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About SEA Europe:  
 
SEA Europe, the European Shipyards and Maritime Equipment Association, is the voice of the European 
“maritime technology industry”. SEA Europe promotes and supports European business enterprises which 
are involved in the building, construction, maintenance and repair of all types of ships and other relevant 
maritime structures, including the complete supply chain of systems, equipment and services. The European 
maritime technology industry is currently the leading global region in terms of aggregated production value 
of shipbuilding and ship systems production (EUR 112.5 Billion) and an important generator of employment 
(900.000 direct and indirect jobs). 

 

* The term “maritime technology industry” encompasses both shipbuilding and the maritime equipment 
manufacturing sector. 
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EXECUTIVE SUMMARY 

 
▪ SEA Europe urges the European Union to act in all possible ways to address all the severe 

deficiencies of the current WTO rulebook for shipbuilding and to urgently establish a much-

needed global level playing field for the European maritime technology industry. 

 

▪ The multilateral system of trade rules as governed by the WTO has, regretfully, proved to be 

ineffective in ensuring normal competitive conditions in world shipbuilding. For several years, 

shipbuilding and the related maritime equipment supplying industries in certain third countries 

have benefitted from subsidies and many other government support measures which are not 

only trade distortive but are also responsible for overcapacity in the global shipbuilding and 

shipping markets. Unfair trading practices (e.g. injurious pricing of ships) have a long track 

record while aggressive State-led industrial plans from some third countries are now explicitly 

targeting Europe’s global leadership in high-tech shipbuilding and maritime equipment. 

 

▪ The current WTO trade rules and remedies are regretfully inadequate for shipbuilding due to 

the specificities of the “ship” product and its purchase transaction (ships are not “imported” in 

the common customs sense known for other products, i.e. no permanent entry into commerce 

into the buyer’s country). These and other characteristics of the sector render the application 

of traditional “border measures”, like countervailing or antidumping duties, extremely difficult 

in the case of unfairly traded ships. Hence, while all manufacturing industries are covered by 

existing trade defense instruments, shipbuilding is de facto the only industry exposed to global, 

fierce competition without this type of effective protection against unfair trading practices. 

 

▪ Largely as a result of this situation, European shipbuilding companies have seen a dramatic 

change of their business over the last decades with almost all orders for cargo ships (tankers, 

container-ships or bulkers) going to East Asia. The lack of effective safeguards for a level playing 

field for the European industry against the rise of trade distortions and the emergence of 

aggressive State-led plans from certain third countries puts Europe’s current global leadership 

for complex high-tech shipbuilding and advanced maritime equipment at risk.   

 

▪ If nothing is done, the European maritime technology sector runs a serious risk of losing the 

remaining ship types currently built in Europe to East Asia and its world leadership position also 

in the high-tech marine equipment manufacturing. This would create not only adverse knock-

on consequences on employment and wealth creation In Europe. It would create irreparable 

damages due to the loss of capabilities, technology and infrastructure critical for Europe which, 

once disappeared, will be very hard to recreate. 

 

▪ SEA Europe’s priority and recommendations in the area of WTO reform are as follows:  

 

✓ Anti-subsidy rules need to be stricter but sufficiently flexible to address the extremely 

diverse forms of government support from third countries having a harmful effect on 

shipbuilding and maritime equipment and the lack of transparency in implementation.  

 

✓ New rules are needed to address State-led plans that promote an array of domestic 

industries, or even single sectors, as well as to tackle unfair practices from State-
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directed companies and entities. Effective sanctions for failure to respect notification 

and transparency obligations are needed.  

 

✓ To ensure a global level playing field in shipbuilding, measures on state intervention 

alone are not enough. Effective means to avoid price-undercutting and trade defense 

safeguards against ship offer prices below costs are key. As the current WTO and EU 

rules do not effectively capture unfair pricing practices in shipbuilding, the adoption of 

a sector-specific instrument is strongly needed in order to facilitate the application of a 

core pillar of the WTO system (antidumping and normal value pricing) to this sector.  

 

SEA Europe strongly urges the EU to take leadership in addressing all the afore-mentioned problems 

and ensuring that the WTO modernization process can lead to a trading system that is able to ensure 

fair trade treatment of our industry on a global scale.  

However, in the meantime, given the tremendous global challenges currently faced by the sector 

and the lack of effective trade remedies available, SEA Europe calls for sector-specific measures to 

be urgently developed at EU level that can effectively safeguard the European maritime technology 

industry against unfair pricing behaviors and  trade distortions from third countries. 
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1. Introduction 

SEA Europe, representing both the European shipbuilding and maritime equipment manufacturing 
(referred to as “European maritime technology industry”), wishes to provide a concrete contribution 
to the ongoing discussions regarding the reform of the World Trade Organization (WTO).  
 
The present document outlines first the industry’s vision concerning the multilateral trading system, 
the gaps in the current WTO rulebook and the reforms that are needed to address them and to 
establish the much-needed global level playing field for the maritime technology industry.  
 
SEA Europe welcomes the EU concept paper on the WTO modernization as published on 18 
September 2018 (hereinafter “the Concept paper”) and has taken the latter into consideration in the 
analysis and proposals contained in the present document. 
 

2. General comments: new, effective solutions needed to ensure global level playing field  
 
Today the maritime technology industry in Europe consists of more than 22,000 companies. Together 
they employ more than 900,000 skilled people and generate an annual production value of € 112.5 
billion. European shipyards, maritime equipment manufacturers and maritime service suppliers are 
today global leaders in the production and development of complex high-tech ship types, advanced 
and technology intensive maritime equipment, and sophisticated marine engineering solutions.  
 
This leadership position is a direct result of the sector’s continuous investments in research and 
innovation as well as in a very highly skilled workforce. However, the sector’s global leadership is at 
stake since third countries are clearly targeting the European success markets through aggressive 
State-led industrial policies and strategies as well as unfair (trade) practices. 
 
It must be borne in mind that commercial shipbuilding and the maritime equipment industry operate 
in a truly global market which makes international trade rules vitally important for ensuring a level 
playing field worldwide. Vessels can be sourced from anywhere in the world without significant 
technical, commercial or legal restrictions. And shipowners can reflag their vessels and effectively 
choose the country’s laws to which they will be subject.  
 
While the European maritime technology industry is a strong supporter of the multilateral system 
of trade rules as governed by the WTO, the latter has regretfully proved to be largely ineffective in 
ensuring normal competitive conditions in world shipbuilding and ensuring that unfair trade 
practices in third countries can be addressed based on the global trade rules.  
 
In this respect, SEA Europe shares the European Commission’s assessment in the concept paper 
concerning the WTO rulemaking process and the meagre results achieved throughout the years in 
creating rules that can ensure a genuine market-based trading system and a level playing field globally.  
 
The limitations of the current system are particularly acute in the shipbuilding sector. The specific 
nature of the “ship” product and its market as well as the ship-purchase transactions render the 
application of the current WTO rules and trade remedies largely ineffective in shipbuilding.  
 
Moreover, the present “WTO-minus situation” for shipbuilding on a global level – stemming from the 
lack of effectively applicable trade defense instruments- is tremendously at odds with the “WTO-plus 
approach”, based on a strict state aid control discipline and enforcement mechanisms, to which the 
European maritime technology is subject in the EU. 
 

http://trade.ec.europa.eu/doclib/docs/2018/september/tradoc_157331.pdf
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Throughout the years, the European maritime technology industry has raised concerns about the 
lack of effective trade policy instruments and safeguards against unfair competition and trade 
practices from third countries.  A number of approaches have been pursued over the past decades 
(for instance in the context of OECD-sponsored international negotiations1) but none have been 
able to generate significant progress in resolving the problems.  
 
SEA Europe urges the European Union to act in all possible ways to address the industry’s concerns 
with regard to the severe deficiencies in the current WTO rulebook and develop tools and solutions 
able to effectively tackle unfair competition and trade practices in the global shipbuilding market. 
 

3. The problem of government interventions and unfair trade practices in world shipbuilding:  
 

The world shipbuilding industry has always been characterized by cyclicality, strong government 
intervention (particularly in Asia) and overcapacity.  

Shipbuilding is of strategic importance in many respects. It develops advanced technologies that offer 
considerable spin-offs to other sectors; it provides essential means of transport for international 
trade; and it supplies modern navies with advanced vessels, a key element for effective military 
operations. That is why countries around the globe regard shipbuilding as a particularly sensitive 
industry sector, which underpins their export-led strategies and continues to receive political support.  

Large volumes and various forms of state support, government interventions (including e.g. currency 
manipulations) and unfair practices (e.g. injurious pricing in the form of dumping) from third countries 
have therefore a long track record, causing distortions to normal market functions. 

Due to the specific nature of shipbuilding, notably a global and cyclical industry with long production 

cycles and capital-intensive investments, the negative effects of certain market distortions can be and 

have been long lasting as well as damaging for the whole international shipbuilding community. 

Considering the strategic role of this industry, the creation of new or additional shipbuilding capacity 
in third countries is often supported by political decision makers as it symbolizes economic 
development, future prosperity and – in some cases – geo-political power. Removal or deletion of 
shipbuilding capacity on the other hand is painful for the company as well as its constituencies.   

Over the last decades, massive state aid in South Korea and China to expand shipbuilding activities 
and/or to prevent ailing shipyards to exit the market have contributed to global overcapacity. This in 
turn induced shipbuilding companies to engage in injurious pricing practices which resulted in 
tremendous distortions of competition, with European companies being the main victims.  

Indeed, when unsustainable capacity is kept in existence, shipyards accept loss-making orders to fill 
production facilities. The resulting losses lead to new government interventions to save shipyards 
from bankruptcy. This has been the prevalent situation among Asian shipbuilders for many years and 
the present efforts in South Korea to save their shipbuilding industry is “pouring gasoline on the fire”.      

This in turn creates a continuous “vicious circle” with dramatic consequences not only to the 
detriment of the shipbuilding industry itself but also to the detriment of the shipping industry’s 

 
1 In the framework of the OECD Council Working Party on Shipbuilding (WP6), an International Shipbuilding Agreement was concluded in 

December 1994 by the European Community, Finland, Japan, South Korea, Norway, Sweden and the US. Government support and private 
dumping practice (later called “injurious pricing”) were the two targets of the Agreement. However, the US was unable to ratify the 
Agreement, hence the latter did not enter into force. In 2002 most of the signatories to the 1994 Shipbuilding Agreement called on the OECD 
to re-launch a new round of negotiations and sought for broad consensus among the majority of economies including non-OECD countries 
with significant shipbuilding activities (including China). Due to the deadlock on several key issues in particular about the issue of pricing, 
the negotiations were suspended in 2005. In April 2010 the OECD re-launched for the third time the negotiation process for an international 
shipbuilding agreement.  However, due to significant differences, mainly between Europe and the rest of the major shipbuilding countries, 
the negotiations were soon terminated in December 2010. 
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profitability, consequently making the capital that is needed to invest in clean and safe technology 
scarce, as illustrated in the picture below.  

 

Largely as a result of unfair competition, European companies in the shipbuilding industry have seen 
a dramatic change of their business over the last decades with almost all orders for cargo ships 
(tankers, containers or bulkers) going to East Asia.  

Today, due to the current collapse of most market segments in standard ship types, shipbuilding 
nations, particularly in Asia, continue their policies of state support measures, through a wide range 
of tools to support their local shipyards and/or their local maritime equipment manufacturers.  

Furthermore, some third countries are seeking to target the European success markets of advanced 
and complex high-tech ship types, as well as the European markets for sophisticated maritime 
technologies, systems and technologies through dedicated State-led plans.  

Finally, the structure of the global shipbuilding industry has changed over the last decades, primarily 
due to the significant increase in shipbuilding activities in Asia with a much stronger focus on global 
value chains within shipbuilding and increased trades in marine equipment. Discretionary 
Government measures, such as local content requirements or other measures favoring local 
shipyards and marine equipment producers, investment caps, joint venture requirements and 
forced technology transfers have an increasingly significant impact on the interests of the European 
companies operating in third markets. 

 

4. Why a global level playing field is urgently needed: what is at stake for Europe. 
 

European shipyards, maritime equipment manufacturers and maritime service suppliers are today 
global leaders in the production and development of complex high-tech ship types, advanced and 
technology intensive maritime equipment, and sophisticated marine engineering solutions.  

Besides the economic importance of the industry in terms of employment, growth and wealth, the 
sector is also a strategic driver for a future competitive and sustainable sea-borne transport as well 
as for the wide range of business activities linked to the exploration and exploitation of the oceans, 
seas and inland waterways (e.g. offshore wind and marine renewable energies, fishing, aquaculture, 
deep-sea mining, oceanographic research and several other “Blue Growth” activities).  



7 
 

The advanced and innovative technological capabilities of European producers, moreover, help in 
satisfying the increasing regulatory and societal demands for cleaner, safer, and more secure ships 
which in turn contribute to the waterborne transport’s environmental sustainability, climate 
protection and higher (energy) efficiency, in line with EU policy goals. The ship types and equipment 
made in Europe are also key for Europe’s energy and food supply needs as well as for the security and 
defense interests (i.e. Navy and coastguards) and thus for the strategic autonomy of Europe. 

However, in the current context of lack of global level playing field, growing protectionism and 
aggressive State-led industrial policy strategies pursued by some third countries, the European 
industry’s global leadership position is under serious threat. And with that, also the core capabilities 
on which Europe’s competitive position is based upon risk being lost triggering irreparable damages. 

Regrettably, in the past decades, Europe has not been vigilant enough and has therefore already lost 
almost its entire market for the building of tankers, bulkers and containerships. A loss not caused by 
industry or business transformation under normal market conditions but by strategic industry policies 
and government intervention introduced first in Japan, subsequently in Korea and now in China.  

What happened in the past with traditional merchant ship building can easily happen again with the 
sophisticated and high added value niche shipbuilding segments in which European shipbuilders are 
world market leaders today. Equally, another lack of vigilance from Europe can also adversely impact 
the position of the European maritime equipment industry which today is world leader in supplying 
safe, environmental and climate friendly marine products and maritime technology solutions. 

 

5. Why the current WTO rules are inadequate for shipbuilding: the main gaps in the rulebook 
 

 
- Subsidies rules 

The WTO Agreement on Subsidies and Countervailing Measures (The ASCM) applies general 
disciplines to the use of subsidies and regulates the actions that countries can take to counter the 
effects of subsidies where these exist.  

Regretfully, the ASCM has not been able to tackle or remove trade distortive subsidies introduced in 
shipbuilding or other market-distorting support measures by governments or government related 
entities. This was inter alia demonstrated in the EU complaint against South Korea in WTO concerning 
unfair trade practices in shipbuilding and the subsequent panel findings from March 2005. 

The ASCM does not provide an ideal framework for the shipbuilding sector because while the general 
definition of subsidies is quite broad, only subsidies that are contingent on export performance or 
upon the use of domestic over imported goods are “prohibited”. These provisions, however, are not 
tailor made to the shipbuilding industry as they comprise only a fraction of the direct or indirect 
subsidies that are, in practice, provided by governments to the shipbuilding sector.  

Typical subsidies in shipbuilding mostly appear as production aid or - nowadays more often- 
restructuring aid, which are only regarded as “actionable subsidies”. These can be subject to 
challenge, either through multilateral dispute settlement or through countervailing action, if they 
cause “adverse” effects to the interests of another WTO Member.  

However, the specific features of the shipbuilding sector can make it rather difficult to reveal the full 
magnitude of the adverse effects caused by subsidies on other yards. Hence, proof of such actionable 
subsidies and the injury they have caused are very difficult to establish.  

Moreover, because ships are not imported in the common customs sense (no permanent into 
commerce into the affected economy) the application of “border measures”, like customs duties, is 
extremely difficult if not impossible with respect to unfairly subsidized ships.  
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Hence, instead of the classic "two-track" approach to disciplining subsidies i.e. countervailing duties 
(CVD) at the border and dispute settlement in the WTO, there is currently only a single "track" 
available, in the form of a dispute settlement case on the basis of "serious prejudice". The latter is a 
potentially effective weapon for remedying injurious subsidies, but the lack of a CVD option reduces 
the remedies available.  

Moreover, even if a complaint should be successful, the ASCM does not provide effective remedies. 
Usually, the WTO dispute panel will rule that the subsidies in question must be withdrawn. However, 
for a shipbuilding case, the transactions have been already completed, and the ships have been 
delivered. Theoretically the dispute panel could also rule that illegal subsides have to be refunded. But 
so far, the Panel has rarely used this option. 

Finally, the existing subsidy provisions in the WTO ASCM are considered largely ineffective owing to 
the lack of transparency and comprehensive information on trade-distorting subsidies and state 
support measures provided by some shipbuilding countries. 

 

- Anti-Dumping rules 
 

The WTO Anti-dumping agreement (ADA) is intended to provide a mechanism for governments to 
defend domestic industries from goods that are exported at prices below their normal value. Such 
actions can serve as effective weapons to address market distortions. 

Regretfully, existing WTO ADA rules do not effectively address distorting pricing practices in 
shipbuilding for the reasons explained above, notably the fact that ships are rarely “imported” in 
the common customs sense, i.e. no permanent entry into commerce into the affected economy.  
Commercial vessels are generally put into service upon delivery at the yard, and neither physical 
delivery, customs clearance nor registration take place in the buyer country.  

While the principles and objectives of the WTO ADA would appear crucial to ensure that similar 
practices do not occur in shipbuilding, there are other sector-specific features which complicate their 
effective application to our industry. Ships are rarely produced in series. Generally, they are one-off 
orders and are constructed to meet specific buyer needs. Furthermore, ships are large capital 
investments and buyers rarely purchase multiple units.  

Hence, it is difficult to establish a “like product” and calculate the related “dumping margins”. 
Finally, the remedy of the WTO anti-dumping rules is to impose antidumping duties on “importing” 
future products. But for shipbuilding the effective remedy can only be provided to the shipyards 
itself or to the buyer of the ship.  As a result, there is currently no effective trade defence remedy at 
all for a recognized unfair trade practice, either in the market of the importing country or in a third 
country.  

 

6. What European maritime technology industry needs: SEA Europe Policy Recommendations 
 

Taking into account the afore-mentioned problems, SEA Europe would like to recommend and support 
the following changes to the WTO rules and solutions: 
 

a) Strengthening the anti-subsidy rules and better capturing SOEs market distorting behaviors 
 

- The definition of “Prohibited subsidies” 

SEA Europe fully supports the suggestion in the Concept paper that the SCM Agreement should be 
able to more effectively capture the most trade distortive types of subsidies.  
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In the case of shipbuilding and maritime equipment it has often been difficult to classify subsidies as 
either “prohibited” or “actionable” with trade distortive effects since such subsidies most often are 
granted irrespective of either export performance or import substitution. And, as mentioned above, 
it is furthermore often difficult to demonstrate any “adverse trade effect”.  

Anti-subsidy rules need to be stricter but sufficiently flexible to address the extremely diverse forms 
of government support in world shipbuilding deployed by third countries and the lack of transparency 
in implementation.  

The notion of “prohibited subsidies” should be expanded to cover at least the most fundamental 
trade and competition distortions having a harmful effect in the shipbuilding and maritime supply 
industry. SEA Europe would therefore recommend the following market-distorting state support 
measures be considered as “prohibited subsidies”:  

✓ Below market financing and preferential financing arrangements (inconsistent with market-
based conditions); 

✓ equity infusions and conversions (e.g. equity swaps), inconsistent with market-based 
conditions; 

✓ Supply of goods and services by governments to e.g. a shipyard below market price; 
✓ Transfers of funds to cover operating losses; 
✓ Loans to uncreditworthy enterprises or loans to insolvent enterprises without a restructuring 

plan which ensures genuine reduction of production capacities; 
✓ Provision of inputs at below market value; 
✓ Subsidies creating or maintaining overcapacity; 
✓ Domestic cargo-reservation schemes (directly linked to domestic shipbuilding and repair 

requirements); 
✓ Domestic build, repair or domestic content requirements (e.g. maritime equipment) that 

discriminate in favour of the domestic industry; 
✓ Any government regulation, practice or other measure aimed at shipowners and other third 

parties intended to facilitate the purchase of domestically produced vessels. 
 

- State-led industry plans 
 
WTO subsidy rules do not address State-led plans that promote an array of domestic industries, or 
even single sectors. Today Current WTO rules only address subsidies to specific producers of a single 
product.  This needs to change as it does not reflect the magnitude today’s distortions. Change could 
be achieved by, for example, shifting burdens of proof (particularly where subsidy programmes are 
not reported) and reducing evidentiary burdens.  
 

- State support granted via SOE's in countries with systemic industrial policies 

SEA Europe would welcome effective improvements in the WTO-rulebook that could tackle 
effectively, and through new rules, any unfair trade practices from State-directed companies or from 
State-owned companies (SOEs) which are subject to tight links or control by governments in some 
major third country shipbuilding nations. In the EU, strict anti-subsidies and state aid disciplines have 
been enacted, but at international level there are no comprehensive rules for SOEs. 

 

b) Notification and transparency: the difficulty of providing sufficient evidence for initiation 
 
WTO rules require Members to report annually on their subsidy programmes. SEA Europe fully 
supports the proposal in the concept paper to improve transparency concerning subsidies provided 
by WTO members by increasing the number and quality of subsidy notifications. SEA Europe supports 
in particular the recommendations whereby all subsidy programmes not notified to the WTO be 
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classified as ‘prohibited’. SEA Europe furthermore considers that effective sanctions for a failure to 
respect transparency obligations are needed (e.g., introduction of adverse presumptions or other 
means for reducing evidentiary burdens, in any case, more is needed than simply denying a violating 
Member the right to chair a WTO committee).  These sanctions should apply already at the complaint 
stage, effectively reducing the evidentiary burden for complainants.  
 

c) Anti-dumping rules: tackling injurious pricing practices in shipbuilding 
 
To effectively ensure a global level playing field and restore or safeguard market balance in 
shipbuilding, measures on state intervention alone are not sufficient. Experience has showed that 
extreme cases of indebtedness and consequent bail-outs were mainly the result of lasting 
unsustainable pricing policies. Particularly in a sector like shipbuilding, with a limited number of very 
large transactions, companies suffer primarily damage from abnormal competitive conditions in the 
moment when contracts are lost due to abnormally low offer prices by a competitor. The mechanisms 
(e.g. ex-ante state aid) that have brought about the abnormally low offer price are ultimately 
irrelevant to the damaged competitor. This is all the more the case when such mechanism surface 
only with a large time gap (ex-post) as e.g. may be the case with state backed bail-out. 
 
Effective means to avoid price-undercutting and safeguards against ship offer prices below costs are 
key. Since the specific nature of the shipbuilding product and market make the current horizontally 
applicable WTO and EU anti-dumping rules2 difficult to apply, solutions are needed to facilitate the 
application of one of the core pillars of the WTO system to the shipbuilding industry.  
 
SEA Europe believes that a new, sector-specific instrument to deter injurious pricing in shipbuilding 
should be created in order to tackle such a fundamental gap in the international trade rulebook. 
SEA Europe would also support the negotiation of a plurilateral agreement linked to the WTO rule-
book, similarly to the already existing Plurilateral Agreement on Trade in Civil Aircraft but involving 
the main shipbuilding nations and including an injurious pricing mechanism.   
 
However, in the meantime, given the current lack of effective trade remedies and the tremendous 
global competitive pressure, SEA Europe calls for specific measures at EU level to protect and 
safeguard the European maritime technology sector from unfair pricing and other trade distortions. 
 

d) Other issues where SEA Europe would like to see results:  
 
- Forced technology transfers and investment barriers 

 
From SEA Europe perspective, a clear and predictable legal framework to pursue and conduct 
investments, which protects industrial know-how and intellectual property rights, is essential. A major 
impediment to foreign direct investments is represented by forced technology transfers and other 
trade distortive policies where foreign maritime technology businesses, in order to be allowed to 
enter a market, are obliged to share their innovation and technology with a local partner or to give 
access to it to licensing authorities. This is a major threat for an industry like the European maritime 
technology sector which over the years has heavily invested in research, development and innovation 
generating accumulated knowledge assets of very high value. Indeed, maritime technology is one of 
the most research-intensive sectors in Europe, with more than 9% of its turnover invested in RDI.  

 
2 It must be noted that the EU adopted a Regulation on “protection against injurious pricing of vessels” (Council Regulation (EC) No 385/96) 
which was in recent years amended and codified in REGULATION (EU) 2016/1035. However, this Regulation has never entered into force 
because the Agreement Respecting Normal Competitive Conditions in the Commercial Shipbuilding and Repair Industry (‘the Shipbuilding 
Agreement’) concluded in 1994 following multilateral negotiations under the auspices of the OECD, to which thE Regulation was tied, was 
not ratified by the US and, as a result, did not enter into force. 
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SEA Europe welcomes the efforts by the EU in the ongoing work on investment facilitation and 
would support any initiative to update the WTO rulebook to effectively address market access 
barriers, discriminatory treatment of foreign investors and behind the border distortions. 
 

- Progress in rules on Services Liberalization 

In recent years, the European Maritime Technology industry has become more complex and 
technology intensive. This trend is expected to continue in light of new disruptive trends, such as Big 
Data. An even more sophisticated and technology intensive industry will most likely involve an 
increase of the share of services out of the industry’s total turnover. The most important services 
categories for the maritime technology industry are business services such as, consultancy and 
advisory services, engineering and integrated engineering services and maritime and inland waterway 
transport related services (especially services related to maintenance and repair of sea going vessels 
as well as services related to repair and maintenance of inland waterway barges etc.). For more 
information, see SEA Europe Position paper “European maritime technology industry and trade in 
services: an area not to be missed”. 

SEA Europe considers that further action is urgently needed at plurilateral or multilateral level to 
liberalize trade in services. Since negotiations under a Trade in Service Agreement (TiSA) are 
currently blocked, WTO Members should explore ways of either relaunch TiSA or start discussing or 
another, more comprehensive agreement on the liberalization of services.  

- Public procurement 

Finally, transparency and reciprocal market access in public procurement, e.g. when governments, 
also at the local levels, publish tenders for building ferry boats, fishing vessels, or tenders related to 
repair or conversion contracts, are also important priorities for the European maritime technology 
industry.  

SEA Europe is of the opinion that the Government Procurement Agreement (GPA) rules should be 
reformed to 1) be better equipped to disallow discriminatory “Buy-in” practices and 2) remove any 
obligation to provide access to government procurement for those WTO Members which are not 
signatories.  

 

7. Conclusions 
 

The specific nature of the shipbuilding “products” (the ships) and the way these are internationally 
traded prevent an effective application of the existing WTO trade defense rules and remedies. 
Contrary to most other manufacturing industries, the shipbuilding sector is today left without any 
effective safeguard that guarantees a level playing field globally.  
 
If nothing is done to tackle rising global unfair competition, the European maritime technology 
sector runs a serious risk of losing the remaining ship types currently being built in Europe to East 
Asia as well as its world leading position in the high-tech maritime equipment manufacturing.  
 
This would create not only adverse knock-on consequences on employment and wealth creation In 
Europe. It would create irreparable damages resulting from the loss of capabilities, technology and 
infrastructure which are critical for Europe and which, once disappeared, would be very hard to 
recreate.  
 
Hence, SEA Europe urges the EU to take leadership in ensuring that the WTO modernization process 
can lead to a trading system that is able to ensure fair trade treatment of this industry on a global 

http://www.seaeurope.eu/ClientData/181/660/290516/3660/4/SEA%20EUROPE%20PAPER%20-%20TRADE%20IN%20SERVICES%20-%20June%202017.pdf
http://www.seaeurope.eu/ClientData/181/660/290516/3660/4/SEA%20EUROPE%20PAPER%20-%20TRADE%20IN%20SERVICES%20-%20June%202017.pdf
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scale. In the meantime, however, SEA Europe urgently calls on the EU to develop and adopt new, 
sector-specific measures able to effectively tackle and deter unfair pricing and trade distortions in 
shipbuilding in light of the deficiencies of the current horizontally applicable WTO and EU law tools.  
 
SEA Europe stands ready to play a constructive role in the context of the ongoing WTO reform 
discussions and remains available for any information or detail that may be required at any stage. 
 
 
Contact Information : 

 
SEA Europe asbl  
Rue de la Loi 67 (4th floor)  
1000 Brussels - Belgium  
tel. +32 2 230 27 91  
info@seaeurope.eu 
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