
On line dossiers accompanying the 2015 annual report 

 

Asbestos  

Despite the use of materials containing asbestos on both new and existing vessels 
having been internationally banned for many years, they are still frequently being 
encountered on board existing vessels and even on newbuildings built at shipyards 
outside the European Union. 
 
Declarations confirming the absence of any asbestos, issued by shipyards and 
verified by classification societies at the time of ships’ completion, do not 
automatically guarantee the actual absence of materials containing asbestos at the 
time of ships’ delivery to their new owners. Nonetheless, shipowners are responsible 
for crews’ health. 
 
On 1 December 2011, therefore, the Dutch Human Environment and Transport 
Inspectorate (ILT) implemented a national instruction. It contains strict requirements 
for newbuildings and ships being flagged in to submit to an asbestos inspection. Any 
asbestos discovered in the course of any such inspection is to be removed on the 
spot. Existing vessels currently registered in the Netherlands are required to have 
specified any asbestos-related risks in their mandatory Risk Inventory and Evaluation 
(R.I.& E); any asbestos present is to be removed within a period of three years.  
 
The KVNR is in full support of any efforts made to ensure the effective enforcement 
of the ban on asbestos in the interests of crews’ health. However, requirements in 
regard to the removal of any asbestos encountered should be realistic. For that 
reason, the KVNR advocates a risk-based approach to the removal of asbestos in 
ships. Any asbestos that does not represent an immediate health hazard to crews 
should not have to be removed. This approach is more consistent with the 
requirements contained in the Asbestos Removal Decree regarding the removal of 
asbestos from buildings and appliances. 
 
The KVNR also feels that enforcement by ILT alone is undesirable. Only the joint 
enforcement by all IMO member states will be able to produce the maximum 
pressure on shipyards, their suppliers and the classification societies. Moreover, the 
global level playing field for Dutch shipowners is being disrupted, leading to loss of 
appeal of the flag of the Netherlands. It has already become clear that shipowners 
have a tendency to abandon their choice for the flag of the Netherlands because of 
this issue. 
 
The above information is correct as of 31 March 2016 
 

 

Ballast water 

The international Ballast Water Management convention is aimed at the prevention, 
the restriction and, ultimately, the eradication of the transfer of harmful aquatic 



organisms and bacteria by controlling and managing ships’ ballast water and 
sediment discharges. 
 
Ballast water is pumped in to reduce stress on the hull, to provide transverse stability, 
to improve propulsion and manoeuvrability, and to compensate for any weight lost 
due to fuel and water consumption. 
While ballast water is essential to safe and efficient modern shipping, transferring it 
from one location to another may lead to ecological damage that can often be 
irreversible. 
 
The International Convention for the Control and Management of Ships' Ballast 
Water and Sediments (Ballast Water Management or BWM Convention) was adopted 
by consensus on 13 February 2004, following more than 14 years of complex 
negotiations by IMO member states. The convention will come into effect 12 months 
after it has been ratified by 30 member states and 35 per cent of the worldwide 
merchant fleet’s tonnage. To date 47 member states are party to the convention; 
together they represent 34.35% of tonnage. 
 
Shipowners are worried that approved ballast water treatments systems may not 
function properly at all times and under any circumstances. They question the 
soundness of IMO’s testing procedures. In addition, there is apprehension as to the 
way in which port state inspectors will enforce the convention and how ballast water 
samples will be taken once the convention has come into force.  

For this reason, IMO has decided to review the IMO guideline on the approval of 
ballast water treatment systems. 

Also, new regulations concerning ballast water have come into force in the United 
States. Both the American Coast Guard and the Environmental Protection Agency 
have set their own requirements, which, unfortunately, are contradictory. Moreover, 
not a single system for ballast water treatment has as yet received definite approval 
by the American Coast Guard. The result is no small amount of uncertainty for those 
shipowners that are operational within American waters, and who will therefore have 
to meet American ballast water requirements by installing a ballast water treatment 
system on board their vessels. 

The above information is correct as of 31 March 2016 

 

Bunker fuel quality 

The quality of marine fuels is not just important to the environment, but also to crew 
safety on board. It is essential that one can rely on receiving fuel deliveries that meet 
the correct specifications. Above all, shipowners are of the opinion that any and all 
parties in the bunker fuel chain should hold themselves accountable for the quality of 
bunker fuels. Increased transparency within the chain, and carrying out testing for 
quality at the earliest possible point of the chain will definitely contribute to this. 

The Ministry of Infrastructure and the Environment organised a number of meetings 
for interested parties over 2014. The subject of these was to explore the national 
possibilities for improving the bunker process. Aside from the KVNR, other parties 



within the chain, including VNPI (bunker fuels manufacturers), NOVE (bunker fuel 
suppliers) and VOTOB (tank storage companies), were involved.  

The KVNR, as the initiator and one of the active working group members, has begun 
improvements to the traceability of bunker fuels and the transparency within the 
chain, since 2015.  

Over January and February 2016, a pilot was carried out using a random batch of 
bunker fuel. The findings will be published in a report which will also be submitted to 
the Second Chamber of Parliament. Following publication of the findings, the 
previously named parties will explore the options for improving confidence and 
transparency within the bunker fuel supply chain. Ultimately, this issue will have to be 
addressed at international level. 

The above information is correct as of 1 April 2016 

 

 

CBA 
Negotiations on extensions to the CBAs took place in 2014.  
Dutch seafarers’ main CBA, the one for merchant shipping, has been extended by a 
period of three years, until 31 March 2017. For that reason there have been no CBA 
negotiations in 2015. Wages over the entire period will be increased by 5.75%, taking 
into account the price index’s expected development over the next few years. Should 
the price index and/or contract wages for the industry for the period from January 
2015 to January 2017 deviate too much from the aforementioned total wage increase 
this may be re-negotiated on 1 April 2017. 
 
A new feature is masters’ inclusion in the CBA. As a result inspections abroad on 
compliance with the Maritime Labour Convention will be facilitated. The CBA’s scope 
has been extended to include vessels over 9000 GT. 
 
An identical wage increase for non EU seafarers has been agreed on with Nautilus 
International and the relevant foreign trade unions. As a result the rising trend in 
wages has been halted. 
 
The above information is correct as of 30 March 2016 
 

 

Cooling agents 

The use of halon gases or HCFCs (halogenated hydrocarbons) in refrigeration is 
being discontinued. More and more they are being replaced by hydrofluorocarbons or 
HFCs. HCFCs contain ozone-depleting substances. While HFCs do not contain 
these, they are very potent greenhouse gases. As opposed to HCFCs, there are no 
International Maritime Organization (IMO) regulations regarding HFCs. Since 2006, 
however, there is a European directive covering the prevention and/or reduction of 
HFC leakages. Mobile refrigeration units have been exempt from its requirements up 
until now.  



A new European Commission proposal regarding this directive was published at the 
end of 2012 containing an expansion of the directive’s scope to include a number of 
different types of mobile refrigeration units. While the emphasis is firmly on overland 
transport, because of the original proposal’s wording, maritime transport will also be 
affected. 

Early in 2014, both the European Parliament and the European Council approved the 
compromise reached by the parties in question. A number of proposals made by the 
European Parliament that might have had negative consequences for the maritime 
transport have been omitted from the final text. 

Provisions in the new directive that are relevant to the maritime transport include the 
following.  

- Those companies that use equipment containing HFCs are to take any 
technically possible and economically feasible measures to prevent spillage 
and/or leakage of said HFCs. If and when any leakage is discovered, repairs 
are to be made without undue delay. This broad definition ought to provide a 
sufficient degree of flexibility to accommodate special circumstances. For 
instance, should a leak occur in a filled cargo hold’s bulkhead, repairs may be 
carried out in such a way as not to endanger either the cargo or the vessel’s 
operational status (article 2, item 3). Any repairs or demolition are to be carried 
out by certified agencies, or agencies that can provide equivalent certification. 
This provides the option of having maintenance and/or repairs carried out at 
shipyards outside Europe. 

- In addition, quotas for fluorinated or F-gases will become more stringent. This 
will apply to all sectors that make use of said gases. It is likely that prices for 
the gases in question will be rising. The directive came into force on 1 January 
2015. Dutch legislation for the F-gases directive was not published until the 
autumn of 2015 The Dutch government acknowledges the Directive’s 
requirement’s complexity for shipowners should they be faced by cooling 
agent leakages at sea. Therefore the Dutch government is of the opinion that 
not all of the directive’s provisions are applicable to shipowners. Following the 
legislation’s publication last autumn, the government still wants to reach a 
(non-binding) agreement with the shipping industry by the second half of 2015, 
in order to prevent any potential F-gas leakages as much as possible. 

 

The above information is correct as of 1 April 2016 

 

 

 

 

 

LNG  

Within the shipping industry environmental requirements that have to be met 
concerning emissions to air continue to become more numerous and more stringent. 
Legislation covering SOx, NOx and carbon emissions already exists. Other 



emissions, including Black Carbon (soot particles) and particulate matter are the 
subject of international debate. 

LNG does not contain sulphur particles. Moreover NOx and carbon emissions, may 
be reduced by as much as 75% and 25% respectively by its use. Emissions of 
particulate matter may be reduced by as much as 99%. These characteristics in 
particular make LNG a very interesting type of fuel for use in the shipping industry 
from an environmental point of view. However, as a result of the technical and 
operational consequences inherent in the use of LNG it is not a solution for every 
type of vessel.  

Quite apart from uncertainties about LNG prices, there are still a number of technical 
and operational issues to be resolved before LNG can become a serious contender 
as an alternative marine fuel. LNG infrastructure in particular is a major factor. 

At present, governments and ports have not produced a sufficient number of 
initiatives to be able to create an LNG infrastructure for the shipping industry in the 
near future. In 2014, however, the Clean Power for Transport Directive became 
effective, requiring member states to develop a solid infrastructure for cleaner 
alternative fuels. Clearly the latter requirement is key to turning LNG into a serious 
alternative marine fuel. In the autumn of 2016, the Dutch government is to submit a 
paper to the Second Chamber of Parliament, containing their ambitions for this type 
of infrastructure, for LNG for example, in ports in the Netherlands. 

Another vital aspect is the global standardisation of bunkering procedures and the 
technical equipment needed for LNG bunkering. This, too, is being discussed, both 
within Europe and the IMO in order to achieve said standardisation. 

The above information is correct as of 1 April 2016 

 

 

Maritime Single Window 

As per the European Reporting Formalities Directive, all EU member states are to 
have realised a single maritime window. At said window, ships calling at any EU port 
will be able to submit all information required by the local authorities and ports in one 
single action. A large number of countries have failed to meet de deadline for a 
number of reasons that include major IT issues. The Netherlands, too, have failed the 
deadline. From 1 February 2016, Amsterdam and Rotterdam have opened a 
maritime window, which is an extension of the existing Port Base system. Customs 
formalities have been integrated in the new window. 

Apart from the IT issues, it has by now become apparent that the guideline offers 
member states too much leeway, allowing them to request all kinds of additional 
information. Therefore the intended simplification and streamlining has gone by the 
board. 

In Germany, the information required by the window actually varies from port to port. 
For that reason, in the course of 2015, a review of the directive, to take place in 2016, 
is announced by the European commission. 



The Commission also announces a pilot project regarding the e-Manifest, another 
initiative for reducing administrative burdens for vessels calling at ports. The 
relationship between the two initiatives will have to be considered carefully, given that 
the Commission is, once again, asking for the industry’s active contribution. 

 

 

Minimum power requirements 

Vessels’ energy efficiency is regulated in Annexe 6 of the MARPOL convention. One 
of the requirements is that the energy efficiency design index (EEDI) of each newly 
constructed vessel and/or each vessel being significantly being retrofitted, is to be 
calculated, in accordance with the EEDI required by the type of ship in question. 
However, even though newly constructed ships are intended to be more and more 
energy efficient and a reduction of the propulsion power to be installed is the most 
obvious measure to take, the propulsion power installed in any ship is to be no less 
than that needed to safeguard said vessel’s manoeuvrability under adverse 
condition. 

In 2013, IMO introduced an interim guideline on how to calculate the minimum 
propulsion power to be installed in any ship while ensuring said ship is still 
manoeuvrable under adverse conditions. 

The guideline in question applies to newbuildings and/or retrofitted bulk carriers, 
combination carriers and tankers of 20,000 DWT or over.  

Also in 2013, the Netherlands alerted IMO that the requirements for the minimum 
propulsion power to be installed, as set out in the guideline, would be problematic for 
smaller, often more energy efficient vessels whose propulsion power is proportionally 
lower. 

Due in part to the KVNR’s and the Dutch government’s lobby of IMO, the 
aforementioned requirements regarding propulsion power during EEDI phase 0 (from 
1 January 2013 – 31 December 2014) were only applicable to newly built bulk 
carriers, combination carriers and tankers whose capacity totalled 20.000 DWT or 
over.  

During IMO MEPC’s 67th meeting in October 2014, it was decided to continue IMO’s 
guideline for EEDI phase 1 (1 January 2015 – 31 December 2019) for newly built or 
bulk carriers, combination carriers and tankers. The lower limit has remained 
unchanged at 20.000 DWT or over. Nevertheless, during IMO MEPC 67 it was 
decided to review IMO’s interim guideline completely in 2016, pending the findings of 
a number of studies that are currently being carried out. 

The KVNR feels that for preference it should be possible to build or retrofit vessels to 
be as energy efficient as possible. At the same time, safety considerations demand 
the guaranteed manoeuvrability of any vessel under adverse conditions. 

Maritime Institute (MARIN) has been commissioned by a number of parties, including 
the KVNR, to carry out a study into this subject. Said study’s findings will be 
submitted to IMO to contribute to their review of the interim guideline in 2016. 

The above information is correct as of 31 March 2016 



 

 

Pensions 

Seafarers’ Pensions 
In 2014 *), the Industrial Pension Fund for Merchant Shipping’s (BPFK) members 
totalled 208 employers, 5,338 participants and 16,515 former participants/sleepers. 
The fund issues pension payments to 31,854 pensioners. 

The Industrial Pension Fund for Merchant Shipping is the designated entity for the 
execution of pension arrangements for seafarers of Dutch nationality and/or EU 
residents serving on vessels under the flag of the Netherlands. 

Pension management 
The administration of pensions has been contracted out to MN in The Hague who 
also manage assets.  

Calculation and collection of premiums 
The calculation and collection of premiums is in the hands of MN and is carried out 
monthly, and is based on the submission of information and contributions through a 
digital system. 

Executive office 
The executive office supports the executive board and safeguards the service level 
agreements that have been reached with the various contractors and monitors the 
execution of asset and pensions management. In addition, the executive office 
maintains external contacts with ‘De Nederlandsche Bank’, the Netherlands Authority 
for the Financial Markets (AFM) and the Federation of Dutch Pension Funds and 
other relevant parties. 

Pension arrangements and financial position 
For more information please visit the Bedrijfspensioenfonds voor de Koopvaardij. 
website. The estimated funding ratio will be published on the website at the end of 
each month. 

Amendments to pension arrangement per 1-1-2015 
In 2015, pension arrangements have been amended. The main changes include the 
following:  

- Pensionable age has been raised from age 65 to age 67; 
- The percentage of pension that may be accrued annually has been reduced 

from 2.15% to 1.875% annually at age 67; 
- The non-pensionable amount is reduced from € 13,104 to € 12,642.  
- The definition of pensionable wages is amended and a single premium is 

payable instead of three different ones that are each calculated according to a 
different system; 

- The current net early retirement arrangement is discontinued; existing 
entitlements will be honoured. 

- Existing entitlements to temporary and for-life old age pensions are being 
converted to age 67; 



*) The above information is correct as of February 2016. At that time the 2015 
BPFK annual report had not yet been made available. 

The above information is correct as of February 2016 

 

 

PIT/NSTC 

Between Monday 11 and Friday 15 May 2015, 135 cadets were selected by 11 
shipowners: 68 trainee deck officers and 67 trainee engineers. This selection of the 
14th edition of cadets took place in Palompon, Leyte in the Philippines. 

Since 2001 the KVNR has been involved in a joint venture with a Philippine nautical 
academy, the Palompon Institute of Technology (PIT), in order to educate and train 
prospective officers for the Dutch fleet. PIT is located in Palompon on the island of 
Leyte in the Philippines. The academy’s main language is English and courses are 
mono-disciplinary. The standard of education is comparable to that of MBO nautical 
education in the Netherlands. The deck officer (Bachelor of Science in Maritime 
Transportation - BSMT) and engineering (Bachelor of Science in Marine Engineering 
- BSMarE) courses are three-year ones followed by a one-year cadetship. PIT’s 
educational standards are monitored by the Rotterdam Shipping and Transport 
College (STC). The annual selection of third-year PIT students and their placement 
with shipowners offering cadetships takes places under the direction of the KVNR. 

Netherlands Shipping Training Centre  
In 2005 PIT, the STC and the KVNR jointly established the Netherlands Shipping 
Training Centre (NSTC) which provides STCW courses, required for basic watch 
officer certificates of competence, in Palompon. Added to the regular education 
courses provided by PIT an all-round educational package is therefore available in 
Palompon. The day-to-day running of the NSTC is carried out by the Shipping and 
Transport College (STC). 

 

Polar Code 

Ships travelling in Arctic and/or Antarctic waters (a.k.a. polar waters) are exposed to 
a number of distinct risks. They face challenges posed by adverse weather 
conditions and a relative lack of accurate navigational charts, communication 
systems and other navigational aids.  
 
These areas’ remote locations make rescue and/or salvage operations difficult and 
expensive. Low temperatures may damage a large number of ships’ parts, ranging 
from deck installations to intake filters. 
Where ice is present, this may result in additional strain on hulls, propulsion systems 
and appendages. 
 
IMO has developed an international safety code for ships operational in polar waters 
(the Polar Code). 
The Polar Code has been subdivided into four parts. Part I-A includes mandatory 
measures regarding safety. Part I-B contains recommendatory provisions regarding 



safety. Part II-A includes mandatory measures regarding pollution prevention and 
part II-B recommendatory provisions regarding pollution prevention. 
 
Ships operating in polar waters are required to be in possession of a Polar Ship 
Certificate. Said certificates make a distinction between the vessels’ operational 
conditions and the measures to be taken by specific ships to prevent incidents. Ships’ 
classification is included in the certificates issued. Category A ships are designed and 
built to operate in polar waters at least in medium first-year ice. Category B ships are 
designed and built to operate in thin first-year ice. Category C ships are designed 
and built to operate in open water (no more than 10% of the water covered in ice) or 
in ice conditions less severe than those included in Categories A and B. 
 
In addition, vessels will be required to carry a Polar Water Operational Manual, 
containing the necessary information regarding the vessel’s operational capacity and 
limitations in order for master, crew and passengers to be able to make considered 
decisions as and when needed. 
 
The Polar Code will most likely come into force for newbuildings on 1 January 2017. 
It will become applicable to existing ships at the time of their first renewal survey on 
or after 1 January 2018. 
 
The above information is correct as of 31 March 2016 
 

 

Rotterdam Rules 

A new convention concerning maritime transport legislation was adopted by the 
United Nations General Assembly on 11 December 2008. It is an extended and 
modernised version of existing international legislation governing maritime goods 
transport arrangements. The convention was signed in Rotterdam in September 
2009. At that time it was decided that in future the convention would be referred to as 
the Rotterdam Rules. 

The intention is that in due course this convention will replace the The Hague-Visby 
Rules and the Hamburg Rules. The result will be uniform regulations for maritime 
goods transport. The convention will come into force one year after it has been 
ratified by twenty UN member states. Despite the positive worldwide reception, it is 
expected to take a while before the Rotterdam Rules come into force. 

So far, 24 nations, including the Netherlands have signed the convention, but it has 
been ratified only by Spain, the Democratic Republic of the Congo and Togo.  

In the KVNR’s opinion, the convention should only be ratified by the Netherlands if 
and when the major trading nations, like the US and China, do so as well. Norway 
and Denmark share this view. 

In order to avoid having to go through the entire legislative process at the time the US 
and China ratify the convention, the Ministry of Security and Justice has made a start 
on the implementation legislation.  

A part of this process is the creation of a Rotterdam Rules Committee within the 
Dutch Maritime and Transport Law Association. Participants include the KVNR and 



TLN/Fenex. The committee has been asked by the government to assess the 
substance of any draft bill. The committee has submitted their advice to the Ministry 
and the bill is in the final stages of preparation. It is expected it will be submitted for 
consultation by mid-2016. At that time the KVNR will still be able to make comments. 
During the various committee meetings the KVNR has once again emphasised that 
the Netherlands should avoid premature ratification. They will reiterate this point of 
view during the public consultation procedures. 
 
The above information is correct as of 17 March 2016 
 

 

Social insurances 

The Dutch Shipping Foundation (Stichting Zeevaart) was founded by the social 
partners in merchant shipping and the fishery industry. In 2015, an additional policy 
maker was added to the Foundation secretariat’s staff. Said policy maker’s 
contribution will include the development of strategic advice to the maritime industry.  
 

The KVNR and the social partners, supported by the Dutch Shipping Foundation’s 
secretariat, have had a number of consultations with the government on the practical 
realisation of the new MLC amendments. The amendments referred to will come into 
effect in January of 2017 and they will provide financial security for cases of 
repatriation and crew claims. In 2016, new legislation will have to be developed in the 
Netherlands in order to meet the MLC requirements in question. 
 
In 2015, the Education and Training Fund (O&O fonds) received a record number of 
applications for education grants. Said grants have been paid according to the 
customary percentage. In order to be able to do this, the reserves have had to be 
drawn on. It has been decided that in 2016, the decision to apply the customary 
percentage to the payment of grants will not be taken until December 2016. The 
reason is that again there will be an exceptionally large number of applications, given 
that the STCW Manila Amendments’ requirements will have to be met before 1 
January 2017. 
 
The above information is correct as of 17 March 2016 
 

 

Tonnage tax regime 

In 2014, the ministry of Infrastructure and the Environment (I&M) carried out an 
evaluation of the fiscal facilities for the shipping industry. The evaluation showed that 
both the wage withholding tax facilities for seafarers and the tonnage tax regime 
continue to be valuable facilities that contribute to the preservation of the level 
playing field. Because of this, shipowners in the Netherlands are able to compete 
with shipowners outside of the EU. On the basis of the evaluation, the government 
see no reason to apply a sunset clause to the facilities. 



Since 2006 a flag requirement has been applicable to the tonnage tax regime. In real 
terms this means that any new ship added to the fleet has to be registered under the 
flag of any one of the EU or EEA member states in order to be eligible for the 
application of the tonnage tax regime. The requirement knows three exceptions, one 
of which is at national level. 

If and when the domestic exemption is applicable in any given calendar year, the 
choice of flag of registration is open for any vessels added to the fleet during that 
year (with the exception of some types of ship including tugs).  

The annual determination of how the percentage of the net tonnage of those ships 
eligible for the tonnage tax regime that are registered under the flag of any one of the 
EU or EEA member states has developed is made by means of a three-year average 
and published in a ministerial regulation. 

In 2015 there was an increase in the three-year average, meeting the national 
exemption ground for the EU/EEA flag requirement. The national exemption was 
applicable to all ships that became operational in that year. Shipowner were given a 
free choice as to which flag vessels were registered under. 

However, in 2016 this is no longer the case. The three-year average has declined, 
from 68.765% over the period 2011-2013 to 68.373% over the period 2012-2014. As 
a result, the EU/EEA flag requirement will be applicable to any and all vessels added 
to Dutch shipowners’ management in 2016, unless one of the other two exemptions 
to the flag requirement is relevant. We refer you to: 

The Secretary of State for Finance’s Regulation on the amendments to a number of 
implementing rules regarding the fiscal arrangements, surcharges and customs, as 
well as excise legislation, published on 30 December 2015 (nr. DB/2015/465M). 

The above information is correct as of 30 March 2016 
 

 

Transatlantic Trade and Investment Partnership to increase trade 
promotion  

Negotiations between the United States of America (US) and the European Union 
(EU) in regard to the Transatlantic Trade and Investment Partnership (TTIP) are in 
full swing. Both the KVNR and the European Community Shipowners’ Associations 
(ECSA) are in favour of any trade agreement that will promote trade between the US 
and the EU. A number of negotiating sessions between the European Commission 
and the relevant American officials have taken place over the course of 2015. 
Maritime transport has been included in the agenda. 

As it is, European and American shipowners are already making use of the largely 
liberalised international maritime transport market between the EU and the US. Since 
the liberalisation is largely the result of national regulations it needs to be formalised 
in the trade agreement to ensure legal certainty. In addition, European shipowners 
have encountered a number of major practical problems when trading and 
transporting goods to and/or within the US. The restrictions resulting from the Jones 
Act are the most well-known and oppressive. According to this act, any transport 



between American ports may only take place on vessels built within the US that are 
registered under the US flag and carry American crews. 
ECSA has provided the European Commission with a list of maritime problems that 
may be used by Europe during negotiations with the US. Services rendered to 
offshore oil and gas extraction are included in the list as well. Furthermore, the focus 
should be on increased cooperation in the areas of safety, the environment and 
security. 
It is expected that negotiations will continue throughout 2016 and that there will be a 
vigorous debate in the European Parliament as well as in the Second Chamber of 
Parliament. 
 
The above information is correct as of 30 March 2016 
 
 

VAT  

The KVNR is of the opinion that ticket sales, on-board retail activities and restaurant 
and catering services on board ships at sea on international passages should 
continue to be exempt from taxation. Such is the current practice in virtually every 
country within the European Union. Continuation of said current practice is vitally 
important to the cruise and ferry industries. 

Intra EU passenger shipping 
The European Commission’s position on intra EU passenger shipping is that the 
current exemptions of passenger shipping in some member states, depending on the 
type of transport, result in the disruption of the internal market. On 3 December 2010, 
the European Commission (EC) published their green book “the future of VAT – 
moving forward to a simpler, more solid and more efficient VAT regime”. One of said 
green book’s action points was the reformation of the VAT regime pertaining to 
passenger shipping. In practice, taxation of intra EU passenger shipping is infeasible.  

The economic effects of the current VAT regime 
In 2014, a study was commissioned by the European Commission into the economic 
effects of the current VAT regime, including any potential disruptions to the internal 
market. The consultants, commissioned by the EC, have developed eleven scenarios 
in order to find solutions to any alleged disruptions to the internal market. At the 
beginning of 2015, the European shipowners association, ECSA, expressed their 
criticism of the study. 

In April 2015 the EC organised a workshop in Ankara to allow member states to 
exchange ideas and views on the study’s findings. In most member states 
enthusiasm for amendments to the VAT regime appears to be limited. However, a 
number of member states are opposed to exemption from VAT levies for intra EU 
passenger shipping. 

Joint statement from the European transport industry 
Following the workshop, the European transport industry’s umbrella organisations 
issued a joint statement in October 2015. Said statement was submitted to the 
European Commission’s Taxation and Customs Union Directorate-General (DG 
Taxud). The statement contains a plea for a zero-rate VAT levy on any cross-border 
type of transport. Also, in the statement they endorse VAT scenario 11: in this 
scenario, member states continue to determine the rate of their domestic VAT 



(Business As Usual), and VAT levies on all cross-border transport (both within 
Europe and outside it) will be zero-rated.  

Unanimity is key  
An EC proposal to amend intra EU passenger shipping’s VAT regime will need to be 
unanimously approved by all member states. Any amendment will have to be subject 
to an integral impact analysis. A number of member states have invoked the 
subsidiarity principle. It is known that Malta, Greece, Cyprus, Finland, Ireland and the 
United Kingdom are in favour of continuation of the current VAT regime for intra EU 
passenger shipping. 

Moreover, a VAT levy will lead to European shipowners relocating to third countries, 
resulting in the loss of maritime know-how and employment within Europe  

The above information is correct as of 30 March 2016 
 

 
Wage withholding tax facilities for seafarers 

Work boats’ fiscal position 
In November of 2014 the KVNR distributed a questionnaire amongst its membership 
in regard to work boats’ fiscal position in general and the wage withholding tax 
facilities in particular. In January of 2015, the members received the questionnaire’s 
results. 
The practical application of the wage withholding tax facilities has been shown to 
have a number of problem areas, particularly where the strict interpretation of the 
fiscal conceptual framework is concerned. 
 
The KVNR’s members have reservations about taking action to have the relevant 
legislation amended. Subject to certain conditions, however, there would be more 
support for an unambiguous explanation. 
The KVNR board of directors has determined that any potential action aimed at 
clarifying work boats’ position, in terms of the wage withholding tax facilities, is not to 
result in any deterioration of merchant shipping’s current fiscal facilities as a whole. 
 
As recommended by the Offshore Work Boat Contact group (COW) the KVNR office, 
in association with Loyens & Loeff, will be drawing up an overview of stumbling 
blocks and specific issues of concern which is to be completed in the course of 2016. 
 
Employees’ tax reductions equal impaired effectiveness of the wage 
withholding tax facilities for seafarers. 
The wage withholding tax facilities for seafarers’ effectiveness is being impaired by 
employees’ (i.e. seafarers’) tax reductions. 

This paradox is caused by the reduction of employees’ social and fiscal contributions, 
which also reduces the base amount used to calculate wage withholding tax 
deductions and/or income tax and social security payments due. However, gross 
employment costs, payable by employers, are not reduced. 

The employees’ advantage results in a reduction in tax deductions and therefore 
employers find themselves at a disadvantage. Over the course of 2015, it became 



known that labour-related taxation is to be reduced in 2016, by means of a reduction 
in income taxes (lower rates) and an increase in employed persons’ tax credits (for 
incomes up to around € 50,000). As a result, the paradox comes into play again. Due 
to these measures the wage withholding tax facilities for seafarers’ effectiveness will 
once again be reduced. 

The above information is correct as of 30 March 2016 
 


