and Energy, Brussels, 1/5 December 2005


�including the IMO Anti Fouling Systems Convention and Ballast Water Management Convention, MARPOL Annex VI (prevention of atmospheric pollution), the Limitation of Liability for Maritime Claims Convention, the Liability and Compensation for Damage in Connection with the Carriage of Hazardous and Noxious Substances by Sea Convention and the ILO ConMarCon) 
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