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ABSTRACT

The structure of recreational boat yards that is brought to light is one of oligopolistic competition. However, there is little prospect of achieving a stable equilibrium between large shipyards that build recreational boats, medium sized/niche yards and very small yards in a market that is strongly dependent on the cycle, availability of R&D, availability of financial means, and infrastructural support in the surrounding local area. But two issues are of relevance to all yards: respect for nature, and preservation of the background represented by the extensive presence of laying up facilities and small repair yards that are necessary for the development of the variegated recreational boat market. Consequently, the expected worldwide growth of recreational boats means that due consideration must be devoted to the natural environment in which they operate and the skills of those working in this sector. 

In the first part of the paper we outline the world structure of recreational boat yards, which has undergone a transition from a competitive monopoly to a structure typical of oligopolistic competition, also characterized by ever greater automation. We then briefly describe the performance and of this industry and the way it is run.

In the second part we point out the need for manufacturers, public institutions and boat owners to be collectively involved in shouldering social liability in order to ensure the best utilization of this type of ‘leasure commodity’ while at the same time maintaining the maximum viability of the industry.

We conclude by noting that so far none of the shipyards, whether producing boats less than 24 meters in length or superyachts, have acknowledged and complied with the basic principles of CSR (Corporate Social Responsibility) as positive elements for growth in turnover and enhancement of their brand image. Yet the growth of this industry is closely linked both to respect for the environment and quality workmanship. Could it be that the shipbuilding industry has no trust in these principles?

RECREATIONAL BOAT YARDS: WORLD STRUCTURE OF THE INDUSTRY AND 
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1. INTRODUCTION
The main products of boat yards are motor yachts or sailing yachts over 24 meters in length, i.e. superyachts, and boats of less than 24 meters. One also finds production of small boats below 10 meters length, surf boards, inflatable boats, flat-bottomed canoes or skiffs, and so forth. The following chart illustrates the situation:

Chart.nr. 1 –Inboard-outboard recreational-boat yards
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The boat-yards that produce recreational boats
 are distinguished into:

1- small and medium-sized yards often linked to seaside areas or rivers or lakes. They manufacture boats independently, as contractors for the larger yards as well as other activities. 

2- large boat yards engaged in high quality medium series production. The larger yards are in competition with one another in the attempt to capture greater shares of national and international markets, and they have the tendency to absorb the smaller yards in a process of concentration and increasing yard size.

3- yards producing superyachts. With the largest yards, such yachts often constitute a yard-specific brand. 

4- boat repair and retrofit yards. Repair and retrofit activities may be carried out by independent yards, but they are more often conducted in association with production.

Up to the end of the second world war, only the more advanced industrialized countries had marinas and a substantial number of domestically manufactured pleasure boats, which were often produced for recreational fishing. Each country had a quantity of small boat yards strongly based on local craftsmanship, and the various domestic markets built up around these yards remained distinct. In fact, each yard had its own unique type of production, so that overall, given the considerable number of yards, the impact of each one on its competitors was negligible. However, precisely on account of the differentiation among their respective products, each yard was able to set its own price, especially since over time they all became able to introduce process and product innovation in a model of monopolistic competition typical of Chamberlin. As revenue increased, the structure changed, due to the expansion of demand and improved boat quality. 

Gradually some products and some yards were more successful in meeting the rising demand, and enlarged the size of their yard operations. In all industrially advanced countries a structural transformation took place, whereby a number of large boat yards rose to prominence, together with a multitude of small and medium-sized yards that still reflected the earlier situation. But what is important to emphasize is that the tradition of solid craftsmanship was maintained and, as in all countries, the most important yards grew more rapidly whenever they were built up on the outcome of an old ship-building tradition.

At present, the overall picture of the boat yard sector is that of a pyramid-like structure at the base of which one finds the mass of small/medium-sized yards, while at the tip there is a limited number of large companies. Thus the market structure is typical of oligopolistic competition. 

As regards the internal organizational structure of the yards, one important observation is that a boat is a product of “assembly”. One finds an extensive array of manufacturers of accessories or suppliers gravitating around the larger yards, or even around the small/medium sized yards, all contributing to the production of a boat. This aspect is intensified in the case of custom and semicustom superyacht production. All the accessorists or suppliers have some specific skill, some unique quality of craftsmanship, some special high-level expertise acknowledged and appreciated world-wide.

The analysis of recreational boat construction yards is complex. On the one hand the average yard size, worldwide, is that of a small enterprise (roughly 20 employees), yet on the other there is an ongoing process of consolidation among the larger firms, sustained by the constant expansion of the market, i.e. of a continuously growing demand (as a trend), while domestic and international competition is strong. A yard can be successful on the market only by making sure that it captures and retains a share that enables it to survive alongside others that offer similar products, given the relative ease with which new entries appear on the scene.

But any product, however solidly established, may find itself having to abandon its share of the market if it is eroded by a new and successful production.

Thus structure, which is typical of oligopolistic competition, clearly reveals a tendency towards increasing polarization between ever larger yards and the smaller yards. There is little prospect of achieving a stable balance between large pleasure-boat yards and small or medium-sized yards in a market that is strongly dependent on such important aspects as the economic cycle and growth of revenue, the possibility of obtaining easy funding, availability of R&D which is a crucial factor of competition, and overall infrastructural support in the surrounding area.

For all yards that aim to increase their market share, there are several issues that remain of basic importance: respect for nature, and above all the preservation of a strong background of local knowledge and skills and small repair and laying-up yards that are crucial for the development of the variegated market and the world of recreational boats.

2. YARD CONSOLIDATION, PRODUCTION AUTOMATION AND STATE SUBSIDIES 

The larger boat yards are undergoing an intense process of industrialization in the below 24 meters length segment of recreational boating, similarly to the process that affected automobile production at an earlier period. 

Naturally, the volumes and the approach of the two sectors are different. As far as recreational boating is concerned, the focus is not on production of large series based on rigid transfer and the assembly line. Rather, emphasis is on medium-sized series, in which it is easier to introduce variations in the blueprints. In this perspective, the blueprints are increasingly based on the recent FMS flexible production systems, despite the many as yet unsolved problems, and the design process is carried out more and more by three-dimensional CAD. If automation is introduced, designs are drawn up by individual modules, so that they can be more easily integrated into new models.

The design aspect is the most important element for the competitiveness of new boats, and it is often performed off-site, by technical experts and specialized architects, after careful market research concerning both the evolution of tastes and trends among recreational boat owners and the development of new technology and gadgets and the availability of new materials. Furthermore, boat designing must increasingly take into consideration respect for environmental conditions as well as safeguarding the marinas and the sea. Safety, fuel consumption and the use of non harmful substances are also vital factors.

Automated production systems involve contractors, subcontractors and all those who play a role in the production and assembling of the boat. Taken together, the numerous partner-yards, subcontractors, suppliers and accessorists constitute an extensive group who outnumber the workers directly employed by the yards, in a proportion of one to four according to the estimates of the Boating  Industry, April 2004. They are all required to work according to just in time principles, in order to optimize functions, costs and services. The productions of subcontractors and contractors have to conform to the standard technical requisites, in agreement with the basic projects and with the assembly process
. The result of industrial automation of the large recreational boating yards, which is possible for some parts of the production and assembly, is represented by savings on time and lower costs, which in turn translates into a potentially greater number of boat purchasers worldwide. The productions of accessorists, sub-suppliers and contractors must conform to the various regulations of the countries in which the boat will be registered, i.e. of the country whose flag the boat will fly. Such regulations are increasingly attentive to aspects concerning the environment, noise, marine wildlife as well as wildlife along the coasts where boats are moored.

Additional elements also contribute to the concentration of production in the hands of the larger yards. In particular, given the increasing importance of this industry, governments seek to support this sector through the use of export subsidies and other incentives, such as loans, liquid sums, support for research and development (often as sunk capital), favorable tax regimes, sponsorship of a stand at an event or a trade fair. Contributions to trade or export are the most common forms of support.
Public bodies also offer support by providing favorable concessions for building marinas and sometimes by funding the basic infrastructures for construction of the marinas and leasure harbors. The widespread presence of marinas encourages the purchase of boats. In general, recreational boating – which includes tourism – has a pronounced capacity to generate income downstream: for example, in Italy, every 1000 euro invested in the sector generates a downstream production of 5019 euro, according to the estimates of the Federation of the Italian Maritime System
.

Industrialized countries offer funding that aims in particular to help ship-building companies to sell their products on foreign markets. The WTO
 has endeavored to eliminate or at least limit such practices because it is mainly the large yards that benefit from this form of financing, thereby rendering small and medium-sized yard enterprises more vulnerable.
3. PERFORMANCE MANNER OF RUNNING BOAT YARDS IN THE DOMINATING COUNTRIES 

Given the multitude of small yards, the official statistics cannot be considered reliable either as regards the actual number of yards or the number of workers at any of the yards, or yard turnover (Source: Icomia 2003).

However, the level of USA output (and the overall stock of boats) is not comparable to that of any other country, even taking important countries such as the UK, Germany, France, Italy and Holland into consideration. The US market is buoyant because it has massive production both domestically and internationally. It has a turnover of roughly 10 billion (9,009 for 2004, a year that showed a decline) dollars a year, that is to say, roughly half the world turnover (Source: Icomia). If motors and nautical accessories are added to the core shipyard activity, then the figure rises to over 30 billion dollars a year. The USA also has a vast quantity of moorings. Great care is taken to prepare suitable environments for the development of nautical activities, preserving all the natural amenities and scenic beauty of boating areas. At the beginning of 2000, the USA could boast not only about 8000 marinas and 4000 leasure harbors but also about 400,000 slips and other landing places and anchorages for a further 33,000 boats. Roughly 200 dry slips and storage or wintering facilities can house 150,000 boats and there are also 1100 yards with 100 wet slips. Europe as a whole is less well equipped (with only about 5000 marinas).  (Source: Icomia 2003), but its production is by no means inferior either as regards quality or importance. In particular, Italian yards are the world top exporters in value. This supremacy is due to the exportation of superyachts (source: Ucina, La nautica in cifre 2005).

Another important aspect is that all boats are overhauled yearly for routine and, if necessary, special maintenance and they also often require new equipment, retrofits or small innovations and  so forth. Boats over 24 meters in length (i.e. the superyachts) may also demand fittings, redecoration in new colors, and a wealth  of other changes. 

Repairs and retrofit operations may in some cases be run as independent businesses distinct from the production process, but they are often linked either to small or large ship-building yards including those that produce fishing boats.  Similarly, wintering facilities and dry docks etc. etc may be run either as independent businesses or as a sub-section of a repair business. 

Recreational boatyards focus a major portion of their promotional  business activity on :

1. Advertising campaigns

2. Presence at international trade fairs and at boating events and races

3. National and international services supplied by producers

4. Methods to assure customer loyalty in  such a crowded market

These elements form the distinguishing characteristics of the brand and the product, enabling yards to make themselves known by identifying their boats with a “status” or “lifestyle”. However, the recreational boat market is only apparently for “aficionados”; in actual fact, it is strongly linked to the requirements of families who wish to use their boat without too much difficulty in unspoilt environments. In this perspective, the yards set their own price above all by emphasizing a whole series of “non price” factors related to the way their production and business activity is carried out; the producer then seeks to present these factors as crucial when selecting a particular brand of boat. Such factors include services offered at the national and international level that constitute a distinctive feature of the given yard’s boat production. Is it conceivable that the most important themes of CSR, namely environmental production and working conditions, could likewise become a founding element for advertising campaigns and for enhancement of customer loyalty, just as is already the case for “yard performance”?  

Moreover, with regard to performance, it should also be borne in mind that the smaller yards often build no more than two or three boats a year, and it is frequently the case that these are fishing boats constructed in the local style. This involves considerable expense and fairly modest profits (marginal costs), but frequently the smaller yards do not even present their balance sheets because the financial aspects are not easily controllable.

In contrast, series production of recreational boats by the larger yard companies guarantees profits deriving from the pricing policies that make a distinction between the different product lines. Thus the yards take great care to maintain the distinctive characteristics and flair or the various types of boats produced, often emphasizing their nature-friendly features. 

In fact, boats are increasingly becoming the basis for a type of tourism that is less inclined to exploit the land in the immediate coastal area, and prefers instead to enhance coastal preservation and protect the sea itself
. This trend is all the more marked for megayachts, which seek attractive environmental conditions and docking opportunities close to localities that offer both luxury and exceptional natural beauty. Indeed, an unspoilt natural environment which is, at the same time, well supplied with high quality but discreet and unobtrusive services is itself considered a form of extreme luxury that is appreciated and sought-after by superyacht owners.

In conclusion, throughout the world one finds a number of large yards that are tending towards ever increasing concentration. However, in order to continue their expansion, these increasingly concentrated large yards need to be able to rely on the kind of background that can be guaranteed only by the widespread presence of small yards along the shores of the sea, lakes and rivers. The existence of small yards of this type is encouraged by the growing phenomenon of niche yards. Overall, then, the recreational boating market is highly variegated. Moreover, a no less important aspect is the presence of small yards that often fulfill the function of laying-up and repairs, thereby maintaining an approach that stimulates and supports the sector and ensures that it offers a user-friendly atmosphere. One may speculate that a development of social responsibility among large and small yards could perhaps offer users even further advantages.
4. RECREATIONAL BOATING YARDS AND SOCIAL RESPONSIBILITY  
According to the forecasts outlined in a recent study
, global, world demand for recreational boats will reach $23.7 billion in 2005 and will grow at 7 percent annually to reach $33 billion in annual sales by 2010. This is equivalent to 39.24-percent growth over the next five years. The study included inboard boats, outboard boats, stern drive boats, personal watercrafts, sail boats and others in its analysis. Europe saw the highest growth in the last 5 years, whereas North America represents the largest region in the world for recreational boats. The quoted report also acknowledged an ongoing shift in product mix toward larger and expensive boats. According to E-Composites estimates, Brunswick ranked number 1 in the global recreational boat market, followed by Genmar, Groupe Beneteau, Ferreti, and Azimut
. The market intelligence report provides the ranking of the top 10 global leaders with their market shares. All these groups have engaged in acquisitions and mergers over the past few years, consolidating their market position (Source: Icomia). 

European leaders are growing aggressively and have increased their market shares significantly as compared to 1999, according to the report. The annual growth of most of the European leaders is in double digits whereas North American leaders saw single digit growth during 1999-2005. 

It is conceivable that this growth will lead to a rising and strongly felt awareness that large recreational boat yards, public institutions and boat owners should be collectively involved in shouldering social liability, not only in order to ensure the best form of utilization of this type of ‘leasure commodity’, but also to maintain the maximum viability of the industry. In particular, yards seeking to enlarge their range of activities should (in addition to remunerating the capital and obtain profits) avoid the risk of eroding the very basis of their viability, which should be specifically safeguarded by public institutions, public authorities and the entire collectivity that makes its living at least in part by benefiting from the availability of the sea, rivers and lakes whose conditions are protected and not polluted
. That is to say, rising incomes and the consequent increase in use of recreational boats, and the decision to utilize one’s income to satisfy an increasingly sophisticated range of tastes, should not destroy the very conditions that make development possible. 

Furthermore, the yards themselves should recognize the valuable expertise of their workforce and should provide safeguards for their workers, most of whom are employed by small enterprises which, as described earlier, assemble the boat product even in cases where an important stage of the production is automated. Given the high level of skills required, the experience of the labor force involved in this activity should be preserved and enhanced by offering the best possible conditions for execution of the tasks.

.5. ARE ENVIRONMENT AND WORKING CONDITIONS, THE PILLARS OF CSR, MERELY COSTS OR ARE THEY FACTORS CONTRIBUTING TO COMPETITIVENESS? CSR REMAINS A VOLUNTARY SYSTEM.

Boating seeks to encourage a form of tourism that will preserve the coasts and the sea, yet at the same time the predicted increasing in boating worldwide cannot fail to exert pressure on the environment.

‘Measurement’ of environmental sustainability is difficult to perform as there exist no credible standards and effective tools for control. Another crucial aspect of sustainable boating concerns the workers: trade union regulations designed to protect workers are stringent on matters concerning varnishing, noxious fumes, the kind of materials used, and so forth, but it is not easy to dissociate the moral responsibility of the enterprise from trade union protection in advanced industrialized countries, which are precisely the countries where, at present, the most important yards are located. In this framework the ‘Rebus’ study carried out by Istud
 underlines that firms shoulder the costs of social responsibility mainly because they are constrained to do so by a “surrounding institutional context” which affects “the behavior of every organization” and prompts enterprises to adopt socially visible behavior because this is the approach adopted by others. 

The virtuousness of the larger enterprises comes into action if there is a spinoff (increase in sales) that can be obtained through communication of their “virtuous” behavior. Communication from the corporate world and from the institutions, achieved through the awarding of prizes, merit reports and so forth, becomes a means for communicating to the outside world the new “social culture”, thereby moving towards the possibility of responding to and satisfying the increasing demand for “commitment” that consumers themselves are putting forward more and more forcefully as a new determining factor in their purchasing decisions. This gives rise, among other things, to “suggestions” addressed to responsible enterprises by the various Institutions, such as the ‘Green Paper’ by the European Community aimed at promoting partnership between profit-making enterprises and the non-profit third sector. Thus there emerge two aspects of social responsibility: first, the effectiveness of communication in boosting sales, and second, the rationalization of production processes in terms of relations with workers, the nature of the product and the benefit to the environment, in order to obtain a genuine competitive advantage. Strategies adopted for communication of social responsibility range from classical advertising to direct marketing, from promotions to public relations, to organized events and trade shows, and communication at the point of sale.

Finally, it should be the duty of governments to establish the standards that are “useful” for supporting the sense of responsibility of enterprises; in addition, government should identify the appropriate control instruments directed above all to enterprises that fail to conform to the standards. Admittedly, as many have argued, new regulations and requirements of this kind may prove to represent further red tape and hindrances for enterprises
: for example, it has been claimed by many that the trade unions per se are sufficient to regulate the situation, yet it is also clear that certain widely perceived demands and concerns can be defended
 only by the public institutions.  


Overall, then, it seems clear that the predicted growth in recreational boating points to the need for increasing attention both to working conditions and also to the ecological problems of seas, rivers and lakes where recreational boating is becoming increasingly popular. Therefore, it is appropriate to briefly outline what is meant by respect for the environment and responsible working conditions. 

According to GESAMP
 the broad definition of maritime pollution is: “the introduction by man, directly or indirectly, of substances or energy into the marine environment (including estuaries) resulting in such deleterious effects as harm to living resources, hazards to human health, hindrance to marine activities including fishing, impairment of quality for use of seawater, and reduction of amenities” (GESAMP,1983). Marine pollution is a very broad topic (Matthiessen & Law, 2002
).

Sewage discharged by boats in ports and porticcioli
.is an important factor of pollution. Ships’ hulls are painted with antifoulants that stop the growth of marine organisms. In the early days of shipping compounds containing lime, arsenic, and mercury were used as antifoulants. In the 1960s more effective chemicals were produced, using metallic compounds such as tributyltin (TBT); now banned for use on small boats
.

A further question is the problem of oil spills
. The discharge of oil within special areas is also prohibited and requires the provision of oil reception facilities at all ports
.

Noise pollution is also a serious problem, and is attributable to a number of sources at sea, from dredging to off-shore or military activities. It is of particular significance in the case of recreational boats (Gordon & Moscrop, 1996), because although these are generally less noisy than commercial ships, they are more likely to be a source of noise pollution in and around bathing areas and in seaside resorts close to leasure harbors (marinas) and beaches, despite the regulations which require boats to keep at an established distance from the shore. Finally, animal protection should also be considered, as indicated in ‘The EU Habitats Directive 92/43/EEC Article 1’, according to which member states are required to establish a system of strict protection for the animal species
.

Protection of working conditions is more vigorously defended by the trade unions than is the case for the environment, but it would certainly be appropriate if the large producers of boats and nautical vessels were called upon to make a statement of social responsibility on this issue as a distinctive feature of their approach to the world of work. In addition, even the small yards should be required to make a statement of responsibility, since, as has been reported in the literature
, it is the smaller yards that typically slip through the net of any kind of rules and regulations, despite the fact that the elevated professional expertise of the workmanship and skills they utilize should be defended by means of optimal working conditions. 
In sum, corporate social responsability (CSR) has been established in a global context, with international reference standards set by the United Nations, Organisation for Economic Cooperation and Development (OECD) guidelines and International Labour Organisation (ILO) conventions
. Social responsibilty applies to a wide variety of company activities, especially in enterprises that operate multinationally in very different social and environmental settings. But it is a voluntary system, and as such, lacks objective, consistent and transparent criteria for workers, consumers and other stakeholders to measure company performance.

Adopting CSR is said to be in the long-term interests of companies since - in an age of increasing, worldwide consumer awareness - it improves their public image and wins over new customers. But a business can only claim publicly to be responsible if it first applies the highest standards internally
 and respects nature by supplying products, in this case boats, that are environmentally compatible

6. CONCLUSIONS
We cannot refrain from pointing out that on a worldwide level no shipyard, whether large or small, is committed to issues concerning social responsibility, and so far the topic has not even been broached as far as megayacht production is concerned
. The European Commission conference 2005 on CSR in SMEs mentions a number of cases in other sectors as well where SMEs appear less willing to accept further costs. 

Therefore one cannot but conclude that despite the growth in demand, there are reasons to be highly doubtful that CSR principles will be accepted in the field of recreational boating
. In this industry, CSR principles are not seen either as image promotion or as a support for sales, but rather as an additional burden of costs in a sector that is extremely susceptible to fluctuating income, faces stiff competition and is characterized by the extensive presence of small enterprises.

In examining the aspects that act as a hindrance to the concept of social responsibility, one can hardly avoid recalling that Friedman has argued since 1970 that virtuous behavior is an intrinsic feature of a business if it is taken to imply a source of employment and wealth generation, but that a distinction should be made between the social responsibility of an enterprise, referring merely to the responsibility of remunerating the share-holders, and the manager’s individual sense of responsibility which, instead of ensuring that the shareholders obtain the maximum gain, ends up spending their money for so-called “social” ends, thereby effectively imposing a tax” on the shareholders.

Friedman asserts that ‘The discussions of the "social responsibilities of business" are notable for their analytical looseness and lack of rigor. What does it mean to say that "business" has responsibilities? Only people can have responsibilities. A corporation is an artificial person and in this sense may have artificial responsibilities, but "business" as a whole cannot be said to have responsibilities, even in this vague sense. The first step toward clarity in examining the doctrine of the social responsibility of business is to ask precisely what it implies for whom. ….I share Adam Smith's skepticism about the benefits that can be expected from "those who affected to trade for the public good"–this argument must be rejected on grounds of principle…. The doctrine of "social responsibility" taken seriously would extend the scope of the political mechanism to every human activity.’ (Milton Friedman , 1970.) 

Are Friedman’s opinions likely to remain valid for the recreational boating industry in the foreseeable future, affecting not only fishing boats and family leasure craft but also the production of superyachts, despite pressure by public institutions and the potentially positive effects of corporate communication from enterprises that do adopt CSR?
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� “The best assembly lines themselves offer high efficiencies and shorter cycle times and are increasingly automating, with yet more robots. And those assembly lines are demanding more from subcontractors and suppliers, who are required to bring their products and services in to play on a just-in-time basis, so they in turn need to be more disciplined, reliable and well-organised. Such suppliers are having to get a lot closer to the design and assembly process of new boats in order to optimise the design, function, cost, and ease of installation of their products and services. It is all about interaction and integration, which is extremely important for builder competitiveness. Indeed, the best builders are now spending at least four times as much on sourced components and services than on direct labour.” L. Pollicardo, Ucina 2002.


� Federation of the Italian Maritime System, 2002,The second maritime economic report. The economic and employment impact of the italian maritime cluster. F. Angeli. Milano


� Boating Industry International e-News Daily: WTO  decision could hit boating industry hard-3/27/2003.


� One of the main reasons underlying boating is to visit nature or wildlife sanctuaries or protected areas.


� E-Composites Market Research Report, 2005.


� The ranking is based on the annual revenues generated by leaders from selling recreational boats.


� Boating Life Magazine Web Site: � HYPERLINK "http://www.boatinglifemag.com" \t "_blank" �www.boatinglifemag.com�


�. In Italy  the Istituto Studi Direzionali (ISTUD) coordinated an international European union funded project denominated REBUS, Relationships between Business and Society, on the social responsibility of the enterprise. The results were published by: Maria Caramazza, Caterina Carroli, Massimiliano Monaci, Fabrizio Pini , 2006.


� D. Henderson 2001; D.Vogel , 2005.


� Mary Clifford, 2005.


� Group of Experts on the Scientific Aspects of Marine Environmental Protection (GESAMP) established in 1967 by a number of United Nations Agencies. Its purpose was to provide advice to the agencies and, through them their Member Governments on a problem that was just beginning to be recognized as a major threat.’


� Matthiessen, P. & Law, R.J., 2002. Contaminants and their effects on estuarine and coastal organisms in the United Kingdom in the late twentieth century. Environmental Pollution, 120, 739-757. Lincoln, R., Boxshall, G. & Clark, P., 1998. A dictionary of ecology, evolution and systematics (2nd edition). Cambridge: University Press.


� The most important control measures in Europe are in: European Bathing Water Directive (76/160/EEC);EC Urban Waste Water Treatment Directive (91/271/EEC);The Urban Waste Water Treatment (England and Wales) Regulations 1994;The Urban Waste Water Treatment (Scotland) Regulations 1994; The Urban Waste Water Treatment Regulations (Northern Ireland) 1995; EU Nitrates Directive (91/67/EEC);The Protection of Water against Agricultural Nitrate Pollution (England and Wales) Regulations 1996.


� Long term exposure to chronically toxic chemicals can interfere with the reproductive, developmental and immune systems of an organism (Brina & Pollard, 1999). A variety of chemicals do not break down easily in seawater and persist in the marine environment, or marine organisms. The risk of exposure to these chemicals is therefore increased (Brina & Pollard, 1999) Synthetic chemicals that are fat-soluble, e.g. some pesticides such as DDT, organochlorides and polychlorinated biphenyls (PCBs), can build up in fatty tissues of marine species and concentrate up the food web.


� Other sources of pollution consist of discharge of untreated sewage,waste water from coastal industries, operational discharges from coastal oil refineries and vehicle exhausts, improper disposal of car engine oil.The world’s first major oil spill happened in March 1967 when the tanker,Torrey Canyon, went aground off the Isles of Scilly and spilled around 119,000 tonnes of oil(IMO, 2002a)


� GESAMP (IMO/FAO/UNESCO-IOC/WMO/WHO/IAEA/UN/UNEP Joint Group of Experts on the Scientific Aspects of Marine Environmental Protection). 2000. Report of the Thirtieth Session, Principality of Monaco, 22–26 May 2000. Rep. Stud. GESAMP No. 69, 68 pp.[13/07/05] Available from <http://gesamp.imo.org/no69/index.htm>


� Listed in Annex IV, which includes all cetaceans.


� European Commission, 2002, Communication on Corporate Social Responsibility: A business contribution to sustainable development (COM/2002/347).


� At the end of June 2004, the European Multi-Stakeholder Forum on Corporate Social Responsibility (CSR EMS Forum) reported on the outcome of 20 months of discussions involving the social partners and civil society. Trade unions have played an active role, and the ETUC at its Executive Committee meeting in June 2004 proposed a series of priorities for CSR in Europe.


� EU,2001, Green Paper on promoting a European framework for CSR (COM/2001/366).


� However it is interesting to note that China stopped building hyperyachts after a major protest: ‘Several members from the Chinese Academy of Sciences and the Chinese Academy of Engineering strongly opposed the building of the luxury boat on Qinghai Lake, where the very fragile biological system would be put in grave danger once pollution sets in.’ Wang Ying: Luxury boat too costly for lake, China Daily 10 28 2004.


� See also � HYPERLINK "http://www.socialresponsability.be/" �http://www.socialresponsability.be�.
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