


With the official approval by the European Commis-
sion of the new, fully revised and upgraded Cyprus
Shipping Taxation System, Cyprus has for the last
couple of years been able to cover in their most mod-
ern form, the main Shipping activities that are offered
today in International Shipping, namely Shipowning,
Shipmanagement, and Chartering. This approval is
now the driving force to maintaining Cyprus s lead-
ing role in the world shipping scene and to further
develop and upgrade Cyprus Shipping infrastructure.
We therefore believe that the new shipping taxation
framework represents a great expansion tool that
must be fully exploited, always within the spirit of the
«EU State Aid Guidelines for Maritime Transport”.
In this respect, the Cyprus Shipping Chamber and
the Cyprus Union of Shipowners forming JCSA, in
close cooperation with the Cyprus Government have
embarked on a concerted and targeted market-
ing campaign by primarily visiting known European
shipping centres, in order to promote and explain the
provisions of the new Shipping Taxation System and
attract more quality ships and shipping companies
to Cyprus.

Furthermore, as far as Piracy is concerned, the
Cyprus Government in close cooperation with the
Cyprus Shipping Chamber and the Cyprus Union of
Shipowners, worked extensively on the preparation
of a pioneering and detailed legislative framework
for lawfully using armed escorts by specially trained
and certified guards onboard Cyprus flag ships,
which since April 2011 received the necessary
approval by the Cyprus Parliament and it is fully en-
forced. It must be stressed that Cyprus is one of the
first countries in the European Union, and possibly
internationally, which regulates in such detail this
burning issue for International Shipping.

Cyprus has also ratified the Maritime Labour Con-
vention (MLC) 2006. The relevant Ratification Bill
was approved by Cyprus Parliament and Cyprus now
fulfils the Flag State commitments under the Con-
vention with respect to ships and seafarers under its
jurisdiction. The Ratification has been deposited at
the International Labour Organisation (ILO) and that

will make Cyprus the 29th country to have ratified
the Convention internationally.

Cyprus is now on the verge of yet another major
breakthrough! The recent discovery of Natural Gas
in its Exclusive Economic Zone creates even greater
prospects for Cyprus Shipping and of course, the
country as a whole. This important development of-
fers Cyprus and by extension, Europe, an opportunity
to gain even greater political influence on a regional
and global level, in matters concerning Energy and
Shipping, and JCSA is assisting the Cyprus Govern-
ment towards that direction.

All the above, and taking into account the prospects
of a successful EU Presidency by Cyprus during the
second half of 2012, create a very promising future
and further development of the Cyprus Shipping
Industry and the Cyprus Flag, corresponding to a
significant financial contribution to the Cyprus econ-
omy as well as EU Shipping at large.

Demanding, challenging and only a few bright spots.
These words briefly summarise the conditions for
Danish shipping in 2011. Nonetheless, Danish ship-
ping companies have very much remained active. As
a result, the foreign currency earnings are slightly
above 2010, amounting to approximately €24 billion.

This amount corresponds to more than 15 % of the
nation’s total export revenues. Today, Danish ship-
ping companies are consolidating their stronghold
through a number of initiatives to encourage compe-
tition. This reflects the industry’s vision to be a global
leader as well as its expectations to strengthen its
market position and thus boost the Danish economy
even more when the market picks up again. The past
year has also seen continued contribution by ship-
ping to the development of a strong Danish maritime
cluster. The Blue Denmark plays an important role in
Danish economy with total export figures constitut-
ing 25 % of the nation’s export revenues. The Danish
government and the Parliament have long support-



ed this development. It is gratifying that the current
government is continuing to focus on the maritime
industry by establishing a team for growth tasked
with preparing specific proposals for how to retain
and increase growth and development in Blue Den-
mark.

Danish shipowners have major ambitions as re-
gards climate and the environment and have already
achieved considerable energy efficiency improve-
ments. However, achieving our ambitions in these
areas, entails a tremendous financial burden, which
can only be implemented over several years. Indeed,
Danish shipping companies are investing billions
in developing and implementing energy-efficiency
measures and environmental protection measures.

It makes good sense to develop methods for fuel
conservation in a day and age where fuel prices have
reached an unprecedented high, while rates are low
and subject to fluctuation. In this context, the Danish
Shipowners” Association recommends that legisla-
tors ensure that regulation and new requirements
for environment protection have been documented
to have the intended impact. Moreover, an inter-
national solution should be privileged as regards
shipping and climate change. IMO should, thus,
continue working on proposals for market-based
technical and operational measures for the reduc-
tion of COp emissions from the existing international
merchant fleet.

With regard to the fight against piracy, Denmark as
one of the world’s leading shipping nations should
continue to support Danish interests, nationally
and internationally. Moreover, the EU’s coordinated
approach to this multifaceted problem is truly wel-
comed and the Danish Shipowners™ Association is
fully supportive of the important work carried out by
EU Naval Forces in the Gulf of Aden, while work at
the same time should continue to address the roots
of the problem ashore.

Competitiveness is also a question of qualifications.
The many new requirements from authorities and

consumers as well as increased market competi-
tion, emphasise the need for continuous innovation
by shipping companies. Recruitment of talented
young people and on going adjustment of the vari-
ous maritime training programmes are necessary
and a focus area in the industry. Therefore, the Dan-
ish Shipowners’ Association, in close collaboration
with a number of our members, recently launched a
new commercial training programme for shipping to
attract shipping employees who have completed ed-
ucation at upper secondary levels as well as higher
theoretical levels. It will be internationally minded,
in English and feature both practical and theoretical
training.

Finally, the past year was also marked by the passing
of Mr. Maersk Mc-Kinney Mgller. He was the greatest
personality in Danish industry and the most promi-
nent Danish businessman abroad. For many years he
was the doyen of the Danish shipping industry, who,
aside from making his company the world’s largest
shipowner, has helped more than any other to make
Danish shipping synonymous with quality and fore-
sight. With Mr. Maersk Mc-Kinney Mgller's passing,
a beacon of Danish shipping has been extinguished.
His vision and incredible energy, commitment and
determination helped make Denmark greater, and
his legacy will live on in Danish shipping.

The Estonian fleet has remained almost unchanged
during the last year.

The passanger shipping is continuously developing
in Estonia.

Tallink Grupp Ltd operates on the various routes
between Sweden-Estonia, Finland-Estonia, Swe-
den-Latvia and Finland-Sweden. Last year Tallink
serviced a record number of more than 9.1 million
passengers.

Tallink " s fleet consists of 19 vessels, which are oper-
ating under the brands of Tallink and Silja Line. The



fleet of the company has constantly been upgraded
and improved reflecting the growing demand of the
market and the overall development of the shipping
industry in the region.

Tallink is one of the leading ferry companies in
Europe not only by the size of the fleet, but also
by the number of recent new-buildings. One of the
most important ideas by the renewal of the fleet is
protecting the sea environment by using modern
technology and equipment. Currently the focus is
also on further improving the service and effective-
ness of investments.

Estonian Shipping Company Ltd. (ESCOJ, belonging
to Tschudi Shipping Group who is the biggest con-
tainer liner operator in Estonia and the main logistic
service provider with liner representatives in all the
major Baltic Sea and European ports. ESCO ves-
sels are also engaged in tramp and liner market,
predominantly in the Mediterranean Sea and in the
West-African region.

In 2012 Saaremaa Shipping Company Ltd (SSC) cel-
ebrates its 20th anniversary. Since 1992 there have
been together 24 ships in the fleet of SSC. At the
moment SSC has eight ferries: MS Muhumaa, MS
Saaremaa, MS Hiiumaa, MS Harilaid, MS Korgelaid,
MS Regula, MS Ofelia and MS St.0Ola and also one
passenger-cargo ship named Aegna.

Ferries are operating between Estonian mainland
and islands Saaremaa and Hiiumaa, and between
islands Saaremaa and Hiiumaa. In May 2012 SSC
is going to operate shipping lines between island
Ruhnu - island Saaremaa and island Ruhnu - the
mainland of Estonia with the new state ordered cata-
maran type ferry Runad.

Since 2008 there have been many changes at
Vainamere Sea ferry traffic. It is a unique and
historic opportunity, where such great advances
have occurred simultaneously - new ships, recon-
structed ports and an automatic system for ticket
checks and loading. The result is smooth and com-

mendable ferry services in the interests of the
entire region.

Upgrading the fleet and selling are always on the
agenda, as they are part and parcel of the continuous
evolution of the company and its services.

-

The sea transport volumes of Finland continued in
2011 to rebound from the recession, but the trad-
ing prospects are once again gloomy for 2012. There
is still an oversupply of tonnage, which is keeping
freight market completely dead and in the same time
the bunker prices in 2011 was even on a higher level
than in 2010.

As mentioned in earlier reports, a proposal for a
revised law on Tonnage Tax was approved by the
Finnish Parliament in December 2009 aiming to align
the shipping community with the EU model. 12th Oc-
tober 2010 the Finnish authorities officially notified
the envisaged amendments to the Tonnage Taxation
scheme. The Commission concluded 20th Decem-
ber 2011 that the Finnish Tonnage Tax scheme as
amended in line with the EU Maritime guidelines.
The regime which is similar to the “benchmark” re-
gime adopted in the UK entered finally into force 1st
March 2012 and can be applied retroactively for the
tax year 2011.

As the Tonnage Tax regime entered into force not
until 2012, the effects of the EU-state aid guidelines
have been inadequate. That's the reason why, the
number of vessels registered under Finnish flag has
been more or less the same during the last decade.
However, we saw this year an increase by 10 % of
the Finnish flagged fleet in terms of GT. At the end
of 2011, the fleet amounted to 1.60 million GT. It re-
mains to be seen what will happen in 2012, when
Finland for the first time will have the EU guidelines
fully implemented. The Finnish controlled fleet un-
der foreign flags has also remained more or less
stable over the last five years with a slight increase
in 2011 in terms of GT and DWT.



The Tonnage Tax is also improving the employment
prospects for Finnish seafarers. The national flagged
fleet was in the end of 2008 almost totally manned
by Finnish seafarers. The recently introduced mixed
crew option is now changing the situation. However
atend of 2011 the share of the non-EU seafarers was
still only 5.6 %. The total number of seamen on Finn-
ish merchant vessels is now 6.291, a number that is
constantly decreasing. On an average, there are ap-
proximately 120 students each month from the sea
academies having their onboard training.

Despite the efforts of the ECSA and the Finnish
government to postpone the implementation of the
sulphur directive until 2020, it has become obvious
that without support from other member states we
can’t stop the ongoing development that will end up
in an immerse non compliance situation 1.1.2015,
where up to 80-90 % of the vessels trading in the
ECA have to switch over to use marine gas oil. It
should be wise now to focus on a rescue operation
with “temporary exemptions” for limited periods of
time. This could be seen as a plan B replacing the
earlier general exemption position.

The ratification process of the Ballast Water Con-
vention already going on for its eight year, has get
stuck. FSA share the fear of a ballast chaos for
ships trading both in the Baltic and the North Sea
and also ships coming from outside. We have a gen-
uine concern identified among our members about
the availability and expense of ballast water treat-
ment systems and the robustness of the approval
process.

On 3 April 2012, Raymond Vidil, CEO of Marfret,
became chairman of Armateurs de France. In his in-
augural speech, he stressed that shipping has always
been and remains at the forefront of globalization,
and is a key element of the global competitiveness
of France. He pledged that the French Shipowners
will stand by the newly elected government’s effort to
enhance the position of France on the global scene

and to promote our industry, including maritime em-
ployment.

As of January 2012, the French-flagged fleetamount-
ed to 581 vessels, ie 8,279,468 DWT. The average age
is approximately 7 years. French owners employ ap-
proximately 16,000 seafarers and 6,000 shore-based
personnel.

The collective Agreement on land-based personnel,
signed in 2010, entered into force on 1st December
2011. After two years of active and fruitful negotia-
tions on a new collective agreement for ratings and
officers, a finalized version of a new agreement will
be open for signature in September. It is neverthe-
less expected that social affairs will remain high on
the agenda.

The establishment of a constructive dialogue on sea-
farers’s visas with all relevant authorities has been
a very welcome development, for the shipowners
but also and mainly for the seafarers. New proce-
dures, both in the consulates and at borders, were
established and the result is encouraging. This co-
operation will therefore be continued.

Piracy is still a major issue. While the French Navy
remains committed to providing VDPs to ships flying
the French flag, and Armateurs de France remains
equally attached to the primacy of sovereign rights,
pragmatic solutions must sometimes be found out-
side the Navy, in order to ensure the safety of the
crews and ships. Work with the government is on-
going so that a legal framework is established for
private security companies.

On the environmental front, a lot of time was spent
to make sure that the voice of shipowners would be
heard in the many fora dealing with the protection of
the marine and coastal ecosystems. The involvement
of our members, at local level, has been crucial, es-
pecially in the enforcement of the Marine Strategy
Framework Directive (MSFD). At a more global level,
Armateurs de France was very much involved in the
review of the sulphur EU directive and has welcomed



the key role played by the French government in bro-
kering an agreement that recognizes the need to
review the directive, should a solution be found at
IMO in order to avoid modal back shift in the SECAs.

2012 saw the end of three years of discussions be-
tween shipowners, insurers and brokers on a new
Marine Hull and Machinery Insurance Package.

At last, the discussions between Armateurs de
France and the Customs and maritime administra-
tions in order to modernize and facilitate registration
procedures are still on-going. The main objective
pursued by the shipowners is that the administra-
tive procedures are well-suited to their operational
constraints. This work should increase the attrac-
tiveness of the French flag.

As of January 2012, the German fleet comprised
3,784 ships with 88.7 million GT. The tonnage grew
by about six percent in 2011 and now accounts for
roughly a tenth of the global merchant fleet. Invest-
ments in the order of 8 billion Euros were made. The
German fleet ranks third in the world and continues
to lead the global container ship market. It is at the
core of a maritime cluster that generates 400,000
jobs and an annual turnover of 85 billion Euros.
Shipping alone generates about 90,000 jobs and an-
nual revenues of 25 billion Euros.

The year 2011 presented enormous challenges to
German owners. Rising fuel prices, the lack of ex-
ternal finance and an unnecessary rate war for
market share in liner shipping left virtually no seg-
ment unscathed. Fukushima, the changes in the
Arab world and the over-indebtedness of several EU
states further tested shipping. Domestically, the fed-
eral government called into question the successful
Maritime Alliance for Training and Employment by
reducing state aid by a third. 2011 can only be consid-
ered a difficult year for German shipping. However,
German shipowners reaffirmed their commitment to
the Maritime Alliance.

In a historical decision, German owners decided to
invest a further 30 million Euros annually to sup-
port training and further education on board. The
decision is premised on the government’s commit-
ment to continue its funding, at that reduced level.
The money will be collected from owners through a
fund mechanism still under discussion with the gov-
ernment. For owners, the training assistance is an
essential element in their efforts to continue operat-
ing ships under European flags.

Ship finance has become very difficult. External fi-
nance is scarce and only a few shipping companies
can afford to place new orders. Banks are reducing
their shipping portfolios and put pressure on own-
ers to dispose of ships. Tight finance also restricts
investments in new markets such as service vessels
for offshore wind farms or in “green shipping”, i.e.,
retrofits to adapt to new regulations as well as new,
particularly environment-friendly and efficient ships.
The industry and German governments (national and
regional] are discussing ways to overcome these
bottlenecks.

Regarding sulphur emissions from ships, VDR
continued its intensive dialogue with the federal gov-
ernment. For German owners, transition measures
are indispensable as the ECA requirements com-
ing into force in 2015 will be difficult to meet, both
technically and economically. In a series of meet-
ings with the federal government, consensus was
reached that scrubbers will play a crucial role in
meeting emissions targets. The government agreed
to fund several pilot projects to test the technology.
Disagreements remain about how to address antici-
pated modal shifts.

On piracy, the federal government finally took the
decision in principle to clarify the legal position of
private armed guards. In discussions with both the
security and shipping industries, it has developed
a draft law for the approval of private armed guard
companies on board of vessels under German
flag. The law is expected to come into force fully
in August 2013, thus allowing a sufficient number



of domestic and international companies to gain
approval.

In the complex and adverse economic environment
of last year, Greek shipping persevered, maintain-
ing its leading position in the international league. In
particular, in 2011, the economic data of the Greek
flag fleet were to a large extent satisfactory. The
Greek register accounted for 2,014 vessels (over 100
gt) amounting to 43,397,583 gt. The Greek owned
tonnage held the first position internationally. The
fleet amounted to 3,325 vessels (ships greater than
1,000 gt) of 226.92 million deadweight tons, repre-
senting 14.83 % of total world dwt. The Greek flag
fleet ranks seventh internationally and second in the
EU (in terms of dwt). The Greek owned fleet under
EU flags accounts for 39.52% of the EU dw tonnage.
Moreover, Greek owners control 22.62% of the world
tanker fleet (crude/oil product tankers) and 16.07%
of the world bulk carrier fleet in terms of dwt (ex-
cluding ships currently on order). It is noteworthy
that at least 97.5% of the Greek owned fleet activities
lie with the rest of the world (cross trading).

By the end of December 2011 , newbuilding orders
by Greek interests amounted to 439 vessels (over
1000 gt), representing 40.67 million dwt. Out of these
vessels, 152 were tankers corresponding to 27.45%
of world tonnage (dwt), i.e., 67 crude oil/product car-
riers amounting to 28.10% of world tonnage (dwt), 30
LNG/LPG tankers amounting to 39.34% of world ton-
nage (dwt], 55 product tankers amounting to 18.64%
of world tonnage (dwt], 220 bulkers corresponding to
12.73 % of world tonnage (dwt) on order in each cat-
egory, 60 containerships corresponding to 10.40%
of world tonnage (dwt) and 7 various vessels. It is
noteworthy that the orderbook of Greek shipping in
2011 indicates a diversification to specialised ships
like LNG vessels, containerships as well as offshore
platforms drillships.

The age profile of the Greek flag fleet in 2011 was
11.3 years - 50% of the fleet being younger than 10

years old - compared to 17 years in 2000 whilst the
average age of the world fleet was 12.8 years and of
the Greek owned fleet 10.5 years.

Foreign exchange earnings in 2011 amounted to
€14,097 million, compared to€15,418 million in 2010,
i.e., a reduction of 8.57%. Despite the dire global
economic situation, prospects are mildly optimistic
because of the continued growth of the Greek-owned
fleet in tonnage.

In 2011 the campaign for attraction to the seafaring
profession has had spectacular results: the 1,350
places offered by the Marine Academies attracted
about 6,500 candidates. For the first time, both the
numerical target and the qualitative goals have been
met. High unemployment ashore as a result of the
world crisis gives the opportunity to promote sea
careers. The UGS is pursuing its policies for the
upgrading of maritime education and of the infra-
structure for the public Marine Academies. There are
also signs of an emerging political will to endorse
the UGS proposals regarding the introduction of pri-
vate maritime education. The cost of maintaining the
network of public colleges and the large number of
students who cannot be absorbed by the Academies
support this position.

Finally, Greek shipping needs a public national
strategy with focus on the re-establishment of vital
infrastructures including as a priority the abolished
Ministry of Mercantile Marine, aiming at the smooth
operation of the shipping business.

In our last review we focused largely on the recovery
phase that occurred in the Irish economy which was
reflected in a return to growth across most of the
principal domestic shipping market segments. 2011
started with some optimism in shipping markets
that much of the econimic crisis had passed and that
arising positive global economic tide” would lift both
prospects for shipping companies operating in the
Irish market and the wider global economy.



In Ireland we saw a strong first quarter of growth
across the majority of the key traffic segments,
however this recovery was taking place against an
external resurgence of the global credit crisis, in
particular focused on Greece and other European
countries. The world economy appeared to transi-
tion from a crisis involving the banks to a “sovereign
debt” crisis which escalated in the second quarter of
last year and continued to undermine the prospects
for the global economy. As a result after a solid first
quarter driven by strong exports, we saw clear evi-
dence of shipping volume demand cooling over the
remaining quarters, almost halving in the second
quarter before turning flat to negative by the year
end. The possibility of a “global double dip” reces-
sion loomed large on the horizon.

Globally shipping markets appeared to be ham-
strung by the evident over-capacity in almost all key
business sectors from tanker to bulk and across the
container market segments. Charter rates and ves-
sel prices remained under pressure last year with
a large overhang of supply in most market seg-
ments outstripping modest global demand growth.
These conditions continued to provide a challenging
environment for Irish shipowners operating in inter-
national shipping markets.

Tonnage Tax remains one of the key growth drivers
in the Irish shipping services cluster with over 350
people employed directly by Irish-based tonnage tax
companies. As we already mentioned global ship-
ping markets remained largely depressed last year
and as such Irish shipping companies within the
Irish Tonnage Tax regime were exposed to volatile
markets. Despite the prevailing global market con-
ditions, the Irish Tonnage Tax Regime (ITR) remained
largely stable with a slight increase in both direct
employment and in the number of firms operating
in the system, resulting in a total controlled fleet of
around 400 vessels which continues to grow.

Tonnage Tax is an important stability mechanism for
the Irish industry, in particular for an industry where
capital commitments are long term but where the

prevailing markets are volatile albeit usually cyclical
in nature. In 2011, the IMDO submitted a report for
the reapproval of the seafarers’ social insurance re-
fund scheme, another important European state aid
for the Irish ship owning sector. In December we re-
ceived a positive decision that the scheme had been
approved for a further 7 years.

Irish shipping companies continued to provide di-
rect training support for Irish cadets at the National
Maritime College with over 100 students gaining sea
berth training in 2011.

At the end of 2011 the Italian owned merchant fleet
consisted of 1,619 ships for a total of 18,778,840
gt. Compared to 2010, there was a 3% reduction in
the number of ships and an 8% tonnage increase.
Roughly 93% of Italian owned ships, the equivalent
of approximately 17.5 million gt, are entered into the
Italian International Register. There is also the grow-
ing fleet that flies a foreign flag and is controlled
by Italian shipowners as a result of an expansion
process which has led to the acquisition of impor-
tant foreign shipping companies. The portion of the
fleet controlled by wholly or partially private entities
exceeds 96.9% with a new reduction of the portion
controlled by public and state entities. In 2011 the
Italian fleet was further renewed, by reducing the
share of older ships and increasing the share of
younger ones: 67% of vessels are less than 10 years
old and 46% are less than 5 years old. In 2011, Italian
shipowners ordered 57 ships, equivalent to 1,431,184
gt, from world shipyards, which are expected to be
delivered between 2012 and 2013. From 2002 to
2011, 435 new ships were completed and delivered
to Italian shipowners, equivalent to 10.5 million gt
approximately, which account for 56% of the current
fleet. During 2011, 43 ships were finished, equivalent
to 1,416,000 gt. In spite of the significant reduction of
investment recorded over the last two years, on the
whole, from 2007 to 2011 Italian shipowners ordered
from lItalian and foreign shipyards more than 330
ships for a total value of 19.2 billion dollars. In 2011,



tons of goods imported and exported from Italy ex-
ceeding 54% relied on seaborne transport compared
to 15.7% that relied on road transport. 39% of Ital-
lan foreign trade was carried out with EU member
States: 11% of it travelled by sea (7% for imports and
15% for exports).

In 2011, 12 Italian merchant vessels were attacked by
pirates: most of them managed to defuse the threat
thanks to the intervention of the coalition’s naval
forces or through evasive manoeuvres. However
5 vessels were hijacked by pirates. Three were hi-
jacked in the area of the Horn of Africa/Indian Ocean
and two were boarded in Western Africa. Since 2005,
42 ltalian vessels have been attacked, and 6 of them
have been hijacked. An increasing number of coun-
tries allow the use of armed forces on board with
different modes and protection mechanisms: France,
Germany, United Kingdom, South Korea. After Con-
fitarma’s request to complete the defence strategy
at sea implemented by the Italian Navy with the pos-
sibility of allowing sailing vessels to actively defend
themselves, the answer arrived: on July 7, 2011,
the Council of Ministers approved Law Decree 107,
which was passed into Law 130 of August 2, allowing
for the first time, in the framework of international
activities, to fight piracy, to have armed personnel
on board Italian merchant ships in order to ensure
free navigation, provided the request is made and
paid for by shipowners. Therefore the measures long
requested by Confitarma have been adopted. On Oc-
tober 11, 2011, in Rome, the President of Confitarma
and the Chief of the Italian Navy, with the presence of
the Minister of Defence, La Russa, signed a Memo-
randum of Understanding regulating the modalities
for “the use of protection services” by Italian vessels
to avert pirates’ attacks. This agreement applies the
implementation decree of this same Minister from
September 1, 2011, which identifies the areas at risk
of piracy and foresees the use of military protection
units (NMP] - composed of 6 men each- embarked
on ltalian-flagged ships crossing these areas at
risk. Thanks to this Memorandum of Understanding,
shipowners make a commitment to reimburse the
expenses linked to the use of this Military Protection

Units, including the cost of personnel, as well as the
logistics and support in the area of interest.

In addition, law 130 of 2011 allows Italian merchant
vessels to use private armed teams. The regulatory
and legal aspects relative to the activities of private
contractors — which is a competence of the Home
Ministry - is being studied at the moment.

Lithuanian transport sector is a strategic area of
Lithuania’s economy, the efficient functioning of
which has a significant impact on the viability and
competitiveness of the entire Lithuanian economy.

Lithuanian special geographical position and strong
transport sector (generating about 11 per cent of
GDP) provides the right conditions for the develop-
ment of the country as a transit and logistic hub.
Transport services comprise more than 60 per cent
in the export services; therefore special attention
is given to the promotion of exports of this service
and increase of competitiveness in the international
transport sector.

The Association is concerned not only in increasing
the number and tonnage of vessels flying the flag
of Lithuania, but also in increasing the competitive-
ness of international transport corridors passing
through Lithuania, and improving the throughput of
the borders, efficient border crossing procedures in
international transport corridors crossing Lithuania
and the southern Baltic Sea region.

Since 01.01.2012 120 vessels with a capacity of
413823 GT were registered into Lithuanian maritime
ships’ register. There are about 2300 seafarers being
employed on the national fleet, others —approximate-
ly 7400 serve on foreign ships. The world’s biggest
recession in 2008 that caused global financial and
economic crisis is still affecting the shipping indus-
try. In 2011 and beg.2012 years the freight shipping
prices (freight) fluctuated on a low level. This was
reflected in the freight indexes. The market is lan-



guishing, ships” overcapacity does not vanish out. On
the other way short sea shipping sector has shown a
good results, where cargoes flows increased by 20%.

The Association put its efforts into the prepara-
tion of “Lithuanian transport strategy-2020". It was
stressed needs further creating of favourable con-
ditions for the shipping business; to strengthen the
legal framework for maritime transport in particular
paying attention to international obligations, stan-
dards and regulations. National legislation should
be limited to those areas which are not regulated at
the international level.

By 2015 Lithuania is planning to build up LNG im-
port terminal, placing a floating liquefied natural gas
storage and regasification unit (FSRU) in Klaipeda
port area. The main purpose of the LNG terminal is
to create an alternative source of supply of natural
gas, eliminating the dependence of Lithuania on the
sole external gas supplier. As new industry LNG sec-
tor would positive effect the whole maritime cluster.

In 2012, the Association will pay continuous atten-
tion to the general international issues: revision of
“Community guidelines on State aid to maritime
transport”, European maritime transport space
without barriers, revision of the sulphur directive,
MARPOL convention Annex VI 0.1 % sulphur in the
ECAs as from 2015, preparation to ratify MLC and
other issues.

Since 1990, Luxembourg has expanded its fleet, 241
vessels are currently registered in the Luxembourg
maritime register for a total tonnage of 1,294,417.
The fleet is diverse, with a preponderance of dredg-
ers, tugs and supply vessels.

During an academic session at the Chamber of
Commerce on January 6th, 2011, the office of the

Commissioner for Maritime Affairs celebrated the
20th anniversary of the maritime public registry es-
tablished by the Luxembourg law dated 9 November
1990.

On this occasion, the CAM had the honor to welcome
Ms Cleopatra Doumbia-Henry, Director of the De-
partment of International Labour Standards of the
International Labour Organisation.

Enjoying her time in Luxembourg, Mrs. Doumbia-
Henry also had a meeting with the social partners
involved in the preparatory work for the implementa-
tion of the Maritime Labour Convention 2006.

The Tst of February 2011, Mr. Etienne Schneider was
appointed as Minister of Economy and Foreign Trade
and he is now responsible for the maritime sector in
Luxembourg.

On the 20th of September 2011, the Government of
Luxembourg ratified the Maritime Labour Conven-
tion (MLC, 2006) and the Convention (No. 185) on the
identification of seafarers (Revised 2003). Luxem-
bourg became thereby the 19th member state of the
ILO (5th EUJ to ratify the MLC and 22nd (4th in the
EU]J to ratify Convention No. 185.

With the implementation of the MLC, Luxembourg
wants to novate the law of November 9th 1990 about
the Luxembourg Maritime Register in particular its
Title Ill. Social partners were closely associated to
this discussion.

This work will harmonise the particular provisions
of the Convention with EU law and ensure ongoing
compliance of ships with the requirements of Lux-
embourg MLC.



The JanDeNul Group, wich is present in Luxembourg
since 1995, opened its new headquarters in Febru-
ary 2011. The new office, with an area of 5470 m2,
representing an investment of 25 million euros dem-
onstrates the commitment of the group in relation to
its location in the Grand Duchy. In addition to its role
as the administrative center, the new buildings will
also host a training center soon.

Currently, 50 ships sail under the flag JanDeNul
Group Luxembourg.

Cobelfret group, based in Luxembourg for more
than fifteen years, had gather in 2011 six activities:
marine dry bulk, Channel ferries, management of
port terminals, energy, real estate and banking. The
group has also changed its name in CLDN Cobelfret
(CLDN: Compagnie Luxembourgeoise de Naviga-
tion).

Bourbon is a leader in marine services for the off-
shore oil industry. Having developed greatly under
the Luxembourg flag fleet in recent years, the group
has decided to open a branch «Bourbon Services
Luxembourg s.a.rl.» In 2011, Bourbon has 11 ships
registered in Luxembourg bringing its fleet under
the Luxembourg flag to 51 units.

In September 2011, the Luxembourg government
has decided to allow the presence of private armed
guards on board of ships/vessels registered in Lux-
embourg. The various concerned authorities with
the CAM have come together several times to deter-
mine the procedure.

During the year 2011, Luxembourg has continued
its participation in the operation «Atalanta» with the
European Union by the provision of two overseing
aircraft based in the Seychelles.

In 2011, a new inspection regime (NRI] was intro-
duced. The application of this new control system
takes into account several factors: i) the image of the
flag of the vessel, ii) the quality of the classification
society, iii) the performance of the company (ISM] in
charge of operating commercial vessel, iv] the age
and class of the ship according to SOLAS and finally
v) the recent history of inspection results on board in
the context of the Paris MoU.

Currently, and in view of the results of the audit con-
ducted by the Voluntary IMO in 2008, Luxembourg
was part of a group of 22 countries benefiting from
this regime.

More information is available in French at the follow-
ing address: http://www.eco.public.lu/documentation/
rapports/rapport_ministere/Rapport_2011.pdf

As an island State in the centre of the Mediterranean
Malta depends on the sea and maritime industry for
its survival. The Maltese authorities thus aggres-
sively pursue a policy aimed at ensuring a shipping
industry that is safe, clean, and economically viable.

At the end of 2011, the number of ships including
foreign going pleasure yachts registered under the
Malta Merchant Shipping Act stood at over 5,800
for a total gross tonnage exceeding 45.6 million.
This signifies a 17% increase over end 2010. This
steady annual growth achieved despite the current
international economic difficulties demonstrates the
confidence that international shipowners continue
to have in the Maltese Registry. This tonnage places
Malta as the largest flag State in Europe and one of
the leading ship registers in the world.



The Malta maritime authorities lay emphasis on
high standards of security and safety on ships op-
erating under the Maltese flag and Malta continues
to be confirmed on the White List of Paris MoU with
a detention rate for its ships well below the average
detention rate for all ships.

On the home front, following the successful privati-
sation of the substantial shipbuilding and ship-repair
facilities, the yacht-repair yard and the super yacht
facility and, a number of port terminals and yacht-
ing centres Malta has again experienced continuous
investment in marine facilities, including cargo han-
dling equipment, dredging and quays. Furthermore,
there has been substantial progress in the further
extension of the infrastructure and quayside crane
capabilities at the Malta Freeport that allows vessels
of over 14,000 TEUs to be safely berthed and handled.
This is a noteworthy development that strengthens
Malta’s position as a major transhipment hub in the
Mediterranean.

Moreover, the further development in the quays that
handle cruise liners in the Valletta Grand Harbour
was in line with the growth of the successful cruise
liner business at this historic and prestigious har-
bour that continued to attract major cruise liners of
over 300 metres and also home-porting operations.
Transport Malta and government has complimented
this private investment with the necessary capital
outlay for the refurbishment of breakwaters, dredg-
ing and the planning of new commercial and leisure
facilities. This is all part of government’s policy to
upgrade, modernise and expand maritime facilities
and services for which there continues to be a grow-
ing demand and, to make Malta a centre of maritime
excellence. Such initiatives led to growth in all mar-
itime sectors during the last year. The number of
vessels arriving in Malta, for a service, increased
by 2%, the number of cruise passengers arriving in
Malta went up by almost 13% to reach a new record
of over 557,500 passengers, while ferry passengers
increased by 24% to reach a new record at 258,692
passengers.

At the international level, as a leading flag-state
and a vibrant port and costal State, Malta remained
very active in the work of the International Maritime
Organisation at all levels. This is in line with the
status that Malta enjoys as a long standing elected
member of the IMO Council and consonant with the
responsibility this brings with it. Malta also proudly
hosts the IMO International Maritime Law Insti-
tute and the Regional Marine Pollution Emergency
Response Centre for the Mediterranean Sea estab-
lished by United Nations Environment Programme
under the Barcelona Convention for the Protection
of the Marine Environment and the Coastal Region
of the Mediterranean and run by the International
Maritime Organisation. These initiatives and Mal-
ta's leading role in the IMO Facilitation Committee
are a reflection of Malta's firm belief in the impor-
tance of ensuring a global implementation of IMO
standards and of a maritime industry free of unnec-
essary bureaucracy.

Hard blows were dealt by the 2011 recession. Pain-
ful ones too. This applies to the shipping industry
in particular, since it had barely recovered from the
previous economic crisis. Economic activity is —still-
below par; too many newbuildings were ordered and
delivered during the boom of a few years ago. There
is too little cargo for too many vessels. Therefore
shipowners have to compete at unhealthy rates.

Bulk and container carriers have difficulty in keep-
ing going. Even transporters that are still doing
a flourishing trade are affected by the economic
downturn because of the resulting effects on tariffs
and banks’ reluctance to extend credit. The situ-
ation has become onerous. Particularly given the
fact that shipping companies are being compelled
to make excessive investments both in measures
aimed at making their fleets more sustainable and
in measures to protect their crew, ships and car-
goes against piracy.



Without the State Aid Guidelines that have been op-
erational since 1997, European merchant shipping
would be unable to compete with shipping compa-
nies outside the European Union. Said guidelines
provide European shipowners with a fiscal business
climate that is equal to that of shipowners from Li-
beria, the Bahamas and other registers. For that
reason it is of vital importance that policymakers in
Brussels and in member states maintain the pos-
sibilities for labour cost subsidies and the tonnage
tax regime. Tonnage tax keeps shipowners within
the Netherlands, labour cost subsidies keep Dutch
seafarers —-indispensable to the maritime cluster—
affordable. Review of the State Aid Guidelines should
at most result in guidelines’ clarification but not to
their being stripped down. The Dutch government
fully supports the continuation of the current State
Aid Guidelines.

The reduction of the sulphur content of bunkers in
North-western Europe to 0.1% by 2015 has become
very problematic. Changing to low sulphur fuel leads
to sharply increased fuel costs and a detoriation of
the competitive position of sea transport in relation to
land transport. Alternatives such as scrubbers that
have been developed are not yet sufficiently reliable
and it is too early to consider a general changeover
to an alternative fuel, LNG. It takes time and money
to establish a suitable infrastructure with a suffi-
cient number of bunker locations. Also the relevant
legislation is not yet finalised. Therefore the KVNR
aims at a solution that prevents major unwanted
developments in the shipping markets, such as a
modal back shift from sea to land transport, but at
the same time does not distort competition amongst
ships and fleets.

A third issue that causes merchant shipping to ap-
peal to the governments’ pragmatism —particularly
the Dutch government’s - is protection against piracy
. From March 2011, shipowners have had the option
of applying for armed protection for their more vul-
nerable vessels, carried out by heavily armed teams
of marines, so called vessel protection detachments
(VPD's). The government doesn't allow the deploy-
ment of more cost effective and often more flexible
armed personnel employed by certified security
companies. Recently the government decreased the
cost of the deployment of VPD’s substantially. How-
ever, it should be pointed out that there are many
types of vessels. Certain types of Dutch merchant
navy vessels which employ VPD's are still being con-
fronted with higher costs than those vessels flying
another EU flag which do allow the deployment of
private armed security. Therefore, the KVNR advo-
cates to take into consideration the vessel type and
trade of the vessel, which makes it possible to com-
pete at the world market. The KVNR also advocates
the approach whereby shipowners use VPD's unless
this is impossible (due to flexibility and costs). When
this would be accepted, The Netherlands would stay
in line in Europe and the rest of the world.

Parties within the maritime cluster are strongly
interdependent and reliant on vigorous business ini-
tiative as well as a government that provides a level
playing field.

In our capacity of shipowners association we will
continue to promote said level playing field to the
government. We have something to offeras an indus-
try too. Despite the crisis, investments in innovative
newbuildings, particularly in types and categories in
which we are world leaders, continue to be made.
Segments like heavy lift, shipping related to off shore
wind farms, towage, gas and tanker shipping come
to mind. We are able to see the opportunities and



have the courage to invest in new markets, seafarers
and on-shore employment.

Enrolment in nautical education increased by 4% in
2011. Despite the economic crisis, Dutch shipown-
ers continue to invest in the future by making a huge
effort to train young people. The Sealegs Wanted
campaign has become extremely popular and the
number of youngsters taking up introductory cadet-
ships on our ships has increased steadily.

Shipowners are still offering cadetship and em-
ployment guarantees to young people enrolling in
nautical education. This emphasises the fact that
shipowners in the Netherlands are continuing their
efforts on behalf of a strong Dutch shipping indus-
try, the nursery for the entire maritime cluster in the
Netherlands.

Another positive observation is that —again despite
the economic crisis= KVNR membership is still
growing, allowing us to play a strong part in the
maritime debate. Our association has united four
hundred Dutch shipowners, one hundred associated
members and more than one thousand vessels sail-
ing under the flag of the Netherlands.

The consolidation and reinforcement of the maritime
cluster as a whole is a positive development as well.
During 2011 this happens on two fronts. Van Oord,
one of the world's giants in the dredging and offshore
industry, has joined forces with the KVNR on matters
including the introduction of new regulations for on-
board working conditions within their fleet.

The Dutch Maritime Network (NML) gets a new
lease of life as well as a new home together with
the KVNR in the Willemswerf office building located
on the Boompjes in Rotterdam. The Holland Ship-
building Association and Holland Marine Equipment
Association too have relocated to this building. From

this Maritime House we are working to consolidate
partnerships with all maritime branches of industry
as well as all educational and research institutes. All
of this is of invaluable importance. Not just to our
own industry and the maritime cluster but also to
the recovery of the Dutch economy as a whole.

Shipping and the maritime industries hold a partic-
ular important position in the Norwegian economy
and business. Shipping continues to be Norway's
second most important export industry, generat-
ing export revenues (gross freight income) of more
than 11 billion EURO in 2010. The Norwegian ship-
ping companies constitute the core of the Norwegian
maritime cluster, with more than 100 000 employees
in the country, creating values of approximately 16
Billion Euros annually.

The Norwegian fleet represents a world leading fleet
with high-end technological vessels, high values and
requiring advanced know-how and competence. The
total Norwegian foreign-going fleet comprises 1.765
vessels of which 771 sail under Norwegian flag (1
January 2012). 548 of these were registered in NIS
- the Norwegian International Ship Registry. By 1
January 2012, Norwegian shipping companies had
167 ships and rigs on order. The total value of Nor-
wegian vessels and rigs on order amounts to NOK
107 billion.

Norwegian shipowning companies hold particular
prominent market positions in specialised ship-
ping services, such as offshore service, LNG/LPG
transportation, chemicals and ro-ro and car trans-
portation. The Norwegian offshore fleet comprises
more than 550 vessels with a total value of approxi-
mately 21 Billion USD. This makes it the world’s
second largest fleet and the world's most value
intense offshore fleet in the world. The specialisa-
tion among some offshore companies has moved
towards capital intensive activities in the field of
seismic research, well services and advanced con-
struction installations on the seabed.



The Government's Maritime Strategy initiated in
2007, and actively followed up by the Government,
has been an important basis for creating stable and
predictable framework conditions for the Norwegian
maritime industry. The strategy is now being evalu-
ated and updated.

The Community Guidelines on State Aid to maritime
transport are crucial for the EU/EEA shipping industry.
The EU needs a successful and competitive shipping
industry and this depends on the continuation of the
guidelines. This position was also clearly expressed
by the Norwegian Government in their input to the
Commission’s consultation of the said Guidelines.

Norway is a major offshore nation in Europe and the
Norwegian Shipowners' Association is the largest
employer organisation on the Norwegian continental
shelve. The organization is therefore closely moni-
toring the ongoing regulation process on safety for
offshore oil and gas prospection, exploration and pro-
duction activities. We share the objective of avoiding
major accidents resulting from offshore petroleum
activities, and limiting the consequences of any such
accident, however both Norwegian authorities and
the Norwegian Shipowners™ Association have ma-
jor concerns as to the whether the proposal will
achieve the said objectives. It is our strong concern,
that opposite results, such as i.e unclear distribu-
tion of responsibility — both for safety in general, for
emergency planning and, as appropriate, clean-up
operations, will be the result.

The potential to move more transport of cargo from
land to sea is enormous. However, such a shift re-
quires concrete initiatives such as a reduction of
administrative burdens and costs related to Short-sea
Shipping. The Norwegian Shipowners' Association is
pleased with the Norwegian Government’s initiative
to launch a national Short Sea Strategy where chal-
lenges and solutions will be addressed.

The Norwegian Shipowners” Association’s long term
initiatives on recruitment of seafarers have lead to
very positive results in 2012. We are pleased to note

a strong increase the number of training positions
and cadets, as well as influx of maritime students.

Among several issues that are high on the Norwegian
Shipowners’ Association’s agenda, piracy remains a
key concern. The decrease in the number of success-
ful highjackings in the first months of 2012 is proof,
in our view, that the industry’s efforts to protect their
vessels and crew as well as the military presence
outside Africa’s Horn has taken effect. Nevertheless,
there is every reason to believe that such measures
must continue as Somali piracy will remain a seri-
ous threat to shipping in the region. The Norwegian
Shipowners’ Association has called on the Norwe-
gian Government to make new military commitments
to the anti-piracy naval forces. We regret that so far,
no anti-piracy contributions have been announced.
The Norwegian Regulations of July 2011 on the use
of private armed security have proved to fulfil their
intention, both in terms of contributing to enhancing
BMP measures where needed, and in having been
implemented in responsibly with minimum use of
force. Threats towards shipping interests in the Gulf
of Guinea is cause for concern and is being closely
monitored by the Norwegian Shipowners’ Association.

Finally, the Norwegian Shipowners" Association is
committed to reaching a global solution to reduce
green house gas emissions for shipping, within the
framework of IMO. The Norwegian Shipowners” Asso-
ciation supports the implementation of market based
instruments through IMO and has confidence in that
a levy system will be the most efficient instrument
to ensure long term reduced emissions of CO» from
shipping. The energy reduction measures (EEDI-SE-
EMP] agreed in the IMO in 2011 are a significant and
direct contribution to the reduction of global CO2, and
clearly demonstrated that IMO can deliver.

Due to the lack of respective provisions related to
seafarers and/or non availability of the budgetary
means, the Polish Tonnage Tax Act 2006 remains
ineffective to the Polish shipowners who are still



appealling to the government to implement the EC
State Aid Guidelines 2004 measures, thus following
best practise in this respect of the other EU States.
Whilst some 92% of the Polish fleet was flying the
Polish Flag at the beginning of the 1990s, this share
dropped to 32% by 2000 and decreased even further
up to only 0,93 % (in terms of DWT]) in 2011. As of 1st
January 2012, Polish shipping companies controlled
a fleet of 130 vessels totalling GT 2,0 M and DWT 3,2
M of which only 15 were registered under the Polish
Flag. An investment process by leading Polish Ship-
owners was continued (in 2011 - 3 handy size and 1
panamax bulkers, 2 multipurpose heavy lifters and 1
container ship were commissioned; 13 bulk carriers
are due do be delivered in 2012).

In 2011, about 35 000 of Polish seafarers were em-
ployed worldwide, whereof 264 on Polish maritime
and coastal waterborne transport (Polish Flag) and
4200-5000 on board (and reserve) ships operated by
the Polish Owners.

Throughputs figures for 2011 in Polish Sea Ports
were almost the same as in the precedent year, i e
in total 64,65 M tons were handled, whereof: Gdansk
(39,13 %), $winoujscie—52czecin (33, 0 %) and Gdynia
(24, 5 %).

A very impressive increase in container handlings
in Polish container terminals was noticed (in TEU]:
2009 - 668,152; 2010 - 1,055,651; 2011- 1,349,352
(2011/2010 127,8 %). It is expected that the turnover
in sea terminals should surpass the 1.5 M TEU in
2012, in 2013 - the level of 2 M. Railways participate
in 17 % share in container terminals deliveries but
this percentage keeps rising year by year.

EESC public hearing on State Aid for Shipbuild-
ing in Gdansk on 18.04.2011 was attended by PSA's
representative who in a panel discussion supported
preliminary stakeholders” opinion to prolong EC
Framework on State Aid to Shipbuilding (2003) fur-
ther on.

In the course of Polish Presidency in European
Council PSA in co-operation with Polish Register of
Shipping organised the IVth Symposium ,,Safe Ship-
ping on the Baltic Sea” at Gdansk on the 23rd Sept.,
2011. Representatives of maritime administrations
from the Baltic States and stakeholders addressed
several sensitive nature issues related to the Baltic
PSSA (IMO declared in 2006) in a context of a pro-ac-
tive and reflexive shipping based upon best practise
and effectivness.

There are positive results of constant efforts to de-
velope maritime awareness and to attract young
people to a maritime education, thus averting a
negative tendencies of the past. Employment in the
Polish Maritime Cluster 63510 people (grand total
by the end of 2010 whereof: public sector 10544, pri-
vate sector 52966, R&D, innovations and maritime
education 3165.

Poland is on the White List of the Paris Memoran-
dum of Understanding on Port State Control.

The crisis set out in Portugal continued to be experi-
enced by the Portuguese shipowners.

In view of the continued reduction of the economic
activity, the fuel price rise and of the regional econo-
mies contractions already expected, each company
reacted in accordance with the situation it had to
face, adopting costs contention measures and try-
ing new experiments in markets different of those
in which traditionally operated. Two vessels left the
conventional register and other two the Portuguese
flag, for which reason the fleet operated by national
owners reached the lowest expression of always at
the end of 2011, being reduced to 49 vessels and
490,397 GT, values observed never before.

The crisis conditioned the Government in such a way
that it was obliged to ask for external help (European
Commission/European Central Bank/International
Monetary Fund) culminating with its resignation.



The expectations of the Portuguese shipowners
were centred on the measures the new Government
coming out of the elections of the 5th June would
adopt and which were soon revealed: the maritime
transports sector was to be shared by two Ministries;
consequently in the scope of an announced Central
Administration Reduction and Improvement Plan we
assisted to the extinction of the Maritime Transport
and Ports Institute (IPTM] and to the partition of its
competences by two new General Departments

In a moment of crisis such as the one Portugal is ex-
periencing when every day increases the realization
of the seriousness of the situation and we are faced
with the effects of the progressive austerity mea-
sures and with the results of the deep governmental
reforms under way, it is with increasing concern that
the Portuguese Shipowners face the future, mainly
those who operate vessels in the national register.

And this notwithstanding the realization of several
Congresses, Conferences, Seminaries and Work-
shops on the Sea theme, which continues to promote
the activity of the Forum for the Sea Economy cre-
ated in 2010.

Stimulating was the recent statement of the new
Minister for the Sea that “the Government intends
to resume and develop the activity of the Merchant
Navy in Portugal” and that “the revitalization of the
Merchant Navy is a central concern of the Govern-
ment”.

The fact is that, since then, the new Secretary of
State for the Sea has been spreading the message
that “the Government is going to start the reforms
for the return of Portugal to the Sea”.

And this feeling will persist while the Portuguese
Shipowners continue to be one of the very few in the
EU not having a “tonnage tax system” or a consistent
alternative model enabling a level playing and en-
suring the sector’'s competitiveness, fact which has
determined the progressive fall of the Portuguese
Fleet and with it the alarming loss of working posts.

At the beginning of 2011, the Portuguese Shipown-
ers controlled 52 ships, with a total of 570,608 GT; of
this total, 15 ships (29%) of 73,909 GT were flying the
Portuguese Flag (Conventional Register]); 22 ships
(42%) of 67,287 GT were flying the Portuguese Flag
(Madeira International Register] and 15 ships (29%)
of 429,636 GT were flagged out.

The geographic and transport position within Europe
is one of the advantages of Slovenia. Despite being a
small country, it is well aware of the significance of
transportation and, within it, the position of maritime
transport.

The leading shipowner in Slovenia is Splosna plovba,
who has a tradition of offering its maritime transport
services on the international maritime market for 58
years continuously. It currently operates 19 vessels
in the tramp market and 6 vessels in liner services
on the Asian market.

With the Tonnage Tax Act, adopted by the Slovenian
Parliament in June 2007 which came into force upon
approval by the European Commission in the begin-
ning of 2009, the Slovenian taxation legislation is in
this field now harmonized with other European mar-
itime countries.

Regarding seafarers, the situation is different. De-
spite the introduction of an increased relief for the
taxation of seafarers and consequently some facili-
tation of the conditions of employment of Slovenian
seafarers, such a taxation basis is still rather high
and is still not comparable to the relief offered to
seafarers employed with other European shipown-
ers.

Another problem is a deficit of specialized domes-
tic seafarers, especially marine engine technicians
and engineers. Companies are obliged to employ
such skilled labor on the international market. With
the aim of improving the attainment of a domestic
workforce, the company SploSna plovba has invited



applications for scholarships in all fields at the Sec-
ondary marine School Portoroz.

As from 17.6.2011 and under certain conditions also
vessels owned by non Slovenian citizens or compa-
nies not registered in the Republic of Slovenia, have
the possibility to be registered in the Slovenian Ship
Registry.

—

As of 1 January 2012, the total Spanish controlled
fleet included 229 ships with 4,054,308 GT and
4,021,606 dwt. During 2011, this fleet decreased by
4 units, 2.3% of GT and 6.6% of dwt. The part of this
fleet operating under the Spanish flag decreased by 1
unit, to 141 ships, 2,540,352GT (+1.2%) and 2,273,958
dwt (-2.1%). The Spanish controlled fleet under for-
eign flags lost 3 units, 7.7% in terms of GT and 11.9%
in dwt and, as of 1 January 2012, included 88 vessels,
with 1,513,956 GT and 1,747,648 dwt.

In 2011 only 3 newbuildings joined the total Spanish
controlled fleet, totaling 67,742 GT and a joint invest-
ment of 280 million euro. All of them, 2 passenger
ships and 1 cement carrier were registered in the
Spanish Canary Islands Special Register.

By 1 January 2012, the average age of the Spanish
flagged merchant fleet was 12.8 years, slightly high-
er than the last year's average (12.6 years) but much
lower than the average age of the world merchant
fleet, 18.7 years. The average age of the controlled
fleet was practically unchanged last year and, as of 1
January 2012, it was 14.4 years.

Total Spanish seaborne trade (import + export +
national cabotage) grew by 3.0% in 2011, reaching
302.7 Mt. These figures do not include port movement
of containers in international transhipment, which
rose by 5.8%, to 45.5 Mt. The most important part of
the growth was due to the general cargo, which rose by
8.7% to 97.3 Mt. Bulk trades remained practically at the
same level as in 2010, with an increase of 0.2% for lig-
uid bulks (134,3 Mt] and of 1.1% for dry bulks (71,1 Mt).

In the regulatory front, this period did not brought
us great innovations on shipping policy in Spain, as
the new main regulation, Royal Decree legislative
2/2011, is just a consolidated text of various legis-
lative instruments adopted in previous years, which
hitherto regulated the regime of Spanish Ports and
the Merchant Marine.

The new Spanish government, which took office
in December 2011, has announced its intention to
develop a Strategic Plan to promote the competitive-
ness of the Special Canary Islands Register. ANAVE
is proposing that, among other measures, this Plan
should include a revision of its rigid labour stan-
dards, because this would not only result in greater
flexibility for Spanish shipping companies but would
also be clearly positive for the employment of na-
tional seafarers.

In April 2012, the Justice Ministry announced the
restarting of the process to adopt a new General
Navigation Law by, and invited ANAVE to actively par-
ticipate in the review of the previous draft, which is
very good news. There are many and varied fields in
which this legislative project can update and clarify
the legal framework of the shipping industry, which
will provide a higher legal certainty and improved ef-
ficiency.

In the business area, following an ANAVE's initiative
and thanks to the support of several maritime sector
organizations, the Spanish branch of Businesseurope
(CEOE]) formally created, in September 2011, the Sea
Council, which brings together national employers’
organizations involved in maritime affairs, embrac-
ing shipping operators and shipowners, port services,
fishing, pleasure crafts, shipbuilding, and their re-
lated industries. ANAVE's Chairman, Adolfo Utor, was
elected as the first President of the Sea Council.

Swedish shipping and especially under the Swed-
ish flag is still suffering extensively. The numbers of
cargo vessels under the Swedish flag have dramati-



cally been reduced and today we find only 90 cargo
ships remaining under the Swedish flag. In addition
we still have about 38 ferries under the Swedish flag.

This is a direct consequence of not having the same
conditions for the Swedish shipping industry as our
competitors. SSA has presented a comprehensive
proposal for a solution for Swedish shipping, a pro-
posal based on the introduction of a similar register
as the Danish register. This would include a tonnage
tax. This has not resulted in anything so far and the
industry is still waiting for reactions from the gov-
ernment.

The SSA also notes that the Swedish influence in
international organizations will suffer from a weak
industry and will reduce the influence and possibil-
ity to be part of the future development in a global
industry, an industry that is extremely important for
Sweden.

We still manage to attract students and have a very
good numbers of applications to our schools. This
is valid for both ratings and officer’s levels. This is
very positive and must continue, as one of the most
important issues to maintain the interest for this in-
dustry. SSA is very active in the work of making the
shipping industry attractive to young people.

During 2011 and 2012 we have been focusing exten-
sively on the environmental issues. The Swedish Ship
owners are in favor of hard and fair regulation for the
shipping industry. Being an international industry we
can only accept regulation on a global basis without
regional solutions. Unfortunately we continuously
realize that this is not the case today and not the
governing policy off the Swedish Government. The
most obvious and recent example is the regulation
of sulphur from the ships. SRF have tried, together
with the land based industry, to change the regula-
tion and to convince our government that this will
be extremely costly for our industry. This regulation
will apply from 2015 and will, since the technique to
comply is still lacking, result in a major change in
the traffic system in the countries within this special

area i.e. result in the modal change that should not
occur.

The Swedish Government has promised to provide
a new shipping policy document during 2012. This
should include all matters relating to shipping and
sea transport in Sweden. Regretfully we have not
seen any policy document so far.
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Government figures for 2010 (the most recent avail-
able) show a strong performance by the UK shipping
industry with turnover up by £1bn from the previous
year to £12.6bn. Exports of services for the whole UK
economy amounted to £171bn in 2010, up by £3.6bn
and 2% on the previous year. For Sea Transport,
within which UK shipping is a major component,
exports rose by £500mn to £9.6bn leaving it margin-
ally behind Air Transport as the fourth largest export
service earner.

Clarksons” data shows the UK flag fleet at the end
of 2011 at 1,352 ships of 18.7 million GT (including
non-cargo ships e.g. offshore, dredgers and tugs).
This places the UK in 11th place in the world and
represents a 6.6% increase over the year. In terms
of beneficial ownership, the UK fleet was in 18th
position with 1,244 ships of 12.7 million GT and an
estimated value of $16.3bn. The orderbook for this
fleet showed 69 vessels of 1.4 million GT and with an
estimated value of $4bn.

Yet again, in the most difficult trading conditions, UK
shipping continues to show tremendous resilience;
these latest figures indicate a remarkably strong
performance, with the fleet growing and continuing
to earn valuable revenue for the country.

A number of specific policy issues dominated the
domestic agenda during year - in particular envi-
ronmental regulation, and none less so than the
forthcoming sulphur legislation. The Chamber suc-
cessfully lobbied the UK parliament to conduct an
inquiry into the sulphur regulations, and in partic-



ular, the impact of the EU Sulphur Directive. This
inquiry provided unequivocal support to those trying
to push against the intended gold-plating of MARPOL
Annex VI by the Commission. Meanwhile, the Cham-
ber has been working with scrubber manufacturers
to seek common ground, explore the uncertain-
ties with availability and reliability and find ways in
which ship owners could be incentivised to invest in
this technology where appropriate. The Chamber is
also working with the UK government to look at the
feasibility of route exemptions post 2015. On carbon,
the Chamber has engaged closely with an influential
national body, the Committee on Climate Change,
that has publicly endorsed our view that any instru-
ment introduced to reduce carbon emissions should
be global in nature, rather than regional as is being
considered by the Commission.

Employment is a perennial and key concern for
shipowners and the Chamber has continued to em-
phasise that the employment of seafarers takes
place in a world market in which cost and quality are
the determining factors. Whilst the skills of Euro-
pean senior officers are in demand worldwide - both
at sea and ashore - they are much more expensive
to employ as junior officers than their counterparts
from other parts of the world. There remains a need
to support officer training up to and beyond the first
certificate level, in order to sustain the long-term
employment of British and other European officers.
The Chamber had to mount a strong campaign to
convince the British Government to continue the
provision of financial support for officer training,
which had come under threat in the midst of pub-
lic spending reductions. The Government's decision
to preserve funding was attributable largely to the
Chamber’s lobbying, which included statistics from

companies that demonstrated that the Government's
investment in officer training generated an impres-
sive rate of return. Nevertheless, cuts in general
education funding from September 2012 will pose a
challenge to shipping companies’ training budgets
and it is not clear whether the upward trend in the
recruitment of trainees can be maintained.

The UK Government was forced to replace its laws
exempting seafarers recruited abroad from equal
treatment in respect of pay, following Commission
allegations of discrimination against seafarers from
other Member States. The new measure, which took
effect in August 2011, meets the concerns of the
Commission in respect of nationals of EEA Member
and Designated States, whilst permitting operators
of UK-registered ships to continue to pay interna-
tionally-determined rates for other crew members.
As a result of the Government’s pragmatic line, the
number of ships leaving the UK register has been
considerably smaller than had been feared.

The UK continues to host the Headquarters of the
EUNAVFOR counter-piracy Operation Atalanta de-
ployed in the Gulf of Aden and off Somalia. The
extension of the operation’'s mandate to December
2014 is welcomed and the UK Chamber remains in
close contact with our government and particularly
the military, including through the Merchant Navy
Liaison Officers (MNLOs) seconded from interna-
tional shipping companies to work alongside their
military colleagues at the headquarters. Pirate at-
tacks on international shipping have continued and
in the search for new non-military solutions capacity
building ashore has been a new and worthy focus of
international attention and effort in the last year.
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Annex 5
Statistical Tables

EEA REGISTERED COMMERCIAL FLEET BY FLAG

FLAG COUNTRY Vessels Total GT Total DWT tonnes
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TOTAL 15 238 223 974 577 309 983 937



DRY BULK AND COMBO
OIL TANKERS
TANKERS (parcel & spec)
LPG+LNG

CONTAINER

GEN. CARGO

MULTI PURPOSE

RORO

PURE CAR CARRIERS
REEFERS

CRUISE

FERRIES

TUGS

DREDGERS

OFFSHORE

OTHER NON CARGO

As at 25 June 2012 (100 GT and above)

1390
1976
443
229
1164
1439
1091
518
127
131
124
2 084
2 041
673
1681
93

54151708
64 971133
3176877
7 658 919
47 438 701
2784 663
5946 112
9186 841
5682 080
652 657
5619970
8 902 442
594 468
1702776
5736 833
125 884

98 210 841
117 330 953
4836 730
82 116 635
53 564 346
3682311
8 094 892
4631125
1956 087
717 110
616 469
1698 282
270912
2277 061
5534 192
52 334

9187
11578
1852
1581
5113
16 202
3076
2315

726
1721

361
6 009
14 965
2078
10 057

360

358 097 699
266 954 430
14 627 194
50 114 995
174 629 452
31276 297
20388 197
16 931 437
33187 200
5755 274
16 867 056
15 958 440
4 134 906

4 238 021
46271103
659 202

TABLE 2

647 771 832
481501 970
23 225 436
44168112
201 245 741
44 447 680
27 580 225
9 548 221
11 262 494
6 005 052
1750 991
3578 422
1584 982
4909 235
63 843 611
232 905

Source: © Clarkson Research Services Limited 2012



TABLE 3

As at 01 July 2012

EEA REGISTERED

NON DOMICILED:
39.149 Mn GT EEA CONTROLLED &
EEA REGISTERED:

184.826 Mn GT

Sl

EEA CONTROLLED UNDER THIRD
COUNTRY FLAG: 241.250 Mn GT

Source: Clarksons Research Ltd



1001 ECSA ANNUAL REPORT 2011-2012

THE EEA REGISTERED AND WORLD FLEET DEVELOPMENT

YEAR EEA WORLD EEA as % of
Mn. tonnes Mn. tonnes WORLD
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TOP 30 COMMERCIAL FLEET DISTRIBUTION

FLAG COUNTRY VESSELS GT TOTAL DWT TONNES

TOTAL 63 953 983 143 279 1473 056 776
TOTAL WORLD 87 347 1582 839 245 1066 826 842
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NEWBUILDINGS ON ORDER

DRY CARGO CONTAINER TANKER
Country of domicile No | Total DWT No | Total DWT No | Total DWT

AUSTRIA | 3 1 ] ] |
BULGARIA | 1 1 ] | -
DENMARK 14 000 4 668 500 1127 895
£ I I R
GERMANY 895121 90 5656928 251 600
GREECE SR R B ] VAT 2531 660
ITALY 20000 -] -] 161 1481661
MONACO I I Y Y BT BT
NORWAY 881300 134 000 2 251 610
PORTUGAL oo | - - -
UNITED KINGDOM R 51125 1072 800 1112 805

EEA TOTAL 238 2 928 600 158 | 13047 700 197 | 10752 928
WORLD TOTAL 703 8993834 535 | 42297174 1126 | 74274287
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BULKER RO-RO PASSENGER
Country of domicile No | Total DWT No | Total DWT
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EEA TOTAL 286 | 22465930 35 523 390 32
WORLD TOTAL 2010 | 159 249 882 129 1144 022 120



2000

2005

2006

2007

2008

2009

2010

2011 EST.

2012 FORECAST

2180
2576
2 686
2764
2760
2 659
2772
2 843
2726

(Millions Tonnes)

2137
2725
2921
3113
3211
3120
3479
3621
3814

1494
1819
1877
1913
2012
1826
2052
2250
2757

5811
7120
7 484
7790
7983
7 605
8303
8714
9297

TABLE 7

22,5%
511%
4,08%
2,4%
-4,9%
9.1%
4,9%
6,60%

Source: Clarksons Research Ltd

Data tonne-miles not available. However, based on the consistent ratio tons / tonne-miles from another source over
the previous years, the growth in tonne-miles can be estimated to be identical as in growth in tons. With that the tonne-
miles for 2010 are estimated at 34 000 and forcasteed for 2011 at some 35 600 billion tonne-miles



TABLE 8

.

,

2000

i
i

2001

2002

2003

2004

2005 2006 2007 2008

2009

2010 2011

\\

\2

o GDP

O Merchandise exports

O Maritime Transport Vol. in tonne miles

Source: WTO/ECSA
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MERCHANDISE TRADE BY REGION AND SELECTED COUNTRIES

EXPORTS
Value Annual percentage change
TYPE 2011 2005-10 2008 2009 2010 2011
8
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WORLD
NORTH AMERICA

United states
SOUTH AND CENTRAL AMERICA (b)

Brazil
EUROPE

European Union (27

EU (27) extra-trade
CIS

Russian Federation (a)
AFRICA

South Africa

Africa less south Africa

Oil exporters (c]
Non oil exporters

MIDDLE EAST
ASIA

China

India

Japan

New industrialized economies (d)
MEMORANDUM ITEMS

Mercosur (e)

Asean (f)

least developed countries (LDCs

a. Imports are valued f.o.b.
b. Includes the Caribbean.

c. Algeria, Angola, Cameroon, Chad, Congo, Equatorial Guinea, Gabon, Libya, Nigeria, Sudan.
d. Hong Kong, China; Republic of Korea; Singapore and Chinese Taipei.
e. Common market: Argentina, Brazil, Paraguay, Urugay.

18 000
3090
2265

727
237
6 854
6 241
2 344
540
323
555
122
433
160
274
665
5568
1743
451
854
1302

334
1151
202

19
10
15

30
44
13
12
17
32
31
28
14
33
39
29
28
21
18
40
23

41
21
30

21
23
23
30
43
13
12
16
24
30
14
29
11

4
15
13
32
39
25
25
33

43
31
13

25
21
19

Source: WTO Secretariat.

f. Association of southeast Asian Nations: Brunei, Cambodia, Indonesia, Laos, Malaysia, Myanmar, Philippines, Singapore, Thailand,

Viet Nam.



4 COSCO Container L.
Evergreen Line

7 APL

8 CSCL

9 Hanjin Shipping
10 MOL

11 00CL

13 NYK Line

14 Hyundai M.M.

15 K Line

16 Yang Ming Marine Transp. Corp.
17 Zim

18 PIL (Pacific Int. Line)

19 UASC

20 CSAV Group

21 Wan Hai Lines

22 TS Lines

23 HDS Lines

24 X-Press Feeders Group
25SITC

26 KMTC

27 RCL (Regional Container L]

30 STX Pan QOcean (Container)

2631775
2206 325
1358 419
715 545
689 292
649 424
596 517
580 939
569 451
511 609
429 859
415 344
401 989
371020
351 405
342 026
327 452
306 017
269 691
261559
171 548
91753
86 320
77 396
56 794
54 377
51897
48 997
42 435
39 607

As per 30 July 2012

638
468
406
159
181
144
134
154
111
113
92
100
94
67
73
83
88
151
45
59
79
47
21
60
58
38
38
22
42
21

1352 492
1164 285
870 658
339 500
350 941
351503
378 149
163 837
293 801
270 683
158 325
195 156
101 476
270 374
238 437
137 633
173 576
130 926
56 179
213 381
40 843
88 597
81 744
73 946
38 318
33 494
12 114
47 696
2337
27 853

406
273
318

51.4%
52.8%
64.1%
47.4%
50.9%
54.1%
63.4%
28.2%
51.6%
52.9%
36.8%
47.0%
25.2%
72.9%
67.9%
40.2%
53.0%
42.8%
20.8%
81.6%
23.8%
96.6%
94.7%
95.5%
67.5%
61.6%
23.3%
97.3%

5.5%
70.3%

461 554
294 060
53 214
166 342
427 588
118 521
239 400
98 952
204 648
87 200
132 576
176 384
52 832
90 615
19 184
74210
148 168
66 830

34 400
25780

4000

9792

6 643

2086

14000
708

3 464

N N BN W o DN

TABLE

17.5%
13.3%

3.9%
23.2%
62.0%
18.3%
40.1%
17.0%
35.9%
17.0%
30.8%
42.5%
13.1%
24.4%

5.5%
21.7%
45.2%
21.8%

13.2%
15.0%

5.2%
17.2%
12.2%

4.0%
28.6%

1.7%

8.7%

Source: Alphaliner

Main line’s consolidated subsidiaries : APM-Maersk includes Maersk Line, Safmarine, MCC-Transport, Seago Line, Mercosul Line and
OACL — MSC includes WEC Lines — CMA CGM Group includes CMA CGM, Delmas, ANL, US Lines, Feeder Associate System, Cagema,
MacAndrews, Cheng Lie Navigation Co and CoMaNav — Evergreen Line includes Evergreen Marine Corporation, Evergreen Marine (UK)
Ltd, Evergreen Marine (HK) Ltd and Italia Marittima — CSAV Group includes CSAV, CSAV Norasia, Libra (Brazil), Libra Uruguay — CSCL
(China Shipping Container Lines) includes Shanghai Puhai Shipping Co — Zim (ZISS) includes Gold Star Line and Laurel Navigation —
PIL (Pacific International Lines) includes Advance Container Line (ACLJ, Pacific Eagle Line (PEL), Pacific Direct Line (PDL) and Malaysia
Shg Corp. — Wan Hai Lines includes Interasia Lines — Hamburg Sud Group includes Hamburg Sud and Alianca — Grimaldi (Napoli)
includes Atlantic Container Line (ACL) and Finnlines — X-Press Feeders Group includes Sea Consortium and X-Press Container Line
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CONTAINER TRADES - FULL MOVES

WORLD-WIDE FLOWS

YEAR million TEUs Growth
2007 1415 11,0%
2009 132,4 -10,9%

ASIA - NORTH EUROPE

YEAR WB Growth EB Growth
2010 gosg| 4 052

TRADE ESTIMATES BY ECSA 2011

million TEUs % of world total
TOTAL EAST-WEST s %

TOTAL INTRA-REGIONAL O
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