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Climate and Covid-19: Will the shipping
industry succeed in charting the right
course between Scylla and Charybdis!?

August ] Braakman
Advocate, Rotterdam’*

Containerised liner shipping services have moved from supply chain models to commodity-
driven digital logistics solutions. These solutions enable shipping lines to provide multimodal
services by linking ports and terminals, customs authorities, third-party logistics, inland
transportation, shippers and other actors simultaneously. All major lines have all but staked
their companies on the shift to these services and the required digital logistics solutions with
state-of-the-art features. Nearly all of these actors are responsible for the emission of
greenhouse gases (GHG). The EU Member States have made agreements aiming at the collective
reduction of GHG emissions to zero by 2050. The agreements have been laid down inter alia
in the 2016 Paris Agreement, the 2018 climate legislation of the European Parliament and the
Council of Ministers,and the 2019 Green Deal of the European Commission.The EU institutions
are faced with the task of striking the right balance between the measures Member States take
regarding climate control and the aid measures they take regarding the Covid-19 crisis. This is
a tall order. Failure to do so may result in serious distortions of competition on the market for
containerised liner shipping services. This article discusses the challenges the EU institutions
are likely to face during the period 2020-2030.

Measures regarding climate control

General

The EU measures regarding climate control for the period between 2020 and 2030 have been laid
down in a regulation of the European Parliament and of the Council of Ministers (the regulation). This
regulation determines the percentage by which the Member States must collectively have restricted
their GHG emissions by 2030. In 2018, this percentage was set at 40 per cent compared with 1990
emission levels.

The regulation also determines the percentage required for each individual Member State to achieve
this target. The Commission thereupon determines in implementing acts on a linear basis the annual
limit value to be achieved by each individual Member State. The Member States are granted some
degree of flexibility and can adjust their limit values by borrowing, reserving or transferring a limited
amount of their annual emission room to other Member States. In addition, a Member State may
make use of a security reserve. If the conditions prescribed for this purpose have been complied with,
the Member State concerned receives a maximum amount of 20 per cent of its total GHG emission
transgression over the period from 2013 up to and including 2020.
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If the Commission, accounting for the envisaged use of these supportive measures, finds that a
Member State has made insufficient progress, the Member State in question is required to submit an
action plan within three months, containing additional measures and a strict time schedule for
implementing these measures. The Commission may issue recommendations concerning this action
plan. The Member State concerned must account for these recommendations as much as possible
and may revise its action plan accordingly. The regulation does not provide specific penal sanctions.

Regulations are legal acts that apply automatically and uniformly to all EU Member States as soon
as they enter into force, without needing to be transposed into national law. They are binding in their
entirety. This implies that the regulation from 2020 to 2030 has taken 40 per cent of the GHG
emission reduction, which the Member States collectively must have realised by 2030, out of the
political arena. In the course of 2020 the Commission will issue a proposal on increasing this target,
which is likely to be in the region of 50-55 per cent.

In default of specific penal sanctions that might compel a Member State to achieve the limit value
imposed by the Commission each year, the Commission may where appropriate revert to the general
sanctions prescribed by the Treaty on the Functioning of the European Union (TFEU). As mentioned
above, the regulation from 2020 to 2030 — including the implementing acts that pertain to it — is
binding in all its components and directly applicable in each Member State. A Member State that
fails to achieve its annual limit value over the period from 2020 to 2030 and, following intervention
on the part of the Commission, cannot or does not want to take measures to ensure this will happen
after all, is acting contrary to its Community obligations. Where this is the case, the Commission will
decide whether, and if at all, when to initiate the TFEU infringement proceedings.

A reduction of GHG emissions by at least 40 per cent by 2030 is entirely dependent on whether
each Member State lives up to its obligation to achieve its annual limit value of GHG emissions. So,
if a Member State fails to comply with this obligation and the Commission does not take action, other
Member States will in turn not hesitate to lodge a complaint with the Commission. All facts and
records based on which the Commission has itself found that a Member State has not complied with
its obligation for achieving its limit value set for a certain year are in the public domain. Therefore,
it is hard to imagine that, in these circumstances, the Commission would arrive at a verdict different
from the viewpoint of the complainant(s). This means that the Commission must in that case take on
the complaint. If after three months the Commission has still not taken action, the complainant(s) will
be entitled to take their complaint(s) to the Court of Justice of the European Union (CJEU or the
Court). On this basis, it would seem improbable that the Commission would not take action of its
own accord.

Achieving their annual limit value demands very drastic decisions from the Member States in the
socio-economic domain. These decisions have a major political component. This means that
considerations of a national or political nature may be a (sometimes serious) impediment for a
Member State to take the required measures in time.

The obligation to submit, where appropriate, an action plan containing additional measures accom-
panied by a strict time schedule for implementation of these measures within three months following
intervention on the part of the Commission does not grant a Member State in default much scope to
make the necessary changes. However, additional time may be crucial in the national or political
context. So, in order to gain more time, a Member State may decide to submit an inadequate action
plan and to ignore the recommendations of the Commission regarding this plan. The consultation
trajectory which has been followed so far by the Commission and the Member State concerned will
correspond with the trajectory that must be taken in infringement proceedings before appealing to
the CJEU. Where appropriate, the Commission may therefore skip infringement proceedings on these
grounds and appeal to the Court directly.

The Commission submits the case to the Court by way of an application. This application may also
contain a proposal for the periodic penalty and fine to be imposed by the Court, and an insistence
on a hearing in so-called accelerated proceedings. These proceedings enable the Court to give
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judgment quickly in particularly urgent cases by shortening the terms as much as possible and by
assigning absolute priority to the case. At the request of a party, the President of the Court will
decide, on the proposal of the judge-rapporteur and having heard the Advocate General and possibly
other parties, whether the case is particularly urgent and would justify an appeal for accelerated
proceedings. Considering the interests of the Union and of the remaining Member States at stake, it
would seem likely that the President of the Court will be (strongly) inclined to grant an appeal for
accelerated proceedings.

The periodic penalty to be imposed by the Court in these proceedings must be high enough that the
Member State concerned can do nothing but back down. If this happens before the Court has passed
judgment, the procedure has thereby ended at the point when the periodic penalty has been
imposed.

Especially in cases relating to the failure to transpose directives into national law, the Commission
has so far restricted it to periodic penalties and has not imposed fines. This has resulted in Member
States increasingly choosing the above escape route in order to gain time. For this reason, the
Commission has proceeded to appeal to the Court for fines to be imposed apart from periodic
penalties. If the Court consents, the proceedings will nonetheless end at the time the Member State
concerned backs down on the point of the periodic penalty imposed, but they will continue on the
point of the fine until the Court has passed judgment.

As the annual limit values have been laid down in a regulation it would seem likely that the
Commission will appeal to the Court for a fine being imposed as well as a periodic penalty, and that
the Court will grant such appeal.

The amount of the periodic penalty and the fine is determined on the basis of the impact on the
general interest and the interests of the European citizens and business community caused by
the infringement of the Member State concerned on its Community obligations, the period covering
this infringement and the gross domestic product, in line with the Member State’s ability to pay.

A Member State that considers taking the escape route set out above, and to back down before the
Court passes judgment, must decide, before allowing Court proceedings to happen, whether the
expected fine will outweigh the time gain deemed necessary on national or political grounds.
The average duration of accelerated proceedings is 6 months to 12 months. When ignoring the year
in which the Member State should have realised the limit value of its GHG emissions and assuming
as a starting point the period of first assessment by the Commission until judgment by the Court, the
possible time gain involved in such a situation will soon be one year.

The fine demanded by the Commission and imposed, whether or not in mitigated form, by the Court,
must be sufficiently large that Member States will avoid choosing the escape route. Only then will
this fine be an effective remedy against the harm of self-interest on the part of a Member State that
will, where appropriate, also influence the Union and other Member States to behave likewise.

The EU European Trading System

General

Parallel to the agreements and legislative measures at governmental level, the Commission has put
in place the EU European Trading System (EU ETS). At present, CO, emissions, the most common
GHG emissions, from power and heat generation, energy-intensive sectors and commercial aviation
are subjected to the EU ETS. For companies in these sectors, participation is mandatory.

The EU ETS is the EU’s key tool for reducing GHG emissions cost-effectively. It is the world’s first
major carbon market and remains the biggest one. The EU ETS covers around 45 per cent of the EU’s
GHG emissions.

The EU ETS works on the ‘cap and trade’ principle. A single EU-wide cap is set on the total amount
of GHG emissions covered by the system. Within the cap, companies receive free of charge or can
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buy European emission allowances (EEAs), which they can trade with one another as needed. An
EEA is like a voucher that allows the holder to emit one tonne of GHG within a calendar year. The
price for one EEA is currently around €25. The expectation is that this price will increase over the
years, since the total quantity of EEAs will decrease each year. During the period from 2021 to 2030
the decrease will be subject to an annual linear factor of 2.2 per cent.

The Covid-19 crisis has put the economies of the Member States under enormous pressure.
However, for the Commission this is not a valid reason for a possible deferral of measures that will
lead to a climate-neutral Union by 2050. Vice-president Timmermans even regards the Green Deal
as one of the spearheads for financial and economic recovery. Therefore, the annual limit values set
by implementing acts of the regulation in the period 2020 to 2030, being limit values to be achieved
by each Member State in order to arrive at a 40 per cent reduction compared to 1990 of GHG
emissions by 2030, and the intention to increase this percentage to 50 or 55 per cent (as well as the
EEAs set within the framework of the EU ETS) will remain untouched.

Maritime transport

Maritime transport causes the emission of approximately 940 million tonnes of CO, annually and is
responsible for about 2.5 per cent of global CO, emissions. These emissions are projected to increase
significantly if mitigation measures are not put in place swiftly. According to the third GHG study of
the International Maritime Organization (IMO), shipping emissions could under a business-as-usual
scenario increase by between 50 per cent and 250 per cent by 2050, thus undermining the
objectives of the Paris Agreement and the Green Deal.

Although a global approach to address CO, emissions from international shipping led by the IMO
would be the most effective and thus the preferable approach, the relatively slow progress of the
IMO has triggered the EU to take action. The first step was to oblige, as from 1 January 2018, large
ships over 5000 gross tonnage loading or unloading cargo or passengers at ports in the EEA to
monitor and report their related CO, emissions and other relevant information.

Monitoring, reporting and verification (MRV) of information must be done in conformity with
Regulation 2015/757 (as amended by Delegated Regulation 2016/2017). This implies, amongst other
things, that from 2019, by 30 April of each year, companies shall, through THETIS MRV, submit to
the Commission and to the Member States in which those ships are registered (‘flag states’) a
satisfactorily verified emissions report for each ship that has performed maritime transport in the EEA
in the previous reporting period (calendar year).

In April 2018, the IMO agreed on an initial CO, emissions reduction strategy. This strategy provides
for a reduction of the total annual emissions from shipping by at least 50 per cent by 2050 compared
to 2018 levels. In October 2018, the IMO agreed on short-term measures to be decided between
2020 and 2023 and to the consideration of proposals for mid- and long-term measures, without
mentioning the timelines for agreement. The strategy will be revised in 2023, taking into account the
available information. As a result, the EU decided effectively to postpone the inclusion of shipping
emissions in the EU ETS until 2023.

The new Commission, which took up its duties in December 2019, is not overly confident that the
measures, which the IMO envisages in the period from 2020 to 2023, will have the effects required
to meet the goals of the Paris Agreement and the Green Deal. Therefore, supported by the European
Parliament, it considers the application of the MRV Regulation to the shipping sector as an avenue
for including the CO, emissions by ships going to and from EEA ports into the EU’s policy to combat
climate change. The discussions relate to: (i) a binding target to force shipping companies to reduce
the carbon intensity of their transport by at least 40 per cent by 2030 compared to 2018; (ii) the
inclusion of ships going to and from EEA ports into the EU ETS; and (iii) the establishment of the
‘Maritime Transport Decarbonisation Fund’, which will be used for recycling EU ETS revenues
generated by the shipping sector into supporting decarbonisation actions and innovations in the
sector itself.
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The EU cannot afford to continue to exempt shipping from the EU ETS much longer: the quantity of
its CO, emissions is simply too great. Carriers should prepare themselves. Maersk has already taken
important steps by investing about US$1 billion and engaging more than 50 engineers in innovation
and fleet technology over the past four years in order to improve the technical and financial viability
of decarbonised solutions. Also, CMA CGM has announced that it will put in place measures in order
to be climate-neutral by 2050.

Aid measures regarding the Covid-19 crisis

On 19 March 2020, the EU Commission adopted a new state aid temporary framework (the
Framework) to support the economies of the Member States in the context of the Covid-19 outbreak.
The Framework enables Member States to use the full flexibility foreseen under state aid rules to
support their economies, while limiting negative consequences to the level playing field in the Single
Market. The Framework was amended on 3 April 2020. The amendment complements the many
other possibilities available to Member States to mitigate the socio-economic impact of the outbreak,
in line with EU state aid rules.

The Framework is based on Article 107(3)(b) of the TFEU. Pursuant to this Article, the Commission
may declare aid measures to be compatible with the internal market that will ‘remedy a serious
disturbance in the economy of a Member State’. The disturbance must affect the whole or an
important part of the economy of the Member State concerned. Member States must show that the
state aid measures notified to the Commission are necessary, appropriate and proportionate to
remedy a serious disturbance in their economy as a result of the Covid-19 outbreak. The litmus test
is whether these measures are of a kind as to be useful in the making good of damage caused by the
Covid-19 crisis or instead are general measures unconnected with the damage allegedly caused by
the crisis. Therefore, the aid measures should be assessed from the perspective of the overall
financial position of the beneficiary enterprise, which existed before the Covid-19 outbreak.

EU antitrust law aims at ensuring a level playing field between enterprises. This objective also
remains relevant in a period when enterprises and the economy as a whole are suffering from the
Covid-19 crisis. Enterprises who take the view that aid which has been granted by a Member State
to a competitor amounts to a restriction of competition under Article 101 of the TFEU or Article 53
of the EEA, or which generates efficiencies that would most likely outweigh any such restriction, can
reach out to the Commission, the EFTA Surveillance Authority or the national competition authority
concerned any time for informal guidance. If this guidance comes to nothing, a complaint may be
lodged with the Commission. If the Commission rejects the complaint and by way of a formal
decision approves the aid measures in question, the case may be submitted to the Court.

Ryanair has announced it will take this route and go all the way in opposing aid schemes that have
been approved by the Commission or are pending approval in the airline sector. It claims that the
beneficiary airlines are hoovering up state aid to give them unlimited firepower in order to distort
competition once all the airlines are back flying again. Ryanair has already filed two complaints with
the Commission: one against Sweden’s €455 million scheme to assist the airline sector and another
against France’s tax-deferral scheme for its airlines, which would push back aviation taxes for 2020
to next year. Ryanair was excluded from both schemes because it carries neither a Swedish nor a
French operating licence. At the end of May 2020, Lufthansa came to an agreement with the
Commission on the terms and conditions of an aid scheme of approximately €9 billion. Other
Member States have filed similar aid schemes, including for example France with regard to Air
France (€7 billion) and several Nordic countries with regard to SAS (several hundreds of million
euros). Ryanair has announced that it will take each and every case to the Court, if necessary.

Considering the above, stakeholders on the market of containerised liner shipping services would be
well advised to monitor the EU aid measures closely, particularly as to which measures have been
and will be accorded to its competitors and to analyse these measures on their compatibility with
EU state aid rules and EU antitrust law.
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In the event of a possible infringement of either or both sets of rules, the aid measures would place
an enterprise awarded such aid in a better financial position than it was in prior to the Covid-19
outbreak. As a result, its competitive position on the market for containerised liner shipping services
would be improved. In that event, serious consideration should be given to the need to take legal
action.

Challenges

The International Monetary Fund (IMF) sketches a black picture for the future of the European
economies as a result of the Covid-19 crisis. Economic decline in the Eurozone is estimated at
7.5 per cent. Member States including Italy and Spain suffered the worst effects with a decline of
9.1 and 8 per cent respectively. At 7.5 per cent, the Netherlands finds itself exactly on the
average European level, with countries such as France and Germany lagging slightly behind at
7.2 and 7 per cent, respectively. At present, we do not have a clear picture of the duration and
vehemence of the crisis for the future. If, after 2020, the crisis persists (or recurs, or maybe both), the
economic damage will multiply.

The impact of the Covid-19 crisis on the economies of the Member States is such that it is highly
uncertain whether, in the period from 2020 to 2030, the European Parliament and the Council of
Ministers will agree to a proposal of the Commission to apportion an extra 10-15 per cent of the
collective GHG emission reductions within the scope of the regulation during the period 2020~
2030, and as such remove it from the scope of the political arena during the period 2020 to 2030.
This possibility implies a (serious) impairment of the political consensus that serves as the foundation
for the Paris Agreement and the Green Deal.

This political consensus will be impaired even more seriously as soon as a Member State contends
that, even without being increased, its annual limit values cannot be achieved in the period from
2020 to 2030. This viewpoint will be underpinned, amongst others, with the argument that the
financial support given to its economy — apart from healthcare support, if such extension of financial
support were to be decided on anyhow — is inadequate for it to be able to (continue to) comply with
its: Community obligations. If, following intervention on the part of the Commission, the Member
State sticks to its viewpoint, the Commission will be left with no option but to institute the TFEU
infringement proceedings or appealing directly to the Court. Should it come to proceedings before
the Court, the Commission is more or less obliged to appeal to the Court to impose a fine as well as
a periodic penalty. As stated above, if the Court consents, this fine will remain in effect, even in the
case of the Member State backing down in the course of the proceedings and the periodic penalty
consequently being cancelled.

If the Commission does not take the appropriate action in the period from 2020 to 2030, other
Member States may lodge a complaint stating that the Member State concerned has directly infringed
applicable EU law. In this event, the Commission is obliged to deal with the complaint: because the
GHG emissions obligations have been set out in an EU regulation there seems to be little scope for
the Commission not to deal with the complaint, as it will be based on its own findings.

When a Member State fails to comply with its emissions obligations either consciously or
unconsciously, it thereby improves the competitive position of its own enterprises compared with
enterprises in other Member States that do indeed comply with their Community obligations. The
same applies when aid measures create an exceptional position for certain sectors and/or enterprises,
as a result of which these are not, or only to a lesser extent, faced with the financial consequences
of EU emission reduction obligations.

In addition to this right accorded to Member States, enterprises which qualify as interested
parties, such as for example stakeholders in the market for containerised liner shipping services, have
aright to lodge a complaint with the Commission, stating that the non-compliance of a Member State
with its obligations under the regulation has caused them, and will continue to cause them, to suffer
severe and irreparable damage during the period from 2020 to 2030. Also, in these cases the
Commission cannot but deal with the complaint.
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If the Commission concurs with a complaint lodged by a Member State and/or an enterprise which
qualifies as an interested party, the Member State in default will be severely fined. Once maritime
transport has been included in the EU ETS, shipping companies that are found not to meet their EEAs
will also be subject to heavy fines. However, the nature of both fines is that they pertain to public
law and as such do not constitute compensation for the damage suffered.

Enterprises may consider instituting proceedings under private law to determine compensation for
the harm that has been suffered. Consistent case law by the Court ensures that a Member State is
obliged to compensate for damage that has been incurred as a result of an infringement of EU law it
has committed.

Non-compliance by Member States and/or enterprises with their GHG emission reduction
obligations as a result of the Covid-19 crisis may well have serious effects on fair and undistorted
competition. These effects are aggravated by the lack of up-to-date and reliable concepts for
addressing competition issues, being the definition of the relevant market and the Consortia Block
Exemption Regulation. The ever-increasing use of logistics solutions with very advanced state-of-the-
art features has made the current concepts obsolete and totally inadequate. Therefore, the Covid-19
crisis may well result in a long-term disruption of fair competition and a level playing field in the
market for containerised liner shipping services.

Conclusion

The discussion set out above demonstrates that it is a tall order indeed for the EU institutions to strike
the right balance between the measures Member States take to combat climate change and the
measures they take, and private enterprises which qualify as interested parties may take, to combat
the effects of the Covid-19 crisis. The degree to which this battle will be fought in the political arena
will increase proportionally with the duration of the crisis. As a result, the risk that the Covid-19 crisis
will also undermine the political consensus that serves as the foundation for the Paris Agreement and
the Green Deal will increase proportionally. It is up to the European institutions to create both the
juristic scope and the atmosphere required in order to induce both Member States and enterprises to
make the proper choices. If either this scope and/or atmosphere are wanting or inadequate, the lack
of the right balance between climate change and Covid 19 just might prove to herald the
Armageddon of a climate-neutral EU. Let us hope that Thetis will guide the Union on its passage
between this Scylla and Charybdis.

THE JOURNAL OF INTERNATIONAL MARITIME LAW PUBLISHED BY LAWTEXT PUBLISHING LIMITED
WWW.LAWTEXT.COM




<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /CMYK
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments true
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.50000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<

    /BGR <>
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e9ad88d2891cf76845370524d53705237300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc9ad854c18cea76845370524d5370523786557406300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /CZE <>
    /DAN <>
    /DEU <>
    /ESP <>
    /ETI <>
    /FRA <>
    /GRE <>

    /HRV (Za stvaranje Adobe PDF dokumenata najpogodnijih za visokokvalitetni ispis prije tiskanja koristite ove postavke.  Stvoreni PDF dokumenti mogu se otvoriti Acrobat i Adobe Reader 5.0 i kasnijim verzijama.)
    /HUN <>
    /ITA <>
    /JPN <FEFF9ad854c18cea306a30d730ea30d730ec30b951fa529b7528002000410064006f0062006500200050004400460020658766f8306e4f5c6210306b4f7f75283057307e305930023053306e8a2d5b9a30674f5c62103055308c305f0020005000440046002030d530a130a430eb306f3001004100630072006f0062006100740020304a30883073002000410064006f00620065002000520065006100640065007200200035002e003000204ee5964d3067958b304f30533068304c3067304d307e305930023053306e8a2d5b9a306b306f30d530a930f330c8306e57cb30818fbc307f304c5fc59808306730593002>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020ace0d488c9c80020c2dcd5d80020c778c1c4c5d00020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /LTH <>
    /LVI <>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken die zijn geoptimaliseerd voor prepress-afdrukken van hoge kwaliteit. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /POL <>
    /PTB <>
    /RUM <>
    /RUS <>
    /SKY <>
    /SLV <>
    /SUO <>
    /SVE <>
    /TUR <>
    /UKR <>
    /ENU (Use these settings to create Adobe PDF documents best suited for high-quality prepress printing.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /ConvertColors /ConvertToCMYK
      /DestinationProfileName ()
      /DestinationProfileSelector /DocumentCMYK
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure false
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles false
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /DocumentCMYK
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /UseDocumentProfile
      /UseDocumentBleed false
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


