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KEY PROGRAMME INFORMATION

	Title of Programme:
	Programme for the application of advanced hull coatings to reduce shipping fuel consumption (PAHSF). The PoA is being submitted for renewal and re-validation, as well as transition to GS4GG. GS reference number of PoA: 3492

	Brief description of Programme:
	The Programme of Activities (PoA) consists of the application of improved hull coatings intended to reduce hydrodynamic drag in ships. The four main advanced products are denominated Intersleek 1100SR, Intersleek 1001, Intersleek 900 family (comprising Intersleek 960 and Intersleek 970) and Intersleek 700 family (specifically Intersleek 757)

	Expected duration of Programme:
	1 Jan. 2010 (original PoA) to 27 Feb. 2030 (renewed PoA), 20 years from the start date (28/02/2010) of the first VPA under the original PoA, as per GS4GG rules.

	Coordinating & Management Entity:
	The Programme Coordinating Entity is the manufacturer of the advanced coating products, International Paint Ltd., a company in the AkzoNobel Group.

	Project Representative:
	Mr. Mulang Chen, International Paint Ltd.

	Project Participants and any communities involved:
	1. International Paint Ltd. 
2. The FReMCo Corporation; Burlington, Ontario, Canada
3. MGM Innova, Miami, Florida, USA

	Version of PoA-DD:
Date of Version:
	8 (considering registered PoA; Version 3 for PoA renewal, following first round of GS review)
06/07/2019

	Host Country (ies) / Location:
	None. Project comprises ships in movement, mostly in international routes.

	Certification Pathway (Project Certification/Impact Statements & Products
	Gold Standard Certified Impact Statements and Products, specifically Gold Standard Verified Emission Reductions, or VERs 

	Activity Requirements applied:
(mark GS4GG if none relevant)
	GS4GG

	Methodologies applied:
	Gold Standard methodology: Reducing Vessel Emissions Through the Use of Advanced Hull Coatings (version 2)

	Product Requirements applied:
	GHG Emissions Reductions & Sequestration Product Requirements

	Regular/Retroactive:
	Retroactive

	SDG Impacts:
	1 – SDG 13 – Climate Action
2 – SDG 4 – Quality Education
3 – SDG 12 – Responsible Consumption and Production



[bookmark: _Toc318310835]SECTION A.	General description of PoA
A.1.	Purpose and general description of the PoA
>> (Provide a brief description of the PoA including information on policy/measure or stated goal that the PoA seeks to promote and framework for the implementation of the proposed PoA.)

Shipping is one of the largest greenhouse gas (GHG) emitting sectors globally, responsible for almost 1 Gt of CO2eq in 2012 (IMO, 2014, p. 13). International shipping, i.e. movement between ports in different countries, accounted for approximately 2.2% of total global CO2 emissions. Shipping emissions have grown by some 70% since 1990 and are projected to increase by between 50% and 250% by 2050 (IMO, 2014, p. 17). 

The emissions are largely from fuel consumption in engines using fuel oil, diesel, and in recent years, LNG.  Most of the fuel is consumed to overcome hydrodynamic drag with a smaller part to overcome aerodynamic drag. 

The Programme of Activities (PoA) consists of improved hull coatings intended to reduce hydrodynamic drag in ships. The Programme Coordinating Entity is the manufacturer of the advanced coating products, International Paint Ltd. The four main advanced products are denominated Intersleek 1100SR, Intersleek 1001, Intersleek 900 family (comprising Intersleek 960 and Intersleek 970) and Intersleek 700 family (specifically Intersleek 757)[footnoteRef:1]. All references to Intersleek 900 and Intersleek 700 in this document generally refer to the respective family of products. [1:  The Intersleek family of advanced hull coatings include some sub-brands. The file “Intersleek family of products.pdf” provides the full list.] 


The type of coating most commonly used on ships is a self-polishing copolymer (SPC) which slowly releases a biocidal antifouling agent. Biocidal antifouling coatings contain bioactive materials intentionally added to control the growth of organisms; biocidal coatings have a higher toxicity rating to both the environment and humans compared to the Intersleek systems. Intersleek products are substantially lower in toxicity compared to biocidal system. Intersleek 900 is a fluoropolymer foul-release coating while Intersleek 700 is a silicone foul-release coating. Intersleek 1100SR is a fluoropolymer-based system and is a modification of Intersleek 900.  The fluoropolymer is developed from that used in Intersleek 900 by addition of particular chemical groups in order to enhance the slime resistance and slime release properties. Intersleek 1001 uses Lanion technology incorporating biorenewable raw material. All four Intersleek products are biocide free. Besides lower toxicity, the use of Intersleek 1100SR, Intersleek 1001, Intersleek 900 and Intersleek 700 reduce hull friction and hydrodynamic drag, reducing fuel consumption. Since ships typically use fossil fuels, reduced fuel consumption would reduce CO2 emissions. Therefore all projects within the PoA would both reduce greenhouse gas (GHG) emissions as well as reduce contamination of seawater by avoiding the release of any biocidal antifouling agent.

A.2.	CME and participants of PoA
>> (Details of the CME of the proposed PoA, as the entity which communicates with the Gold Standard Secretariat)

The Coordinating/Managing Entity (CME) of the PoA would again be International Paint Ltd., a private company that is part of the AkzoNobel Group. International Paint Ltd. is the manufacturer of the advanced hull coating products. International Paint Ltd. will enter into agreements with prospective ship owners and operators to sell the coating product, obtain information necessary to determine baseline and project emissions, and emissions, and share the carbon credits with them, as described generically in A.1, and as will be detailed in specific agreements signed between International Paint Ltd. and each ship owner or operator.

Participants:
1. International Paint Ltd., a private company that is part of the AkzoNobel Group. https://www.international-marine.com
2. The FReMCo Corporation, Burlington, Ontario, Canada. A private company. www.fremco.com
3. MGM Innova, Miami, FL, USA. A private company. www.mgminnovagroup.com
A.3.	Physical/ Geographical boundary of the PoA
>> (Provide details of the defined boundary of the proposed PoA in terms of a geographical area e.g. municipality, region within a country, country or several countries within which all VPAs to be included in the PoA will be implemented)

Since projects within the PoA comprise shipping, often international, there are no geographic boundaries as such. The PoA boundary potentially includes all shipping in the world. Ships within the PoA are likely to be large, e.g. cargo vessels, oil tankers, ferries, etc., and most likely exclude small ships, e.g. yachts, river boats, etc.

The physical boundary of each VPA (Voluntary Project Activity) within the PoA would be the ships included in the VPA, identified by the ship names and their unique ship identification numbers according to the International Maritime Organisation (IMO). The names and IMO numbers would be listed in the VPA.

[bookmark: _Ref316932394]A.4.	Technologies/measures and eligibility under Gold Standard
>> (Describe the technologies and/or measures to be employed and/or implemented by the VPAs in the PoA including a list of the facilities, systems and equipment that will be installed and/or modified by the VPA. Include information essential to understand the purpose of the PoA and how it will contribute positively to three SDGs.
Describe how the VPAs meet the eligibility criteria as per section 3.1.1 of GS4GG Principles & Requirements document and the relevant activity requirements document)

Hull coatings are designed to reduce hydrodynamic drag as well as limit plant and animal growth on the underwater hulls of ocean-going ships and coastal vessels.[footnoteRef:2] Untreated, this creates significant additional hull resistance and, as a result, leads to higher fuel bills and increased emissions. These coatings have been based on various technologies with ongoing research and development on the part of the world’s leading coatings companies enabling new and more effective products to be brought to market on a regular basis. Coatings fall into two broad categories, biocidal antifouling coatings and biocide free foul release coatings, each of which has subsets. Biocidal antifoulings – whether self polishing copolymers (SPC) or controlled depletion polymers – all function by releasing active ingredients, biocides, into the marine environment, repelling organisms and thereby preventing their adhesion to ships’ hulls. Copper forms the basis for the most widely used biocides today.  [2:  This paragraph and the next are largely based on the White Paper: “Eco-efficiency – a new tool to support better decisions on hull coating investments”, prepared by International Paint Ltd.] 


The second group is biocide-free and is known generically as foul release coatings. Unlike biocidal antifoulings, they do not release any active ingredients into the marine environment but work on a pure physical basis using advanced polymer technologies. Again, there are subsets within the foul release grouping – some coatings are based on silicone technology; others are known as fluoropolymers. 

Project activities within this PoA comprise the application of one or more of several biocide-free, foul release advanced hull coatings to ships: Intersleek 1001, which uses Lanion technology incorporating biorenewable raw material; Intersleek 1100SR and Intersleek 900 family (comprising Intersleek 960 and Intersleek 970), which are fluoropolymers; and Intersleek 700 family (specifically Intersleek 757)[footnoteRef:3], which is silicone based.  [3:  The Intersleek family of advanced hull coatings include some sub-brands. Product specifications for all Intersleek products can be found in https://www.international-marine.com/type/foul-release-coatings. The specifications for the new product added at the time of this PoA renewal is Intersleek 1000 family. For specifications see ” Brochure-Intersleek1000.pdf”, attached. ] 


The baseline coating is a self polishing copolymer (SPC), which is a biocidal antifouling coating. Each ship within the PoA was coated with the SPC coating in the docking cycle prior to the application of the advanced hull coating.

The project owner is International Paint Ltd., the manufacturer of Intersleek 1100SR, Intersleek 1001, Intersleek 900 family and Intersleek 700 family, and the activity comprises a set of ships to which one or more of these coatings is applied.

Contribution to the SDGs

The three Sustainable Development Goals most benefited by projects within this PoA are:
1. SDG 13 – Climate Action
2. SDG 4 – Quality Education
3. SDG 12 – Responsible Consumption and Production

SDG 13 is stated as[footnoteRef:4] “Take urgent action to combat climate change and its impacts”. One of the main sources of climate change comprises CO2 emissions from fossil fuel consumption. As noted above “Shipping is one of the largest greenhouse gas (GHG) emitting sectors globally, responsible for almost 1 Gt of CO2eq in 2012 (IMO, 2014, p. 13).” The application of advanced hull coatings reduces the consumption of fossil fuels used in shipping, proportionately reducing CO2 emissions. [4:  https://sustainabledevelopment.un.org/sdg13] 


SDG 4 is stated as[footnoteRef:5] “Quality Education”. SDG goal includes a number of specific targets, the most relevant for the project activity being 4.7 “By 2030, ensure that all learners acquire the knowledge and skills needed to promote sustainable development, including, among others, through education for sustainable development and sustainable lifestyles, human rights, gender equality, promotion of a culture of peace and non-violence, global citizenship and appreciation of cultural diversity and of culture’s contribution to sustainable development” (emphasis added). The project activity comprises the application of advanced hull coatings that reduce fossil fuel use, while also being free of biocides. Thus the project activity comprises sustainable development. The project proponent and PoA CME, International Paint, undertakes many training activities directed not only at their own manufacturing and sales staff and employees of companies across the world that apply the advanced hull coatings to ships at drydocks, but to broader audiences, including ship owners and operators, shipping industry stakeholders, including the International Maritime Organisation (IMO), GloMEEP[footnoteRef:6], Fathom Conferences. These training activities would continue during the period of implementation of each VPA within this PoA.  [5:  https://sustainabledevelopment.un.org/sdg4 ]  [6:  GloMEEP is a GEF-UNDP-IMO project aimed at supporting the uptake and implementation of energy efficiency measures for shipping, thereby reducing greenhouse gas emissions from shipping. https://glomeep.imo.org/] 


SDG 12 is stated as[footnoteRef:7] “Ensure sustainable consumption and production patterns”. It further notes “Decoupling economic growth from resource use is one of the most critical and complex challenges facing humanity today.” Energy efficiency measures permit the delivery of a given amount of goods and services consuming less energy. Economic output is maintained while less energy is consumed. Thus energy efficiency is central to decoupling energy use and economic growth. Insofar as advanced hull coatings save fuel, it promotes a more sustainable consumption pattern for international shipping. [7:  https://sustainabledevelopment.un.org/sdg12 ] 


Eligibility of VPAs as per section 3.1.1 of GS4GG Principles & Requirements

According to 3.1.1 of GS4GG:
“A Project type is automatically eligible for Gold Standard Certification if there are Gold Standard published Activity Requirements and/or Gold Standard Approved Methodologies associated with it or as referenced in Gold Standard Product Requirements.”

Since the PoA and VPAs within it are based on an approved Gold Standard methodology “Reducing Vessel Emissions Through the Use of Advanced Hull Coatings (version 2)”, the eligibility condition is met.

A.5	Funding sources of PoA
>> (Provide the public and private funding sources for the programme. Confidential information need not be provided.)

Programme development was financed by International Paint Ltd., a private company. Activities within the programme comprise the application of advanced hull coatings. International Paint Ltd. is the manufacturer of these coatings, which are purchased by ship owners and operators. Carbon Credits generated are shared between International Paint Ltd. and the shipping companies. This PoA and VPAs within it do not include any public funding or a diversion of ODA funding.

[bookmark: _Toc316074035][bookmark: _Toc318310836]SECTION B.	Demonstration of additionality and development of eligibility criteria
B.1.	Demonstration of additionality for PoA
>> (Justify why the PoA will not be implemented without revenues from transaction of certified SDG outcomes.)

This section is not applicable as this is a PoA renewal, and in accordance with section 285 of the CDM project standard for programmes of activities, Version 2.0 (CDM-EB93-A07-STAN) which states:  “For renewal of the PoA period of a registered CDM PoA, the coordinating/managing entity is not required to reassess the additionality of the PoA nor update the section of the PoA-DD relating to additionality.” Additionality would be demonstrated at the VPA level, for each VPA, hence not included here. Since the selection of the baseline scenario and the validity of the original baseline scenario, including the impact of mandatory laws and regulations, are all a part of the additionality demonstration, all of this would be included in the VPA DD and demonstrated at time of inclusion of a new VPA. 

Nevertheless, we may review the validity of the baseline scenario as defined in the CDM Tool “Assessment of the validity of the original/current baseline and update of the baseline at the renewal of the crediting period”, Version 3.1, in terms of the following steps[footnoteRef:8]: [8:  Note that steps listed in the CDM “Assessment of the validity of the original/current baseline and update of the baseline at the renewal of the crediting period”, Version 3.1, are substantially the same as the “CDM project standard for programmes of activities”, Version 2 (CDM-EB93-A07-STAN), section 11 “11. Renewal of programme of activities period and renewal of crediting period of component project activities”, paragraphs 285 to 292.] 


	Instructions as per CDM Tool for the assessment of baseline at the time of crediting period renewal 
	Relevance to this PoA renewal

	Step 1.1:  Assess compliance of the current baseline with relevant mandatory national and/or sectoral policies. 
	

	If the current baseline complies with all relevant mandatory national and/or sectoral policies which have come into effect after the submission of the project activity for validation or the submission of the previous request for renewal of the crediting period and are applicable at the time of requesting renewal of the crediting period, go to Step 1.2.
	Current mandatory policies related to international shipping are determined by the International Maritime Organisation (IMO). The current baseline complies with these policies. The baseline scenario is the use of biocidal hull coatings, and the application of such coatings remain allowed by current IMO.

	Step 1.2:  Assess the impact of circumstances
	

	Assess the impact of circumstances existing at the time of requesting renewal of the crediting period on the current baseline emissions, without reassessing the baseline scenario.

In the situation where the baseline scenario identified at the validation of the project activity was the continuation of the current practice without any investment, an assessment of the changes in market characteristics is required for the renewal of the crediting period.

Evaluate whether the conditions used to determine the baseline emissions in the previous crediting period are still valid. Assess the availability of new fuels or raw materials and the impact of electricity or fuel prices in the identification of the current practice for the baseline emissions;
	There are no new circumstances at the time of renewal of PoA, with respect to those prevailing at the time of submission of the original PoA and VPAs submitted within the PoA.

Current common practice continues to be the use of biocidal hull coatings, except for a few ship categories, which have been excluded by additionality testing for some VPAs. Investment decisions on hull coating choice appear to be determined by lowest first cost typical of biocidal coatings, which comprise the baseline scenario.

There are no new fuels as such. Although the requirements on the sulphur content of fuels has become more stringent, these requirements do not affect GHG emissions. Shipping fuel prices vary along with international crude oil prices, which are volatile. However, these changes have not caused a departure from common practice with respect to baseline emissions.

	If the new circumstances make a continued validity of the current baseline not plausible, then the current baseline needs to be updated for the subsequent crediting period.
	Current baseline remains valid since circumstances have not changed with respect to baseline, since the original PoA.

	Step 1.3:  Assess whether the continuation of use of current baseline equipment(s) or an investment is the most likely scenario for the crediting period for which renewal is requested.
	

	This sub-step should only be applied if the baseline scenario identified at the validation of the project activity was the continuation of use of the current equipment(s) without any investment and, the projects proponents or third party (or parties) would undertake an investment later due, for example, to the end of the technical lifetime of the equipment(s) before the end of the crediting period or the availability of a new technology.

Assess whether the remaining technical lifetime of the equipment that would have continued to be used in the absence of the project activity, as determined in the CDM-PDD or CDM-PDD-REN, exceeds the crediting period for which renewal is requested.

Take into consideration the market penetration of different technologies. Evaluate the penetration rate of different technologies that are available in the market and evaluate how they could affect the baseline.
	The crediting period for any ship within this PoA is limited to a single docking cycle with the advanced (project) hull coating. The docking cycle is considered to be the technical lifetime of any hull coating.





This is not applicable, since the technical lifetime is defined by the docking cycle, as noted above.





The penetration of different types of hull coatings is determined by the common practice analysis undertaken for each VPA. The most recent such analysis indicates that the market penetration for advanced hull coatings (project scenario) remains small, confirming that the baseline scenario remains common practice.

	If the baseline scenario of the project activity is the continuation of use of the current equipment(s) without any investment and the projects proponents or third party(ies) will undertake an investment later, but before the end of a crediting period, then the current baseline needs to be updated for that crediting period or the crediting of emission reductions should be limited to the period before the baseline equipment would cease its operation.
	The crediting period is limited by the technical lifetime, which is defined by the duration of the docking cycle, i.e. the time period during which the advanced hull coating (project activity) remains on the ship before recoating. At the end of the docking cycle, the ship which participated in the project will no longer be eligible for carbon credits. The docking cycle is generally five years or less. Under GS4GG rules, the crediting period is limited to five years. Therefore for some ships there would be a renewal of crediting period. However, these would be limited to those few ships that were NOT recoated, i.e. did not reach the end of their docking cycle. 

	Step 1.4:  Assessment of the validity of the data and parameters  
	

	Assess whether data and parameters that were only determined at the start of the crediting period and not monitored during the crediting period are still valid or whether they should be updated. Updates should be undertaken in the following cases:
· Where IPCC default values are used, the values should be updated if any new default values have been adopted and published by the IPCC, for example, in guidelines for national GHG inventories, IPCC assessment report or special reports by the IPCC;
· Where emission factors, values or emission benchmarks are used and determined only once for the crediting period, they should be updated, except if the emission factors, values or emission benchmarks are based on the historical situation at the site of the project activity prior to the implementation of the project and can not be updated because the historical situation does not exist anymore as a result of the CDM project activity.
	The data and parameters that were determined at the start of each VPA within the PoA are the following: net calorific values and CO2 emissions factors of different fuels used by ships. While a number of fuels are used by ships, these fuels are all standard, so that their calorific values and and CO2 emissions factors remain the same as in the original PoA.

	If any of the data and parameters that were only determined at the start of the crediting period and not monitored during the crediting period are not valid anymore, the current baseline needs to be updated for the subsequent crediting period.
 
If the application of Steps 1.1,  1.2, 1.3 and 1.4 confirmed that the current baseline as well as data and parameters are still valid for the subsequent crediting period, then this baseline, data and parameters can be used for the renewed crediting period. Otherwise, proceed to Step 2.
	Since data and parameters determined at the start of each VPA do not change over time, as noted above, there is no need to modify baseline.



The aforementioned steps confirm that the current baseline remains valid for VPAs within the renewed PoA.

	Step 2:  Update the current baseline and the data and parameters
Step 2.1:  Update the current baseline
Step 2.2:  Update the data and parameters
	This step and substeps within it are not needed since the baseline scenario does not need to be updated.


 
B.2.	Eligibility criteria for inclusion of a VPA in the PoA
>> (Describe the eligibility criteria to be met by VPAs for inclusion in the PoA)

CDM Standard for demonstration of additionality, development of eligibility criteria and application of multiple methodologies for programmes of activities. Specifically, Standard Section 3.2. Development and update of eligibility criteria has been indicated. Article 16 of the Standard section lists eligibility criteria, which are shown in the left column of the table below, with comments specific to VPAs within this PoA in the right. It is understood that “CPA” refers to CDM, and this is “VPA” in our case.

	According to CDM standard, “The eligibility criteria shall cover as a minimum the following”
	Relevance to VPAs within this PoA

	(a) The geographical boundary of the CPA including any time-induced boundary consistent with the geographical boundary set in the PoA; 
	Not relevant, no geographical area involved in this PoA

	(b) Conditions that avoid double counting of emission reductions like unique identifications of product and end-user locations (e.g. programme logo); 
	Each VPA comprises a set of ships, each of which are identified by a unique, global number issued by the International Maritime Organisation.

	(c) The specifications of technology/measure including the level and type of service, performance specifications including compliance with testing/certifications; 
	The technology comprises advanced hull coatings, whose specifications are summarized in Sec. A.1 above, with additional sources noted in a footnote there. The technology specifications are provided in the methodology and applied at the PoA and VPA levels. The measure comprises the application of a number of standard industrial products from a global manufacturer. 

	(d) Conditions to check the start date of the CPA through documentary evidence; 
	Yes, documentary evidence should be provided to indicate date on which advanced coating was applied.

	(e) Conditions that ensure compliance with applicability and other requirements of single or multiple methodologies applied by CPAs; 
	Each VPA to be included in the PoA should meet the applicability conditions specified in the methodology, and included below this table. 

	(f) The conditions that ensure that the CPA meets the requirements pertaining to the demonstration of additionality as specified in section B.1 above; 
	Each VPA, at point of submission for inclusion in the PoA, shall be evaluated to ensure the requirements of additionality are demonstrated as per conditions in section B.1 above:
· Step 1: Identification of alternatives to the project activity consistent with current laws and regulations. Future regulations would include the compliance with IMO and EU ETS regulations, described in the text below this table. At the time of VPA Inclusion and subsequent Verifications, the necessary evidence would be obtained to demonstrate compliance with all regulations. 
· Step 2: Barrier analysis to include a discussion on current and relevant technological barriers related to the VPA
· Step 4: common practice test and analysis will be undertaken at the VPA level, to ensure the project activity is not common practice. 

	(g) The PoA-specific requirements stipulated by the CME including any conditions related to undertaking local stakeholder consultations and environmental impact analysis; 
	Local stakeholder consultations, to consist of those parties identified as necessary (ship owners, operators and plant manufacturing workers) shall be conducted for each VPA.  Similarly, environmental impact analysis will be carried out at the VPA level.

	(h) Conditions to provide an affirmation that funding from Annex I Parties, if any, does not result in a diversion of official development assistance; 
	There is no ODA involved in any aspect of this project. 

	(i) Where applicable, target group (e.g. domestic/commercial/industrial, rural/urban, grid-connected/off-grid) and distribution mechanisms (e.g. direct installation); 
	The target group is shipping. There are no further restrictions.

	(j) Where applicable, the conditions related to sampling requirements for the PoA in accordance with the “Standard for sampling and surveys for CDM project activities and programme of activities”; 
	Not applicable. No sampling involved in this PoA.

	(k) Where applicable, the conditions that ensure that every CPA (in aggregate if it comprises of independent sub units) meets the small-scale or microscale threshold and remains within those thresholds throughout the crediting period of the CPA; 
	Not applicable. VPAs are not small scale.

	(l) Where applicable, the requirements for the debundling check, in case the CPAs belongs to small-scale or microscale project categories. 
	Not applicable. VPAs are not small scale, hence debundling is not relevant.



In view of the analysis above, items (b), (c), (d), (e), (f), and (g) are relevant to VPAs within this PoA.

The CDM standard referred to above includes a section 3.2.2. Updating eligibility criteria. Basically it requires (Article 23) eligibility criteria to be updated as indicated in the methodology.

Besides the eligibility criteria listed in the methodology, two other criteria may limit the entry of new VPAs into the PoA. These are described in the following two paragraphs.

New regulations may come into place, e.g. the EU may limit emissions on routes to and from EU ports, and include these emissions within the EU Emissions Trading Scheme (EU ETS). IMO has an MRV scheme to start on Jan.1, 2019. Both the EU and the IMO only require monitoring and reporting. On February 4, 2019, the European Commission “…adopted a proposal to revise the EU system for monitoring, reporting and verification (EU MRV) of CO2 emissions from maritime transport.”[footnoteRef:9] This was done in order for the EU to take “appropriate account” of the global data collection system for fuel consumption of ships established by the International Maritime Organization (IMO). While the IMO has made a commitment to reduce GHG emissions by at least 50% by 2050 as compared to 2008, they have not yet specified how this commitment is to be achieved. Future EU, IMO or other rules affect eligibility of projects to obtain carbon credits. Thus, future regulations are to be monitored at the time of submission of each VPA within the PoA, in order to understand and allow for the implications for such regulations on the inclusion of additional VPAs within the PoA, or limiting the credits to be issued from them. [9:  https://ec.europa.eu/clima/news/commission-adopts-proposal-revise-eu-system-monitor-report-and-verify-co2-emissions-ships_en] 


B.3.	Application of technologies/measures and methodologies
>> (Describe the technology/measures and indicate the methodology chosen. In cases where multiple technologies/measures or multiple methodologies are being applied, list all the combinations of technologies/measures and methodologies that will be used in the PoA.
If applicable, provide a description of the sampling plan applied for monitoring.)

Project activities within this PoA comprise the application of one or more of several biocide-free, foul release advanced hull coatings to ships: Intersleek 1001, which uses Lanion technology incorporating biorenewable raw material; Intersleek 1100SR and Intersleek 900 family (comprising Intersleek 960 and Intersleek 970), which are fluoropolymers; and Intersleek 700 family (specifically Intersleek 757)[footnoteRef:10], which is silicone based.  [10:  The Intersleek family of advanced hull coatings include some sub-brands. Product specifications for all Intersleek products can be found in https://www.international-marine.com/type/foul-release-coatings. The specifications for the new product added at the time of this PoA renewal is Intersleek 1000 family. For specifications see ” Brochure-Intersleek1000.pdf”, attached. ] 


The baseline coating is a self polishing copolymer (SPC), which is a biocidal antifouling coating. Each ship within the PoA was coated with the SPC coating in the docking cycle prior to the application of the advanced hull coating.

Thus the technology comprises the application of a biocide-free advanced hull coating that reduces fuel consumption and reduces biocide release into the marine environment compared to the baseline.

The following Gold Standard methodology is used for projects under this PoA:
Reducing Vessel Emissions Through the Use of Advanced Hull Coatings
Version 2 (17 November 2014). 

The Gold Standard methodology incorporates the following CDM methodological tools:
· “Tool for the demonstration and assessment of additionality.” Version 07.0.0.
· “Tool to calculate project or leakage CO2 emissions from fossil fuel combustion”. Version 2.

No standardized baselines are involved.

Each VPA within the PoA must meet the applicability conditions of the methodology, as described below.

Each VPA comprises a set of ships. The methodology specifies applicability conditions for any ship to be included in a Gold Standard project. Thus, each ship within the VPA must meet the following applicability conditions:
The ship is not new, i.e. it had at least one full docking cycle of operation with the traditional biocidal hull coating.
Evidence is provided on time for validation to demonstrate that the advanced hull coating does not contain any biocides or other toxic materials. These and other environmental benefits of the advanced hull coating should be clearly demonstrated and be independently verified through life cycle studies following ISO 14040 and ISO 14044.
The ship did not undergo engine overhaul or replacement, or any other modification that would reduce its fuel consumption at the same time as the advanced hull coating was applied or at any time during the docking cycle for which carbon credits are being claimed. See Appendix D of methodology on “Energy efficiency measures applicable to existing ships”;
Evidence needs to be provided to indicate (underwater) hull cleaning dates in the baseline period at the time of registration for carbon credits, and records need to be kept to indicate underwater hull cleaning during the project docking cycle, following the application of the advanced hull coating. Ships that undergo hull cleaning in the project docking cycle while none occurred in the baseline docking cycle can only claim emission reductions under this methodology up to the time of the hull cleaning. 
Certain countries or groups of countries may impose fuel efficiency conditions for ships travelling to and from these countries. In those cases, emission reductions would not continue to be eligible for those routes, from the date of application of the regulations. See Step 1b of the application of the Section “Identification of the baseline scenario and demonstration of additionality”.
Emission reductions can only be claimed for one single project docking cycle for each ship included in the project activity.
If biofuel blends are used, the % of petroleum and biofuel components of each fuel purchase should be recorded. Emissions reductions would only apply to reduced petroleum fuel consumption, with no credits for biofuel use through this methodology. However, this methodology could be combined with another methodology to include emissions reduction through biofuel use.
Data as needed for the application of the proposed methodology are available for the entire baseline docking cycle and confirmed by official documentation to be provided as evidence on time for validation (e.g. engine logs, deck logs, bunker delivery notes). Since shipping company may not have recorded all the needed data for the entire baseline period, enough data should be available for the results of the regression analysis of baseline data to be valid[footnoteRef:11]. Moreover, fuel supply dates and quantities are made available at the time of validation, in order to allow for cross checking ship’s log data on fuel consumption. [11:  Note the end of the second paragraph of the introduction which states “(b) analyzing enough data from the previous cycle to determine the regression coefficients to a high level of accuracy.” (emphasis added, but phrase was in previously approved version of methodology).] 

Where data on the fuel consumption of the ship’s main and auxiliary engines used for navigation are available for the baseline period, these should be used in regression analysis. However, many ships may not record fuel consumption for navigation separately, and some ships may use the same fuel for other purposes. In this case, the total consumption of the fuel used for navigation may be used for analysis. Note that, more disaggregated data may be monitored following the application of the advanced hull coating and may also be available for some periods of the baseline cycle. Thus, fuel consumption data may cover different boundaries in different periods. For consistency, the same “boundary” for fuel consumption data should be used both in baseline and project cycles.  

Besides the applicability criteria listed in the methodology, two other criteria may limit the entry of new VPAs into the PoA. These are described in the following two paragraphs.

New regulations may come into place, e.g. the EU may limit emissions on routes to and from EU ports, and include these emissions within the EU Emissions Trading Scheme (EU ETS). IMO has an MRV scheme to start on Jan.1, 2019. Both the EU and the IMO only require monitoring and reporting. While the IMO has made a commitment to reduce GHG emissions by at least 50% by 2050 as compared to 2008, they have not yet specified how this commitment is to be achieved. 

Thus, as of this writing there are no rules requiring fuel savings in international shipping, from the IMO, the EU or anywhere else. Future EU, IMO or other rules could affect eligibility of projects to obtain carbon credits. These may not exclude all further crediting, but may restrict the number of credits that may be claimed. In any case, future regulations are to be monitored within the PoA, in order to understand and allow for the implications for such regulations on the inclusion of additional VPAs within the PoA, or limiting the credits to be issued from them.

A common practice test is essential for establishing the appropriate baseline scenario and for the demonstration of additionality. Thus, each new VPA must meet the common practice test, as described in Section C, Step 4.

Multiple methodologies are not involved.

There is no sampling involved in the application of the methodology.

[bookmark: _Toc316074036][bookmark: _Toc318310837]SECTION C.	Management system
>>
The Coordinating/Managing Entity (CME) of the PoA is International Paint Ltd., the manufacturer of the advanced hull coatings. 

As CME, the responsibilities of International Paint Ltd. include a management plan for the inclusion of ships for each VPA.

The headings (and associated footnotes) in blue below are taken from Paragraph 19 of the CDM “Standard for demonstration of additionality, development of eligibility criteria and application of multiple methodologies for programme of activities.”

(a) A clear definition of roles and responsibilities of personnel[footnoteRef:12] involved in the process of inclusion of CPAs, including a review of their competencies; [12:  It is not necessary to specify the names of personnel, but the descriptions of functions are required.] 


The person responsible for administering the tasks within the management plan is the Segment Manager Dry Dock and Seastores. International Paint Singapore Pte. Ltd. This position is currently held by Mr. Mulang Chen. In certain technical aspects, the Manager will be supported by PoA/VPA development consultants. For the initial PoA and all VPAs within it (VPA 1, 2 and 3), this consultancy was undertaken by FReMCo and MGM Innova.

There are two major steps in the selection of ships for inclusion in a VPA. These comprise “Initial selection of ships for inclusion in VPA” and “Data analysis for confirming the inclusion of ships in the VPA.” Each major step is discussed below.

Initial selection of ships for inclusion in VPA

The sequence of tasks is shown below.

· International Paint Ltd. invited ship owners and operators to a presentation, on the Intersleek product line and the benefits of participating in the Gold Standard Programme of Activities. The initial presentation took place in London, United Kingdom, on 29th April, 2014. This was a part of the Design Consultation for the original PoA. The PoA design has not been modified since.].
· Discussions with individual ship owners and operators on specific ships under consideration. See details in attached file: Carbon Credit Process Steps.pdf
· Initial screening of ships by International Paint Ltd. to determine if each ship qualifies or not. For ships that pass the initial screening, FReMCo and MGM Innova undertake a detailed evaluation of each ship in a VPA that is part of the PoA. The evaluation procedure is to be detailed in each VPA during development.
· International Paint Ltd. informs the ship owners/operators of ships that do not qualify, for not meeting one or more of the eligibility criteria, and which ships could be included in a VPA within the PoA.
· The final list of ships is included in the VPA.

Data analysis for confirming the inclusion of ships in the VPA

Data covering the baseline period, i.e. the docking cycle with the baseline hull coating, are analyzed by FReMCo and MGM Innova on behalf of International Paint Ltd. The analysis includes a regression analysis of fuel consumption rate versus average speed, and other parameters. For a ship to be included in a VPA associated with this PoA, regression results should be considered satisfactory in terms of standard error of estimate, the t-value of the coefficients estimated and R2. If the regression results are not satisfactory for a given ship, the ship cannot be included in the VPA. 

International Paint Ltd. would continue to collect data from ship owners/operators for ships that are included in each VPA. Periodically, the post data would be analyzed by FReMCo and MGM Innova on behalf of International Paint Ltd. to determine fuel savings and emissions reduction. Emissions reduction would be accumulated for certain periods, e.g. calendar years, until the hull of each ship is recoated.

(b) Records of arrangements for training and capacity development for personnel; 

Internal training on carbon credits and vessel eligibility is an on-going process with the sales team within International Paint Ltd. The following table lists training programme run from its start in 2014 to mid-2016,  

	Date
	Location
	Attendees
	Topics
	Trainer

	10/04/2014
	Webinar
	45 Attendees from Sales teams from Far East and Middle East
	Carbon Credits introduction
	Trevor Solomon

	10/04/2014
	Webinar
	17 attendees from Sales teams from Europe and Americas
	Carbon Credits introduction
	Trevor Solomon

	04/06/2014
	Webinar
	35 attendees from Sales teams from North and South America
	Carbon Credits introduction
	Trevor Solomon

	10/06/2014
	Dubai
	6 sales team members
	Carbon Credits – use with customer
	Trevor Solomon

	10/06/2014
	Germany
	10 sales team members from Germany and Netherlands
	Carbon Credits – use with customer
	Michael Hindmarsh

	26/06/2014
	China
	35 sales team from China, Japan, Hong Kong and Taiwan
	Carbon Credits – use with customer
	Trevor Solomon

	01/07/2014
	South Korea
	40 sales team from Korea and East Russia
	Carbon Credits – use with customer
	Trevor Solomon

	15/07/2014
	North America
	10 sales team from North America
	Carbon Credits – use with customer
	Michael Hindmarsh

	16/09/2014
	Singapore
	30 sales team from Singapore, Malaysia, Vietnam, Australia, Indonesia and India
	Carbon Credits – use with customer
	Trevor Solomon

	15/09/2015
	WebEx hosted from Singapore
	Approximately 30 Sales personnel from Australia, New Zealand, Indonesia, Singapore, Malaysia, Vietnam, India, Thailand.
	Carbon Credits - a simplified explanation for use with customers.
	Chris Ryan

	16/09/2015
	UK
	Marine Sales Development Programme (MSDP) - 20 Sales personnel from USA, Japan, South Korea, China, Hong Kong, UK, Netherlands, Germany, Norway, Qatar, Turkey, Brazil, Vietnam, India, Australia, Malaysia and Indonesia.
	Carbon Credits – use with customer
	Trevor Solomon

	09/2015
	London
	“Maritime Nation” publicity video to 50 customers and stakeholders
	Carbon Credits – Use with customer
	Trevor Solomon

	09/2015
	London
	Fathom Conference joint with GS to 150 customers and stakeholders
	Carbon Credits – Use with customer
	Trevor Solomon

	09/2015
	Singapore
	GloMEEP IMO meeting  to IMO delegates from 20 countries
	Carbon Credits – Use with customer
	Trevor Solomon

	27/01/2016
	Singapore
	Marine Sales Development Programme (MSDP) - 19 Sales personnel from South Africa, Netherlands,  Indonesia,  Hong Kong, Greece, Japan, Russia,  India, China,  Australia, Mexico, Greece, Malaysia and.
	Carbon Credits – Use with customer
	Trevor Solomon

	30/03/2016
	WebEx hosted from Singapore
	Approximately 30 Sales personnel from Australia, New Zealand, Indonesia, Singapore, Malaysia, Vietnam, India, Thailand.
	Carbon Credits - a simplified explanation for use with customers.
	Chris Ryan



A copy of version 2 of the Webinar “Carbon Credits Webinar Revision 02.pdf” was provided as part of the initial PoA review/approval process.

(c) A procedure for technical review of inclusion of CPAs; 

As noted in (a) above, MGM Innova undergoes the data analysis to determine if each ship qualifies under the PoA. FReMCo performs a technical review of the analysis and ensures that methodology applicability conditions and other eligibility conditions for inclusion of VPA in the PoA are met.

(d) A procedure to avoid double counting (e.g. to avoid the case of including a new CPA that has already been registered either as a CDM project activity or as a CPA of another PoA); 

The procedure is specified in section B.1 above and would be included in each VPA.

(e) Records and documentation control process for each CPA under the PoA; 

Screening and evaluation of individual ships for inclusion in a VPA require that International Paint Ltd collect data from ship owners/operators. The details are specified in “General Vessel Data Collection Method” (filename: Data Collection method.pdf), provided as part of the initial PoA review/approval process.

(f) Measures for continuous improvements of the PoA management system[footnoteRef:13];  [13:  Improvements may include addition or restructuring of functions/posts for which prior approval by the Board is not required as long as the CME is able to demonstrate to the DOE that the deliverables of the management system specified in the registered PoA-DD are fully met.] 


The PoA management system will require revision under the following circumstances:
· A methodology revision which affects the applicability conditions and/or eligibility conditions for inclusion of a ship in a VPA and of the VPA in the PoA;
· International Paint Ltd selects other consultants, instead of those currently involved (MGM Innova and FReMCo.

In such case, the management plan described here and in section C may need to be modified.

(g) Any other relevant elements. 

No other elements are believed to be relevant.


SECTION D.	Duration of PoA
D.1.	Date of first submission of PoA to Gold Standard
>> (State the date when PoA design consultation report was submitted to Gold Standard for review)

This PoA DD comprises a renewal of the original PoA. Documents for the original PoA, as listed below, were first submitted to the Gold Standard on 9 July 2014. Gold Standard provided feedback on Aug. 22, 2014.

[image: ]

D.2.	Duration of the PoA
>> (State the total duration of the proposed PoA in years.)

Note that the PoA DD corresponds to the renewal of an existing PoA. The duration of the initial PoA was 28 years, starting on 1 January 2010, as allowed by the Gold Standard rules then applicable. GS4GG rules apply as to the duration of the renewal PoA, which would be 20 years starting from the start date of the first VPA under the original PoA, which was 28/02/2010. Thus the renewed PoA would have an end date of 27/02/2030. The start date of the renewal PoA is not directly relevant. As per communications from the Gold Standard, the initial PoA cycle would have ended seven years from the start date of the first VPA, i.e. on 27/02/2017. However, since the PoA renewal was submitted in late 2018 and undergoing validation in early 2019, the effective start date would be the date that the renewed PoA is approved by the Gold Standard. This delayed start of the PoA renewal will not, however, affect the end date of the renewed PoA. However, the entry of new ships into new VPAs, and of further VPAs may be limited before the renewed end date of 27/02/2030, because of one of several conditions, as specified in the methodology. Specifically, if there is an international agreement requiring ships to use an advanced hull coating, any ship coated with an advanced coating product on or after the date such an agreement goes into effect cannot be part of a VPA, and there can be no new VPAs within this PoA. Moreover, depending on the Level of the advanced hull coating, as defined in the methodology section “Common practice analysis”, as soon as 20% of all ships in a given category have been coated with a given Level of advanced coating, no additional ships in that category with an advanced hull coating at this Level or an inferior Level may be included in a VPA.

SECTION E.	Safeguarding principles and SDG outcome assessment
E.1.	Level at which safeguarding principles and SDG outcome assessment is undertaken
>> (Define whether these assessments will be carried out PoA level or VPA level. Justify, if it is done at PoA level.)

While the safeguarding principles are the same for each VPA within the PoA, we believe the analysis to be best undertaken at the VPA level. The SDG impacts can only be quantified at the VPA level.

E.2.	Assessment of safeguarding principles, if undertaken at PoA level
>> (If safeguards assessment is undertaken at PoA level then refer the GS4GG Safeguarding Principles and Requirements document for detailed guidance on carrying out this assessment. Provide the inclusion criteria to be met by each VPA regarding safeguarding principles in section B.2 above)

Assessment not undertaken at the PoA level, hence not applicable.

E.3.	SDG outcomes assessment, if undertaken at PoA level
>> (If SDG outcomes assessment is undertaken at PoA level then specify the relevant SDG target for each of three or more SDGs addressed by the PoA. Refer most recent version of targets here. Provide the inclusion criteria to be met by each VPA regarding SDG outcomes assessment in section B.2 above)

Assessment not undertaken at the PoA level, hence not applicable.

SECTION F.	Local stakeholder consultation
F.1.	Level at which stakeholder consultation is undertaken 
>> (Define whether the stakeholder consultation will be carried out PoA level or VPA level. Justify, if it is done at PoA level.)

Local stakeholder consultation would be undertaken at the VPA level.
F.2.	Solicitation of comments from stakeholders, if undertaken at PoA level
>> (Describe how stakeholder consultation was conducted in accordance with GS4GG Stakeholder Procedure Requirements and Guidelines.)

Not applicable, will be undertaken at the VPA level.
F.3.	Summary of comments received, if stakeholder consultation undertaken at PoA level
>> (Provide a summary of key comments received during the consultation process.)

Not applicable, will be undertaken at the VPA level.

F.4.	Report on consideration of comments received, if stakeholder consultation undertaken at PoA level
>> (Describe how the comments have been addressed by providing a clarification to the stakeholder or by altering the design of the PoA/VPA or by proposing to monitor any anticipated negative impacts etc.)

Not applicable, will be undertaken at the VPA level.

[bookmark: _Ref391044931]	Contact information of coordinating/managing entity and responsible person(s)/ entity(ies)
	CME and/or responsible person/ entity
	X  	CME
	Responsible person/ entity for application of the selected methodology(ies) and, where applicable, the selected standardized baseline(s) to the PoA

	Organization
	International Paint Ltd.

	Street/P.O. Box
	21 Tuas South Street 3

	Building
	-

	City
	Singapore

	State/Region
	-

	Postcode
	638023

	Country
	Singapore

	Telephone
	+65 6594 8820; Mobile: +65 96159508

	Fax
	+65 6594 8898

	E-mail
	mulang.chen@akzonobel.com

	Website
	http://www.international-marine.com/

	Contact person
	

	Title
	

	Salutation
	Mr. 

	Last name
	Chen

	First name
	Mulang



	CME and/or responsible person/ entity
	  	CME
X	Responsible person/ entity for application of the selected methodology(ies) and, where applicable, the selected standardized baseline(s) to the PoA

	Organization
	The FReMCo Corporation Inc.

	Street/P.O. Box
	2470 No. 1 Side Road,

	Building
	-

	City
	Burlington

	State/Region
	Ontario

	Postcode
	L7P 0S2

	Country
	Canada

	Telephone
	1-905-320-8181

	Fax
	

	E-mail
	amorris@fremco.com

	Website
	www.fremco.com

	Contact person
	

	Title
	

	Salutation
	Ms. 

	Last name
	Morris

	First name
	Alison



	CME and/or responsible person/ entity
	  	CME
X	Responsible person/ entity for application of the selected methodology(ies) and, where applicable, the selected standardized baseline(s) to the PoA

	Organization
	MGM Innova 

	Street/P.O. Box
	2 South Biscayne Blvd. Suite 2160

	Building
	-

	City
	Miami

	State/Region
	Florida

	Postcode
	33131

	Country
	USA

	Telephone
	1.786.975.2188

	Fax
	

	E-mail
	gdutt@mgminnova.com

	Website
	http://www.mgminnovagroup.com/

	Contact person
	

	Title
	

	Salutation
	Dr. 

	Last name
	Dutt

	First name
	Gautam
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