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MARINE POLLUTION PREVENTION AND MANAGEMENT:
OPPORTUNITIES FOR INVESTMENT

he Regional Programme for Marine Pollu-

tion Prevention and Management in the East

Asian Seas (MPP-EAS) was established in
1994 to assist participating govemments in controlling and
managing marine pollution in the East Asian Seas. The
Programme is the cutting edge initiative of 11 East Asan
countrics with the joint efforts of the Global Environment
Facility (GEE), the United MNations Development
Programme (IINDP) and the Intemational Marntime Or-
ganization {IMO). Its objectives and integrative approach
in coastal and marine area management are direct re-
sponses to Chapter 17 of Agenda 21 of the United Na-
tions Conference on Environment and Development. In
fact, the integrated coastal management (ICM) approach
15 considered a blueprint for sustainable development at
the local level.

The Programme’s vision is for land-based pollution
to be effectively addressed at the local level with the full

participation of local governments and stakeholders. The
Programme has demonstrated the feasibility and effiec-
tiveness of the ICM system at the local level with its adop-
tion at two demonstration sites—Batangas Bay in the Phil-
ippines and Xiamen in the People’s Republic of China.
The ICM framework enables effective policy, manage-
ment and technological mterventions to address domestic
pollution problems in the coastal areas.

In addition, the Straits of Malacca was chosen as the
Programme's test site to demonstrate the success of exist-
ing efforts in resolving problems regarding navigational
safety and control of marine pollution at a subregional
level, The Programme believes that pollution risk man-
agement in subregional seas should be addressed through
mtergovernmental collaboration of littoral and user States,
The Malacca Straits model involving three littoral States
could then be modified and applied 1o control marine
pollution in other straits and subregional seas.

Sewage Trealment Plant, Yuan Dang Lake, Xiamen, China,

A significant feature
of the Programme is the
promotion of public sector
and privale sector partner-
ships. The establishment of
the demonstration sites pro-
vides a host of opportuni-
ties in which both the pub-
lic and private sectors play
significant roles. The pub-
lic sector provides the
“software”, such as policy
formulation, management
and action plans,
preinvestment feasibility
studies, human resource
development, and technical
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EDITORIAL

ECONOMIC OPPORTUNITIES IN MARINE POLLUTION MANAGEMENT

Enviranmental problems due mainly to hurman activities are threatening the life support system
of our home planet. These problems include resource overexploitation, land degradation, destruction
of biodiversity, unbridled economic development, climate change and poliution, They are being
exacerbated by natural hazard events, and political and social instability. International and domestic
afforts have been exerted to address these problems with minimal success. Many of the
environmetal programs and projects are very dependent on external funding and technical supgort,
Many of these activities cover planning and research phases and stop short of implementation,
While technical capacity may be heefed up, the contimuity of efforts 1o resolve the identified
environmental issues is either hampered or even dissipated due to the absence of a viabla mechanism
that will proped enviranmental programs and projects beyond their appartioned time. The resolution
of enviranmental issues generally requires a longer time frame and, therefore, a sustainable system
that is nat dependent on external assistanca must be established with the benaficiaries or recipients
(.., government, communities) able to take on the responsibifity. Thus, sustainability of efforts is
2 crocial element in the perpetuation and enhancement of programs and projects which cover not
anly the establishment of appropriate institutional and legal systesns but, more impartantly, the
provision of wiable financing machanisms.

Amang the eritical environmental issues s by-products of economic development is maring
poflution from both land- and sea-based sources. Traditionafly, governments assume the task of
mitigating marine pellution and its adverse consequences. However, povermment efforts have not
always bean efficient and cost effective because of the typically sectoral approach. Innovative
and peactical approaches and instruments to address maring pallution need 10 be developed and
implemented, A sustainable approach to marine paliution prevention and management would be to
ascertain the economic opportunities associated with tham,

“Public sector-private sector partnerships” was the theme of a regional conference which
was held in Manila from 14 ta 16 Novernber 1996, The opportunities and benefits of joint ventures
in maring pollution programs were highlghted during the conference sessions in the East Asian
Seas region. A series of recommendations were put forward by the conference, aimed at promating
ant ensuring increased interaction between industry, donor sgencees, NGOs, international agencies
and the various levels of government.

This fifth issue af the Tropical Coasts highlights ecanomic apportunities that galvanize
stakenolders in the prevention and management of marine pollution, especially the coaference
thema an public sectar-private sectar partnerships. Such partnerships take advantage of the private
sector’s dynamism, technical expertise, financial resources and entreprensurial spirit. On the other
hand, the public sector contribution to such partnesships includes the setting up of the necessary
Iegal system and infrastructures, providing technical suppart, identifying and evaluating sacial and
economic benefits, quality control, setting of standards and sharing of information, among others.
Thix issue also axplores case studies such az the cleaning of rivers in Singapore, tourism development
in Thailand and the management of subregional seas such as the Malacca Straits. It also covers
case studies in the Philippines on the Buld-Operate-Transfer (BOT) scheme and particination of
NG0s, market-based instruments sech as reducing tariff and fee system, as well as infrastructure
and capacity that enhance maring pellution prevention and management (ike the maring electronic
highweay and the manpower resource from the seafaring industry. These case studies attest to the
iméestment apportunities in maring paliution prevention and management. For such programs and
projects 1o be effective as “environmental enterprises,” the active participation of the private
sector must ba promoted a3 mitigating marine paliution ks no longer the sole responsibility of the
government. [t requires a multifaceted perspective in which all stakeholders ie., government,
communities, private sector, donors, etc.) must play actively within a cooperative and integrated
framework with a shared responshility.

(Overall, a clear message was delivered by the conference. Partnerships are not anby
viahle, but essential if marine pallution problems are to be addressed. The discussion of problems
and constramts has run its cowrse. [t is teme for action,
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MARINE POLLUTION.... {fram page 1)
assistance; whereas, the private sector contnbutes i the form
of “hardware” mvestment such as waste collection, storage and
treatment, sustainable maritme industry and development of
environmental entreprise.

Marine pollution s a product of economic development.
Appropriately, market-based mstruments have been identified
to address the issue of manne pollution most efficiently—par-
ticularly through the development of the environmental indus-
try. The emergence and strengthening of environmental in-
dustries will create a strong voice in favor of environmental
protection in conventional business communitics,

The diagram below identifies some of the specific ven-
tures that both public and private sectors may undertake in sup-
port of manne pollution prevention and management in the
East Asian Seas.

Marine Pollution Programme

East Asian Seas

tical and cost-effective. Toachieve this goal, local govermnments
need support to incorporate ICM strategies and practices into
their planning, economic development, land management,
social and environmental services, and fiscal policies, Lo-
cal governments are further challenged to develop infrastruc-
ture proposals that are technically and environmentally
sound, as well as attractive to potential investors. To achieve
this capacity, most local governments will need to strengthen
their management and human resource capabilities. This is
where national governments, nongovernment organizations
(NGOss), donor agencies and international organizations can
play a significantrole. By developing capacities at the local
level, the sense of ownership and community responsibility,
the viability of ICM, the potential for replication to other
coastal areas, and the reduction of land-based pollution in
the marne environment, are reinforced.

Business venlures in environmental management may be
umdertaken more efficiently with the collaboration of dener and
international agencies,
govemnments, NGOs, and
the private sector. Col-
laboration can take place

Strategic and action plans

Sewage treatment facilities

Public Sector Investment - Private Sector Investment , mﬂ}e‘fﬂlowmgsuggﬁmd
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2. UNDP expand-

ing its sustainable devel-
opment efforts through

National governments have the capacity to leverage pri-
vate sector investment, through incentive programs such as
build-operate-transfer, economic and development policies, and
regulation. Informanon mfrastucture and development of m-
centive programs directed toward small- and medinm-seale
enlerprises are potential opportunities for govemment 1o act as
a facilitator of a sustainable national and regicmal emvironmen-
tal industry, as well as through local government units,

The concept of establishing a local presence and capacity,
and then proceeding 1o a more ambitious provincial and na-
tional program after developing sufficient experience, 1s prac-

country Indicative Planning Figures (IPF} by encouraging
national and local covernments to develop the necessary in-
tegrative planning and management framework (or national
“ICM software"); creating employment and alleviating poy-
erly in coastal areas; strengthening the capacity of the local
government by developing new 1CM demonstration and par-
allel sites; and promoting intergovernmental collaboration
to control marine pollution in subregional seas and congested
straits using regional IPF to develop a regional management
framework (or regional “software™), and pushing for tech-
nical cooperation as envisioned in the Technical Co-opera-
tion Among Developing Countries (TCDC).
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3. Donors and multilateral banking institutions helping
local and national governments in establishing, demon-
strating, replicating and extending ICM programs in in-
dividual countries and regions, or in specific subregional
sea arcas; providing assistance in capacity building,
preinvestment studies, research and other technical as-
pects, and more importantly, contributing significantly
through bilateral or regional mechanisms to support the
hardware requirements, such as the setting up of Build-
Operate-Transfer (BOT) or Build-Own-COperate (BOO)
facilities for marine pollution projects and promoting the
development of the environment industry.

4. The private secter supporting national commitment
and the management framework developed through ICM
and subregional seas and programs, by providing hard-
ware and support services; complying with discharge stan-
dards; and investing in pollution-related BOT/BOO
projects to develop a viable environmental industry,

5. NGOs emphasizing their functional niche within
the ICM program, especially in community mobilization,
public awareness, social equity and protection of cultural
heritage and the ecosystem.

Undoubtedly, the key to arresting the increasing threat
of marine pollution ligs in adequately planning and man-
aging our economic development, integrating proactive
and reactive measures to preserve our environment and
sustain econemic gains, For cach opportunity, there are
costs, benefits and risk factors that need to be explored,
quantified to the extent possible, and translated into terms
that are appreciated by politicians, decision-makers, po-
tential investors and the general public. Opportunities
that provide win-win outcomes with respect to public good
and economic benefitare first priority in the evolution of
sustainable marine pollution initiatives.

& Based on the paper by Dr. Chua Thia-
LEng, Regional Programme Manager, Regional
FPregramme for the Prevention and
Management of Marine Pollution in the East
Asian Seas, at the Regional Conference on
Sustainable Finanoing Mechanisms for
Marine Pollution Prevention and
Management: Public Sector-Private Sector
Partnersiips, 14-16 Nevermber 19906,

RECONCILING ECOLOGY AND ECONOMICS
FOR THE MARINE ENVIRONMENT

colomeal economics encompasses 1ssues and

relattonships between ecosvstems and eco-

nomic systems. Simply stated, it is the sci-
ence which secks 10 discuss issues arising from the use and
abuse of natural resources that are considered as assets of
the economy. The same field of study disclosed the con-
cept of sustamable development through environmental
preservation and conservation—in the case of the coastal
environment, through marine pollution prevention and man-
agement.  Thus, several environmental managemen? pro-
grams were launched, mostly applying a direct, precemeal
and highly localized approach to address pollution prob-
lems and depletion of natural resources.

A few of these programs proved to be successiul, as
shown by their completion of expected targets. Unfortu-
nately, these targets ofien concentrated on biological, physi-
cal, and chemucal aspects, barely touching on socioeconomic
factors as success parameters. Also, the scope of project
impact assessment was often confined to the exact location
of the project and its immediate proximate areas, even if
impacts often extend over these bounds. Furthermore, pro-
gram gains could not be sustained except with continued
support and subsidy from national coffers. On the other

hand, economic projects initiated by national governments
were often assessed based on thewr ability o generate rev-
enues, while neglecting social and biophysical impacts. In
the marine sector, recent developments focus on projects in
marine pollution management, river clean-up, coral reef pro-
tection and tourism development, and fisheries management.
The difficulty les, however, in attracting povernment and
the private sector—especially in developing countries—io
willingly and enthusiastically venture into such projects. In
response, cconomic valuation and the concept of market-
based instruments were introduced, aimed at quantifying
environmental indicators and identifying motvating fac-
tors to sustain projects into costs and benefits and their mon-
elary equivalents

Recent tools and frameworks have been developed to place
values on natral resources and account for damages, benefits
and costs, However, concrete evidence of benelits sull need
1o be presented to prove that ecological balance is economi-
cally sound, and that environmental management cndeavars
can hecome profitable and viable investuments. In many in-
stances, enviromment programs remain beset by a serious lack
of reliable data on sociceconomic benefits, due to the omis-
sion of these parameters during the planning stage.

Tropicat @oasts



Ome of the objectives of the GEFTINDP/IMO Regional
Programme on Marine Pollution Prevention and Manage-
ment in the East Asian Seas 15 to promote sustainable fi-
nancing for activities requiring long-term comnutments. A
survey conducted on ongomny and proposed marine pollu-
ton/coastal management projects in the East Asian region
revealed large interest and financial commitment to address
the issue of marine pollution. However, one still needs 1o
examine whether these activities are sustainable and to con-
cretely determume long-term benefits, In mid-1996, the Re-
gional Programme initiated a cur-

in Singapore was manifested by a 71% reduction in govern-
ment expendinures for health and environment from 1980
1990 and the slow rate of increase in household expenditures
for medical care relative (o other expenses (approximately 3%)
over the same penod,

On the other hand, enhanced labor conditions can be scen

in the 125% increase in average monthly earmings from 1980
to 1990, and value added per worker increasing at over 509
every 10 years. Though direct relatonship has vet to be estab-
lished, studies by labor

sory examination of case studies economists show a strong
on various programs which incor- relationship  between
porated aspects of the ICM frame- Table 1: Visitor Arrivals by Purpose, health, labor productivity
work to determine indications of 1980 and 1980 and income, Thus, sound
socioecononue benefit. The study 1980 1990 approaches to safeguard
focused on cases inthe E i i "
Seas i‘o!luwl:'srl:u tth1h?:f:£: Ja::‘ RURROSE (x:105) (a0 E:;'Lf\’}:izﬁl-‘hﬂ;;ﬁ ifl;:g‘
= ===
clean rivers, tourism develop- duction, promising invest-
ment and fsheries management. Holiday 1.644.2 13124 ment activity, opportuni-
Business a00.9 591.5 tes for emplovment and
e Case of Clean Rivers Business and Holiday 166.1 214.3 income generation, and an
In transit 253.7 481.2 overall improvement in
The Clean Rivers Programof | Others 200.1 623.4 Gross Domesue Product
Smgapore covering Kallang and GDP) contribution,
Swjare Rivers, sch ified lhrzr: di- TOTAL 2,562.1 5.322.9 ( :I
rect targets: (1) public health; (2) | In addition, rver and

tourism development; and {3) na-
tional disciphne. These targets
were identified through imensive research, planning and col-
laboration with several government agencies headed by the
Mimstry of Environment. Like the Philippines” Pasig River
Rehabilitation Program fyee Tropical Coasts Vol 3 Mo, /),
which is currently in progress, components were delegated
to hine agencies already mandated o undertake specific
tasks, Thus, the River Cleaning Program became part of
the agenda of all these apencies. Planning was followed by
activines, including: (1) zonation; (2) construction of relo-
cation sites, including low-cost housing units, industrial es-
tates and ports; (3) actual relocation; (4) sewerage cleaning
and rehabilitation; (5) clearing waterways of obstruction,
including sunken derclicts; (6} dredging or desilting and
landscaping; (7) water quality monitoring; (8) designing a
system of fines and penalties; {9) integrating an environ-
ment curriculum in schools; (100 mereasing public aware-
ness; (11} promoting private sector involvement; and (12}
compliance moenitoring.

The ultimate concern of Singapore behind the polluted
River was its overall effect on the nation. The results of the
eleanup definitely created positive externalities or spillover ef-
fects on other sectors of the economy. For instance, a clean
environment overlaps with public health and labor productiv-
ity 15sues by providing for sanitation and hygiene, opporiuni-
ties for rest and recreation, community involvement and cul-
tural enhancement. The generzl impravement in public health

Source: Singapore Tourlst Promotion Board.

city cleaning improves the
“mational image”, as it af-
fects the psyche of citizens and foreign visitors, Inaccounting
terms, this 18 synonymous 1o an imvestment i advertising. In
the case of Singapore, efforts were geared toward promoting
Singapore as a Convention City. The cleaning of the Kallang
and Singapore Favers contributed to the influx of tourists (108%
mcrease berween 1980 and 19903, effected an increase in value
of land and property { 16.8%) increase between 1980 and 1990),
and encouraged foreign investments into the country (USE7.3
mullicn in 1996). These are concrete manifestations of signifi-
cant benefits generated, though mdirectly, by the cleanup pro-
gram.

Tourism Development

Tourism is an industry that 15 especially sensitve to sus-
tammable development, depending upon the use of natural re-
sources, a clean environment and market and non-market value
to the client. The same program provides employment oppor-
tunities, whether they are artisanal or commercial fisherfolk,
resort managers, souvenir shopkeepers, shell or coral crafis
traders, or entrepreneurs renting out diving equipment and
boats.

Tourism enthusiasts casily agree to the concept of marine
parks development, as their motivation 1o preserve nature
directly relates to the amount of revenues they are able o
generate from their efforts at environmental protection. Coe
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of the more successful marine park development programs
imvolves Phuket Island in Thailand, as part of the Coastal
Resource Management Project (CRMP)  implemented from
1986 to 1992 by the United States Agency for International
Development (USAIDY) and the Royal Thai Government, After
four vears of operation, the Project had established measures
mvolving policy formulation, surveillance and enforcement,
education and public support. The program also auained
remarkable private sector and public support through extensive
media coverage, education and scientific activites.

Thus, 1t was relatively easy to encourage the private
seetor to take part in the preservation campaign of Phuket's
corals, inasmuch as businesses depended on corals, shells,
diversity of marine species and clean beaches, Livelihoods
depended largely on keeping the beaches in their pristine
state,

Two vears after the program started in Phuket, tourist
arrivals and daily expenditures had increased extensively,
From 1989 to 1993, daily expenditures of tourists grew by
1158%, to about USS114 per day. Revenues from tourism
activitics also grew, from 6.7 billion baht in 1959 10 33.9
billion baht in 1995, Developments in the environment af-
fected and benefited several other sectors, including agrni-
culture and fisheries, forestry, hotel and restaurants, con-
struction, munmg, public works, communication and trans-
portation, and sanitation,

Another case involves tourism development in Ko Samu,
Thailand, The Tourism Authority of Thailand reported an in-
crease in income and employment of the local population and
more efficient use of natural resources, due to tourism devel-
opment in the area. The population’s highest source of in-
come s tourism which generated a cash inflow of 496 3 mil-
lion haht and 671 1 mullion baht in 1992 and 1993, respec-
tively, Farmers' incomes are 5,020 baht/meonth, whereas tou-
1sm entreprencurs carn as much as 56,774 baht/'month,

The case of Pattaya is in stark contrast to Phuket. Pattava
was formerly the premier tourist paradise in Thailand, untl
problems with potable water supply, garbage and sanitation,
forced tourists to search for other sites,

In spite of the 1ourism henefiis w natural resource preser-
vation and conservation in Thailand, the industry has not been
able 1o adequately resolve the problem of pollution. 1n fact,
there appears to be little cffort by beach resort owners to pre-
serve the environment outside of their own propertics. There
15 a prevalence of beach resorts without adequate sewage and
solid waste treatment facilities, Activines related to coral, shell
and aquarium fish collection remain unchecked. In addition,
construction and mfrastructure activities accelerate erosion und
sedimentation that destroy coral reefs and affect the marine
environment.

Fisheries Management

Bruner Darussalam developed and adopted a coastal re-
source management plan through the CRMP in response 1o
the need for alternatives o o1l dependence. Brune Darssalam
has 735 oil wells that generated 4.70% million mewic tons of
crude ol and 8.063 million cubic meters of gas in 1990, Pro-
duction comes essentially from seven ol fields offshore and
twa onshore, characterized by hugh productiviry and value
added per worker. However, this resource is projected to run
out n 27 years, Hence, fisheries was wentified as one of the
alternatives to sustain the country's economy.

A MNational Interagency Commiltes on Environment was
established to mplement the plan to respond 1o the lack of a
coordinating agency for environment, as well as the absence
of legislation to address environmental matters. In addition,
the Marine Department developed a Naronal il Spill Con-
tingency Plan in collaberaton with the Brunei Shell Pero-
leum Co, Sdn, Bhd. to protect the coast in the event of an ol
spill. Apart from coral reef protection, the productivity of
coastal waters 15 being enhanced through artficial reef build-
ing using abandoned oil rigs, Also, a Red Tide Action Plan
was formulated w address the red tde outbreaks imcluding in-
cidences of paralvtic shellfish poisomng. Other actions were
wrfing and landscaping projects to arrest soil erosion whereas
mangrove protection was delegated 1o the Forestry Depart-
ment. Finally, as an expression of its contnmuing commitment
1o CEMP. Brunei Darussalam has been actively participating
i marine pollution prevention and managemenl programs,

Iive vears atter the CRMP formally started, fish produc-
tion increased by 0.2% and employment of part-time artisanal
fishermen inereased by 27%,

Case Study Overview

The casc studies were based larpely on measurements of
quannfiable socioeconomic factors, while onutting non-use
options, heritage and other values. Measures of well-being,
including national revenues and per capita gross natonal or
repional product, income and emplovment generation, health
and leisure, labor productivity and efficiency, conswmption
patterns, fulfillment of the basic needs (c.z2., food, clothing,
shelier, education and health) and access to informanon, are
only some of the factors that may he applied to determine the
unpact of projects to the national economy.

&% Hoesed an thie papers by Mr. Pradech Phavasvichien,
Depudy CGovernor for Planning and Develapaent. Tourism
Authoryof Thadand and My Casaling 8§ Teram, Rescarvch
Associate, Regonal Programme for the Prevention and
Minagement of Maring Poliution in the Cast Azian Seas, ar the
Regional Conference on Sustamable Financing
Mechanizms for Marine Polletion Prevention and
Management; Public Sector-Private Sector Partnersbps,
H-16 Neveniher 1996,
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PROVIDING FOR SAFER AND CLEANER SEAS
IN THE MALACCA STRAITS

he Straits of Malacez 1s one of the busiest

waterways m the world and at approxnmately

500 miles, the
longest strait used (or mter-
national navigaticn.l [t con-
nects the Indian Geean to the
South China Sea and 15 mea-
surcd to be the shortest route
hetween the Persian Gulf and
East Asian countries. In
1994, atotal of 122,600 ves-

TYPE OF VESSEL

but also the international community that navigates throuph
the Straits is equally liable and responsible. The issue of
funding for environmental

Tahle 1: Types of Ships Observed Passing
Through the Straits of Malacca
at One Fathom Bank

management and navigalional
safety, thus, becomes conten-
tious, Mevertheless, there are
grounds for international coop-
cration that can be analyzed
within the context of the unli-

sels called at ports along the Conventional cargo

Straits, with 31.735 ships ob- Tanker

served passing the One Cantainer

Fathom Bank. Fishing crafts
Tug and tow

Natural resources a- Ro-Ro
; 7 g Passenger

bound in the Straits, For in- Military vessels

stance, 58.6% of all fisher- Patrol crafts

ies landings i Peninsular : Submarines

Malaysia in 1994 anginated |

fromt the Straits. While in In- TOTAL

denesia, fishery catch from
the Straits ranks sceond only
to fishery landing from the
north coast of Java, Large expanses of mangroves line the
horders of the Straits, along with coral reefs in the waters of
Malaysia and Indonesia,

Economic activitics of the littoral States are highly de-
pendent on the Straits, In Malaysia alone, 95% of its exter-
nal wade is carried by sea, mainly through the Malacca
Struits. Morcover, the country’s major ports are located
along the Swraits, including specialized ports serving the
petroleum and petrochemical industries, Also, 653% of the
country ‘s population live along the western cornidor of Pen-
insular Malaysia,

Unfortanately, the profusion of both land- and sea-
based activities resulted in marine pollution problems, cavs-
ing the decline of water quahity in the Stans, Worse, the
possibility of a major oil spill occurring in the Straits in-
creases with the volume of sea traffic (in 1994, 30% of ves-
sel traffic passing the One Fathom Bank were tankers),
Given its semi-enclosed namre, 3 major spill would be cata-
strophic to the communities living along the Straits, not to
mention the potential damages to the exisiing ecosystems,

In formulating solutions to pollution problems in the
Straits, the diversity of stakeholders provides a challenging
situation not only to the communities of the littoral States

Source! Uuyd'é Maritime Information Services (LMIS), 1994,

NUMEER tarian needs of stakeholders and
their altruistic aspirations for
11,620 the Straits,
9.888
?é;; | Valwe of the Straits
1?;3 User States’ interests are
' 440 mostly economic innature. To-
262 ward the latter quarter of 1995,
172 283,123 559 mewc tons of ail

4 were transported from the
Middle Eastand Africa through
the Straits, Tanker mevement
alone involved 2,441 vovapes
with more than 60% above
200 000 dead weight tons
(dwt). The high economic value of the Straits is based on
the following:

31,755

| The Stras is the shortest route from the Indian Ocean
ta the South China Sea, Very Large Crude Carriers (VLCCs)
en route from the Persian Gulf to Japan would save approxi-
mately 1,000 miles or 3 days sailing through the Straits of
Malacca as opposed 1o the Lombok and Makassar Suaits,

2. V1.CCs traveling from South Africa would save 200
miles usmg the Strans of Malacea as opposed to the Sunda
Straits,

In dollar terms, the Japanese petroleum mdustry, for
instance, saves up to US3340 million anmlu]]:ﬂ.z

Meanwhile, as owners of the Straits, the linoral States”
interests are more broad based and prominent. Should any-
thing untoward happen to the Straits, they do not have the
option to just bypass the incident, rather they will have 1o
live with 1. Henee, it 15 m their best interest o ensure that
the Straits remains open at all times,

The Straits is a very Important 50C108CONOMIC resounce
for local communities, There are 139 fishing villages along
the west coast of Peninsular Malaysia supporting 70% of
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the area's populace. In 1994, 1otal marine fish landings from
the Malaysian side of the Straits amounted to 460,302 met-
ric tons, compared 1o only 280,605 metric tons from the
East Couast of Malavsia. Futhermore, the Straits hosts nu-
merous aguaculiure and mariculiure ventures., A major pol-
lution incident would cost the Malaysian fisheries sector up
to RM1.2 billion. Equally important would be the effect of
an oil spill on the ourism industry of Malavsia,

There is more than enoupgh basis for cooperative effort among
user and httoral States n promoting navigational safety and envi-
ronmental management in the Straits of Malacea. Atpresent, there
are only two Traffic Separation Schemes (1535) i the Straits
the Cme Fathom Bank and Tamong Piai (at the entrance of the
Strants of Singaport.‘}.3 Chatside of these areas, vessels are permit-
ted o draw their own course. This makes navigation 1 the Straits
difficult even at the best of times, From 1978 o 1994, a1otal of
476 casualties were reported (Tabfle 2), averaging 30 per vear
These nclude more than 50 casualties which resulted inoil spills.
Tor date, Malaysia has shouldered RM7.7 million incleaning up
these spills.

| Table 2: Reported Casualties in the Straits of
Malacca by Type of Vessel {1978-1994)

! TYPE OF VESSEL NUMEBER
| e
| General cargo 253
| Tanker 98
| Bulk carrier az
Fishing vessels 21
Container ship 14
Liguefied gas tanker
Tug
Ore carrier
Unknown
Ferry
Landing craft
Passenger
Reo-Ro cargo vessel

Supply ship
Tug!Supply ship
Vehicle carrier
Livestock carrier
Aggregate carrier
Barge carrier
Cable layer
Crane ponloon

| Destroyer

" Drilling ship
|

Hopper/Dredges
Processing tanker
Refrigerated cargo vessel
Utility vessel

P ST W . R I (P S T W o S NS P IR P U TR R e T i

TOTAL 476

Source: Lioyd's Maritime Information Services (LM/S), 1994,

In order to nunimize accidents, littoral States have in-
vested 11 various precautionary measures, such as provid-
ing aids to navigation.

International Cooperation

There are opportunities for states 0 cooperate in 1m-
proving navigauonal satety, a fact well recognused by mem-
bers of the user community, Japan, for example, has con-
tinueusly contributed toward this end— ¥1.424 billion for
the survey of the Straits of Malacca and 2400 million to the
Strait of Malacca Revelving Fund (Table 3).4 The main
problem, though, s finding an acceptable, non-discrimina-
tory funding mechanism for establishing a cooperative ar-
rangement,

Hand in hand with naviganonal safety is the question
of environmental management, Apart from managing pol-
lution from land-based sources, marine environmental man-
agement in the Straits consists of the following elements:
{a) being highly prepared to combat ml spills; (b) minimiz-
ing and preventing pollution from human activines on land;
(¢) enforcement of regulations for controlling vessel-based
pollution; and (d) damage repair and compensation cost,

An adequate budget is needed to accomplish these re-
quirgments, Foreign funds have been recetved only for ol
spill preparcdness and response activities.  International
funding for environmental protection 1s contentious, o say
the least, and remains unresolved. Global economic rends
will even make foreign aid less available for the protection
of the marine environment in the Straits of Malacea,

Financlal Mechanisms

With this scenario, what then are the options for the
linoral States in financing navigational safety and environ-
mental management in the Straits?

The application of the user pays scheme is an attrac-
tive option, albeit an old one”, Whenever vessels call i at
ports in Mulaysia, Singapore or Indonesia, port charges are
levied on them. However, the problem is how to make fran-
siting vessels pay, An additional concern is whether these
dues are sufficient to support the costs of operating and
maintaming navigational aids o the Straits. Light dues col-
lection 15 never enough. Also, the method of collection
needs to be revised to facilitate greater capture of revenue,

Establishing 2 burden-sharing mechanism in the
straits should not be confined to those who pay light dues,
Instead, it should address the majority of the vessels
which transit in the Straits. The UNCED principle that
States have common but differentiated responsibilities
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The preceding
Table 3: Japanese Contribution to Navigation Safety and Prevention point highlights the
of Pollution in the Straits of Malacca well-known pitfall in
any effort to apply
PROJECT FISCAL YEAR  AMOUNT UEre Hay policies
e the maxim of “user
{million yen) L
- . pays, user says” snll
Hydrographic Survey 1968-1978 appliss; Shehnom
Production of Common Datum Charts 1976-1582 359 States have w decide
Tidal and Current Studies 1476-1879 646 on how much control
Remowval of Shipwreck 1872-1578 1,435 aver the Sitrais
Dredging Works in the Straits of Singapare 1979 1,001 would be shared with
Installation of Aids to Navigation 1968-1893 2,166 members of the inter-
Coopgration in Maintenance of Aids to Navigation 1970-1593 1,358 national community.
Donation of Buoy Tender to the Government of 1975-1G78 52 Mevertheless, their
Malaysia interests should re-
OSPAR Cooperation 1990-1543 210 :
Donation of Cil Skimming Vessel to the Govern- 1973 502 MmN paramount
ment of Singapore
Donation of Revolving Fund 1880 400 The list of ac-
Other International Cooperation by Malacca Strait 19658-1993 420 trvities for improv-
Council ing naviganonal
TOTAL 9,973 satety and protect-

Source: Mr. Akio Ona, Ministry of Transport, Japan

Mote: This does nal include the running costs of Malacce Strait Council and the personal expenses of officials
invohad in the prajects. With the present exchange rate, the amount is equivalent to USS82.8 million,

for sustainable development should also be considered.
Before any torm of burden-sharing arrangement is
established, all the beneficiaries of the Straies shonld first
be consulted, so that such a regime when o place does
not appear to discriminate against anvone and is
consistent wilh inlernational practice

A cursory examination of Strans users shows that
they include privale entities, coastul communitics and
nation states. Such a hroad cateporizanion makes appor.
tomng responsibilities ditficule In examining the ap-
plication of users pay policies in the Straits, it is also
neeessary 1o analyze the willingness of users to pay. The
mternational shipping community, for instance, is will-
ing to support efforts 1o enhance navigational safety, as
illustrated by the 1993 draft statement
af the il Compames International

ing the marine ¢nvi-
TONIMEN 15 an exten-
sive one, ranging
from updating of
charts and carrying
oul hvdrographic surveys, to establishing an environmen-
tal monitoring svstem for the Straits (Tubfe 41, Not all
of the activities will receive lMnancing from external
sources, and bittoral Srates wall have w continue funding
many of these. However, a situation should not develop
such that litteral States wall keep on providing subsidies
to the international community,  Littaral States should
decide on a prionity hist of projects which require urgent
tunding. especially those wlnch can be carried ol on a
regional basis.

The Way Forward

Strait States need to send a clear message calling

for mmternational cooperation in the Malacca Straits,
comphasizing  the

. need for interna-

Maritime Forum calling for an expan-
sion of the existing TS5 in the Straits.
However, the offer of cooperation
comes with certain conditions. Forin-
stance, the Tanker Owner's Federa-
tien, INTERTANKO, indicated s
willingness to pay higher dues if this
is reciprocated by the revision of rates
by hitoral Srates with the promise that
the latter will not discriminate against
its members.

Before any form of burden-

such a regime when in place does
not appear to discriminate against
anyone and is consistent with
international practice,

fional measures (o
implement generally

sharing arrangement is established, acceptable prin-
all the beneficiaries of the Straijts ciples in environ-
should first be consulted, so that mental  manage-

ment, ¢.g., the pre-
cautionary prin-
ciple. One of the
main questions aris-
ing from such mea-
sures that has to be
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ENVIRONMENT AND
POLLUTION PROJECTS

» Water quality monitoring

v Effective il pollution preparcdness and
strategies for Malacca Straits

v Assets building inclusrea of training 2nd
technical knowhow

v il spill trajectory mocelling

v Finger printing of oil and sludge

b Ship-based pollubion sewerage study

v Reception fagiibes for ishing vessels, ail
and garbage

v Studwproject on manne pollution risk n
Ihe Malacca Strars

v Project to research and produce maps of
protected areas in the Siraits

v Rescurce maps e g, fishing ground)

v Developing a database on physical,
hiological, and economic resources in 1he
Malacea Straits to produce a dalabase on
il poliuton risk in the Straits

» Develop a regional marine pollution
surveillance and formation management
system

| §

Table 4: Possible Projects in the Malacca Straits Requiring External Funding

NAVIGATIONAL SAFETY

natienal navigation in
the Straits.

6. The  charges
should be consistent
with international prac-
tice and should be ap-
plied on a nendiscrim-
[ natory mode,

Mavigational aids
Updating of chars anc |
hydrographic surseys {
Currents and tidal
study

Survelllance roport
Search and rescue
(SARY including
Global Mantime
Distress and Safety

7, CExtensive con-

sultation with the stake-
holders to get their sup-
port for a funding sys-
lem.

System Once these prereg-
Vessel Traffic wisies are met, littoral
Management States can then proceed
Schermes—radars, o examune 2 number of
mr“.mz'”” and control options available for re-
equipment

covering the costs of
providing services 1o
users One of these isto
establish separute funds
to support hoth safety of
navigation and environ-
mental management.

Wreck remaval
Straits of Malacea
Mavigaticnal Informa-
lizr System; Alterna-
tive Route Study (2.9,
landbadoe concept)

Source: B.A Hamzah and M.N. Basiron, Funding a Partnership for Safer Navigation and Cleaner Environ-

mant in the Straits af Malacca—Some Proliminary Thoughts.

resolved 13 how to colleet and disburse funds for use
in the Straits

There are a number of options available 1o Strait
States. However, there are several prerequisites which
have 1o be put in place:

1.A mechanism for collecting and disbursing funds
For services rendered, consistent with thelr respective coo-
nomic alms or policies.

2. A commimment among littoral States 1o mmpreve the
qualiry and quantity of navigational aids in the Straits.

3. Addivonal funds above and heyond what i3 aleeady
being collected or donated for environmental management,
specifically for projects which would wmplement the pre-
cautionary protective principle in international law,

4. Extensive consultation with the Imernational Mari-
tme Organization (IMO} and other relevant orgamizations
on any initiative to introdoce charges for services in the
SlTais.

5, Development of a revenue collection system based
on ‘cost-recovery’ rather than on profit-making frem inter-

This aption will eseak-
lish the capacity to fund
a wider range of activines nol presently covered by exist-
ing schemes, such as the Strait of Malicen Revolving Fund
Different user purties can be requesicd o subscribe 10 the
fund which is most appropnate 1o them,

Another option is 1o expand the scope of the exisung
Strait of Malacca Revelving Fund 1oonclude some of the
activities mentioned above, This will require some opera-
tional modifications of the Revolving Fund, such as esth-
lishitg a permanent office to administer collection, improy-
ing the mechanism for replenishment after dishursements.
broadening the scope for its use, and accommedating new
donors, Anarbitrary figure of US5235 million has beéen men-
I:inncdti as a possible start-up amount for expanding the
Fund,

Recommendations made 1 the “Repore of Lord
Daneddson s Inguiry tnio e Prevention of Pollution from
Marchant Shipging Gitled Safer Ships and Cleaner Seas”
may further be considered, The report examines many of
the questions related 10 pallution prevention at sea, and
extensively discusses the question of who should pay for
pollution prevention and naviganonal safety, It espouses
the “polluter pays™ and “uscr pays” principles and introduces
new ideas such as making potental polluters pay for costs
not covered under existing compensatory regimes, e.g., the

10
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International Oil Pollution Compensation (10PC) Fund, It
also recommends the establishment of a “counter-pollution
fund™ to cover activittes such as an emergency towing
facility, establishment of counter-pollution capacity and
purchase of cleanup equipment. The report, however,
recognizes that there will be objeations and difficulies in
eslablishing new funds,

The izsue of fundmyg environmental management ef-
forts 15 not as contentions as that of making users pay for
navigatng the Strais. In fact, there have been significam
benefis from environmental rescarch conducted through
bilateral or multilateral cooperative arrangements, e g the
ASEAN-Australiu Project on Living Coastal Resources and
the ASEAN-Canada Project on prevention of pollution, A
“Trust Fund™ can likewse be established to suppart both
types of activities, Contributions from governments and the
private sector should he voluntary.

It is clear that enhancing navigational safety requires a
maore complex framework compared to environmental man-
agement projects because it evokes an intensive consulia-
tve process involving external parties and intermanonal or-
2anizatons,

Moreover, the agreement of major beneficianes of -
ternational navization needs to be secured before any new
financial itanve 1 mtroduced in the Strails. Onee agree-

T Atlas of the World, 1993

Reaja Malik {1996) noted that monetary gain is not the
only reason for vessels using the Straits of Malacca,
Singapore provides excellent support facilities for
vessels, as well as cheap bunker. Vessels will also
benefit from traveling through the Straits of Malacca
which has been better surveyed, outfitted with reliable
navigational aids and is well-policed.

A decision has been reached at IMO in 18995 10
connect the two TS8s,

While the contribution of Japan should not go
unnaticed, the total contributions are considered
minimal compared to the 55340 million and the
slightly less than USE1 bilion savings made by the
Japanese petroleum industry and its bulk trade
respectively (H. Morisugi, J. Marsh and N. Mivatake,
1982, Economic value of the Malacca Strait. In J.B.
Marsh (ed.) Resocurces and environment in Asia’s
marine sectar, Taylor and Francis, New York.)

ment 15 obtammed, fundamental questions on fund manape-
ment necd to be resolved. There are many examples i
ding this, one of which is the existing Swait of Malacca
Revalving Fund.  Similar funds can be ereated for improv-
ing navigational safery and upgradmg navigational aids. Al-
lernatively, the role of the Revolving Fund and its govern-
ing council could be broadened to accommedate other con-
CErns.

The question of fund collection should not be seen as
the “be-all and end-all" of navigational safety. Tt should be
handled withun the existing global framework of managing
navigation, environmental management, global econotmics
and & compensatory regime, including an insurance policy
mechanism, These are the elements crucial m determining
the willingness to pay. Finally, the question of financing
should be underpinned by generally accepted principles in
environmental management, such as the user pavs principle,
the polluter payvs principle, and the precautionary or pro-
tective principle under international law.

S ool on the paper by Dr 8 4 Tamzak,
Irrectar, Maritime fnstitieie of Malapsea (MIMA)
and MON Basivon, Senior Analese, Centve for
Cooasral Developmend, MIMA, at the Reguonal
Canforence on Sustainable Financing
Mechanisms for Marine Pollulion Prevention and
Maragement  Public Sector-Privaie Nectar
Partnerships, 1408 November TG,

For four centuries before 1857, Denmark used to collect
transit dues (known as sound dues) on ships transiting
through the Danish Straits. This praclice was
discontinued on 14 March 1857 (T. Scovazzi, Farms of
cooperation between bordering states and user states,
in B.A. Hamzah (ed.) The Straits of Malacca, Kuala
Lumpur, forthcaming).

Under the Cil Pollution Act 1980, the United States has
established a USS1 billian Oil Liability Trust Fund for the
purpose of paying for oil spill cleanup activities.

The activities in the Stralts of Malacca are carried out as
part of bigger regional cooperative programs, 2nd to date
there Is no specific program or project for the Straits of
Malacca,

Many international organizations like IMO, Food and
Agricuture Crganization, International Oceanographic
Commission, and the United Nations Enviranment
Programme have their own Trust Fund {Lennox Hinds,
unpublished paper).
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SUSTAINABLE FINANCING OPTIONS:
CASE STUDIES IN THE PHILIPPINES

ast approaches i developing countrics m sus-

tainable financing of development programs

mvalved mamly the allocaton of domestic re-
sources and provigion of external resources o a host of in-
frastructure, envirenmental and social programs. Thess ap
proaches are essentially budgetary and financial in nature
contingent an the availabhity of funds. The external re-
sources were largely from official development assistance
(ODAY grants and concessional loans, Under these ap-
proaches, the funds were extended 1o the beneficiary pro-
arams through both government and nongovernment enri-
ties, as well as private voluntary organizations.

Mew approaches are currently being identified. These
melude: (2) econemic in nature; and (b} market-based,
and exhibit a potential for natonal and plebal resource mo-
bilizaten, lotegrating financial instruments into a country’s
ceonomic framework and subjecting them 1o international
market forces will make them sustainable over time, more
adaprable to varying conditions and Buovant in uncharted
academic and business walers.

Howeever, institutional and political constraints have to
be addressed. The experience with the application of com-
mand-and-contral mstriments {(CACs) has been disappoint-
ing in developing countries. The mability of law enforce-
ment zuthorities 10 institile appropnate and safficient
mechanisms (0 encourape or restrict behavier relating o
the utthization of natural resources has aggravated problems
of open access to natural resources and unmitigated envi-
raonmental degradation. This inereases the costs associated
with the implementation of a number of CACS,

On the other hand, some new approaches will poten-
tally be casier to implement than others. In terms of costs
and umits of economic and social development and of envi-
ronmental improvement, some promise “win-win’ out-
comes; others may taise enough revenues 1o be seli-liqui-
dating; the rest will have net costs over any savings that
may be generated. Ideally, those i the first category should
be applied first.

Developed countries have ageressively shown inter-
estin promotng the application of marker-based insruments
(MBIls) to generate linancial Tesources for sustaimable de-
velopment based on the following reasoms: (a) CACs have
mncreasingly become more difficult to carry out due to some
implementation and enforcement costs; (b) the tight fiscal

siteanon of both developed and developing countries re.
qUITes New revenue sources to finance environmental poli-
cies and programs; and (<) MBls are cost-eifective relative
o CACs, since they are motivated by the “user pays" and
“polluter pays” principles.

There are four objectives that MBIs aim to achieve:

l. Get the prices vight. This stems from instituting
property and tenurial rights. When the right prices arc ap-
phed, the pressure to provide subsidies and price support
cases. However, higher prices may deter the poor from ac-
cess to resources. This wkes place when getiing the prices
right does not translate into increased incomes for the poor,
which in fum are to be sourced {tom inercased prices for
the ponds and sepvices which they provide, Thus, the price
of the poor’s labor should be able 10 compensate for the
increased price of goods in the market. [o the marine see-
tor, metting the right prices comes from suitable marine pol-
fution charges. Revenue loss from curtatled lemimmate fish-
ing activities, mariculture damagas, reduced tourist trade,
and a costly oil and chermscal spill cleanup are also bases
for determining the right prices,

2. Reduee public sector deticits, This ohjective dove-
tails the first fo the extent that subsidies and price support
are diminished, thus, fiscal deficnls are reduced. Likewise,
fiscal systems are improved, especially those which catch
cconomic rents and those which charpe fees from users or
on social andfor environmental externahties.

2. Inerease trade and investments, The liberalization
of toreign exchange i1s the key to a successful export
prototion stategy as it “gets the prices right”. Ower the
long term, increased trade, through increased exports will
provide adequate emplovment to the population which will
lessen the pressure on natural resource explottanon for
subsistence living. Trade opportumiies may be cut as well,
Reducing tanfls and eliminating nontanff bamers (NTBs)
can induce increased ulilization of praduction inpurts which
are essentially resource-based,  Increased manufacturing
activities spell mereased cnergy consumption as well. While
new technologics may abate the pollution generated by such
activities, 1t 1s possible that the absolute levels af pollution
will increase. The appropriate response to this situation is
not 1o resist the reforms bul to dentity complementary
measures which could mitigate, if not negate, the expected
adverse environmental effects of rade expansion.

12
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4. Promote private sector participation in sustain-
able development aetivities. The reahzation thar environ-
mental costs are transborder, transgenerational and
ransculiaral commands a commen cause and responsibl-
ity romeveryone. Sustainable development 1s evervbody's
comecrn. The trae costs of private economic activities cover
patenual damages to both man and the environment. Henee,
“preening” an cconomic activity's rate of retuen, such as
attributing part of the profin 1o the public and good nature
of the activity s environmental benefits, can slow down the
utilization of natural resoorces,

The Philippine Expericice

In the Philippines, private sector pacticipation n pub-
lie infrastructure provision s being actively explored by
the government, The pnvate sector, which normally has
the comparative advantape in techrucal skalls and business
acurmen, undertakes the investment activities on facilities
orservices. The public sector, which has to ensure saciety's
equilable aecess o the facilities and services, performs the
regulatory functions to concerned seclors. At every stage
of the project’s life cycle, public policy plays a fundamen-
tal role that cun spell the success or failure of the project.
The quality of the enabling environment, on which govern-
ments have a direct influence, will determune the guality of
the partnerslip.

One of'the most successful public sector-private sector
partnerships thal has been formed in the Phibppimes 1s the
implementation of the Build-Operate-Transfer (BOT)
stheme. The BOT s a contractual arrangement entered intw
by 2 private sector proponent with the rovernment for the
vonstruction, financing, operation and

One was the BOT Law, which allowed the private sector to
participate in government infrastructure projects. Another
law allowed one sole agency, the National Power Corpora-
tion {NPC), to directly deal with the private sector, thus
reducing bureaucracy and red tape in having povernment
projects approved and implemented,  The legal environ-
ment made the efficient entry of the private sectar possible
and attractive,

The second factor for success was the provision of gov-
ermment guarantees o project proponents. The government
guaranteed a minimum purchase of energy from the power
plants.  In ather words, a certain amount of revenue was
guaranteed. This allowed the project proponents to caleu-
late their sales and revenues salely, without worrying about
whether the power generated ¢an be sold or not. Having
government guarantees wend to spread the risk between the
government and the private secter. Hence, the BOT con-
cept of a partnership materializes, whereby both the public
and private sectors are subjected to similar risks at the same
time.

All 23 power plants set up 1o startoperations from 1991
to 1994 were financed wsing the BOT scheme and its vari-
ants. The Sual 1,000 mepawatts coal-fired thermal power
plant is still under construction scheduled to start opera-
tiens in 1999, The total cost of all 23 projects was 17554 466
billion, Four more projects are lined up for bidding, witha
total cost of LISS1.174 bullion. From 1996 10 2003, 10
projects are in the pipeling, seven of which have a total cost
of US51.961 billon.

One of the major eriticisms aboul Philippine BOT
prajects is the high

maintenance of an infrastructure facil-

ty for a tfixed period, after which the
facility s transferred o the povernment,
It is usually used by governments that
are financially strapped i meeting their
ceonomics’ capilal investment require-
ments o sustain econome growth. The
swift implementation of BOT projects
can attest to the success of the scheme
in providing infrastruciure requirements
tor the Philippine economy,

Sustainable development is
everyvbody’s concern. The true
costs of private economic
activities cover potential damages
to both man and the environment.

project cost involving
large counterpart
lunding from the pov-
ernmeni side. Hence,
an “avotded costs”
convepl was defined
s0 as 1o justify the
high-cost projects,
Avoided costs refer to
the least incremental
cost that an eleetric

BOT has been extensively used in
providing additional power generating plants in the energy
scctor. The scheme allowed the government 1o meet the
rising demand for energy during the carly 19905, Several
fuctors contribuled to the success of the parinership.

Druring the carly 19904, the country expericnced power
deficiencies, The government had to address the need to
immediately put up additional power plants to avoid drastic
contraction of the cconomy, To do this, laws were made,

utility would incur

meeting its antici-
pated power demand, if such wtility does not buy power
from a private scctor generating facility. If the amount of
the project falls below or 1s equal to the avoided cost, then
the proponent is granted the authority to construct, provided
other requirements are met as well.

Probably the most decisive of all factors is the polingal
will the povernment asserted in implemenung BOT projects,
The Plulippine government recogmzed the potential of the
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private sector in providing infrastructure and services. Tt
then acted swiftly in creating the legal environment that
would make it conducive for the private sector to come .
It did not hesitate to provide guarantces for the private sec-
tor so that the commereial nisks were spread more equita-
bly. Because of this, the BOT process was implemented
swiftly and efficiently,

In essence, this partnership sustained the Philippine pov-
ernment n solving the power crisis. At present, the BOT
and its variant schemes are being applied in ur-
ban mass transportation, toll roads, information

funds where needed to create a positive environmental im-
pact. FPE is pursuing a more aggressive financing scheme
for its NGO/PO partners in view of its expenience for the

past three years.

Lessons Learned

There are some important lessons to be learned from
the BOT and the FPE experience in the Philippines, maost of
which can be applied to the marine sector;

technology and water supply projects, But cer- LESSONS LEARNED
tain factors hinder the efficient implementation
of BOT. The national government lacks tech-
nical and financial mechanisms in developing 1. Single authority dealing
well-prepared project proposals. Recognizing with the private sector on
such need mfluenced the authonues to estah- ; i
lish a BOT Feasibulity Fund facility, The Fund marine pollution programs
15 expected to; is necessary.

; dian e soliciind di 2. lLocal government

. 5ire £ soliciled or compeilive
bidding ik .3 capability building is
needed,

2. mangare the asvmmewy in information 3. Profusion of
between the government and the private scctor ‘
at project entry level; and environmental laws and

comirofs in the region

3. ereate an incentive for national government should be recognized.
agencics, government-vwned or -conmrolled cor- : :
porations and local governments 1o shepherd 4. Private sector involvement
projects to a successtul competitive bidding, in the risk-sharing feature

NGO Partnerships

Another form of parterstup that has been

successiul in the Philippines is between local com- 5
munities and nengovernment organizations
{(MNG0Os). The Foundation for the Phalippine En-
vironmenl (FPE} i« an NGO thar admimsters an
environmental endowment fund, The fund,
through the US government coninbution, pro-
vided financial assistance to NGOs and people’s
organizations (POs) engaged m natral resources
management and environmental protection. Ival-
lows other NGOWPOs to embark on sustainable
activities that would have otherwise been beyond
thewr existing financial capabilities.

The FPE was set up o be 4 grant-maker, fund facilita-
tor, and catalyst for cooperation, [ts primary mandate is to
provide grants to NGOs/POs undertaking biodiversity con-
servation. As a facilitator, it manages the Fund to offset
inflation, and it seeks to generate more funds tor NGOs
POs. It has fostered government organization (GO)-NGO/
PO cooperation because of its ability 1o infuse substantial

of environmental facifities
investment is vital in the
success of the scheme,
Leading by example is a
way in which the
government can exhibit
risk-sharing.

The government must be
committed to play the role
of an enforcer, facilitator,
regulator and educator.

1. It 15 important
that there be a single au-
thority that deals with the
private sector on maring
pollution programs. Bu-
reaucracy and red tape
can be reduced by allow-
img a single national
agency to handle sectoral
programs and projects. I
should be noted, though,
that in the case of marine
pollution, there are two
levels of government
agenzigs involved: the
national agency  in-
charge of environmental
management policies,
and the local government
units responsible for
implementation. In this
¢ase, the distunction be-
tween their functions
should be very clear to
avoid confusion as to
which agency the private
sector should deal within
undertaking marine pol.
lution prevention pro-
grams. Furthermore, the
interface with the private
sector needs 1o be at the
lecal level, where imple-
mentalion 15 occurring.

2. For local gov-
ernments, their capabili-
tics may be limited.

Tramng is indeed necessary—project proposal develop-
ment, tendering process, administration of financial
schemes, project management and others.

3.0t is recognized that there is a profusion of
environmental laws and controls in the region. However,
law enforcement 15 weak., Enforcement of laws creates a
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marker for environmental services that will eliminate “low-
cost” and “no-cost” options (c.g., waste disposal), The
controls should be fair in nature, whereby not one industry
is favored over another. In other words, if the government
decides to enforce waste disposal laws, 1t should do so
whereby all industries will be required to comply. Once
the market is created because of environmental rules, the
opportunity for investment by the private sector hecomes
apparent.

4. The government can further assist in encouraging
the private sector to invest in environmental facilities by
sharing in the risks involved. The risk-sharing feature
of the BOT process in the power sector proved vital in
the success of the scheme. Provision of guarantees, as
well as financial incentives and benefits, can encourage
maore investors from the private sector. This 1s especially
important for investments in environmental facilities, be-
cause such nvestments are new and untried,

3. Umne way tor the government to share risks 13 to
lead by example. All government operations and facili-
tics can avail of the environmental facility or service that
are newly provided. Still, government can provide fi-
nan¢ial support and incentives for projects, such as sub-
sidies for capital investment in the form of differential
interest rates, or provision of land, roads and other capi-
tal ngeds of investors.

6. Finally, it 1s scknowledged thar many of the 1s-
sues cited here are politically difficult to address, How-
ever, there is scope for mmnovation in developing the ap-

propriate approaches and solutions. The basic premise
15 the need to protect and manage the marine and coastal
waters, Therefore, the government must be committed
ta play the tole of:

» enforcer of environmental rules and regulations:

» facilitator in creating the proper investment ¢li-
mate;

¢ regulator of licensing operations and controlling
user charges, and

o educator of their staff] the private sector and the
general public,

The advantages of getung the private sector involved
have been realized in a number of cases. Their main
objective 15 2 reasonable return on investment, On the
other hand, environment protection and economic devel-
opment are parallel goals of the povernment. Only when
the respective objectives are targeted simultaneously can
a true and lasting parinership ensue.

TS Posed on the papers by Ay, Donna Gasgonia,
Execuitve Director, Foundation for the Philinpine
Ervironment, Mr. Eugenio Inpcentes, Assistant Direcior,
Public investment Staff, National Economic and Develap-
ment Authority, Philippines arad My, Rina Rosales,
Research Awmciote, Regional Programme for the
Frovention and Managesment of Marine Polluion in the
Fiast Awean Sewr, af the Regional Conference on Sustain-
able Financing Mechanisms for Marine Pollution
Frevention ard Morapement: Public Sector-Private Sector
Partnerships, [4-16 November 1996

MARINE ELECTRONIC
HIGHWAY

anagers of ocean resources through-out the

world face a daunting array of challenges in

addressing sustamable development and pal-
lution control of complex ecosystems, These managers have
wide reachmg mandates and relatively limited resources,
usually financed by national government sources. Ecosys-
tems, particularly i the marine environment, do not follow
national boundaries. Therefore, regional and global ap-
proaches are necessary, adding fmancial and managerial
complexities.

The shipping industry has an important role i the envi-
ronmental and sustainable resource management of marine
areas. Marmne transportation routes often pass through the

waters of many
countries, as well
as international
wiaters, Today
there are proven

Together, these “eco-
efficient” technologies and

information systems form the

technologies  basis of a “Marine Electronic
available that im- 7 e

prove the safety Highway".

and efficiency of

navigation and
reduce the nsk of
pil spill pollution, Together, these "eca—e;,ﬁcz’em“l technolo-
gies and information systems form the basis of a “Marine Elee-
tronic Highway™,

The Marine Electronic Highway represents the integration
of telecommunication technolopies, Electronic Chart Display
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and Information Systems (ECDTS) and Electronic Navigation
Charts ( ENCs), as well as the transmission of real-time water
level and current information,

These spatial databases alse provide an imformation in-
frastructure framework for other applicanons, including pol-
lution control, as well as environmental and resource manage-
mwent, The infrastructure 15 based on a nutional and interma-
tional network of databases that will serve the needs of the
shipping community, resource managers, as well as many other
users involved inmarine and coastal afTairs, By integrating the
informanon needs of each of these sectors, a sustainable fi-
nancing mechanism can be designed.

Until recently the acceptance of ECDIS was constrained
by the lack of mtemational standards. The development of
ECDIS Performance Standards was undertaken by a joint In-
ternational Mantime Crgamzation (MO} [ntermational Hy-
drographic Organization (THO) Harmonization Group and m
late 1995, the IMO assembly adopled the necessary standards,
Subseguently, Adam Kerr, Head of the IHO, wrote the fol-
lowang:

“The THCH must now face, with great urgency, tie objec-
mve of coordimating the actbvities of the HO'S in the digital era
Nowe thar the Portormance Standourd and oy asocieted THO
and [EC specifications are reasonghdy well i place, the 110
et grove high priorty o the task of develoging a worldwide
coverape of digital dara for ECDIS L

In another article, Adam Kerr wrote further on the World-
wide Electronic Chart Database (WEND):

“dr updating service would be provided v each WG and
the wpdarey would alvo be inteprated ar regional packages
and delivered 1o customers. Revenses from sales By regional
centery woald be redisiributed back to the HOs providing the
dara, less overhead and costs borne by the regional center
Everntually, all regional centers would he averlohle af ame other
center... The objective must always be 1o provide international
shipping with fass, accurate anel convenient delivery of chart
dete and updates, "

From a sustamable financing point of view, this last state-
ment is most important, The key to attracting shipping sector
participation lies in delivering value. Users will pay for rel-
evant, nmely informaton, 1f increased profitabilivy 15 the re-
sult.

Mobile data communications will be required on ves-
sels using the Marine Electromie Highway to receive ENC
update information, as well as real-time water level and cur-
rent information. Vessels that add the small incremental cost
of transponders will be able to transmat position informa-
tion to shore-based Highway facilines, as well as receive
the position information of other vessels in the area and

display the information on ECDLS, supplementing radar in-
formation,

Ihe need for ENC production and development of re-
gional services 1s well-known within the hvdrographue com-
munity. Within the Asia region, several countries have the
necessary ENC production rools and arc either in produc-
lion or are planning to begin production.

Although this is a large task, the financial paybacks oo
the shipping community should prove quite attracnive. For
example, it1s possible that the combination of precise ENCs
and timely water level information could enhance the mar-
gins of salety in crincal areas such as the Straits of Malacca
and enable carriage of larger loads well within safe limits,
If this possibality can be developed mto reality then signifi-
cant increases norevenues to shippers and cargo owners
can result, giving rise to g potential revenue source, part of
which could offset the costs of infrastructure production.

It 15 important now that the application and implemen-
tation of ECDIS be more fully incorporated into the think-
ing and planning of the shipping community,

MARITIME TRAFFIC SAFETY
Ix THE ASIAN REGION

Although all indicatars of marine transportation are wn-
poriant, the statistics on o1l shipments are particularly in-
structive, Several coumtries of the region are expericneing
dramatic increases i per capila energy consumption. Re-
cent APEC estimates suggest that China's net external oil
requirements alone will rise from some 600,000 barrels per
day 1o over one million per day by 2000 and nearly three
million per day by 20111

“In fifteen vears, East Asia oil imports conld easily
reiple to more than 15%,: of global comsumption.””

Forcoastal countries along oil anker routes, these predictions
are full of

environmental

rmphications and raise
the wrgency  of
assessing and
implementing safety
measures. For these
countries the siiiation is
complex, given the
right of 1innocent o ;
passage  through the shipping community.

It is important now that
the application and
implementation of ECDIS be
more fully incorporated into

the thinking and planning of

mfernational waters -

and cnforceability

issues within Exclusive Economic Zones (EEZs), The imposttion
and enforcement of  mermational safety rules are complex and
time consurmmyg 1o implement, Therefore, the voluntary complimee
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of the shippmg mdustry, momplementing precise navigation
rechnologies, would be more etfective. This can be more easily
achieved if the shipping sector can see increased profitability
ax a probable resoll. This means miematonal cooperation Lo
develop global port-to-port ENC services of the Maring
Electronic Highway that allow companies 10 maxinyize their
elficiencivs and mcrease their profits, as well as improve safety.

A courdinated regional and global srategy is needed o
enhance national suthorities” capacities o encourage the adop-
tion of necessary technologies by domesne shippers; enter into

typrcally mvolving familar undertakings, such as roads, il
systems and water reatment facilities. However, private sector
linancing s nol easy 1o access.

“Proposais for fuge ifasiuciure projects are on the
drawing boards afl over Asia, creating o florce comperition

Sor finuncing... Mostdeals in Asia are one-ofl deals, ecause

fary of counsdes dont 't iuve a sestemane feeol and admmisiea-
w £ pe
tve framewark for private sector prvolvement v omfrasivuc
i & !
fare,

necessary international cooperation agree- A Marine Electronic Highway
ments (o share data; and create an mviting . . 1w wital to the transporaten of many
lezal framework by which private invest- A coordinated regional and important goods, nol the least of
ment can be securely atracted. global strategy is needed to wiich s odl. Buta Marine Elecoronic
enhance national authorities’ Highway canbe fully developed ata

Environmental and Sustainable capacities to encourage the fracuion of the cost of land-based
Resource Maiagement adoption of necessary highways, Mountains need not be
technologies by domestic rrewved, nor tnnels dug, nor 1.1'5idu:nLl.

The electronic chart databases provide shippers... displaced. Indeed, manne highways

the necessary framework into which ma-

have existed for as long as there have

rine spafial daty and resource managemert
wformaton systems can be incorporated. This has been ree-
opnzed in the San Francisco Bay demonstration project which
will “wmregrare techmoiowy and diate nto prodieces focused on
navigation im[.l’ saferv, while providing tools for coasral memn-

cperient.

I'he effective management of coastal zones 15 an area of

intense nterest worldwide, Lmenuonal oil spall polletion, for
example, often m the form of improper bilge pumping, is a
sertons envirommental problem. The MO s working 1o meet
parts of this challenge with the Port State Control System, which
will allow inspection information 1o ke readily exchanged be-
tween colntries o assist in the venification ol proper discharges,
The Highway infrasoucure will be a valuable ool m augment-
g Port State Control System aclivities,

Many projects are currently bewng planned and financed
by povernments oflen in conjunction with international finan-
cial mstimution (TFT) loans. One of the most effective ools for
envirpmmental management 3 the Geographic Informanion
Systerns {G1S) and the ECDMS 15 a special GIS application,
Environmental and resource managers normally have limiled
resources 10 gather and manage mulu-disciplinary data, Often
the ability o keep databases updated and therefore relovant,
expires simultaneously with the end of project funding. By
wing clectronic chart mirastructures w environmental and sus-
tamable development infrastruectures, it beeomes possible
develop a financially sustainable plan o maintan the underly-
ing dawbases for several user comumunities,

Financial Sustainabifity

Many Asian countries have considered and are considering
the 1ssues of private sector financing of infrastructure projects,

been ships. Today's echnical abil-
1ty to produce precise electromic charts,  measure and trans-
it water level mtormation, to interpret and transmit precise
and positionz] information all exist ut towal costs which are a
fraction of bualdmz land-based transportation systems.

Tames D, Wolfensan, President of the World Bank, has
stated:

W recopnize tha! the achicvement of sound environ-
mienfel praciices deprenddy upon o constrackive parineniie be-
nween husinesses aud governments. We hope therwe con play
a usefud rode e promoting such partierships aud i assisting
govermments fo put info pluce r::'rc:rrr."."vfr.\ st erstery gl coo-
noutc grownl Is sietmnable

Such comments from the World Bank President are en-
couragimg, particularly because World Bank infrastructure di-
visions are developing 2 keen interest m information mfra-
slructure project development, as that institution”s role m tele-
communications and power infrastructures diminishes, The
challenge 1o a financial institution, and o project developers,
15 W gain an awareness of the data and information disciplnes
and to define user group requirements and probahilities of rev-
eoue siream geoeraion. The Marne Electronic Highway in-
formanon infrastructure addresses the needs of a key indusiry
user sector. National Highway sections will generate revenues
o repay myestors, pubdic or private, and not simply rely on the
general tax revenues of the variows nations: [n effect, coun-
tries should be able to construct and maintain valuable infor-
mation mfrastructure, vital for environmental management and
protection, at very little, il any, ultimate cost.

Aowell researched business plan, written to evaluate capi-
tal and operating costs along with credible income projections
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can attract financing sources to commit, within a secure le-
gal framework.

The most important elerment of the business plan is the proé-
ability of revenue peneration sufficient to maintain operations and,
after a starfup period, retire debt or pav dividends. [Fthe oil tanker
and cargo owners of the region, for example, become convineed
that the use of ECDIS cquals increased profitabiliry, then ndica-
tions of support from such users would be highly persuasive in
dealing with financial sources, The ability o maximize loads safely,
the ability to navigate precisely, the potential cost savings of auto.
manc updating, the potential for decreased insurance costs are all
mpartant factors, For sofe owners the network need only be within
a certain region, or between certain ports within 4 regon 10 antract
their interest, for others itmust ultimately become a 2lobal part-to-
port service,

The “construcuon” costs of producing reliable ENCs, in-
cluding gathenng additional hydrographic data where necessary,
is generally an undertaking which national authenties finance. I
the nation states have the financial resoorces and have proritized
the ENC production, only the meremental costs of nebworking thoss
databases would be necessary, The Global Envirenment Faciliv
{GGEF), atwo billion dollar grant facility, and its Imemational Wa-
ters Protection section are commutted to assisting i the reduction
of barmers tonew environmentally fhendly technologies. 1ris prob-
able that the GEF will look favorably upon assisting with the nec-
essary costs of developing a regional network anapement capa-
biliny, The GEI provides icremental finance, meanmg the High-
wiry countries will need to address the financial issues of their High-
way sections, GEF grant particrpation would cortainly assist in
making a business case more financially feasible.

Some countres, however, may not huave the fimancial respurces,
and in those areas, private sector funding may be possible m the
comtext of a larger business plan. Alternatively, or additionally, i
some arvas, imtemational aid agencies could ke approached for
NECESsaTy assistance.”

Fmnally, the public-private sector partnerships approach may
b the most cost-cffective means of delivering the services. 1t al-
lows the goverment agencies to maintain control of the data and
ensure quality control of the ENCs while allowing the {lexibility of
the private sector to custormize and maximze services for the mar-
ketplace and, therefore, revenues, The revenue sharing agreement
15 determuned within cach of the partnerships thart together com-
prise the Marine Electronic Highway, This ammangement also fa-
cilitates the international netwarking of the databases meeting the
needs of the mdividual countries while providing 2 common ser-
vice to the intermanional shipping community, as well as o regonal
and global environmental and resource management progranis,

The fimancing of a Manne Electrome Highway needs to be
evaluated in light of a business plan that credibly addresses 1ssues
such as capital, operating costs, along with well thought out rev-

emue projections, The support of national authorities responsible
for intemational cooperation will also need to be pamed with as-
surances that the databases will remain as national property and
with royalty revenues paid to the contributing country for data us-
age, after factoring in operating costs and debt service. When the
Marine Electrorue Highway 14 desizned o meet the neads of a
wide range of users and the services delwvered through an intema-
tional network based on common standards and convenient ac-
cess, it provides the opportunity t© maximize revenues that can
atiract a broader range of investments,

The public-private sector parmerships approach facilittes
management of an international nerwork with revenue generation
1o the participating agencies.

The hydmgraphic community 1s well aware of the urgency of
creating the necessary databases o support widespread ECDIS
usage, The mberest and involvement of the shipping community is
vital and needs to be attracted as expeditiously as possible,

There 15 a wide recogmition of the need to address narine
pollution ssues which so greatly effect the well being of presemt
and future world populations. What is needed is a plan of action,

XS faced on the pager by Me 4 Macdonaid,
President, Strategic Ventures Corporation,
Canada and Mr. Nedd Anderson, Vice-President,
faternatonal Businesy Development, Nautical
Dare fmternational, Canada, af the Regiongd
Conference un Sustainable Financing
Mechanisms for Marine Paflation Provention and
Management: Public Sector-Private Secior
Partmershipy, (418 Naovember 1096
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FINANCING THE DEVELOPMENT AND OPERATION
OF SHORE RECEPTION FACILITIES: CASE STUDIES

ne of the fundamental problems with respect

10 the commercial viabilry of shore reception

facilities is the relative ease with which ships
can discharze wastes illegally at sea. Although many ship
owners are now increasingly aware of environmental 1ssues
and are responsible in the way they handle their wastes,
there will always be some who will take the easy and cheaper
option of dumping at sea. As such, port operators often get
a distorted view of the need for reception facilities, The
fact that ships do not request the use of receplion facilities
every time they call at a port does not mean that they are
not needed. It could be that the vessel has recently
discharged to a facility in another port but it could also mean
it has discharged illegaily at sea,

Generally  speaking,  the
enviranmenial business 15 driven by
the introduction and enforcement of
repulations. Unlike on land, where
illegal dumping of waste 1s fairly
visthle and the source faurly easily
traceable, the enforcement of ant-
dumping regulations for ships is
wnmensely difficult. The level of
monitoring of shipping lanes required
to provvide the necessary enforcement
15, 101 most cases, exorhitantly
expensive and impractical, Ultimately,
g reeional Port Slute Conwrol (PSC)
approach suchas that in Lurope should
assist in the enforcement of anti-
dumping regulations, although this i likely o take many years
to establish in Asia [t will require an effective mformation
network ameng ports and o high level of coordination among
sovernments in the region.

Complicated Business

7953,

Given the problems associated with enforcement of ship-
source pollution regulations, emphasis has recently been
focusing on the development of innovahive financing
mechanisms, which not only sustain the development and
operation of shore reception facilities bul provide meentive
for their usage by the shipping comrmunity, The following are
some of the main critenia that have been considered when
exploring such mechanisms:

a. Wil the mechanisims themselves contribute to the re-
ducrion of marine pollution by stimulating delivery
of waste 1o ports?

b, Will the mechanisms stiunulate improved handling
and waste reduction anboard vessels?

Reception and Treatment of Oify Waste can be a

Source: MARFOL: How To Do It (Manual on the Practical
Implications of Ratifying and Implementing MARPOL 7378},

c. Wil the mechanisms interfere with interport compe-
tition?
d. Do the mechanisms apply the polluter pays principle?

Most existing reception facilities charge the discharging
vessel on the basis of waste volume or weight delivered, often
referred to as the “fee system’”. The level of charges vary
enormaously around the world and, in some cases, the cost of
discharge can be extremely lugh. The fee system can act as a
disineentive to ships, and may even encourage illegal
discharpes, Although the fee svstem provides commercial
viagbility in some ports and countries where enforcement of
environmental regulations is strict and shippimg numbers high,
in many areas of the world it does not provide a sound basis
for the establishment of
reception facilities.

The structure and ap-
plication of linancing
mechanisms are presenily
being discussed at the Shep-
Part Interface Group of the
Inernational Maritime Or-
ganization (IMO)., The
Orroup wis ongmally con-
sidering a mandatory fi-
nancing mechaniso under
MARPOL 7378 How-
cver, il has moved away
from thas, recognizing the
huge variation in existng
micchanisms and maritime adnunistrative structures around the
world, A recent IMO Marine Environmental Protection Com-
mittes meeting noted that whatever svstem 1s used, it wall be
the responstbility of the Parties 1o the MARPOL convention
(1.c, the governments) to ensure that ports provide and main-
tain shore reception facilities.

CASE 5TUDY - BREMEN. GERMANY

A pilot project, wvolving “free-of-charge™ shoze
reception services for MARPOL Annex T {oily wasie) and
Annex [ {noxious lguid substances) waste, was conducted
over 4 three-year peniod by the Governments of the Federal
Republic of Germany and the Federal Coastal States. The
project was successful insofar as adequate facilities and
services were installed in the parueipating ports and the
pumber of ships using the services increased by 100% (i,
approximately 10%-12% of all ships calling at the German
ports used the shore reception services during the pilot
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program). However, the pilor project was costly and
unsustainable. When the pilot project and the "free-of-
charge” reception service ended in 1995, the siuavion
reverted to the days before the pilot project. The number of
ships using the services decreased dramatically,

A new financial mechanism for sustaining shore
reception services has been proposed by the Government
of Bremen, The proposal is based on the polluter pays
principle, but with an added feamre, The charges will be
distributed evenly between ships and cargo, The advantage
of the proposed financial mechanmsm s that:

1. ships will not be charged for cach individual
collection, but will pay an environmental fee regardless of
whether the shore reception service 15 used or not; and

2. an environmental surcharge will be levied on all
cargo handled in the port, which conmributes to the cost of
the shore reception service.

Ship-gencerated Garbage

In Bremen, there iz mandatory collection and disposal
of houschold-type garbage (MARPOL Anncx V waste) from
ships. The service 1s provided by the port authority’s
contraclor, whe delivers a specified number of receptacles
on arrival of the ship, based upon the ship's size, 'The
contractor collects the receptacles prior to the ship's
departure and transports them to licensed disposal Facilitics.
The cost of the service is stipulated in the port taritf. The
tee 15 charged and collecled regardless of whether the service
is used or not

Integration of Nea- and Land-based Qperations

A point highlighted i the Bremen case study refers to
relationships between sea- and land-based operations. The
amounts of waste generated onboard ships are very small
comparcd to wastes generated by land-based activitics. (An
excephon may be the generation of MARPOL Anpexes | and
Il wastes, orginating from cargoes in ports with oil refineres
and chemical plants.)  Investments in collection equipment,
storage facilivies, and treatment and disposal facilities are high
In order to get an adequate returmn on myvestment and (o cover
the operating costs, cach facility requires a minimum
throughput. Furthermore, to ensure an adequate utilizatuon of
the persenne] employed, there must be a steady Tow of waste,
These twa criteria will not normally be met by the collection
of waste from ships alone. Waste collection comparues and
waste facility operators must, therefore, have other sources of
waste in order to make their operations sustamable.

In Bremen, all the parties involved in the collection and
treatment of ship-generated wastes are also collecting or treating
land-based penerated waste, or provide other related services,

Examples nclude;

a,  Amnex | waste collectors operale either oil and
pasoline storage facilities or rasohne stations, provide
tank cleaning or il collecting services for gasoline
stations and private houscholds, provide cleaning
services for private houscholds, or a combimation of
SEIVICEes,

k. oil and chemical weamment plants treat wastes from
land- and sea-based operations, including plasdcs,
contamanated paint residues and other special wastes:

¢, the collector for Annex % waste is also the contractar
of many municipalities for the weekly collection of
parbage from households, and the collecton of special
wasle from houscholds, factories and building sites
{construction debris); and

d. treatment plants and landfill sites in Bremen receive
wastes collected from urban arcas, as well as the
surrounding rural areas.

Unless land and ship-generated wastes are collected and
treated in the same facilities, sustainability of services is
unlikely, [t13 evident from the Bremen case smdy that there
simply 18 mauificient income 1o cover operating costs and an
adequate return of the investment from ships alone,

CASE STUDY - BANGROK, THAILAND

In April 1993, a contract was awarded by the Indusmal and
Environmental Management Program (IEMP) of the Federation
of Thai Industres to investigate the feasibility of developmg a
BMARPOL waste ol reception and recyvelmg facility n Bangkok
Pert and along the Eastem Sesboard of Thaland. Under the
contact, 0% of the cost of the feasibilny smdy was provided by
United States Apency for Intermational Developrnent (TISATL),
while the other 50% was covered by the private company
undertaking the contract{ic., Internanonal Response Corporation,
Thailand}. The intention of the cost-shaning agresmenl was o
bring inacompany that had both the comumitment and the resources
toestablish a tacility should the feasibility sudy prove 1o be positive,

Tn many countnes, facilities for the treatment of cily wasie
ex1sl as a consequence of waste oil collection from land-hased
sources, [n Thailand, the required trearment facilities are still lacking.
As such, iLis not possible 10 separate oily waste collection and the
subsequent reatrment.  The feasibility study concluded that the
proposed facility should be capable of providing a complete service.
The viability of such facilities can be mproved by including, where
possible, the collection of waste oil  from land-hased sources w
supplement the volumes received from calling ships.

With regard to the financing of the facility, the feasimbity sudy
concluded that

a  the facility could not rely solely on rovenue from the
recyeling and sale of waste oil due to the difficulties in
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predicting the volumes of waste that could be collected
from vessels calling at Thai ports,

b.  asustainable financing mecharusm (e.g., user fees) would
need 1o be developed through discussions between the
private sector, the government and otherinterested parties
n order to make the proposed facility commercially
viable.

Following the completion of the feasibility study, the
private company decided to continue with the pre-construction
phase of the project. The environmental tmpact assessment
and site mvestigation work are fimshed, and the detailed design
1s nearing completion. The precise nature of the proposed
fmancial mechanism s still being developed by the relevant
Thai authorities , but the intention is to create a situation which
will provide the desired level of security to cnable private sector
investment while at the same time providing a cost-oftective
and cfficient service to the slupping community. Agreement
on the stmucture of the mechanism will be tmed to coincide
with the start of construction, and the introduction of the
mechanism with the commissioning of the facility,

CONCLUSION

The approaches proposed and adopted by the Bremen
and Thai authoritics provide good examples of how the

public and private sectors can work together to solve marine
environmental problems.  The financial mechanisms
provide governments with the necessary infrastructure 10
both ratify and fulfill its obligations under the MARPOL
convention while the shipping community gets the service
that 1s so often lacking, enabling them to conform 10 the
increasingly stringent environmental standards being set by
governments and the industry iself.

I Bused on the papers by Mr. Neil Chailis,
Director, hiternational Resporise Corporation,
Thailand and Captaim Hans Jurgen Roos,
Harbour Master, Bremen Port Authorily, al the
Regional Conference on Sustainable Financing
Mechanisms for the Prevention and
Management of Marine Pollution: Public
Sector-Privaie Sector Partnerships, 14-16
November 1996,
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Intesnatianal Convention for the Prevention of Poliution
from Ships, 1973, s medified by the Protocel of 1978
relating therelo.

OIL SPILL LIABILITY AND COMPENSATION IN STATE
LAWS AND INTERNATIONAL CONVENTIONS

iability and compensation schemes were

designed primarily as immediate response

mechanisms that serve to compensate for
environmental damages effected by o1l spills from tanker
accidents,

The coucern over the effects of o1l gpills led to the
convening of the International Convention on Civil
Liability for Oil Pollution Damage (Civil Liability
Convention, CLC) by the International Maritime
Organization (IMQO) in Brussels in 1969 that laid the
foundation of strict liability for ship owners and provided
for a system of compulsory insurance. However, the CLC
was considered inadequate as a mechanism to fully
compensale viclims of pollution damage, since the regime
covered only damage within the territory of the
Contracting State caused by persistent o1l from a laden
tanker after the incident had occurred. It did not cover
damages caused by: a) non-persistent oil, including
gasoline, light diesel oil, kerosene; b) spills from unladen
tankers during a ballast voyage; ¢) spills of bunker oil
from ships other than tankers; and d) “pure threat removal
measures’” or preventive measures which are successful

in such a way that no actual spill of oil from the tanker is
involved.

Thus, a Diplomatic Conference was convened in 1971
to adopt the interuational Convention on the Establishment
of an International Fund for Compensation for Oil Pollution
Damage (Fund Convention). The International O1l Pollution
Compensation Fund or IOPC Fund, which was established
by the latter Convention, compensates any person suffering
from oil pollution damage if that person is unable to obtain
adequale compensation under the CLC,

In November 1992, two new Protocols amended the
CLC and Fund Convention to provide higher limils to
conpensation and to widen the scope of application. The
more significant new amendments included the following:

a. A special liability imit for owners of small vessels
and a substantial increase of the linutation amounts;
b. Anincrease in the limit of compensation payable;
¢. Extension of geographical application of the
Convention to include the Exclusive Economic
Zone (EEZ), as defined under the United Nations
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Convention on the Law of the Sea (UNCLOS);

d.  Compensation o include spalls of persistent oil
from unladen tanker;

e Adnussibility of claims for costs of preventive
measures even when no spill of oil actually
peeurred, provided there was grave and imminent
danger of damage,

f.  Environmental damage defined as covering only
costs incurred for reasonable measures lo restore
the environment; and

g, The abalition of indemmnification of the ship owner,

The [DPC Fund Protocol allows coverage of the
following expenses:

a.  The cleaning or replacing of polluled property,
subject to deductions for depreciation in case of
replacement;

b. Cleanup operations;

¢, Measures o prevent or runimize pollution damage;

d,  Additional costs incurred solely as a result of the
incident;

e, Losy of carnings by owners or users of
contaminaled property—also called consequensial
{oss; and

£ Measures to provent puee coonomic loss,

As stated above, the Fund does not cover prere ecoromic
ings or loss of earnings by owners or users of property that
have been affected though net contaminated by the oil spill.
Neither does it compensate damages 1o unexploited natural
resources with no explicit owner, However, compensation
apelies w measures actually undertaken to prevent such
losses,

All claims not acceptable to miemational conventions
are expected Lo be under the jurisdicuon of state laws that
provide a more extensive and comprehensive coverage of
damages and losses, For instance, the 105, il Polluton
Actof 1990 (OPA 90 maintans that partics responsible
for the spill of any o1l or retined petrolewm product are liable
tor private, public and environmental losses, with authorized
government trustees representing the interests of the public,
In this case, hakility 15 strict and carries with it the foree of
Reburtable Presumption, whereby the trustees are presumed
to be correct unless responsible parties can demonsirate
otherwise by a prependerance of evidence,

In the case of state laws in the LS., contention arises
from the difficulty of quantifying damages in monetary
terms. In any ¢ase, almost any tvpe of loss—1.e.,
quantified (rom use, non-use, intrinsic and other values—
may be admissible for claims, provided they may be
quantified by means acceptable to the State. The criteria
for laws such as the OPA is that responsible partics are
liable for both wadable and non-tradable goods and

services. Thiscovers a wide range of damages mehuding
the loss of productivity of mangroves, wetlands, fisherics
resources, and other ccosystems and aquatic resources
due to the mmpairmenr of their natural processes.

['hough theoretically sound., the amount of damages
can prove difficult (0 compensate, as claims can be
difficult to estimate. Sotne of the more exhaustive coastal

Semmmean | SRg =
Bow Spray System for Combating O Spilis
Source: IN0, Manual on Qi Potlution (Section IV: Combating
Qif Spilts), 1988,

resource valuauon woerk was done by Drs. Grigalunas,
Crpaluch and Diamantides of the University of Bhode 1sland.
Ome of ther case studes invalved an examination of damage
claims against the Sxvon Valdez, The paper relates how
clamms were pressed by fishermen against Aveon Foldez
allegedly for their loss of income, affected by the dip
prices of salmon atter the oul spill. Based on estimates of
the fishermen’s expert, fovon's damages cost 5895 million

On the other hand, Exxen’s expert was able w show there
wils no evidence that the o1l spill affected the price or supply
of Alaskan salmon, The latter estimated damages at a
maximum of 51125 million. Toe make a long story shorl,
the jury awurded cconomic damages of S286.8 million.
Nevertheless, overall punitive damages against Lxvon were
placed at $5.3 billion,

A showm above and i other cases, admissible elaims melude
opporunity and income losses from:

a.  Hampering operatons of vessel wmansport services;

b, Lost cawch of commercial fshermen:

¢ Irpairing the natural propagation of aquatic resowrees;
d  Lostrecreational beach use;

¢, Lost recreational boating and recreational fishmg;

f  Lossof wildhfe; and

g Oiling of shores.

(]
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As more sophisticated methods of valuation are
developed, International conventons tend to become more
representative of the concerns conveyed by state laws
imposing sirict liability regimes. For example, the Fund
Convention MCOrPorates a provision coverng costs mncurred
to restore properties through cleanups, The basic problem
with applying OPA provisions to international conventions
concerns the scope of admussthle claims, which proves to
be too extensive tor the amount of funds a responsible party
i5 able to raise or secure throurh the CLC or TOPC Fund.
Thus, international conventions and P& Clubs had to limit
the scope of ship owner liability, based on their ability to
pay compensation. On the other hand, the hugeness of the
compensation itself provides an mcentive for vessels to
avord ool spills by pracucing navigational satety, However,

another 1ssue concerns the tedious work involved when
setthing ¢laims through Courts of Justice. Tn fact, the [OPC
Fund was created to encourage immediate setthng of claims
out of court.

B Based on the papers by My, Hidea Qeuga,
Legal Office, nternational Ol Pollution
Compengation Fund, UK and Drv. Thomas A
Cryralunas, Professor, Department of Resource
Economics, University of Rhode [sland, USA, eval,
af the Regeonal Conference on Sustamable
Financing Mechanisms for Marine Pollution
Prevention and Managemend: Public Sector-Privaie
Sector Partnerships, 14-16 November 19946,

SOCIOECONOMIC ISSUES
OF THE SEAFARING INDUSTRY

hipping plavs a major part in almost every

country s economy, Some countries dominate

the shipowning business, while others provide
the bulk of supply of seafarers. Even with the availability
of speedier farms of transport, the majority of the waorld’s
trade 15 stll directly linked to the mantime sector. The In-
stitute for Shipping Economics and Logistics ([SEL), a
Bremen-based organization, estimates that 85% of interna-
tional trade volume 15 carmied by sea.

Between 1990 and 1994, world seaborne trade rose by
3% anmually. Contamer traffic 15 forecast 1o increase by
7.7 - 5.3% annually for the period 19935-2005. According
to Dcean Shipping Consultants, this will translate into a
L 25% increase in conlainer handhing over 10 vears. [n 19935,
zlobal contamer fleet consisted of 1,590 ships (3359 mul-
lion dead weight tons [dwt] capacity) . ISEL projects vari-
ous levels of increase n container volume: 6.2 - 7.3% for
1995.2000; 5.6 - 6.53% for 2000-2005; and 5.0 - 3,5% for
2005-2010,

Given these developments in warld wade, the demand
for adequate marttime transport will certainly expand. An
LSCAP 51ud;«: estimates the increase in the number of ships
worldwide; “OF special interese. . is the increase in the
numiber of ships from 23,867 ships n 1983 to 27860 in
{9938 an inercase of 3,999 vessels. ” The study further states
that: “The burgeoning increase in world frade and shipping
presenes new challenges and oppartunifies for maritime
fabor supplving couniries.” Assuming an average of 22
crow members manning a vessel, plus a backup crew of
around |1 other seafarers, an additional demand for 131,967

crew members occwrred over the Y-vear interval, In addition,
an attrition rate of 7 tol0% per vear indicates a need for
addinional seatarers to replace retired or deceased seafarers
over the same period.

Asta has been 2 major supplier of labor to the ship-
ping industry. On the basis of previously stated demands,
it is evident that some 153,000 trained seafarers are required
each year to satisfy
the market. Recemt
surveys have shown
that there 15 an ongo-
ing shortage of ship's
crew, The previously
referenced ESCAP
report indicated that
the region’s merchant
shipping fleet has
grown significantly,
TeqQUITIng more sea- —
farers to man the ad-
ditional ships. It was estimated that for India alone, de-
mand will increase from 21,800 10 32,400 raungs, By 1997,
there will be a forecasted shortape of 9,600 officers and
5,200 ratings, implyving that training levels will need 1o be
increased over the S-vear period by 40% for officers and
50% for ratings just to maintain the status quo of 1992,

“The burgeoning
increase in world trade
and shipping presents
new challenges and
opportunities for
maritime labor supplying
countries.”

The Philippine Sitwation

The Philippines is reparded to be one of the leading
suppliers of scafarers worldwide, and their contribution to
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Table 1: Average Distribution of Filipino Seafarers

development of mtemational seafarers by
other countries in Europe, Ast and the United
States. Hence, there is an urgent need to adopt
concrete measures designed to equip pradu-
ates produced by the existing schools with the

quality required by the industry. For several
vears now, the Philippine maritime private sec-
tor has been made to assume the lead role in

the training, certilicauon and overall devel-
ppment of Filipino seafarers.  Traditionally,

CATEGORY EMPLOYMENT (%)} SUPPLY (%)
Licensad deck and
engine officers 16 - 21 35-6
Deck and enging
ratings 11-28 13 - 14
Special ratings 13 =27 14 -20

the role of the government has always been in
the promotion, support and financing of ac-

the prowth of the country’s economy cannot be
underestimated,  An inter-agency study entitled “Manpower
Drevelopment Plan for Seafirers (1992-19987" stressed that the
dollar rermittance of sea-based Filiping workers amounted to
54382 million m 1993, which was 29% of the towal oflicial
receipts zenerated from overseas contract workers. [t predicted
that by 1998, the amount will reach 51 billion. Using the
conservative estimate of $1,000 average income per scaman
per month, this would amounm o S10.000 m remittances per
wear, which when multiplied by 160,000 seafarers currently
deployed, would result in g wral of S1.6 billion carnings from
Filipine seafarers per year.  Indwect contributions of the
sealanng wdustry to the economy include hettier revenues for
arlines, schools and lraining conters.

During the period 1984 to 1992, the number of
deploved Filipino scafarers more than doubled from
07,042 m 1957 to 145,673 in 1993, Total deploy-
ment for 10 vears reached 933,199 seatarers. Come
parative forecasts of placement vis-a-vis supply
growth rates indicate the following average distri-
bunon

Six years apo, there were only o handful of man-

i

i

sTCWw”

tvities in few, well-defined program areas as
scen fit by concerned agencies. Nevertheless, both seclors
have begun o respond by insututing reforms in the educa-
nwon and training systems. in the license and accreditation
system, and in the policy environment of the entire man-
ume sector.

In the Phil:ppines, a lot ol emphasis s beng placed on
uperading courses for seafarers, One cannot get a seaman
hook from the Maritime Indusiry Authority without having
undergone Safety of Life At Sea (SOLAS) courses, an
upgrading prerequisite to enter the seafaning profession. In
addition, some government regulatory agencies are plammng,
to require tratmng courses for fish workers (i.c.. those who
will work enboard fishing vessels, which have tremendously
increased recently), hefore
they are given 2 scaman
book or before they are
allowed ta he deployed
DVETsCas Alsa, the
Protessional Regulation
Commission will not renew
the licenses of ship officers
without having undergone
its so-called Continuing

B STCW Convention
B STCW Code

time training centers handling mostly basic safety : Professional Education
courses ke fire fighting, first aid and emergency re- S S (CPE} program.  Fmally,
sponse. Today, there is a contmuing rush (o establish g eqmpemeo e oven and Code international  maritime
courses and fraining centers for seatarers, not only in f1995) conventions have raised the

Metro Manila, but mother parts of the country as well,

Recent reports indicate that there are 38 traning centers oper-
aring nationwide, two of which are foreign-controlled. Sinu-
larly, mantime schoals have mushroomed, hringing the total
number to 120, according to the Marume Traming Council,
However, while the supply of maritime schools and raining
centers has offercd opportunines to meet the shortage of crew,
it has caused a deterioration in the quality of praduates, Al-
thouph the supply has increased, there are a oumber of re-
quiremnents that have 1o be met before a graduate is considered
qualified 1o be a seaman. The guestion s, *Can Filipino gradu-
ates meet the requirements?™”

The country s position as the world's premier supplier
of seafarers 15 being threatened by the growing share in the

standards of sceafanng, e
the Standards for Training, Certification and Watchkeeping
for Seafarers (STCW) 1978 Convention and the
[nternational Safety Management Code (15M)  Both
convenuons have raised fears that Filipino seamen may not
cope with the international standards set, making it more
diffrcult to meet the increasing demand for qualified
seafarers.

I'hus, while the shortaze of shup crew is felt by the
shipping industry, the greater demand for quality crew is
more pressing, How 1o marry these two demands to benefit
the global econorny ¢ the problem of both industry and
government. The ESCAP paper cnumerates some
appropriale measures that need to be undertaken:

24

Frapical (Poasts



1. meeting the new and more stringemt requirements of
mternational maritime training and certification regulations,
specifically the STOW revised convention;

2. improving management of the seafaring indusiry, in-
cluding solving the problem of high wastage of trained sea-
farers;

3. undertaking forward planning 1o estimate the needs
and requirements of both the domestic shipping industry,
as well as prometing overseas employment of local sealar-
ers, and

4, establishing closer cooperation at all levels to raise
standards and to meet new challenges shead.

Seafarers are comumitted to keeping themselves prop-
crly mained in order to meet the requirements of the mdus-

try, Tt must be noted, however, that stakeholders in the mari-
time sector need to consider further the capacity, needs and
well-being of this mest valuable resource, and not just fo-
cus on increasing demands for improvement.

&S Based on the paper by Capt. Constanting
Arcellena, Jr., General Manager, Mid-Ovean
Sheg Management Corporation, Philippines, af
the Regional Confercnce on Sustainable
Financing Mechanizms for Marine Pollution
Prevention and Management: Public-Private
Sector Partnerships, [4-16 Movember ] 294,

N 0 T E b
Y Loyd's List, March 1995,

Chia Lin Sien. 1995, Maritime manpower for the shipping
industry in the Asia-Pacific region. United Nations, Hew
York.

The New Coastal Resource Management
Project in the Philippines

Tf: Coastal Resource Management Project (CRMP),
Philippines, an initiative of the Government of the
Philippines that began in 1996, is funded by the United States
Agency for International Development (USAID) for about
seven years 1o address the pressing needs of coastal
conservation in the country.

The CEMP will identify, cultivate and promote the current
and future coastal resource leaders in the country for
implementation of coastal resource management plans. [ewill
promote an integrated coastal management approach that
focuses on sustainable coastal use and the direct irmpacts on
coastal resources from fishing, aquaculmre and tourism, It
will also consider land-based activities, such as deforestation
and urbanization. This integrated approach will be
accomplished by collaborating with ongoing projects of the
municipal and national governments and other donor-assisted
projects focused on the coastal environment and its governance.
It also entails a variety of strategies and activities such as:

 Participatory coastal resources assessment

» Coastal resources management planning

» Economic development for coastal resource users

» Implementation of limited access regimes such as
marine reserves and sanctuaries

e Training in skills relevant for CEM implementation

» Legal instruments required for effective support of
CRM

» Policy analysis and formulation

« Monitoring and evaluation

The CRMP vision for the future of Philippine coasts is that:

» Communities will effectively manage their coastal
Tesources

o Limited access regimes will become accepted and
common

» Income for coastal resource users will be stable

« Local and national governments will have clear
mindates and roles in CRM

= Participatory monitoring will continue the planning
cycle refining CRM plans

» [ncreased private and public investment in CRM will
expand the process

= Coastal enterprises less dependent on natural coastal
resources will thrive

The CRMP is jointly implemented by the Department of
Environment and Matural Resources, Department of Agriculre/
Burean of Fisheries and Aquate Resources, Local Government
Units, nongovernment organizations and other assisting
organizations. Technical support and management are provided
by PRC Environmental Management, Inc.

'/:E; more infarmation, contact the Coastal Resources Manapement ijucl,\'-
Sah Floor, Cebu International Corparation Towers, Narth Reclamation Area,
Cebu City, Philippines. Tel. (63-32) 232-1821 or 1822; Fax 163-32) 232.
1825 E-mail precebyBusc.edu.ph, Atention; Dr. Catherine Courtney, Chiet. |

! of-Party or Or. Alan T, White, CEMP Coordinatar.

Rk, A
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The Global Environment Facility {GEF) /United Nations Development Programme (UNDP)/ International Maritime
Organization IMO} Regional Programme for Marine Pollution Prevention and Manapement in the East Asian Seas
[MPP-EAS) is now on its third year of implementation. The Programme is participated in by Brunei Darussalam,
Cambodia, China, DFR Korea, Indanesia, Malaysia, Philippines, Republic of Korea, Singapore, Thailand and Viatnam.
This section hughlights recent activities of the Programme from June to December 1996,

REGIONAL CONFERENCE ON
SUSTAINABLE FINANCING
MECHANISMS

This Conference held on 14-
16 November 1996 was co-sponsored
by the GEF/UNDP/IMO Regional
Programme for the Prevention and
Management of Marine Pollution in the
East Asian Seas [MPP-EAS), the
Coastal Management Center, the
Philippine Department of Environment
and Natural Resources, the Swedish
International Development Agency, the
International Development Research
Centre of Canada and the Danish
Cooperation: for Environment and
Development. It was supported by the
Asian Development Bank and the
United Mations Environment
Programme/Coordinating Body on the
Seas of East Asia,

The Conference concluded that sustainable
financing mechanisms of marine pollution
management in East Asian Seas is a shared
responsibility by government, international
agencies, national and multilateral financial
institutions, industry, the private sector,
nongovernment organizations, academe and the
general public and it was recommended that such
entities should commit to work cooperatively.

The proceedings of this conference,
consisting of thirty papers, will be available in
mid-1997.

INTEGRATED COASTAL
MANAGEMENT (ICM} IN XIAMEN, CHINA

Marine legislation strengthened. Three new
regulations were drafted, namely: (1) Xiamen Marine
Environmental Protection Regulations; (2) Xiamen
Sea Area Use Management Regulations; and (3)
Xiamen Intertidal Aquaculture Management
Regulations. The requlations, approved by both the
Xiamen Municipal Government and the Xiamen
People’s Congress, are to be implemented in 1997.

fCM operational mechanism established. The
Xiarmen Municipal Government Marine Management
Cffice was officially established upon the
recommendation of the Xiamen Marine Management
and Ceordinating Commuttee. A unique feature of
the Marine Management Office is its law enforcement
function. It has successfully shut down four
electroplating factories which did net comply with
discharge standards. It has also ordered six factories
to improve their pellution emission control,

Functional zonation scheme approved. The
Hiarmen Municipal Government approved the Marine
Functional Zonation Scheme prepared by the Project.
Functional zones are areas allocated for specific and/
or prioritized economic development,
management, nature conservation and
protection. Zones are delineated based largely
on the ecological and biophysical characteristics,
socioeconomic potential of the area, and national
and local government development priorities.
Four major development zones were established,
narmely: shipping and port, tourism, aguaculture
and resource conservation. The zonation
scheme will serve as a mechanism to ensure
the optimal use of sea space and natural
resources without compromising the functional
inteqrity of ecosysterns. The scheme is also a

bun'ng tha Opening Session of the Conference, seated from left to right:
Dr. Andlers Graniund {Sida) (partly hidden), Sec. Victor Ramos (DENR), Dr.
Chua Thia-Eng (MPP-EAS), and Ms. Sarah Timpson (UNDP, Manila).

preventive measure to reduce multiple resource
use conflicts.
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Management efforts to clean Yuan
Dang Lake. A second lakewater
treatment plant [with a capacity of
100,000 m*/d) recently installed by the
Yuan Dang Lake Management
Authority is now operational with a
flood drainage pumping station (40 m’/
5 capacity). A 1.2 km embankment
and 4 ha of greenbelts were
constructed. A total of 45,000 m® of
sludge were dredged from the lake
bottom. Other environmental
enhancing activities included the
purchase of two garbage collecting
boats and the assignment of personnel
for garbage ccllection. Lakewater
quality is being menitored quarterly
with support from the Project.

ICM DEMONSTRATION PROJECT
IN BATANGAS BAY

Voluntary agreements on inte-
grated waste management betweean
the public and private sectors. Twelve
industries and nine shipping companias

signed voluntary agreements with concermed gov-
ernment agencies at the national and local level, The
agreements attempt to reduce waste generation and
to improve the management of hazardous and non-
hazardous wastes from industries, ports and ships
over a five-year period. The agreements provide
incentives for companies
which establish and imple-
ment schedules for achieving
waste management goals; a |
format and schedule for moni-
toring progress; and collabo-
ration in the development and
implementation of both tran-
sitional and long-term waste
management programs.

Integrated Waste
Management Action Plan. In
August, the Batangas Bay
Council adopted the
Integrated Waste Manage-
ment Action Flan for the
Batangas Bay Region. The

Voluntary agreement on port/ship waste management has
been forged in the Batangas Bay among concerned agencios
and the shipping industry which will contribute to the
reduction of marine pollution in the bay area,

Action Plan is a framework to effectively carry out
waste management and disposal, consistent with
rational, regional and provingial policies in accordance
with developmental goals and environmental
standards set in the Region. It provides a cross-
sector and cross-media approach to waste
management, utilizing the combined resources and
capacities of the public and private sectors.

RISK ASSESSMENT AND MANAGEMENT
IN THE MALACCA STRAITS

IPSAMO Intemational Conference on Navigational
Safety and Control of Pollution in the Straits of Ma-
facca and Singapore, 2-3 September 7996, This con-
ference in Singapore served as a forum to discuss
ways and means of ensuring that the Straits of Ma-
lacca and Singapore remain safe for navigation and
free frormn maritime pollution. The conference focused
on cooperation among the littoral and user States
and the implementation of UNCLOS and IMO con-
ventions. Cne hundred seventy participants repre-
senting shipping and oil industnes and other users
attended the conference, including the Secretary-
General of IMO and senior staff of the Regional
Programme.

Environmental prafile completed. The final draft
of the Malacea Straits Environmental Profile identi-
fies the Straits as a unique tropical estuarine enwvi-
ronment and records cancerns on the health of the
environment and theirimplication cn human and eco-
system health. The
profile describes liv-
ing and non-living
]!' resources in the
| Straits, current
policies, strate-
gies and initiatives
taken by the littoral
States, regional
and international
grganizations in
the management
of land- and sea-
based sources of
pollution, and in-
formation on key
management is-
sues that reguire
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attention. The profile pro-
vides baseline information
on the state of the envi-
ronment.

fank
cleaning

Initial risk assessment
study initiated. This risk
assessment study ap-

bufterng
and  soparation
equalizing Tl y : 11

|

FEREED K

flotation decanis- biglogical taffeing metering dischange
\ | ordizposad

plate  foceuls

tinn . Lish 1Fpatment

T

[ chemical|
i

praised the environmental |
effects (i.e., ecological, |™
human and societal ef-
fects) of cantaminant
emissions from land- and
sea-based human activi-
ties. It estimates the like-
lihcod of hazards occurrence and the
potential levels of contaminant ex-
posure. The study, based mainly on
the completed environmental profile,
is being undertaken by Prof. Peter
Calow of Sheffield University, UK;
Dr. Valery Forbes of Roskilde Uni-
versity, Denmark; and staff of the
MPP-EAS and will lead to establish-
ing a more detailed risk assessment
framework within the context of a
subregional sea. The study will pro-
vide an initial assessment of the evi-
dence showing human activities to have already
affected the environment {retrospective assess-
ment} and an assessment of the probable future
effects of human activities on the environment
{prospective assessment]. The risk assessment
study will be presented in a Consultative Meeting
on Malacca Straits to be held in the Philippines in
March 1997.

Feasibility of designating the Malacca Straits
as a Special Area under MARPOL 73/78. The
draft report on the need and feasibility of desig-
nating the Malacca Straits as a Special Area
under MARPOL 73/78 concluded that the Straits
is a potential candidate for Special Area desig-
nation under Annex ¥ or | of MARPOL 73/78.
The report was prepared by an IMO consultant.
The report stated that as a Special Area, it will
be:

* necessary to provide adequate reception
facilities; and
+ useful to develop an enforcement system,

Y
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Typical Layout of a Reception Facility . ™
Source: IMO, Comprehensive Manual on Port Reception Facilitias, 1995,

including aerial surveillance, aimed at de-
tecting unlawful discharges from ships.

The report will be presented for review during
the Consultative Meeting on the Malacca Straits
in Cebu in March 1997 and then forwarded 1o the
respective littoral governments for their consider-
aten.

MARINE POLLUTION MONITORING
AND INFORMATION MANAGEMENT

Strengthening marine poffution monitoring
capacity: Cambodia, DPR Korea and Vietnam.
As part of the efforts to upgrade the monitoring
capacity of the three countries, the MPP-EAS
provides support in terms of training and basic
sampling and laboratory equipment. Arrange-
ments are being made to purchase eguipment
which are expected to be delivered to the re-
spective countries in due course,

MPE-EAS web page. The Regional
Programme is now linked to the Internet with a
home page < http:/fwww.cnl.net/~imo>. Itin-
cludes details of Programme objectives and strat-
egies; a description of technical services offered
by the Programme in terms of the publication of
studies, workshop and conference proceedings;
linkages to other institutions concerned with ma-
rine pollution prevention and management; a Le-
gal Information Database to provide legal infor-
mation requirements of participating countries;
and future Programme activities,
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INTERNATIONAL CONVENTIONS

Waorkshop on the Ratification
and Implementation of MARPOL
73/78, Singapore. Sponsored by
IMO, Asia Pacific Center for Envi-
ronmental Laws (APCEL), and the
Maritime and Port Authority of
Singapore (MPAS), the workshop
discussed the operational details
of the Morwegian supported
project on the ratification and
implementation of MARPOL 73/
78. The workshop mapped out a
course of action and strategies for
strengthening the legal instru-
ments, infrastructures and capaci-
ties of the participating countries
for ratifying and implementing the
MARFOL. Eight participants rep-
resenting Cambodia, Indonesia,
the Philippines and Vietnam, at-
tended, together with staff from
the MFPP-EAS, IMO, MPA and
APCEL. The workshop was held
from 30 Cctober to 1 Movember
1286,

Assessment of national fegislation on ma-
ring pollution. An initiative has been under-
taken in May to assess the status of national
legislation and regulations on marine poliution
in Cambodia, Indonesia, Malaysia, the Philip-
pines, Thailand and Vietnam, and to identify
the constraints that affect ratification and
implementation of the international conven-
tions. The repart of this initiative is expected
to be available early next year.

CAPACITY BUILDING

Second Regional Training Course on the Ap-
plication of ICM System in Marine Poflution Pre-
vention and Management. The Second Regional
Training course on ICM application was held on
4-28 October in the Philippines, People's Repub-
lic of China and Singapore. Twenty-three partici-

pants from Cambodia, Democratic People’s Re-
public of Korea, Indonesia, Malaysia, People's
Republic of China, the Philippines, Thailand, Viet-
nam, Kenya and Sri Lanka, representing govern-
ment officials, scientists, and the academe, at-
tended the training. The training course demon-
strated the application of ICM system at different
levels of development.

Geographic Infarmation Systems (GIS) for pol-
lution planning and management. On December
1996, Mr. James M. Paw and Mr. Noel Robles
from the MPP-EAS provided training on the use
of the 0S/2 and SPANS GIS software in the
Xiamen Demonstration Site, Four staff from
Aiamen were trained, The use of GIS will provide
decision-makers with the necessary information
to generate various scenarios that will aid them
in policy formulation, reform and management.

Training for marine poffution monitoring. Two
staff from the Batangas Bay demonstration site
underwent a three-week intensive training course
on pollution chemistry in Xiamen from 26 Mo-
vernber to 22 December 1996, This training aimed
to develop skills in analytical techniques on ma-
rine pollution monitoering.

fntegrated environmental impact assess-
ment. The Ceastal Management Center (CMC),
in collaboration with the MPP-EAS, organized
the second workshop of experts on 12-14 June
18986, to develop training materials on integrated
impact assessment for coastal management. A
working panel was established to prepare the
training modules based on a course outline pre-
pared in March. The interdisciplinary expert
panel, consisting of experts from the region,
was headed by Prof. Chou Loke Ming (National
University of Singapore) with Dr. C. Kwei Lin,
Dr. John Hambrey {Asian Institute of Technol-
ogy), Dr. Hacsheng Hong (Xiamen University,
China}, Dr. Budolf Wu and Dr. Paul Lam {City
University, Hong Kong), Dr. Gil Jacinto and Dr.
Cesar Villanoy (Marine Science Institute, Uni-
versity of the Philippines), Atty. Stella Regina
Bernad and Mr. Jarmes N, Paw (MPP-EAS). The
training modules are being reviewed and will
be tested in a forthcoming training course in
1997.
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ICM Training

The Third Regional Training Course on the
Anpfication of JCM System in Marine Folution
Frevention and Management will be held from &
10 26 October 1987, The ICM training course is
focused on strengthening the capabilities of the
participants to analyze coastal management
issues, especially marine pallution problems, and
the application of integrated planning and
management approaches to resolve those issues.
The training is limited to 25 participants. MPP-
EAS will provide up to 8 fellowships for
participants from East Asia whereas Sida/CWC
will provide 8 fellowships for participants from
Sri Lanka and East Africa. Interested participants
should send in their application as soon as
possible,

OPRC Training Courses

The MPP-EAS will conduct CPRC training
courses on 16-20 June 1997 in Bangkok,
Thailand for the Gulf of Thailand and on 23-27
June 1887 in Serasa, Muara, Brunei Darussalam
for the southem South China Sea. The training
courses, which are supported by the IMO
headquarters, are aimed at strengthening national
and regional capacities and cooperation to
gffectively respond 1o and combat the ocourrence
of ail spills. The courses are designed in
accordance with the IMO Mode! Courses for
Level 2 Supervisors/On-Scene Commanders in
order to provide the basic response strategies
and tactics, as well as the operational supervisory
staff in tackling major spills,

Participants of these courses will come from
govemnment and industries, who have knowledge
ot and supervisory responsibility for oil response
planning and operations. The Gulf of Thailand
traiming participants will come from the four
littoral countries of the Gulf of Thailand, namely;
Thailand {Central}, Malaysia (East), Cambadia
arnd Vietnam. On the other hand, the southern
South China Sea training will have participants
from the four ittoral countnes of southem South
China Sea, namely: Brunei Darussatam, Malaysia
{Sarawak and Sabah}, the Philippines and

Vietnam. Efforts have been made to secure
resources so that the training can be extended
to other subregions in the East Asian Seas.

Internship Program

The MPP-EAS welcomes applications to its
Imtemship Program for 1997, The Intemship
Program is open to highly meotivated young
scientists from the East Asian region intending
to enbance their work experience for a period of
six months to a year in the areas of ICM; marine
pellution menitoring; ¢il spill prevention, response
and management; international marine
environmental law, GIS applicatuon: waste
management; ELA; environmental aceounting and
economic analysis.  International travel, logal
accommedations and a modest per diem  will
be provided by the MPP-EAS, Interested parties
should send their application and curriculum vitae
to the MPP-EAS at the address below.

Risk Assessment Workshop

A two-day workshop on risk assessment in the
Malacca Straits will be held on 24-26 Maovember
1987, The workshop will be an opporunity to
learn about the use of risk assessment as a
management tool frameweork and how it was
applied in the Malacca Straits.

ICM Technical Meeting

An ICMW Technical Workshop is scheduled for
12-14 Movermnber 1997, Its objective is 10
consolidate expenences and lessons learmed in
the application of ICM from varicus countries
using the approach, specifically in the East Asian
Seas region.

Interestod parties may sddress inquiries and correspondence to;

GEFJUNDP(IMO

Regional Programme for the Prevention and Management
of Maring Pollution in the East Asian Seas

PO, Box 2502, Quazon City 1165

Metro Manila, Philippines

Telefax No.: {632} 926-9712
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PUBLICATIONS

NOW AVAILABLE

Strategic Environmental Management Plan for the Batangas
Bay Region. 1996. 88 p. |SBN 971-01646-5-4.

The Coastal Environmental Profile of the Batangas Bay
Region. 1896. 146 p. ISEN 971-91646-1-1.

Integrated Waste Management Action Plan for the Batangas
Bay Region. 1997, 76 p. I1SBN 971-91646-8-9.

Strategic Management Plan for Marine Pollution Prevention
and Managementin Xiamen. 1997, 60 p. ISBN 871-91646-
7-0.

Enhancing the Success of Integrated Coastal Management:
Good Practices in the Formulation, Design and
Implementation of Integrated Coastal Management
Initiatives {In four versions: English, Vietnamese, Korean and
Bahasa Indonesial. 1996, 26 p. ISBN 971-91646-3-8,

Integrated Coastal Management in Tropical Developing
Countries: Lessons Learned from Successes and Failures.
1986, 82 p. ISBN 971-90140-2.4,

Marine Pollution Prevention and Management in the East
Asian Seas: From Planning to Action (1995 Annual Repart).
1996. 44 p. ISSN 1027-5378.

Tropical Coasts Newsletter, Vol 3, No. 1, July 1996.1SSN D117-
9756.

Marine Pollution Updates, Vol Il, No. 3, September 1996 and
Val. Il Mo. 4, Oecember 1896.

FORTHCOMING

The Coastal Environmental Profile of Xiamen

Malacca Straits Environmental Profile

Pusan 0il Spill Proceedings

Proceedings of the Regional Conference on Sustainable Financing
Mechanisms for the Prevention and Management of Marine
Pallution: Private Sector - Public Sectar Partnerships

Enhancing the Success of Integrated Coastal Management: Good
Practices in the Formulation, Design and Implementation of
Integrated Coastal Management Initiatives [Translated into:
Chinese, French. Partuguese, Thai and Swahili}

Far copigs interasted parties may contact:

GEF(UNDPIMO

Repional Programmae far the Prevention end
Management of Marine Pollution in the
East Asian Seas

PO. Box 2502, Quezon City 1165

Metro Manila, Philippines

Telefax No.: (632) 926-9712

| ICM International Conference

The Intergovernmental Oceanographic
Commission {I0C) of UNESCO, the Co-
ordinating Unit, Mediterranean Action Plan
of UNEP, the International Centre for
Science and High Technology (ICS) of
UNIDC and the Intermational Centre for
Coastal and Qcean Folicy Studies (ICCOPS)
will hold an Intemational Conference on
Education and Training in Integrated
Coastal Management. The Mediterranean
Frospect in Genoa, ltaly, on 25-29 May
1998. Interested parties may contact:

Adalberto Vallega
Conferenca Scientific Co-ordinator
Conference Co-ordination and Secretanat
ICCOPS, clo The University of Genoa, Department Palis-
Stradone di 5. Agostino,
3716123 Genoa, ITALY
Tel; +39{101 2095840
Fau; +39110) 209.5907
E-mai vallepal@polis urige it
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EADERS'
CORNER

“rogical (Paasts invites readers to send
comments or submit short write-ups (250-
300 words} about the warious topics
coverad by the newsletter. ltems should
be concise and to the point. The aeditors
reserve the right to shorten or condense
the write-up as they see fit and to ensure
that it is appropriate to the themes of
Tropical Coasts.
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FACTS A ND F1 G URTES

Sea Areas Covered by Agreements for Environment Protection Purposes.
Countries which arg Contracting Parties to the Landon Convention 1972 are shown in dark blue.
Light blue areas indicate that a regional convention has been signed,

1. Maditarranaan (a (b} (d}; 2, Tha Gulf Region (d); 3. The Wider Caribbaan d); 4. Wast and Cantral Africa; B, Eastern Africe; 6. East Asia (¢l 7. Aed Saa
and Gulf of Aden (d): 8. Southwest Pacific fal; 9. Southeast Pacific (a) (b) 10, South Asis (ck 11, Oslo and Paris Convention ama fa) (bl 12, Baltic Sea
{HELCOM] (a] ik} (dk: 13, Black Soa () (ol; 14. Nacth Sea {a) (bh (d); 15. Antarctica (f].

@, Area covered by a dumping protocel; b, Area covered by a protocel against pollution from land-bazed sourtes; ¢ Area covered by a regional Action Plan
but not by a regional convention; d. Arga having special protection under MARPOL 73/78 (under ane or more annexes) as Special Area; e. A repional
convention is in preparation; f. Qut of 26 Contracting Parties to the Antarctic Treaty 21 are alsa Londan Convention Contracting Parties.

Source: Modified from IMO. 1991, The Londan Dumping Convention: The First Decade and Bayond. International Maritime Organization, London, p. 48,
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