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Editorial  
 
The Reform of the Common Fisheries Policy 
 
 
The future reform of the Common Fisheries Policy must establish clear and 
effective rules for fishermen in Europe, which integrate ecological, economic 
and social principles.  
 
The primary objective of the CFP reform should be to guarantee the future of 
both fisheries resources and fishermen by ensuring the recovery of fish 
populations and restoring the economic viability of the sector.  
 
 
First and foremost, the deep rooted problem of overcapacity must be 
overcome. Fleet overcapacity needs to be correctly defined in terms of 
economic overcapacity. Furthermore, it is important to recognize that over 
capacity is specific to individual fisheries and regions.  
 
It is essential that this latest reform devises a clearly defined exemption within 
the CFP for small scale fisheries, with particular reference to small coastal 
islands where there is often no alternative source of employment. The 
establishment of a de-bureaucratized and separate regime for small scale 
coastal fisheries is a priority. 
 
Greater regionalization of the CFP is essential. Regionalization should not be 
confused with re-nationalization. Localized management structures has the 
potential to create many positive effects including increased responsibility on 
the part of stakeholders and the establishment of a CFP more sensitive to 
local concerns.  
 
To prevent this reform being yet again unsuccessful, the integration of 
industry and stakeholders is an imperative. I support a bottom up approach to 
decision making so as to involve those that are closest to the sector in the 
decision making process.  
 
I strongly believe that the reformed CFP must standardise Member State 
compliance and enforcement regimes and I would urge the European 
Commission to introduce an EU wide system of administrative sanctions 
rather than the criminal sanction system that is currently employed in Ireland.  

April – July 2010 �
���������� �

Newsletter 
 



 2    
 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
 
 
 
 

 
 

�  Subgroup “Mountains, Islands and Sparsely populated  regions” 
New name: Subgroup “Islands and Overseas entities” 
Chairs: Maurice Ponga, EPP, France 
 Spyros Danellis, S&D, Greece 

 
�  Setting up of two new subgroups 

Subgroup on the Arctic 
Chair: Riikka Manner, ALDE, Finland 

 
Subgroup on Maritime Affairs 
Chair: Peter Van Dalen, ECR, Netherlands 

 
 
 
 
 
 

 
As all involved are aware, the current management system is far from ideal. Quota allocations are a constant source of 
grievance within the Irish fishing industry. For example, Ireland's share of areas VI and VII amounts to 42% yet annually 
Ireland receives approximately 16% of the total demersal in areas VI and VII.  However, any change to the quota system 
would need to be carefully examined.  As a result, I favour the introduction of new measures designed to re-adjust the 
current system 
 
Before effective rules are put in place to deal with discards there must be considerable dialogue and careful examination 
of all options. At the moment, it is not practical or indeed environmentally favorable to land everything that is caught. I 
strongly support appropriate solutions that minimize discarding to the lowest possible levels. Economic incentives must 
be given appropriate consideration.  
 
Aquaculture has massive potential for growth in Europe. It is widely recognized that world seafood demand will continue 
growing at a pace which cannot be met by wild fishery products alone. While, I strongly believe that aquaculture 
production must be carried out to the highest standards, the sector must be allowed to function within the context of an 
environmentally friendly regime. It is vitally important that the new CFP allows the sector to sustainably develop in 
harmony with existing EU environmental law. Structural support for the sector is also essential. In an Irish context, I 
would support a special programme of incentives designed to promote the development of offshore, high energy, fish 
farming in more oceanic conditions than currently practiced.    
 
Finally, it is vital that this reform process is not yet another piecemeal, incremental reform. The fisheries sector in Europe 
demands whole scale reform so as to ensure the sector has a viable and sustainable future. 
 
 

Pat the Cope Gallagher, MEP  
Chair of the Subgroup “Fisheries” of the Intergroup   

Latest news of the Intergroup 

All the information on the Intergroup is 
available on: www.ebcd.org 
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The Arctic deserves its own policy 

 

Interest in the Arctic region has risen on the international 
agenda. Therefore, the somewhat traditional point of 
view of its distant location has now changed into a global 
centre. The Arctic region as a whole is going through a 
change, and this change has to be controlled by some 
entity or actor. I propose this role to the European Union. 
The EU took an important step towards a unified Arctic 
policy when the Commission, about a year and a half 
ago, highlighted the vulnerability of the region and 
defended the importance of a special Arctic EU policy.   

The Arctic policy has to take into consideration climate 
change, energy safety, fishing policies, sea logistics, 
tourism and research. Due to the uniqueness of this 
region, we cannot leave this policy to depend on the 
stands of these separate policies. On the contrary, it is 

necessary to create a specific political strategy which has to acknowledge foremost the region’s natural value. There is 
a strong need to create a political system that can address quickly, and in a common way, the demands that might arise 
in the future.  

The European Union will play a major role with its policy towards the region since the region combines the continents 
and in addition the EU already has stabilized negotiation relationships with Russia, the United States and China. Russia 
in particular has been active towards the region. The EU has a program for the northern dimension which enables us to 
start an intense dialogue with Russia in relation to the questions of the Arctic region.   

The Lisbon treaty granted the European Union a full legislation authority beside the Member States. We have to use this 
new status wisely and also as pioneers. In my opinion the EU should actively pursue a ground for the Arctic policy. With 
a strong Arctic policy, the EU can support the situation of aboriginal people but also institutions already existing such as 
the Arctic Council and their operations.  

The influence of the Arctic region is not solely limited to the waves of the Arctic Ocean or its shores, instead it is and it 
has to be our common cause. The EU can with its presence strengthen the development of the Arctic region as an 
unmilitary entity and limit the exposure of the region to the natural resources markets.  

Riikka Manner, MEP       
Chairwoman of the Arctic subgroup of the Intergroup   
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Michelin Bibendum Challenge 
 

 
There are some 800 million vehicles in the world today. By 2050, this number may well have doubled. How will we run all 
these additional vehicles when it looks doubtful that even current levels of oil production can be maintained? How can 
we guarantee everyone’s legitimate right to mobility and, at the same time, conserve the environment for future 
generations? How can we design more economical, lighter cars while continuing to improve road safety? 
It was these huge challenges that 250 experts set about starting to answer at the 10th Challenge Bibendum organised by 
Michelin in Rio de Janeiro from 31 May to 4 June. Scientists, academics, engineers, car manufacturers and political 
players discussed their respective points of view at some thirty round tables, seminars, conferences and debates, which 
were widely covered by 450 journalists from the international press. At the opening ceremony, Brazilian President Lula 
declared it "an enormous challenge that needs to be addressed immediately", before thanking Michel Rollier, Managing 
Partner of the Michelin Group, for choosing Latin America to host the event, which is the only one of its kind. 
Created in 1998, Challenge Bibendum brings together all the public and private mobility stakeholders involved in seeking 
innovative solutions for the future in automobile technology, infrastructures and road safety. The 10e Challenge also 
welcomed representatives of the Global Road Safety Partnership who, during one of the round tables, outlined what 
could be used as the basis of the United Nations’ 2011-2020 worldwide road safety programme. 
Manufacturers saw their most innovative vehicles put through their paces with technical tests on the road: electric 
passenger cars, hybrid vans, caterpillar buses… Some vehicles are already on the market; others, such as the "Aurora" 
solar-powered car, are still at the prototype phase. Three rallies for each of three categories of vehicle were an 
opportunity to evaluate their performance in terms of handling and energy consumption in real conditions. In the design 
contest, it was the most futuristic shapes that triumphed. On this occasion, journalists were invited to participate directly 
in proceedings by competing in the Eco Driving Rally, devised to measure the varying levels of fuel burn when different 
drivers took to the wheel of the same vehicle. Unsurprisingly, it was the least aggressive driver that the jury nominated 
as the winner. 

In total, without counting the many members of the public who attended the vehicle parade right in the centre of Rio, this 
10th Challenge Bibendum attracted more than 6 000 visitors, including 1 500 Brazilian students, among whom may well 
have been future engineers who will go on to invent the clean, safe and connected car of tomorrow. The next Challenge 
Bibendum will be held in Berlin in 2011. 
 

Find out more at www.challengebibendum.com 

Hervé Deguine 
Sustainable Development Manager, Michelin  
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Cities’ climate leadership – where is the money? 

EUROCITIES brings together 140 of Europe’s biggest cities governing a quarter of the EU population. We are convinced 
of the leading role of our cities in combating climate change and shifting towards a low-carbon society. Cities account for 
75% of the EU population, generate 85% of EU GDP, and produce some 80% of greenhouse gas emissions. It is 
inconceivable therefore that Europe’s climate targets can be met without the active leadership of cities. That is why so 
many cities have signed our Declaration on Climate Change and are committing to specific actions through the Covenant 
of Mayors. 

Cities are potentially the most sustainable form of human settlement. Urban concentration allows for the best use of 
scarce resources such as land and energy. Concentration fosters innovation, economic and cultural development and 
social progress. And, by creating a critical mass market, it enables collective public services such as transport, health and 
education. So our challenge is to realise this potential by making our cities greener.  

Cities all over Europe are taking important climate actions forward. For example we are investing in waste to energy 
plants, district heating and biomass generation. We are changing the way people move around our cities, by investing in 
public transport, cycling and alternative fuel vehicles. And we are insisting on higher energy standards in new 
developments and retrofitting older buildings.   

However, city budgets are under pressure like never before. Revenues from local taxes, rents and central government 
grants are down, while the demand for social services in particular is soaring.  With more resources we could do more. In 
fact we need to do more. So where will those resources come from?  

Certainly cities are showing that much can be achieved through partnership with the private sector, for example through 
greener procurement or energy efficiency programmes that cover up-front investment costs from the longer-term payback. 
Europe too has an important role to play in supporting strategic projects directly.  Eco-conditionality could also be applied 
to structural funds, and European Investment Bank’s loans could be set at a preferential rate for climate actions, for 
example.  

But cities also need sustained longer-term streams of funding for climate action, and Europe has an important political role 
to play in coordinating this. One potential source for cities would be to draw directly on the revenues raised at member 
state level from carbon credits under emissions trading. We envisage a system whereby cities are rewarded for achieving 
measured and verifiable reductions in the carbon footprint of their territory. We are currently exploring the technical basis 
for such scheme, but it will require supra-national leverage to achieve it. 

 

Ronan Dantec                     
Co-chair of the EUROCITIES Climate 
Change and Energy Working Group 

 

Do cities need innovative financing for 
local climate policies?  
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The financial transaction levy is a particularly hot potato. Never before has there been such a vigorous debate on it. 
Never before has the front between its proponents and opponents been so visible – and at the same time so 
dynamic. Never before have we been in the situation that we find ourselves in right now, that is to say facing 
economic and financial challenges together with sustainability tasks on an unprecedented scale.  

We are living in very unique times. In unique times, unique action is required. Action that may have been never 
undertaken before. Action that is designed to specifically address current challenges and problems. Old solutions are 
inapt, as they do not relate to today’s reality.  

Take, for example, the financial markets and their development over the past couple of decades. This has been very 
unique too, and something that cannot be ignored due to the immense consequences for the economy, society and 
people worldwide. Back in 1990, the volume of global financial transactions was 15 times the value of nominal world 
gross domestic product. By 2007, global financial transactions had exploded to 74 times global gross domestic 
product, and trading with financial products amounted to 16,120 billion US dollars per day (based on 250 trading 
days).  

These figures show what unhealthy dimensions the huge gap between financial transactions and real economy 
transactions (trade with real goods and services) has taken. The lion’s share of the financial sector boom in the past 
decade is attributable to the explosion of the derivatives market. This is a market where financial transactions have 
little to do with the real economy and thus lacks any economic and social sense. Around 90 per cent of trading in the 
financial sector is purely speculative and causes enormous damage to the economy and people worldwide.  

Old solutions following the mainstream neoclassical economic approach involve protecting the freedom of the 
financial sector and securing its tax privileges in a quest for capital investments and economic growth. This, as we 
now know, is largely virtual and not at all real. The basic problem with this strategy is that it hardly has anything to do 
with what is really going on “out there”. Therefore, this approach could neither prevent the crisis, nor foresee it, nor 
does it contain any workable/sustainable solutions.  

We are at a crossroads, both politically and academically. A new economic approach is badly needed to replace the 
out-of-date approach. The new approach must recognise the economic and financial reality, deliver workable and 
effective solutions – also in the long run – and aim to prevent crises rather than merely repairing the damage 
afterwards. I share the view of the European Commission that economic policy coordination and cooperation must 
be intensified at the EU level in order to build up and – later on – maintain a solid, resistant and sustainable 
economic and financial system. It is also delightful to note the efforts of the European Commission, the European 
Parliament and the Member States to regulate the financial sector.  

 

The time is ripe for a financial transaction levy  
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Regulative measures alone are, however, not enough to tame the “wild” financial sector and get it to serve the economy 
and society. Above all, regulative measures are not in a position to deliver the financial resources that are urgently 
needed, not only to repay the public deficit, but also to address the current sustainability challenges, especially global 
poverty, climate change and the loss of biodiversity. This is why a general financial transaction levy should form an integral 
part of the new economic and financial system, not only for reasons of economic and social rationality but also to meet the 
expectations of the citizens. The financial sector has to be made a taxpayer alongside the citizens and economic actors 
who currently carry the whole tax burden alone – to the benefit of a small financial elite.  

Against this background, it is hard to understand why the European Commission still takes a sceptical view on levying the 
financial sector with a minimal 0.05% levy. Despite the European Parliament’s numerous demands a serious, 
comprehensive and objective analysis of enforceable options for a financial transaction levy in the EU/at the global level 
has not yet been carried out. One can only wonder why.  

The time for a general financial transaction levy is more than ripe. It is time the European Union, the International 
Monetary Fund and the G-20 recognise its necessity and meaningfulness as an integral part of the new policy tool kit – 
and not only for macroeconomic reasons.  

 

Franz Fischler 
Chairman of the Ecosocial Forum Europe 
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Virtual Arrival – a new project to help reduce 
the carbon footprint of tanker shipping 

 
�

There is great pressure on shipping to reduce greenhouse gas (GHG) emissions, which in general, at least in the medium term, 
means reducing fuel oil consumption. Ship owners already have great incentives to reduce fuel oil consumption further as it is 
the most expensive element in a tanker’s voyage costs. Fuel oil prices in general stayed below USD 200 per tonne until 2005. 
Then, until mid 2007, they gradually increased to some USD 350 per tonne, and finally peaked in July 2007 at a staggering USD 
700 per tonne. Current prices fluctuate around USD 450 per tonne and represent some 60-80% of a typical tanker’s total 
operation costs. 
 
Because owners continuously take measures to reduce fuel oil consumption, there are no easy or quick ways to reduce 
consumption even further and thereby reduce CO2 emissions. Basically the measures available to reduce emission from 
shipping are the same as for other industries. The UNFCCC has described these as technical measures, behavioral change and 
carbon pricing; the latter used as an incentive for the application of the two previous measures.  Technical measures involve 
mainly improving the ship’s engine and hull. In particular the concept of an energy efficiency design index (EEDI) is being 
applied, which rates new vessels according to their energy efficiency. This concept could be compared to the well known energy 
labeling of household appliances, such as fridges or washing machines. 
 
Behavioral change in shipping will mean improving the logistics or making the operation of ships even more energy efficient. The 
latter often means reducing speed, or in shipping terms; “slow steaming”.  Large fuel savings, and thus CO2 emission reduction, 
can be made by slowing down the ship’s engine as the fuel consumption increases exponentially with increased speed. In this 
respect ships are no different to cars, lorries or airplanes. 
 
Slow steaming is a well-known concept in the tanker market.  It is used when there is an overcapacity of tonnage and ships have 
to wait before obtaining their next load to cargo. However, there can also be large inefficiencies in the market. This tends to 
happen when a vessel is ready to discharge or take on cargo, but the terminal is not ready. The Virtual Arrival concept aims to 
eliminate such inefficiencies by adjusting the vessel’s speed in order to arrive just on time for loading and off-loading. It is 
inherently wasteful for a vessel to steam at full speed to a port where known delays to cargo handling have already been 
identified. By reducing speed to a mutually-agreed arrival time, the vessel can avoid spending time at anchor awaiting a berth, 
tank space or cargo availability. Emissions can thus be reduced, congestion avoided and safety improved in port areas. It is 
important to recognize that changing long established practices is not straight forward. There may be a great deal of money as 
well as additional risk involved. In particular, the operator is entitled to compensation (demurrage) from the charterer for delays 
incurred when the terminal is not ready to receive the cargo.  
 
One of the intentions of the Virtual Arrival Project is that the commercial benefits that accrue are shared between the vessel 
owner/operator and the charterer. Although developed for the tanker trade, the principles of Virtual Arrival are suitable for 
adoption in other trades where the required time of arrival at a destination port is not fixed or is subject to change due to 
operational or commercial reasons.  
 
Virtual Arrival is not a short-term speed reduction measure introduced in response to market and economic demands. On the 
contrary, it is a sustainable and practical process aimed at improving efficiency within the transportation chain, while achieving 
real benefits with regard to safety, fuel saving and reductions in vessel emissions. In general, there are several commercial 
obstacles in the shipping markets that need to be overcome to make these markets even more GHG efficient.  Shipping is a 
business with very long traditions and the obstacles relate to who is paying for the fuel oil, the waiting time as well as third party 
obligations. The Virtual Arrival project could also be a model and inspiration for improved co-operation within the industry with the 
purpose to change and to improve the energy efficiency of established practices. Virtual Arrival is a concept that aims to 
overcome existing obstacles. The project involves several parties, firstly the chartering and ship owning side, but also ports, 
insurers classification societies and weather routing companies. Weather routing may itself be a way to reduce GHG emissions 
and this project could mean a more widespread use of weather routing as the project involves establishing quality criteria for 
such companies.  

Erik Ranheim 
Manager, Research and Projects, Intertanko 
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3 questions to …  

 
 

 
MEP Gesine Meissner, Rapporteur for the Report 
on the Integrated Maritime Policy – IMP - 
Evaluation of progress made and new challenges   

 
 
 

The European Union promotes renewable energies and seeks to secure energy supply. Some have advanced 
the idea of an Internal Energy Community. We know t hat oceans and seas could play a significant role i n 
supplying and transporting energy through ships, un derwater grids, and pipelines etc.  
What should be put in place in order to develop thi s potential sustainably? 
 
I would start with what has occurred in the Gulf of Mexico in the US. This event shows that we have to secure petrol and 
gas exploration in Europe in order to avoid a similar event with tremendous environmental problems. Europe has 
resources and wants to explore them but we want to do it in the way that it does not undermine oceans and seas.   
Another critical issue is petrol transported by ships. Although they are safer than in the past, there are remaining 
problems. The EU has put efforts to avoid accidents and we should further look at what can be done in the future.   
I think offshore energy represents the future. Wave energy has a real potential but we are at an early stage. We have 
therefore to invest more in new technologies. Furthermore, it is of paramount importance to achieve better coordination 
among the different activities occurring at sea. This is the reason why the IMP and the Maritime Spatial Planning are so 
important. 
 
 
The economic potential of maritime Europe is huge. But at the same time, oceans and seas are highly im pacted 
by climate change and some unsustainable human acti vities. In its Report on the IMP progress, the Euro pean 
Commission refers to “sustainable economic growth”.  According to you, how could we unlock the EU marit ime 
potential while preserving oceans and seas?  
 
The IMP is an excellent tool! I am proud of this policy, notably because it enables to bring together the maritime 
stakeholders with a view to developing maritime potential in a sustainable way. The global population will grow up to 9 
billion by 2050 and this population needs to be fed, have access to energy, goods and to travel. Most of these activities 
are carried out at sea.  Besides, you are right when you say that the growth potential in terms of jobs is huge. 
Interestingly, you can see that people move to the coasts. Business is growing there and the potential of European 
growth in environmentally friendly technologies like offshore energy and green ships is significant. It would be relevant 
to further work for coast protection as well as marine and maritime knowledge. Research in oceans and seas is 
essential in this regard and the IMP is the right framework to develop all these activities in a more sustainable way.  
 
Maritime transport is growing. 95% of our exports go through ports. This obliges us to have greener ships than now. For 
example we should keep seeking to decrease CO2 emissions and resources. To this end, more efforts should be put on 
engines, smaller ships should be built and we should look for other materials to make vessels safer. The work 
undertaken by the International Maritime Organization is ambitious and it might be hard to reach the goals. We have to 
find a solution enabling to keep the shipping sector dynamic while not undermining environment.  
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What are the main achievements of the IMP since 200 7 and what are the challenges for the future?  
 
One of the main objectives should be to make the IMP more known to everybody. In my report, I say that we need               
better consensus for maritime issues. I am surprised and worried about the fact that some people involved in the 
maritime sector do not know about the IMP. In this regard, the European Maritime Day can help a lot. I was in            
Gijon and in Germany this year. I was really disappointed by the attendance in Germany. I think this resulted from the 
lack of knowledge and communication. People were not aware that it could be important for their future. We have 
therefore to use the media so as to make noise and touch the public.  
 
Besides, we should foster cooperation among stakeholders. I have the feeling that people focus on their own business 
and do not look enough at what the others do.   
 
Moreover, it makes sense to continue to develop sea basin strategies. Now, the EU is considering drawing up a              
Black Sea Strategy. Several countries surrounding the Baltic Sea, including Russia, signed an agreement a few weeks 
ago in Saragossa. When I asked whether the IMP would have a role to play in this agreement, one of the 
representatives of the European Commission looked surprised and explained that sealing the agreement is the first 
step. Speaking about the possibility of integrating it into the IMP will be discussed later on. 
 
Another critical element I would like to stress is the major potential of research. Maybe we should have special funding 
for that. Blue technology is still a young science. For instance, in the deep sea there are microorganisms which can bear 
high pressure, cold and hot temperatures. These microorganisms are able to cure people as well as to create new 
products. This has to be developed in a sustainable way. 
 
 
Expected date for the vote in the Transport Committee: September 2010 
Expected date for the vote in Plenary: October 2010 
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Debate: Should the EU shift unilaterally to a 30% 
objective in CO2 Emissions?  

 

It’s not often you see a European Commissioner who has just been mugged, but that’s what 
happened to Connie Hedegaard in May on her way to presenting the Communication on moving the 
EU’s greenhouse gas emissions target beyond 20%. Ready to state the advantages clearly, she had 
her portefeuille manhandled by a group of colleagues who pressed her heavily to tone down her 
enthusiasm, and she did her best to accommodate. 

That’s odd, though, because just months ago her boss said “Climate change…is the defining issue of 
our generation… [the] most existential of challenges1”. And the Commission’s new flagship ‘Europe 2020’ initiative, ink still 
wet, says “Climate and resource challenges require drastic action2.” The existing 20% target is anything but drastic. 
Indeed, the Communication only looks at 30%, while last year 40 of the world’s leading climate scientists signed a WWF 
statement saying developed economies ‘must cut emissions by 40% by 2020 in order to keep global warming below 2 
degrees and avoid dangerous climate change’3.  

Going beyond 20% would not only benefit the climate. The Communication indicates that a 30% reduction target achieved 
in Europe will avoid � 45.5 billion in oil and gas import costs, and save up to � 16.7 billion in health costs and � 5.3 billion in 
air pollution control costs in 20204. It will also raise billions of Euros in additional auctioning revenue that can be put to 
work creating a green economy.  

This confirms what work commissioned by WWF has shown: a reduction target of -30% by Europe makes economic 
sense, even prior to deeper reduction commitments in other countries5; industries associated with healthy climate policies 
will be responsible for millions of additional jobs around Europe in the coming decades6; and the additional benefits to 
public health of a 30% compared to a 20% target may total up to � 25 billion per year from 20207. 

Those most vocal criticising this move include energy intensive industries who have received surplus credits as high as 
30% above their need8. Not only have these companies made hundreds of billions of Euros selling these free credits, they 
have managed to pass the (hypothetical) costs of allowances through to customers9 – which is what they weren’t meant to 
be able to do, and why they’re being given special treatment. 

Clearly, concerns about financial stability are uppermost in policymakers’ minds at the moment. But WWF’s view is that 
failing to grasp money-saving opportunities like reducing our dependence on fossil fuels is short-term thinking that will 
simply lead to more problems. Moving to a -30% domestic reduction target by 2020 will not only help to reduce the risks of 
dangerous climate change, it will act as a stimulus to innovation for the benefit of the European economy and the well-
being of its citizens.  

Jason Anderson 
Head of European Climate and Energy Policy, WWF 

 

                                                 
1 Jose Manuel Barroso, 28/10/2009 
2 Europe 2020: a strategy for smart, sustainable and inclusive growth. COM(2010)2020 
3 http://wwf.panda.org/about_our_earth/search_wwf_news/?174261/40-of-worlds-leading-scientists-call-for-40-emission-
cut 
4 Compared to the Primes baseline scenario. 
5 See http://knowledge.allianz.com/nopi_downloads/downloads/RECIPE_synthesis_report.pdf 
6 ‘Low carbon jobs for Europe’, available at http://assets.panda.org/downloads/low_carbon_jobs_final.pdf 
7 Available at http://assets.panda.org/downloads/co_benefits_to_health_report__september_2008.pdf. 
8 According to the Commission Communication working paper part II, page 63. 
9 CE Delft: http://www.ce.nl/?go=home.downloadPub&id=1038&file=7005_finalreportSdBEV.pdf�
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The EU should not unilaterally increase its emission target at this point in time for 
various reasons: 

 

1) Commitments from our international partners are weak. As things currently stand, a big question mark hangs over 
whether the Copenhagen climate conference will have been significant in advancing global action on climate change. The 
only real document which Copenhagen produced is the so-called “Copenhagen Accord”, a three-page paper which was 
agreed on by a number of heads of state and government. Potentially, this Copenhagen Accord could really pave the way 
towards meaningful international action. However, at this point it is completely uncertain what political value it has and 
how the details of the various funds and mechanisms mentioned in the Accord will be defined. The most important 
decisions on climate action in 2010 and 2011 are likely to be taken not at international level but by national parliaments, 
most importantly in the US Congress. It remains open whether the US will vote on a bill any time soon to reduce 
greenhouse gas emissions, but it is unlikely. Developments in the US will influence legislative discussions in other OECD 
countries like Japan, Australia or Canada.  

2) The economic crisis 2008/2009 has not made it easier to achieve the 20% target - on the contrary. EU emissions have 
fallen because of lower absolute GDP. What is important however is structural change in terms of emissions per unit of 
GDP. Structural change needs investments which have actually become more difficult due to the crisis as economic 
actors, and especially SMEs, lack the capital to invest. 

3) In order to regain climate leadership and win the “green growth” race the EU does not need higher targets but a better 
environment for research and innovation. It is true that there is evidence that the EU is losing its leadership to the US and 
China when it comes to developing some industrial sectors that carry the “green” label such as wind or solar energy. But 
neither the US nor China seem to need absolute emission reduction targets to develop these industries. Strategies in 
these countries are much more strongly focused on R&D support and carbon-intensity targets. The EU can learn from 
these countries for its own future climate and energy strategy. If it draws the right conclusions it will not increase its 20% 
emission target now. 

 

 

Folker Franz     
Senior Adviser Environmental Affairs Business Europ e 


