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“Verkeersregels op Zee”.  

  

B O E K B E S P R E K I N G door : Frank NEYTS  

  

Bij Dokmar Maritime Publishers BV verscheen recent de vijfde editie van het zeer 

interessante boek ‘Verkeersregels op Zee. Bepalingen ter voorkoming van 

aanvaringen op zee voor beroepsopleiding en zelfstudies’. Het aanleren van de 

‘Bepalingen ter voorkoming van aanvaringen op Zee’ (kortweg de Bepalingen of BVA) 

is voor een maritieme student in het algemeen geen onoverkomelijk probleem. Na het 

scoren van een reeks voldoendes voor BVA-toetsen en –examens, krijgt de maritieme 

officier in spe de indruk dat de voorgeschreven uitwijkmanoeuvres op zee voor hem/haar 

geen geheimen heeft. Het zich bekwamen in andere nautische competenties vraagt vaak 

meer inspanning dan het onder de knie krijgen van de Bepalingen. Doorgaans lijken de 

eerste probleemloze, zelfstandig gelopen brugwachten op de oceaan de bovengenoemde 

indruk te versterken.Maar in drukkere vaargebieden blijkt al gauw dat de geleerde 

standaardsituaties (zoals ook omschreven in de Bepalingen) minder vaak voorkomen dan 

men dacht. Dit boek helpt de student op weg om nautische situaties correct in te schatten. 

Het boek bevat een schat aan kennis. Het is zeer bruikbaar voor zelfstudie op alle niveaus 

van de relevante beroepsopleidingen. Ook voor de pleziervaart is het een uitermate 

geschikt hulpmiddel, waarmee men zich in korte tijd de betekenis en inhoud van 

navigatielichten en uitwijkregels eigen kan maken.  

“Verkeersregels op Zee” (ISBN 978 90 71500 29 9), werd als hardback uitgegeven, telt 

192 pagina’s en kost 32,00 euro. Aanschaffen kan via de gespecialiseerde boekhandel of 

rechtstreeks bij de uitgeverij, Dokmar Maritime Publishers BV, PO Box 360, 1600 AJ 

Enkhuizen, Nederland. Phone +31(0)228.321343, Fax +31(0)228.326707, e-mail: 

info@dokmar.com , website www.dokmar.com 
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Greece, Japan, China and Germany: Still the 
dominant world fleet shipowners  

 

At first glance, these four countries are an odd group. They do not all have a similarly 

massive order of magnitude in the global picture of business and commerce. Japan, China 

and Germany are at the forefront of many rankings, such as the world’s largest economies, 

largest manufacturers, largest traders. Greece is nowhere near attaining 

thosecharacteristics, and is often one of the smallest Yet the Greek-owned fleet of ships 

remains where it has been for a very long time, at the top of the global ranking of 

shipowning nations. It has been a remarkable story. But China is moving upwards rapidly, 

and potentially could overtake both Greece and Japan (the second largest) to become 

number one shipowner, perhaps within a few years.A new analysis reveals what has been 

happening. The latest edition of a report prepared annually by the United Nations 

Conference on Trade and Development, known as UNCTAD, entitled Review of Maritime 



Transport 2014 (RMT) was published a few weeks ago. It contains a wealth of valuable 

information and statistics about many aspects of world maritime activities. There are 

comprehensive and detailed chapters covering global seaborne trade, the world fleet of 

ships, freight rates and costs, ports, legal and regulatory developments, plus a special 

chapter for the current edition about maritime transport in small island developing 

states.One particularly interesting aspect, because it is the primary reason for existence of 

a great proportion of the world fleet of ships, is seaborne trade. How has this trade been 

evolving? The Review shows that world seaborne trade in all cargoes decelerated in 2013, 

to 3.8 percent growth. Annual volume transported was almost 9,600 million tonnes. The 

increase was driven by additional dry cargo flows, growing at a 5.5 percent rate. Previously, 

in 2012, overall trade growth was almost one percentage point higher at 4.7 percent, so 

the slowdown last year was quite sharp. Only two of the many aspects covered by the 

latest Review are discussed in detail in this article. First, locations (countries) where the 

world fleet of ships is owned and controlled. Second, a shipping finance feature, private 

equity investment. 

  

Where the world fleet of ships is owned  

Where are the shipowners located? Since fleet breakdowns by ship registration country 

(flag state) do not provide a useful guide to nationality of the owning enterprise, an 

alternative analysis is needed. This analysis is provided by a RMT table showing the 

composition of the entire world fleet of ships, according to where, in which country, ships 

are owned. The beneficial owning country is defined as that in which the company that has 

the main commercial responsibility for the vessel is located. This table shows that, at 1st 

January 2014, the four biggest fleets were those of Greece (15.4 percent of the world 

total), Japan (13.6 percent), China (11.9 percent), and Germany (7.6 percent). 

These  percentages  were  almost  unchanged  compared  with  twelve  months  earlier,  

at  the  beginning  of  2013 (respectively 15.2, 13.9, 11.8, and 7.8 percent). 

When accompanied by statistics included in previous editions of the RMT report, a 

comparison with the position ten years earlier reveals significant changes. Compared with 

the start of 2004, Greece’s percentage is well down (from 20.3), Japan’s percentage is 

similar to what it was (14.2), and Germany’s percentage is somewhat higher than it was 

(6.3). The largest change has occurred in China, where the current proportion of the world 

fleet is almost double the 6.1 percent seen ten years earlier. But a decade ago Norway was 

one of the top four, with a 6.7 percent share, now down to 2.6 percent and replaced by 

China. 

Another notable aspect is that, while the relative importance of the current four top 

shipowning countries has changed, their proportion of the world fleet as a group has 

remained quite stable. In 2004, the current top four comprised 46.9 percent of the world 

total. In 2014 the figure was less than 2 percentage points higher, at 48.5 percent. 

Also, significantly, these percentages apply to a strongly growing world fleet. The actual 

size of the world fleet of ships in 2004 was 776.7 million deadweight tonnes (dwt). Ten 

years later at the start of 2014, the figure was 1,676.9m dwt, a more than two-fold 

expansion. The impact of this context modifies to some extent perceptions of owning 

country fleets’ significance: a much larger fleet in an individual country may nevertheless 

form a reduced percentage share of the total, for instance. 

One example is the sharply declining share of the Greek-owned fleet. This share was 20.3 

percent of the world fleet in 2004, resulting from a fleet totalling 157.3m dwt. In 2014, as 

already discussed, the share was much lower, at 15.4 percent. But the Greek fleet had 

actually grown very strongly by almost two-thirds over the period, reaching 258.5m dwt. 



Because the remainder of the world fleet had grown faster, however, the Greek proportion 

declined. 

The ‘ultimate’ versus the ‘beneficial’ owner In the latest edition of the Review, UNCTAD for 

the first time has introduced what it describes as a “novel analysis” of where ships in the 

world fleet are owned. The new analysis shows how the fleet looks based upon the 

nationality of the ultimate owner, the real owner. This is shown alongside figures based on 

the beneficial ownership location.The report comments that owners increasingly locate 

their companies in ‘third countries’. The first country involved is the registration country 

(flag of vessel). The second is the country of beneficial ownership (where the controlling 

and decision-making is located). Sometimes a third country is involved, as shown by the 

new analysis – a location where the ultimate owner is based. 

These concepts defined by UNCTAD can appear, in part, somewhat hazy. The country (flag) 

of registration is clear enough. Also, it is easy to see how the flag nationality differs from 

the ownership nationality. An example is a container ship registered in an open registry 

such as Panama but actually owned in, and controlled by, a company with a head office in 

Denmark. Attempting to distinguish between where ownership is based (location of control, 

decision- making), and the actual nationality of the owner, seems to be a rather inexact 

science. It seems to rely greatly on statisticians’ judgements about individual ships; there 

is a question mark over how accurate this exercise can prove. How significant is this 

attempt to provide a different fleet breakdown, a more meaningful aid to identifying 

nationalities of ownership? Calculations are included in the table below, derived from the 

tonnage figures compiled by UNCTAD. 

These calculations show that, among the top twelve owning countries, percentages of world 

tonnage for beneficial owner location, in column (1) and real nationality of owner, in column 

(3) are often similar. For instance, Japan is shown as 13.6 percent and 14.1 percent 

respectively. Germany is 7.6 percent in both categories. However, there are some 

noteworthy differences. Greece has a significantly higher figure under real nationality (16.9 

percent) than under beneficial ownership (15.4 percent). Another example is Singapore, 

which shows a much lower 3.3 percent under real nationality than under beneficial owner 

location, 4.4 percent. 

For the second consecutive year, UNCTAD’s Review draws attention to the involvement of 

private equity financing in the shipping industry. This focus of attention highlights how 

prominent these investors have become in the recent past. 

 

Private equity shipping finance: a controversial topic  

The role of private equity investors in shipping has become much larger in recent years, 

and some shipowners and others have welcomed the influx of extra money that has 

ensued. But, given the nature and philosophy of many new investors, their enlarged 

influence and potential strategy has been questioned. 

What precisely is private equity? It can be defined as investment from private sources, 

often a private equity firm in partnership with institutional investors such as pension funds 

and insurance companies. Typically money is invested in equity shares of unlisted 

companies. Provision of finance for management buy-outs and refinancings is another 

aspect, also known as venture capital. Private equity investors often make an active 

contribution to the target company’s management, seeking to boost efficiency and 

performance, as well as supplying capital. The usual strategy is to enhance value and resell 

as quickly as possible at a large profit, sometimes by floating the company on the stock 

market. Another category also emerging as shipping investors is hedge funds, which are 

more speculative, trading heavily in asset-price and other market fluctuations. 



A feature is what is observed as an essentially short-term focus, with potential for causing 

disruption. As a group, private equity investors are often characterised as temporary 

players, frequently adopting a three- to seven-year or shorter investment time horizon, 

although some aim for longer-term returns. Moreover, they are sometimes regarded as 

having no firm commitment to the industry, and only interested in obtaining ‘quick profits’ 

over the shortest possible period, having bought at low or distressed prices and selling at 

the highest price possible. They are often viewed as somewhat predatory. Thus, although 

welcomed by many, others view their participation as suspect and potentially unfavourable, 

leading to controversy about their activities,One of the main factors boosting shipping 

finance supplied by private equity, and also hedge funds and other ‘outsiders’ in recent 

years has been tight credit markets globally. Relatively low vessel values were also an 

incentive. These factors created opportunities for alternative investors to participate in 

both shipping companies and individual ships. As the latest UNCTAD Review points out, 

such investors remained substantial contributors during 2013, when traditional bank 

financing for shipping investments continued to be very limited and available for only a few 

solid transactions. Private equity investors were very active in buying shipping loan books 

(portfolios of loans on individual ships) from banks, with a total value during last year 

estimated at $5 billion. Investors also purchased vessels directly and through joint 

ventures with shipping specialists.The Review suggests that expanded private equity 

involvement in the shipping industry may have “serious repercussions”, proving a 

destabilising influence affecting market fundamentals. Private equity and hedge fund 

financing supported a large volume of newbuilding orders for ships last year. When these 

are delivered into the market, the additional volume may enlarge over-capacity, 

threatening the industry’s recovery prospects if the imbalance between supply and demand 

is exacerbated. 

 
A valuable report  

This brief discussion of two of the numerous aspects analysed demonstrates the value of 

UNCTAD’s annual report which, since its inception in 1968, has always been offered free 

of charge. The RMT provides much useful information on key issues and influences affecting 

the  global shipping scene. Industry professionals, as  well as  academic researchers and 

students can gain valuable insights. 

 

Source: Article by Richard Scott, Visiting Lecturer, University of Greenwich & MD, 

Bulk Shipping Analysis 
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IMO agrees training requirements for Polar 
Code  

Feb 13 2015  

  

Requirements for the training and certification of seafarers operating in Polar waters were 

agreed by the IMO sub-committee on Human Element, Training and Watchkeeping (HTW).  

The draft amendments provide training and certification requirements for officers and crew 

serving on board ships operating in polar waters in chapter V of STCW to reflect the training 



requirements in the Polar Code. The STCW amendments will be forwarded to the Maritime 

Safety Committee (MSC) for approval and subsequent adoption.  

The Polar Code was adopted by MSC 94 in November 2014. The Code plus the related 

SOLAS and MARPOL amendments are expected to enter into force on 1st January, 2017.   

At the HTW second sub-committee meeting at the beginning of this month, three updated 

and revised model courses were validated. These were - Advanced Training for Oil Tanker 

Cargo Operations; Advanced Training for Liquefied Gas Tanker Cargo Operations and 

Maritime English. 

An MSC-MEPC circular on guidelines for the development, review and validation of model 

courses was endorsed. These aim to update and standardise the process by which model 

courses are developed, reviewed and validated. 

In addition, the sub-committee endorsed the provisions related to ECDIS training and the 

use of simulators in the draft MSC circular on ‘ECDIS - Guidance for good practice’, for 

approval by the MSC.  

The Guidance, which incorporates and updates previously issued circulars relating to 

ECDIS, including advice on addressing operating anomalies, maintenance and training, had 

previously been endorsed by the sub-committee on Navigations, Communications and 

Search and Rescue (NCSR). 

Another important feature, the review of the IMO guidelines on fatigue was initiated, with 

the meeting agreeing the work should be completed over the next two sessions. It was 

further agreed that the review should take a holistic approach, taking into account a risk 

based approach; the impact of fatigue at all levels (ie, all stakeholders); and that the 

outcome should provide practical tools for fatigue management. 

IMO adopted Assembly resolution A.772(18) on fatigue factors in manning and safety, in 

1993. This was followed with the development of comprehensive guidance on fatigue 

mitigation and management, including guidelines on fatigue in nine modules, which was 

issued in 2001.  Last year, MSC agreed on the need to review and update the guidelines.  

Draft Guidelines for Port State Control officers on the ISM Code was endorsed, for 

submission to the sub-committee on Implementation of IMO Instruments (III) for review 

and then to MSC 96 and the MEPC for approval. 

 

Inséré le 03/03/02  NIEUWS  NOUVELLES  Enlevé le 03/04/15 

Largest vessel ever passed Berendrecht lock  

 

Earlier this week the brandnew 399 mtr long and 54 mtr width MSC NEW YORK made a 

visit to Antwerp and had to pass the Berendrecht lock enroute the MSC home terminal. 

The Berendrecht Lock is with the length of 500 meter and width of 68 mtr the world's 

largest lock, giving access to the rightbank docks of the Port of Antwerp in Belgium. 



Post 

World 

War II, 

work 

started 

on the 

Grote 

Doorsteek, an ambitious plan which ultimately resulted in the extension of the Antwerp 

docks on the right bank of the Scheldt to the Netherlands border. In 1967, the company 

completed the construction of the Zandvliet Lock (Zandvlietsluis), then the world's largest 

lock at with dimensions Length: 500 metres and Width: 57 metres and Operational Depth 

(TAW): 13.58 metres Sill depth at mean high water: 17.75 metres but in 1989, needing to 

accommodate wider Post-Panamax ship, the company built a new lock just to the south of 

the Zandvliet lock. The Berendrecht Lock, which at 68 metres , is 11 metres wider. Bascule 

bridges at the ends of each lock, (Zandvliet and Frederik-Hendrik bridges across the 

Zandlievet lock; and Oudendijk and Berendrecht bridges across the Berendrecht lock), 

allow full road traffic access around the port. The two locks now work as a doubled lock 

system. 

            

 

Completion of the Berendrecht Lock allowed the extended development of the left bank 

docks complex, and later the creation of fast turnround tidal berths, both on the right bank 

(Europa Terminal and the North Sea Terminal), and on the left bank of the Scheldt. Based 

on the design of the Berendrecht Lock and scheduled to be completed in 2016, it has the 

same basic dimensions of the Berendrecht, but with an operational depth (TAW) of 17.8 

metres (58 ft), which will make it the world's largest lock. The new lock will be at the end 

of the Deurganck dock, to provide the Leftbank docks access to the sea between the 

Scheldt and the Waasland Canal. To construct the lock, 9.1 million m³ of earth will be 



excavated, and 22,000 tonnes of structural steel, three times the amount required to build 

the Eiffel Tower. Costing €340 million, of which 50% will be financed by the European 

Investment Bank, the Flemish KBC Bank is also making available a €81 million credit line, 

with the balance provided by the Antwerp Port Authority and the Flemish Government. The 

MSC Home Terminal is situated at the Delwaide dock. This dock was constructed from 1974 

till 1981 and is named after a former mayor of Antwerp Leo Delwaide (1897-1978). The 

dock has a length of 2200 m long en is 300 wide at the landside and 350 m wide at the 

canal side with a max draft of 16,7 m (effective 15,6 m). The north side of the dock consists 

of a charcoal terminal, DPW Container terminal and the first 400 m of the MSC Home 

Terminal. (which was added to the existing part in July 2008.) The south part is completely 

dedicated to MSC. With a total quay length of 2,9 km, MSC Home terminal is the biggest 

container terminal in the port of Antwerp. MSC started a joint venture with PSA in 2004 

and in July 2004 MSC Home Terminal was a fact. Antwerp is Europe’s second largest port 

and the fourth largest in the world. In 2008 the Port of Antwerp handled over 189.389. 

tons of maritime goods. Every year, 15,000 ocean-going vessels and over 64,000 inland 

crafts call at the port. More than 140,000 people make a living directly or indirectly from 

the Port of Antwerp. The Port of Antwerp is an indispensable link in the European Union 

import/export chain and a hub for a great many trading activities worldwide. Container 

traffic is experiencing explosive growth of ten to fifteen per cent a year. Containers account 

for more than forty per cent of maritime traffic at the Port of Antwerp.  

The central artery 

for the port of 

Antwerp is the River 

Scheldt. It runs from 

South to North 

between the 

geometrical outlines 

of the docks on the 

Left and Right 

Banks. On both 

sides of the river 

houses all kind of 

industries. From 

Petrochemical 

factories, container terminals to warehouses and breakbulk/steel terminals. The Locks 

Antwerp has a total of 7 locks for access to both right and left bank. MSC vessels are 

entering the dock through the Zandvliet and/or Berendrecht lock. In period of congestion 

the Boudewijn locks offers a solution for the smaller vessels 

 

.Inséré le 05/03/02  BOEKEN  BOOKS LIVRES  Enlevé le 05/04/15 

“Bezette Kust”.  

 

B O E K B E S P R E K I N G door : Frank NEYTS  

 

Onlangs verscheen bij de uitgeverij Hannibal het interessante boek “Bezette Kust. Leven 

in de schaduw van de Atlantikwall. Aline Sax, Hannelore Vandebroek, Jonas Raats en 

Maarten Mahieu tekenden als auteurs.  



Tijdens de Tweede Wereldoorlog vormden de kusten van West-Europa en Groot-Brittannië 
het westfront. Enkel water scheidde de strijdende partijen van elkaar, en als gevolg daarvan 
verrees aan beide zijden een kustverdediging. De Duitse bezetter bouwde een linie langs de 
Nederlandse, Belgische en Franse kust, de beruchte Atlantikwall. Plotseling woonde de 
kustbevolking in een ‘Sperrgebiet’ van hoogste militaire prioriteit, waardoor de duinen en het 
strand verboden gebied werden. De bewoners probeerden, ondanks de vele beperkingen, 
rantsoeneringen, avondklok, verduisteringsmaatregelen, luchtalarm, opeisingen en 
evacuaties, hun leven voort te zetten. Daarnaast moesten alle gelegerde soldaten ook nog 
eens een verblijfplaats krijgen. De oorlog had aan de kust dan ook een uniek verloop. In 
‘Bezette Kust’ vertellen de historici van Geheugen Collectief aan de hand van interviews met 
meer dan honderd getuigen het verhaal van het dagelijks leven in een van de strategisch 
belangrijkste kustgebieden. Uniek beeldmaterriaal maakt de getuigenissen haast tastbaar. 
“Bezette Kust” (ISBN 9-789491-376788), werd als hardback uitgegeven, telt 191 pagina’s en 
kost 29,50 euro. Aankopen kan via de betere boekhandel of rechtstreeks bij de Provincie 
West-Vlaanderen, Provincie Boeverbos Koning Leopold III-laan, B8299 Sint-Andries (Brugge). 

 

 

Inséré le 05/03/02  DOSSIER  Enlevé le 05/04/15 

The Unmanned Ship  

 

It may seem like science fiction, but research is already underway into the feasibility of 

developing commercial ships that can manage a voyage without the need for crew 

intervention – Digital Ship spoke to members of the MUNIN project about how we might 

create the unmanned ship 

European researchers are looking at whether a ship can transport goods across the ocean 

without any crew on board, and as they conclude the first phase of their study their report 

is promising – stating that they have not identified “any fundamental obstacles to the 

introduction of unmanned ships.” 

Except when leaving or arriving at a port, researchers say that a vessel could navigate 

autonomously while being monitored from the shore in perhaps 10 to 20 years, providing 

that technical and legal challenges are met. 

The concept of the unmanned ship has grown in the maritime consciousness as shipping 

lines find it more and more difficult to recruit and retain the highly qualified crew they need 

to staff their increasingly complex vessels, while slow-steaming makes sea voyages longer. 

The MUNIN project (Maritime Unmanned Navigation through Intelligence in Networks) 

includes a collection of maritime stakeholder groups that are investigating the potential for 

autonomous vessels, and evaluating the various challenges and issues that stand in the 

way of this idea becoming a reality. 



“There is a 

technology 

platform within 

the European 

Union called 

WaterborneTP 

that has an 

exportation and 

strategy roadmap 

for the maritime 

industry in Europe 

for the next few 

years and one of 

the main 

exploration 

outcomes was the 

so called e-guided 

or autonomous 

vessel,” explains 

Hans-Christoph Burmeister, research associate at Fraunhofer Centre for Maritime Logistics 

(CML), one of the project partners. 

“There was an EU call within the 7th framework programme to further develop a concept 

and to make a feasibility study for the autonomous or unmanned vessel. We as a 

consortium applied for that part and won the project.” 

The other project partners are Marintek, Chalmers University, Hochschule Wismar, 

Aptomar, MarineSoft, Marorka, and University College Cork. The three-year project started 

in September 2012, with the European Union funding €2.9 million of its total €3.8 million 

budget. 

Those involved in the project believe that, rather than being a way of realising science 

fiction visions of the future, the unmanned ship is a way of addressing real problems 

existing in the industry today. 

“We have three drivers currently in the maritime industry,” said Mr Burmeister. 

“We all know it is a very competitive industry. We have in the member states in general a 

lack of young professionals. And we have a raising of ecological awareness. The unmanned 

vessel can provide an answer to all three.” 

With the unmanned ship, “there might be a reduction in costs, not so much in personnel 

costs because we still need an onshore control centre, but at least with regard to fuel. It 

may be more attractive for a broader range of professionals because we shift the jobs to 

the shore [ ... ] so it is easier to combine the seafarer’s work, so to speak, with your family 

and social life. And of course if you don’t have crew on board, it is much more attractive 

to do even more slow-steaming and to save more fuel.” 

Ørnulf Jan Rødseth, research director at Marintek, agrees with these sentiments. 

“If you want to slow-steam a ship from Europe to America, we are talking about a trip of 

more than three weeks. Ships are quite complicated nowadays and they are getting more 

complicated. So the big question is whether you will be able to get highly qualified crew to 

stay on the ship for three weeks,” he said. 

“For modern ships, we are not talking about people you can pick up from the street. It is 

really a highly qualified workforce on the ship and it is getting more so.” 

“Seamen will be more attracted [by a job] on shore. It is difficult to attract people for three 

or four weeks on the open sea without Facebook and whatever. [ ... ] And when the crew 



becomes more educated, it is very difficult to get the crew for long-distance ships, they go 

to the offshore sector or to other parts of the business.” 

  

Technical perspective 

The MUNIN project has picked a dry bulk carrier of handymax size operating between 

Europe and South America as the case ship for its research, as it believes that vessels of 

this type are among those that will most obviously benefit from the concept. 

“We think that from a commercial perspective, they may be the most attractive ones for 

such a concept because you have long voyages, you use slow-steaming and you don’t have 

so many port calls in between,” says Mr Burmeister. 

“That’s more attractive than a container ship that stops at a lot of ports. For example, it is 

not really useful to disembark the crew after Rotterdam and 12 hours later put a crew on 

the vessel again as you approach Bremerhaven, besides being in a very congested area in 

between. So we think bulkers might be good for that.” 

From a technical perspective, the Fraunhofer researcher says that most of the technology 

is already available; for instance, combining AIS, radar and cameras could help create an 

automated look-out system. 

“For the bridge, we have a lot of advanced technology for detection, for collision avoidance, 

already available when we think about how AIS and radar developed over the last years,” 

said Mr Burmeister. 

“We still have to integrate them a bit more and to somehow make some kind of fusion to 

increase the integrity of the data. For the lookout requirement, we have to find a solution 

to maintain proper lookout by technical means and not by human means, if we have an 

unmanned vessel.” 

“So we are currently investigating to integrate daylight cameras and infrared cameras into 

the existing set of sensors. There are some other technologies that might be also useful 

for that purpose but so far we stick to the camera systems because they are the most 

elaborate.” 

Engine maintenance, however, is a different story, and is seen as one of the main technical 

challenges to be overcome in moving towards an autonomous vessel. 

“We have to see that we can ensure reliable operations for 10 to 14 days without human 

intervention, which is a bit challenging,” admits Mr Burmeister. 

“With regards to the engine room, we already have unmanned engine rooms up to 24 

hours. There are classification societies that have these classes.” 

“However, we now have to see that we enlarge this to 10 to 14 days. One of the main 

challenges here is the fuel processing. If we speak about heavy fuel operation, that is still 

a very manual task.” 

One of the approaches that MUNIN is taking to this problem is to focus on a classical engine 

working with distillates instead of heavy fuel oil. 

“In my opinion, the most challenging thing is maintenance, particularly of the engine and 

the energy producing systems,” said Mr Rødseth. 

“It is quite clear that you cannot run the ship on standard heavy fuel because the heavy 

fuel system has a lot of manual operations to keep the filters clean and to do a lot of 

operations. So we have to look at other propulsion systems.” 

“Here at Marintek, we are looking into LNG, Liquefied Natural Gas, as fuel for ships, which 

is quite popular now. It is a low cost fuel and it will probably be a lower maintenance 

system also, because it is very clean. So LNG popped up in a sense as an interesting 

proposal for unmanned ships, at least if you look 10-20 years into the future.” 



Acknowledging that it would unlikely be acceptable to sail unmanned ships in congested or 

coastal waters, MUNIN is instead currently focusing on the deep-sea part of the voyage. 

For the case study, the ship will not be totally unmanned during the whole voyage, Mr 

Burmeister explains. 

“We will have manned operation from berth to some kind of pilot point. So maybe after 

passing the English Channel, not just the pilot but the whole crew leave the vessel,” he 

said. 

“So we only speak about an unmanned operation during the deep-sea voyage. And then 

of course when we approach South America, before we come close to shore, again the pilot 

or the crew will embark and we will have some manned operation again.” 

  

Artificial intelligence 

The concept that MUNIN is developing is not so much a remote-controlled ship as an 

autonomous one – so it is not a question of somebody on shore controlling the ship but 

the ship making smart decisions for itself. 

“The ship itself won’t be remote-controlled all the time,” says Mr Burmeister. 

“So it is not like they have a remote control on shore and there are people standing in a 

virtual bridge steering the vessel directly. We have had that idea at the beginning that it 

is not possible due to the lack of communication capacity everywhere. There will be some 

kinds of autonomous functions on the vessel – or call it artificial intelligence, but that is 

perhaps too much.” 

“The vessel itself will have the chance to make decisions in a certain operational envelope. 

You will give the vessel a voyage plan but it will be able to adapt the voyage by itself for 

collision avoidance or harsh weather or something like that. These decisions will be 

monitored from the shore of course. In most cases, the shore function will be monitoring, 

not so much direct operation.” 

For the case study, the researchers say that they will assume that the handymax dry bulk 

carrier is using VSAT as its main satellite communications system, with L-band as a backup. 

“With regard to communication, we assume that we can operate with a normal VSAT 

system, and of course have a backup system as well for communications in most places, 

and we’ll use Inmarsat as a backup,” Mr Burmeister says. 

Even when the communication link is broken, “in most cases it is not for very long periods,” 

he adds. “And as we speak about the deep-sea traffic, we have the autonomous functions 

to maintain the control even when we don’t have the connection to the shore. We assume 

that these periods are rather short. We should be able to deal with that.” 

“How is it today? You leave the Channel, you have your voyage planned to South America, 

you put on the auto-pilot and then basically you do a lot of paper work. So we should be 

able to operate the vessel for a certain amount of time even though we don’t have the 

direct connection to shore.” 

Mr Rødseth notes that with satellite communications in the maritime industry, the issue of 

large scale connectivity and data traffic is less a matter of technical capacity than a cost 

consideration. 

“The scenario we have set up is this travel from Europe to South America over the Atlantic. 

In most areas there it is fairly unproblematic to get satellite coverage,” he says. 

“There is a chance that the satellite link may fail, for some reasons. Ku-band may be 

susceptible to heavy rain, rain fading, and things like that. And the ship may develop 

technical errors with the antenna or reception equipment.” 



“You really need two independent satellite communications systems. What we’ve proposed 

so far is one VSAT system for most of operations because that is the most cost-effective, 

and Inmarsat or Iridium as a back-up system because they both play in L-band so they 

are less susceptible to the rain for instance – you get a fairly good backup there. With 

VSAT you can in most cases get several megabits of communications, which is more than 

sufficient for remote control, as far as we’ve determined now.” 

Mr Rødseth acknowledges however that, for many in the maritime industry at least, the 

problem with a satcom system of this type is that it can still be seen as being fairly 

expensive. 

“To keep the communication costs down, it is important to minimise the communication 

use,” he said. 

“So most of the time the ship is expected to control itself, only sending small status 

messages back to the shore. We are talking about a few hundred bytes per minute or 

something like that. It is a relatively small amount of data.” 

Should both systems fail at the same time, the Marintek researcher notes that the operator 

would still have the possibility of picking up an AIS signal, so you will know where the ship 

is, and there are also other systems available which can be used to keep track of where 

the ship is located. 

“The chance that both satellite systems fail is quite low,” said Mr Rødseth. 

“But the satellite AIS would keep track of the ship. And the ship will also be programmed 

to behave in a specific manner if all communication fails.” 

“We haven’t quite decided yet but the theory is that if you’re in the middle of the ocean 

and you know that the AIS signal has been picked up, the best approach is probably to 

keep track and continue. Either that or go to a pick-up location or do something else. But 

in any case, it has to be a pre-programmed response by the ship so that you can send out 

somebody to pick it up. This would be a costly affair, so we don’t want that to happen of 

course. But it’s kind of the backup if everything fails.” 

The MUNIN concept of an autonomous ship sending only small amounts of data to a shore 

control centre, with the shore remote-controlling the ship only in exceptional 

circumstances, should allow the satcom bills to be kept at a reasonable level, although the 

researchers admit they haven’t yet estimated the cost. 

“We haven’t done a proper analysis but the theory is that 99 per cent of the time, it is a 

few hundred bytes per minute. You need remote control with more data for shorter periods 

during the voyage. It is not excessive,” says Mr Rødseth. 

“The cost will be comparable to what you have in a manned ship. Most of the time, the 

ship is not really sending any data. It is only events of short periods, lasting a few hours 

perhaps, where you need to have remote control of the ship. And even in remote control, 

you can in most cases manage with 200 to 300 kilobits per second. If you just want the 

radar and the information about the ship’s vicinity, it is in the order of a few hundred 

kilobits.” 

“If you also need video, it’s 40 times 500 bits so we’re talking a few hundred kilobits per 

second, actually, also for that. But if you need higher resolution TV, that will be quite a bit 

more, probably one megabyte per picture, depending on the compression. But we don’t 

expect that a lot. In most cases, you will be able to manage with quite low bandwidth, old-

fashioned television bandwidth.” 

   

Fears 

The risk of piracy may seem like one of the obvious potential drawbacks of a crewless 

vessel, with no seafarers on board to react to any brewing trouble, however Mr Rødseth 



believes that an unmanned ship shouldn’t face a higher risk of piracy than a vessel carrying 

crew. 

“Today most pirates hijack the ship for ransom. So without a crew on the ship, it is less 

attractive,” he said. 

“The other point is that you have to have safeguards in the control system. So in principle, 

it will not be easy, you’ll need a highly trained pirate to get to the electronic lock on the 

system. You’ll need a highly qualified hacker. It would be quite difficult to get through the 

electronic system.” 

“It will be easier, in a sense, (for the ship owner) to regain control because you don’t have 

to worry about the hostages so you can use a bit more force. All in all, I am not convinced 

that an unmanned ship will be an attractive pirate target.” 

Mr Rødseth also notes that, in the scenario currently being investigated by the project, the 

ship would be manned during its departure from port and manned again before it comes 

close to shore, which would minimise the amount of time that it might seem attractive to 

pirates. 

“So if you want to hijack the ship, it will have to happen in open sea,” he said. 

“That happens of course off Somalia. But they’ll really need to be a long way out to sea, in 

the middle of the Atlantic basically, and they’ll need a lot of equipment.” 

With plans in place to deal with some of the technical and security issues involved with this 

project, perhaps the most difficult remaining obstacle to overcome in the development of 

an unmanned ship is psychological. 

“So many people are scared about the fact that there might be an unmanned ship in the 

middle of the ocean, which is very, very far away from their personal lives,” notes Mr 

Burmeister. 

“But they all accept unmanned subways in huge cities nowadays, and we use them without 

even thinking about the fact that they are unmanned. It is of course a very important topic. 

That is why we focus on finding a way to prove that we maintain the current safety levels 

or even improve them with these kind of vessels.” 

“It is a lot about economy and whether we will be able to make a concept that is so good 

that the insurance companies and financial organisations accept the risk. We have to make 

a concept that convinces the people with the money that this is also economically 

attractive. There is also the public opinion. People at large have to accept the concept and 

feel confident enough that they will allow the politicians to pass the necessary changes to 

legislation for that.” 

The maritime legal landscape would obviously also need to be reshaped in such a scenario, 

though Mr Burmeister notes that the aim “is not to rearrange the whole legal frame of 

maritime shipping, ... there are some issues with regards to liability which we have to 

investigate a bit more in detail to see if such a concept is feasible from a legal point of 

view.” 

  

Simulated voyage 

The MUNIN project is set to enter its latter stages over the course of 2014, as it plans to 

test its unmanned ship concept on simulators at the University of Rostock before presenting 

its conclusions next year. 

“This is a feasibility study so we try to prove that our concept works – or that it doesn’t, 

the feasibility study is rather open,” says Mr Burmeister. 

“We will have our first test in September I guess, and the second one in February next 

year. And in June 2015 there will be a final event of the project that will show the outcome 

and the capabilities for interested people at the simulator centre.” 



Mr Rødseth explains that the project team are currently creating a risk assessment model 

for the whole concept of the voyage, to try and isolate the elements that are most critical 

for a successful autonomous journey and then test these concepts in the simulator. 

“The simulator will be used to check how difficult it is for the shore-based control centre to 

assist an unmanned ship in difficult situations, for instance heavy weather, detection of 

objects or things like that,” he said. 

“We try to pick out the most critical aspects of an unmanned voyage and simulate those. 

Most of the time, nothing is happening. So we know that for 99 per cent of the voyage, we 

can do this, this is not the problem, it is the remaining 1 to 10 per cent that we really have 

to check if we can do it, and that will be done in simulators.” 

Mr Rødseth thinks that the unmanned ship could eventually become a reality, but it is not 

something likely to happen right away. 

“If you look at the concept that we are exploring, 10 years is very optimistic; 10 to 20 

years is perhaps a possibility,” he said 

In the shorter term, results from the research into the concept could still prove useful on 

manned vessels, such as an automated lookout system or a shore control centre. 

“The (MUNIN) project itself is designed in such a way that even if we conclude that it is 

not feasible at the end of the day to have an unmanned vessel, we will reuse parts of the 

project in the short term,” said Mr Burmeister. 

“There are parts of our project that we could use in the short term on manned vessels to 

increase safety or efficiency for example.” 

“If we think about automated lookout systems, that could be of use on manned vessels in 

the short term. If we think about restricted visibility or fog, you can of course maintain a 

person on the bridge who keeps lookout but they don’t see anything, while there is a 

chance to see something for instance with the infrared camera.” 

Mr Rødseth notes that the project’s work with sensor systems and automated object 

detection could also prove particularly useful on manned ships. 

“Recently a sailor in a life-boat in the North Sea got almost hit by two or three ships before 

he was finally picked up,” he said. 

“We are also looking into the technical reliability of the system, which will also be very 

valuable for ship owners. For the reliability of the engine, we are looking at improving 

maintenance planning and how to get earlier detection of errors.” 

“I also think that the idea of having a shore control centre can be used, even if you don’t 

have a fully unmanned ship. Today you have to staff the ship with two shifts, it is the norm. 

The crew goes by 6 or 8 hours and changes over. With a remote control centre, you can 

have just one shift on board the ship and leave it to the shore control centre to monitor 

the ship when nothing happens, which is most of the time, and you can wake up the crew 

on board if something happens. There could be a possibility for a partly unmanned bridge, 

which could be a very interesting proposal I think.”  

  

Digital Ship 

 

Inséré le 07/03/02  HISTORIEK  HISTORIQUE  Enlevé le 

07/04/15 



             

  

Depuis les origines, les marins tracent leur route selon les vents dominants et la houle. 

Cette navigation climatologique emmène Colomb et les autres avec les alizés et les ramène 

en Europe - aujourd'hui comme autrefois - avec les vents d'Ouest. Cela offre le double 

avantage de naviguer aux allures portantes, à une époque où la plupart des navires ne 

remontent pas au vent, et de tenir une latitude à peu près constante, qu'il est aisé de 

contrôler par l'observation des astres. La détermination de la latitude s'effectue, de nuit, 

avec l'étoile Polaire, ou de 

jour, avec la hauteur 

méridienne

 
du Soleil, ce que l'on appelle 

"prendre hauteur" à l'époque. 

En astronomie, la méridienne 



désigne la culmination d'un astre, c'est-à-dire son passage au méridien du lieu, par 

exemple celui du navire de l'observateur 

 

La prééminence de la latitude sur la longitude dans le choix de l'itinéraire a suffi aux marins 

pendant des siècles. Elle ne suffit plus quand, les voiliers louvoyant mieux, il devient 

possible de raccourcir certaines routes en distance et en temps; quand il s'agit d'explorer 

l'immense Pacifique puis d'y retrouver des îles minuscules; quand, pour favoriser l'essor 

du commerce mondial, on désire connaître le moment de l'atterrissage, sans avoir besoin 

de réduire la toile trois jours à l'avance pour éviter de se perdre à la côte. 

Vers 1750, une telle marge de sécurité est prise par beaucoup de capitaines effectuant une 

traversée de l'Atlantique, de la côte Est d'Amérique du Nord à la pointe de Bretagne, ne 

serait-ce que pour pallier les erreurs des cartes marines en longitude. Pire, le "boulevard" 

des vents d'Ouest étant fort large, certains navires atterrissent encore au XVIIIe siècle sur 

les côtes d'Espagne ou du Portugal en croyant être à l'embouchure de la Loire, preuve que 

même la latitude est loin d'être maîtrisée par tous... 

  

Avec l'usage plus ou moins assuré de la latitude, l'estime domine 

jusqu'au milieu du XVIlle siècle 

 

Imprécise mais tellement indispensable, l'estime est critiquée par tous les auteurs des 

traités de navigation, qui se multiplient à partir des années 1750. Mais elle est 

universellement employée par les pilotes - le terme désigne ici les marins en charge de la 

navigation au long cours jusque dans les années 1770-1780. Comme son nom l'indique, 

cette façon de naviguer consiste essentiellement à estimer la route suivie à partir d'un 

point de départ donné. Mais déterminer la route ne va pas sans poser de sérieux 

problèmes, tant ses deux paramètres - le cap et la vitesse - sont sujets à caution. Le cap 

est indiqué par la boussole (ou compas), familière des navigateurs occidentaux depuis la 

fin du Mlle siècle (nous y reviendrons à propos de la déclinaison magnétique). La vitesse 

est donnée par le loch. Cet instrument, qui fait son apparition en Angleterre à la fin du 

XVIe siècle, permet enfin de mesurer la distance parcourue par un navire en un temps 

donné autrement qu'au jugé. 

      

 



A l'une des extrémités de la ligne du loch dit "à bateau", est amarré un 

flotteur. Cette ligne est disposée de façon à être filée à l'arrière du navire 

en marche. Le flotteur une fois jeté à l'eau reste théoriquement sur place 

tandis qu'on laisse la ligne se dérouler jusqu'au début de sa partie graduée, 

moment à partir duquel on retourne un sablier de 30 secondes. La ligne de 

loch est divisée en intervalles de 47,5 pieds (15,43 mètres environ). Ces 

intervalles sont marqués par des nœuds, le terme désignant également 

l'intervalle lui-même. Le nombre de ces noeuds - compté pendant les 30 

secondes correspondant à la 120e partie d'une heure, de même qu'un 

intervalle de la ligne équivaut au 120e du mille marin (1) - fournit 

instantanément la vitesse en nœuds. Il s'agit ici du nœud "théorique", car 

le flotteur parcourt environ 0,90 mètre dans le même temps qu'on file ces 

15,43 mètres de ligne. La différence donne un nœud "pratique" d'environ 

44,7 pieds (soit 14,53 mètres). En outre, la ligne de loch subissant des allongements et 

des contractions, même si les pilotes la maintiennent humide, et le sablier étant sujet à 

d'inévitables incertitudes dans la manipulation et la lecture, le cumul d'erreurs de quelques 

secondes peut entraîner un mécompte de plusieurs dizaines de milles par jour. 

Pire, nombre de pilotes ne placent délibérément les nœuds que tous les 41 pieds et 8 

pouces, ce qui, sur une traversée océanique de 3000 milles, rend l'estime optimiste de 360 

milles. On retrouve là les trois journées d'avance en longitude sur le tableau de marche 

réel du navire, toujours avec le même objectif de ne pas se laisser surprendre par 

l'apparition inopinée d'une terre devant l'étrave. Beaucoup négligent en outre la déclinaison 

et la déviation magnétiques, l'appréciation de leur dérive sur l'eau et l'effet du courant sur 

leur estime. 

 

A défaut de longitude, la couleur de l'eau, les oiseaux et la sonde 

annoncent la terre 

 

Lors d'une traversée océanique, on repère l'arrivée dans les eaux côtières au changement 

de couleur de la mer, à la présence d'oiseaux de terre ou d'algues. Pour fixer l'instant du 

passage sur le talus continental - indication plus ou moins fiable de l'approche de la côte, 

mais d'autant plus vague pour fournir un point précis que la cartographie des fonds marins 

est encore quasi inexistante -, on utilise la sonde, qui, avec la boussole et le loch, est le 

troisième instrument indispensable à la tenue de l'estime. La determination de la 

profondeur et de la nature du fond, grâce aux prélèvements effectués par [e plomb de 

sonde, demeure le moyen le moins aléatoire. 

On mesure le côté anachronique d'une telle méthode de navigation dans une mer aussi 

fréquentée que l'Atlantique Nord, à l'ouvert du golfe de Gascogne. Des erreurs de 5 à 15 

degrés en longitude sont courantes. Alors que les bateaux ont nettement évolué depuis 

['époque des grandes découvertes, leur potentiel est bridé à l'atterrissage - surtout de nuit, 

dès que le fond est supposé être inférieur à 150 brasses (243,6 mètres) - faute d'une 

position fiable en longitude. C'est un frein considérable au commerce, à la guerre, à 

l'activité maritime en général! 

Depuis l'apparition du premier portulan en Méditerranée, à la fin du XIIIe siècle, toutes les 

cartes sont couvertes de rhumbs, lignes qui représentent les axes principaux de la rose du 

compas. A portée de main du timonier se trouve le renard. C'est une planchette affectant 

en partie la forme d'un disque sur lequel figurent également les trente-deux aires de vent 

de la boussole. Chaque aire est percée de huit trous; toutes les demi-heures, l'homme de 

barre place une cheville sur l'aire de vent suivant laquelle il vient de gouverner (huit demi-

heures correspondant à un quart complet). A la fin de chacune de ces périodes, le pilote 



remplit le journal de bord d'après la position des huit 

chevilles. Cet instrument sera utilisé jusqu'au milieu du XIXe 

siècle. 

Dès la fin du XVIe siècle, les marins disposent de cartes 

adaptées au report de l'estime. En 1537, Pedro Nunes expose 

le concept de la loxodromie : il s'agit d'une route à cap 

constant, coupant tous les méridiens sous le même angle. 

Grâce à Nunes et quelques autres, dont Mercator, la 

projection de la sphère sur un plan conserve les angles - on 

parle de projection conforme. Cela permet de figurer toute la loxodromie par une ligne 

droite sur une carte Mercator. 

L'estime peut désormais se traduire par un simple changement de latitude et de longitude. 

Un avantage d'autant plus évident qu'il importe peu de rallonger la route, lorsqu'on n'a pas 

la maîtrise de son itinéraire sur le vaste océan, pour toutes les raisons déjà évoquées. La 

loxodromie suffit donc amplement aux besoins des navigateurs. Quant à l'orthodromie - 

l'arc de grand cercle -, c'est-à-dire la route la plus courte d'un point à un autre sur le globe, 

elle ne sera utilisée en navigation qu'au XIXe siècle, quand on sera capable de contrôler 

latitude et longitude d'une part, et trajectoire d'autre part, grâce à des bateaux remontant 

bien au vent. 

  

Introduit au début du XIVe siècle, le bâton de Jacob est encore en 

usage vers 1750 

 

 

La projection de Mercator, qui ne conserve pas les distances, présente une échelle variable 

en fonction de la latitude. Cela se traduit par l'allongement de la représentation de la 

minute de latitude, de l'équateur (seul endroit où la représentation des distances est 

exacte) vers les pôles (la sphère terrestre étant aplatie aux pôles, cette même minute croît 

également dans la réalité, mais beaucoup moins vite). Avec le compas à pointes sèches, 

le pilote doit prendre la mesure sur la portion de la graduation des latitudes située en vis-

à-vis de la zone concernée. Dès qu'un itinéraire couvre une distance Nord-Sud importante, 

il faut opérer régulièrement ce report. Le navigateur procède ainsi quotidiennement à la 

réduction des routes sur une carte Mercator, dite aussi carte réduite. 



Mais la carte est 

souvent trop petite 

pour y reporter 

clairement toutes 

les bordées ou les 

tronçons de route 

parcourus par le 

navire dans une 

journée. De 

nombreuses autres 

méthodes de 

résolution des 

routes sont encore 

en usage vers 1750, 

telles que le 

quartier de réduction, le compas de proportion ou les tables de logarithmes. Elles 

témoignent du niveau de mathématiques relativement élevé que nécessite la pratique de 

l'estime chez les pilotes, indépendamment des connaissances propres à la navigation 

astronomique. Cependant, sans celle-ci pour la corriger, celle-là ne peut faire illusion bien 

longtemps. Alors que la longitude est encore hors de portée, la latitude est une pratique 

qui gagne du terrain. Sa méthode d'observation n'a guère évolué depuis Colomb, mais de 

nouveaux instruments apparaissent au cours du XVIIIe siècle. 



       

 

  

Dans les années 1750, si l'astrolabe a disparu depuis un demi-siècle, le bâton de Jacob (ou 

arbalestrille ou encore arbalète), introduit au début du XIVe siècle, est encore utilisé par 

certains. Composé de deux éléments principaux en bois, la flèche (ou verge) et le marteau, 

qui forment une croix, il est simple à concevoir, son coût est faible et son encombrement 

modéré, autant de qualités aux yeux des gens de mer. Pierre Bouguer, l'un des plus grands 

spécialistes de l'enseignement de la navigation, tente au moins d'en améliorer l'usage, en 

confirmant qu'il faut prendre la hauteur par-derrière, c'est-à-dire en tournant le dos à 

l'astre et en utilisant l'ombre ainsi générée sur l'instrument. 

  



     

 

La double réflexion apporte à l'observateur un confort de visée 
inconnu jusque-là 

 

 

Recourant lui aussi 

à cette technique, 

le quartier anglais 

(ou quartier de 

Davis) est un quart de cercle très utilisé depuis la fin 

du XVIe siècle. Il est pourtant déjà dépassé par un 

appareil utilisable de nuit comme de jour: l'octant à 

double miroir, invention simultanée de John Hadley — 

qui le présente à la Royal Society de Londres en 

1731— et de l'opticien américain Thomas Godfrey. 

Dénommé octant parce qu'il forme la huitième partie 

de la circonférence du cercle, soit 45 degrés, cet 

instrument est néanmoins divisé en 90 graduations — 

comme un quart de cercle —, ce qui permet ainsi de 

mesurer des hauteurs d'astres élevés, grâce au 

principe de la double réflexion. 

Dans son remarquable Nouveau traité de navigation 

(1753), Bouguer expose clairement l'intérêt de ce 

principe: "Un petit miroir de glace est posé 

perpendiculairement au plan de l'instrument. Cette 

petite glace n'est étamée que dans la partie la plus voisine du côté et l'autre moitié est 

sans étain, ce qui dorme la facilité de voir l'horizon au travers de cette partie de la glace. 

Le pilote peut, outre cela, voir en même temps l'horizon sur la partie étamée. Le premier 

miroir renvoyant l'image au second et de cette sorte le pilote voit comme deux horizons, 

exactement à côté l'un de l'autre et ne formant qu'une seule ligne." 



La double réflexion apporte à l'observateur un confort de visée inconnu jusque-là et lui 

offre, dans le même coup d'oeil, les images directes et réfléchies de l'astre visé. Avantage 

essentiel lorsqu'il faut "accrocher" un astre minuscule dans le ciel et "descendre" avec 

précision son image sur l'horizon, depuis le pont d'un navire ballotté par les flots. Plus 

facile d'emploi, l'octant donne ainsi la hauteur d'un astre à moins d'une minute d'angle 

près, cette performance restant encore réservée à un petit nombre de navigateurs. Avec 

les instruments antérieurs à la double réflexion, il ne suffisait pas de faire concourir 

l'horizon avec le rayon du soleil ou avec l'ombre de quelque pinnule (plaque perpendiculaire 

à l'instrument et percée d'un trou pour la visée), il fallait aussi que cela se fasse en un 

point précis de l'appareil. 

 

Faire tonner le canon sur toutes les côtes du monde pour donner 
l'heure aux navigateurs égarés! 

 

Adopté par l'élite de la marine française et amélioré par l'hydrographe Jean-Baptiste 

d'Après de Mannevillette (1707-1780), l'octant fait ses preuves pour l'observation de la 

latitude. Reste maintenant à l'employer pour la longitude. La théorie de cette "deuxième 

dimension" est connue depuis longtemps, mais au début du XVIIIe siècle, il manque encore 

une méthode et un outil fiables pour en réussir la pratique. Nombre d'idées sans lendemain 

sont d'abord proposées. Ainsi, un arpenteur de Blois tente de déterminer cette longitude 

par la marée, tandis qu'en 1714, les Anglais William Whiston et Humphrey Ditton, 

professeurs de mathématiques de leur état, proposent de tirer au canon sur toutes les 

côtes du monde, afin de donner l'heure aux navigateurs égarés! 

L'observation de la déclinaison magnétique semble une affaire beaucoup plus sérieuse, dès 

la fin du XVIe siècle. Elle connaît un regain d'intérêt après 1700, avec la parution d'une 

carte des océans due au célèbre astronome anglais Edmond Halley (1656-1742), qui, pour 

la première fois, figure des isogones, c'est-à-dire les lignes reliant entre eux les points 

d'égale déclinaison magnétique. Mesuré avec une aiguille aimantée suspendue par son 

centre de gravité, l'angle entre le plan méridien magnétique et le plan méridien 

géographique définit la déclinaison magnétique. 

Celle-ci est couramment nommée variation au XVIIIe siècle, jusqu'à ce que Charles-Pierre 

Claret de Fleurieu (1738-1810), l'un des meilleurs spécialistes et vulgarisateurs de la 

navigation du siècle des Lumières, précise ce point de vocabulaire, en 1773, et définisse 

la terminologie actuelle: "Nous conserverons le nom de variation pour désigner la quantité 

dont la déclinaison varie chaque année dans un même lieu." On sait alors depuis peu de 

temps que cette variation diffère selon les points du globe. Parce qu'elle est faible dans 

certaines zones, certains auteurs proposent encore, vers 1750, de faire le point par 

recoupement avec la latitude de l'isogone correspondant à la valeur de déclinaison 

observée.  



Tous ces travaux sur 

le magnétisme 

terrestre 

s'accompagnent de 

recherches 

instrumentales pour 

améliorer les 

boussoles. Deux 

types coexistent, 

comme le rappelle 

Étienne Bezout 

(1730-1783), auteur 

d'un célèbre cours de 

mathématiques pour 

les marins, qui sera 

réédité sans arrêt des 

années 1760 aux 

années 1820: 

"Lorsque la boussole 

est employée à diriger 

le navire, on l'appelle 

compas de route. 

Quand la boussole 

sert à relever les 

objets, c'est-à-dire à 

reconnaître l'aire de 

vent auquel (sic) ils 

répondent, on l'appelle compas de variation." Ancêtre des compas de relèvement 

d'aujourd'hui, celui-ci est alors un instrument fort primitif. Les compas de route eux-

mêmes sont encore bien défectueux, notamment à cause de l'emploi d'un cuivre pollué par 

des masses ferrugineuses  

  

  



Leur installation à bord pose également de sérieux problèmes, en particulier en ce qui 

concerne l'alignement de la ligne de foi sur l'axe du navire. En outre, même si la déviation 

due aux masses magnétiques est connue depuis le XVlIe siècle — alors que le fer est de 

plus en plus employé à bord des bâtiments —, on continue de placer deux boussoles dans 

le même habitacle. Une habitude pratique pour l'homme de barre, qui a toujours un 

compas sous les yeux, quelle que soit sa position, mais qui est régulièrement dénoncée 

par les savants. Or, au XVIIIe siècle, on ne pratique pas encore la compensation du compas 

pour corriger ces erreurs imparfaitement maîtrisées. 

     

 

  

FIN DE LA PREMIERE PARTIE 

 

 

Inséré le 09/03/02  NIEUWS  NOUVELLES  Enlevé le 09/04/15 

Ship Damaged By Fire Caused By Pirates 
Found To Be Constructive Total Loss  

 

The High Court was asked to determine a number of preliminary issues, including whether 

a vessel was a constructive total loss (“CTL”), whether the claimants had lost the right to 

claim for a CTL by selling the vessel, and whether the claimants were entitled to an 

indemnity for salvage, tug hire and port expenses under a war risks policy. 

 

Background  



The first claimant was the owner of the tanker Brillante Virtuoso (the “vessel”). The vessel 

was insured against war risks under a policy underwritten by the defendants. The second 

claimant was the mortgagee of the vessel and the co- assured under the policy. The value 

of the vessel under the hull and machinery section of the policy was US$55 million, and a 

further US$22 million under the increased value section of the policy. In July 2011, whilst 

en route from the Ukraine to China, the vessel (carrying a cargo of fuel oil) stopped off in 

Aden in order for an unarmed security team to embark ahead of their journey through the 

Gulf of Aden and the Indian Ocean where there is a risk of pirate attacks. However, whilst 

the vessel was waiting, it was in fact boarded by armed pirates who detonated an explosive 

device causing a fire on board and destroying a substantial proportion of machinery and 

equipment. The vessel subsequently became a dead ship with no power. The crew were 

rescued by the US navy and the owners engaged a salvage company the same day to 

extinguish the fire. The owners’ consultant surveyor inspected the ship and sought 

quotations from shipyards in the Middle East and China for the cleaning and repairs of the 

vessel. He formed the opinion that the cost of repair would exceed the insured value of 

US$55 million. Accordingly, the owners tendered a notice of abandonment (“NOA”) to the 

insurers declaring the vessel a CTL. The insurers rejected the NOA.The owners instructed 

shipbrokers to sell the vessel to a suitable buyer for scrap, however, the shipbrokers 

struggled to find a purchaser, and only managed to secure an offer of US$700,000 for the 

vessel. The insurers did not object to the sale at the time (in spite of being given an 

opportunity to do so) and the vessel was subsequently sold. The claimants’ case was that 

the vessel suffered loss and damage by reason of an insured peril or perils (i.e. the acts of 

pirates and/or persons acting maliciously, alternatively terrorists and/or persons acting 

from a political motive and/or the vessel suffered loss and damage by reason of piracy, 

vandalism, sabotage, violent theft and/or malicious mischief). The claimants claimed an 

indemnity for: (i) a CTL; (ii) if the vessel was not a CTL for partial loss and loss of hire and 

(iii) sue and labour expenses incurred. The insurers’ defence was that the claimants were 

not entitled to cover under the policy because, by delaying transit through the Gulf of Aden 

and/or calling at a port or place within the Gulf, the owners were in breach of the Talbot 

Gulf of Aden warranty which prevented vessels calling at any port or place or delaying their 

passage when transiting and/or the owners were in breach of the warranty by failing to 

apply Best Management Practices to Deter Piracy. The claimants denied this allegation. 

  

Issues examined by the Court  was the vessel a Constructive  Total 

Loss? 

The Court analysed the law on CTL and, in particular, examined section 60(2)(ii) of the 

Marine Insurance Act 1906 which states that a vessel is a CTL “where she is so damaged 

by a peril insured against that the cost of repairing the damage would exceed the value of 

the ship when repaired.” Clause 19 of the Institute Time Clauses-Hulls also qualifies this 

further by stating: 

“The measure of indemnity in respect of claims for unrepaired damage shall be the 

reasonable depreciation in the market value of the Vessel at the time this insurance 

terminates arising from such unrepaired damage, but not exceeding the reasonable cost 

of repairs…” 

The Court held that in order to succeed in establishing that the vessel was a CTL, the 

claimants had to prove that the cost of repairing the vessel would have exceeded the 

insured value of US$55 million. The Court held that in assessing the costs of repair to the 

vessel, the question to be asked is what a prudent uninsured shipowner in the position of 

the claimants would have done in deciding whether or not to repair the vessel, and where 

and how the repair should be carried out. The Court acknowledged that in this case, it was 

not possible to determine with complete accuracy the actual extent of damage to the 



vessel. In cases such as this, where matters cannot be determined with precision, the 

Court has to apply a “large margin” to any repair estimate. The Court recognised that a 

margin of error has to be applied in relation to the extent of the damage where it was not 

possible to investigate fully and the assessment of the cost of repair has to take account 

of the fact that the items which were not opened up and tested might well have required 

replacement, so that a prudent uninsured owner would have replaced them. 

 

Where should the repairs have been carried out?  

The Court also held that whilst cost is an important factor in determining where the prudent 

uninsured owner would have carried out the repairs, it is not determinative. Accordingly, 

the Court considered that the prudent uninsured owner would consider all the other factors 

which might well make the closer (whilst more expensive) yard the proper and appropriate 

place for repair. Hence, the Court considered that the prudent uninsured owner would have 

favoured repair in these circumstances in Dubai rather than China, even though the 

quotations for repairs in China were much lower than in the Middle East. Accordingly, the 

Court found that the vessel was a CTL. 

 

Had the owners lost the right to claim for CTL by selling the vessel?  

The Court held that the owners had not lost the right to claim for a CTL by selling the 

vessel, as the insurers were well aware throughout that the owners were proposing to sell 

the vessel and did not object to it. By selling the vessel, the owners were acting in the 

interests of both themselves and the insurers. 

 

Sue and labour costs  

In considering whether an indemnity was payable to the claimants for expenditure in 

relation to the costs of salvage, tugs and agency fees, the Court disagreed with the 

insurers’ case that once the vessel had been redelivered by the salvors, any insured peril 

which had been operating (e.g. violent theft, piracy, vandalism, sabotage and malicious 

mischief) ceased to operate. The Court found that until the vessel was in a place of safety, 

the insured peril continued to operate, even after redelivery by the salvors. The Court also 

held that the cost of the standby tugs and the associated agency expenses were incurred 

not only for the benefit of the owners, but for the benefit of the insurers, so that they were 

recoverable as sue and labour expenses. However, the Court agreed with the insurers that 

the entitlement to recover sue and labour expenses ceased once the claim form was issued. 

The Court applied the decision in Kuwait Airways v Kuwait Insurance2 that the issue of the 

claim form (or writ) crystallises the rights and obligations of the parties to the contract of 

insurance, so that the relations between the parties are thereafter governed by the Civil 

Procedure Rules, rather than the contract of insurance. Hence the duty of utmost good 

faith ceases once proceedings are issued and sue and labour expenses incurred in that 

period are not recoverable as they were incurred solely for the owner’s benefit.  

  

Source: Taylor Wessing 

 

  

Inséré le 11/03/02  BOEKEN  LIVRES  Enlevé le 11/04/15 

“Naar een duurzaam rivierbeheer”  



 

B O E K B E S P R E K I N G door : Frank NEYTS  

 

Bij de uitgeverij UPA (University Press Antwerp) verscheen recent het boek “Naar een 

duurzaam rivierbeheer. Hoe herstellen we de ecosysteemdiensten van rivieren? 

De Schelde als blauwe draad.” Patrick Meire en Mark Van Dyck tekenden als auteurs.  

Rivieren zoals de Schelde leveren voor miljarden euro’s per jaar goederen en diensten aan 

de mens. Dat doen ze van nature, en dus geheel gratis. Ze bezorgen ons bijvoorbeeld 

drinkwater, vis, hout, vruchtbare grond en bouwmaterialen. Ze openen mogelijkheden voor 

scheepvaart en havenontwikkeling. Ze beschermen woongebieden tegen overstromingen 

door het afvoeren van wateroverschotten. Ze zuiveren het water, bevorderen de 

biodiversiteit en brengen aantrekkelijke landschappen voort die zich onder meer lenen voor 

recreatie en toerisme. We spreken in dit verband van “ecosysteemdiensten”. Vanouds 

probeert de mens via dijkenbouw, inpolderingen, rechttrekkingen en uitdiepingen rivieren 

nog efficiënter bepaalde behoeften te laten bevredigen. Helaas domineert een eenzijdige 

aanpak, telkens gericht op de optimalisering van één specifieke ecosysteemdienst. 

Resultaat: de onmiskenbare voordelen die de menselijke ingrepen op rivieren op korte 

termijn opleveren, worden ruimschoots overtroffen door de nadelen op langere termijn. 

Vandaag zijn het ecosysteem en de bijhorende ecosysteemdiensten van de Schelde en tal 

van andere rivieren ernstig ontwricht, met dure en verontrustende gevolgen. In dit boek 

wordt aangegeven hoe we de natuurlijkewerking van rivieren duurzaam kunnen herstellen, 

zonder de huidige maatschappelijke en economische waarden uit het oog te verliezen. 

Ecologie en economie worden niet als opponenten gezien, maar integendeel als de twee 

onafscheidelijke zijden van een muntstuk waarmee we welvaart en welzijn (blijven) kopen. 

Op die manier is ‘Naar een duurzaam rivierbeheer’, waarin de Schelde consequent als 

voorbeeld fungeert, een pleidooi om de natuur als cruciale maar onvoldoende naar waarde 

geschatte economische productiefactor te herwaarderen. Of hoe de natuur werkelijk voor 

iedereen kostbaar is, zelfs voor wie er gevoelsmatig geen cent om geeft.  

“Naar een duurzaam rivierbeheer” (ISBN 9-789057-181948) telt 252 pagina’s, werd als 
softback uitgegeven, en kost 29,95 euro. Aankopen kan via de boekhandel of rechtstreeks bij 
de uitgeverij UPA, Academic & Scientific Publishers, Ravensteingalerij 28, B 1000 Brussel. Tel. 
+32(0)2.289.26.50, Fax +32(0)2.289.26.59, e-mail info@aspeditions.be , website 
www.aspeditions.be 

 

Inséré le 11/03/02  Dossier  Enlevé le 11/04/15 

A Third Of Seafarers Are Burdened By Admin 
Tasks, Survey Finds 

Seafarers feel they spend too much time on tasks they consider to be an administrative 

burden according to the findings of a study by the Danish Maritime Authority, supported 

by InterManager, the international trade association for ship and crew managers. 

A comprehensive survey of international seafarers revealed that a third of all nationalities 

are annoyed or frustrated by administrative burdens in the maritime sector. These burdens 

stem from what the seafarers consider to be unnecessary repetition of tasks and demands 

for too much paperwork and documentation to be handled. 

The study also concludes that there is a “significant potential to relocate time to more 

fruitful tasks” to increase efficiency and quality. 

http://www.aspeditions.be/


The study, which surveyed almost 2,000 anonymous seafarers from 59 different 

nationalities, asked 55 questions to understand the characteristics and perceptions of 

administrative burden and the different types of work-related activities perceived as 

administrative burdens among seafarers.  

The survey concentrated on seven main areas of work: preparation of and participation in 

Port State Control, Flag State Control or Class inspections; vetting inspections; handling of 

International Vessel and Port Facility Security requirements (including paperwork and 

mandatory deck watch duties); planning and executing exercises and drills; using and 

maintaining internal management systems (QSM, ISM etc); completion of journals 

(garbage, oil, deviation etc); and the completion of port and pre-arrival documents (such 

as crew and passenger lists, vessel stores, port calls, health declarations etc). 

At least 50% of those responding – and sometimes as many as 79% – felt the tasks were 

repeated too often and required too much documentation and paperwork. The report 

concluded that “a lot of paperwork and documentation that is being produced on the job 

contributes little value to the work of the seafarers”. 

Port and pre-arrival documentation proved particularly problematic with many seafarers 

feeling a lot of the paperwork was superfluous. The report advised: “The qualitative 

comments from the seafarers give the general impression that the amount of necessary 

paperwork has exploded in recent years and in some cases taken time away from more 

urgent and meaningful tasks in terms of guaranteeing ship safety. Seafarers suggest 

easing the rigid control slightly and instead putting more focus on culture and competencies 

in order to effectively and meaningfully improve efficiency and safety on vessels.” 

The report states that “many seafarers are frustrated because they feel that the time 

usages are disproportionate to the gains of many of the tasks” and advises there is “a large 

potential to rationalise and/or digitalise at least some of the processes”. 

In addition, the report underlines the fact that “seafarers and shipowners” understand the 

rationale underlying most procedures and requirements even though these may lead to 

administrative burdens. They acknowledge that such procedures are not implemented with 

the aim of being a burden but that they in principle serve higher-end objectives like 

personal safety and environmental protection.” 

It points out there is scope for developing “work smart, easy-to-use” digital solutions to 

reduce paperwork and time consuming manual workflows, particularly in relation to port 

and pre-arrival procedures. In addition the report recommends a revived focus on 

seamanship and safety culture with a view to reducing the number of procedures and 

burdens and advises of a potential for increased co-operation and dialogue between 

stakeholders in all areas of the maritime sector. 

InterManager Secretary General, Captain Kuba Szymanski, said: “InterManager members 

and their crews were happy to take part in this important survey. The amount of time 

seafarers report they are spending on administrative tasks is eye-opening and we welcome 

the report’s suggestion for further investigation into how these requirements can be better 

complied with to enable smarter working.” 

  

 

 

Inséré le 13/03/02  NIEUWS  NOUVELLES  Enlevé le 13/04/15 

China's seizure of Japanese ship has pre-
World War Two roots  



 

By Li Hui and Ben Blanchard  

 

It all began with a pre-World War Two contract between China's then "ship king" and a 

Japanese company to lease two Chinese freighters. When the one-year lease was up in 

1937, the ships were nowhere to be found. That year also marked the start of a full-scale 

war between China and Japan. And so began a protracted legal case which came to a head 

last weekend, when a Chinese court ordered the seizure of an iron ore carrier owned by 

the successor to the original Japanese company in compensation for the loss of the two 

Chinese vessels. The impoundment has created unease in Japan's government, which 

warns that the action could affect Japanese businesses in China. It remains unclear 

whether the sudden ruling by the Shanghai Maritime Court would herald the seizure of 

more Japanese assets. While the Chinese government describes the case as a simple 

business dispute and that it has nothing to do with wartime compensation, the court's 

verdict has become a cause célèbre for activists in China fighting for what they see as 

much-delayed financial compensation from Japan for its wartime deeds. Tong Zeng, a 

veteran Chinese activist who has been leading the charge for wartime compensation from 

Japan, said there were at least 10 other cases either in courts or going to be lodged, with 

many others expected down the line. "This is just the beginning," Tong, who has helped 

advise the plaintiffs in the ship case, told Reuters on Tuesday. In February, a case was 

lodged in Beijing by a group of 37 people, including lawyers and academics as well as 

forced labourers and their families, demanding compensation for Chinese citizens made by 

the Japanese to work as forced labourers during World War Two. "There is the Beijing case, 

and now this seizure - certainly many victims will take up legal weapons," said Tong, who 

oversees the Chinese Federation of Demanding Compensation From Japan. The Shanghai 

court on Saturday seized a ship owned by Japanese shipping firm Mitsui O.S.K. Lines 

(MOL), saying the company had failed to pay compensation stemming from a wartime 

contractual obligation. The details - including why the court chose to announce the seizure 

at this time of heightened tensions with Japan - remain murky. In the late 1980s, Chen 

Zhen and Chen Chun brought a lawsuit against the company which later became MOL. The 

two descendents of Chen Shuntong, who owned Chung Wei Steamship Co, were among 

other plaintiffs seeking financial compensation in a Shanghai court for the loss of the two 

vessels. One of the ships hit a reef and sank in 1938 while another was destroyed by a 

mine in 1944, according to state news agency Xinhua. Since the 1980s, one of Chens has 

died, and Tong said he is no longer able to find the original court documents he had about 

the case.  

Reuters has been unable to reach the plaintiffs or their lawyer for comment. Tong said they 

are not currently accepting media interviews. The Shanghai court, in its short statement, 

also gave no clear explanation for why now, after all these years, it ordered the ship seized. 

It simply said mediation between the two parties had failed, and so the seizure order was 

issued. Tong said the plaintiffs had been pushing for the seizure for a while, and that the 

Japanese side had thrown up all sorts of legal objections which had finally been exhausted. 

MOL said it was seeking the possibility of out-of-court settlement when it was notified that 

its ship was impounded. It's a legal fact (what has happened), and it just happens to have 

happened while we are in this environment," Tong added, referring to the current poor 

relations between Beijing and Tokyo. China's ties with Japan have long been poisoned by 

what Beijing sees as Japan's failure to atone for its occupation of parts of China before and 

during World War Two. Japan, for its part, has looked on warily as China strengthens its 

military. Dozens of wartime compensation suits have been filed previously in Japan against 

the Japanese government and companies associated with its aggression in the first half of 

the 20th century, including World War Two. Almost all have been rejected by Japanese 



courts. The Japanese government insists that the issue of war reparations was settled by 

the 1951 San Francisco Peace Treaty, which formally ended the war, and by later bilateral 

treaties. It says all wartime compensation issues concerning China were settled by a 1972 

joint statement establishing diplomatic ties. Some Chinese legal experts point to cases 

involving Germany after World War Two as setting a precedent in China now. "Around 

2007, Greece and Italy both handled forced war labour in Germany cases for Greek and 

Italian citizens, and issued judgements on their home soil," said Pan Guoping, a professor 

of international law at Southwest University of Political Science and Law in Chongqing. "In 

international law, the government represents the actions of the government or state, but 

that is separate from cases involving the assets of individuals." Xinhua said the case first 

went to court in 1989, dragging on for more than two decades due to its complexity and 

the fact that it happened so long ago. MOL has about 10 bulkers calling at China in the 

next month, said Toshiaki Tanaka, general manager of MOL's iron ore carrier division, 

though he did not expect further ship seizures. There is only one case in dispute," he said, 

adding that he did not think it would affect MOL's business in China. The iron ore carrier, 

Baosteel Emotion, is on a long-term contract between Baoshan Iron & Steel Co Ltd and 

MOL, transporting iron ore from Western Australia to steel mill in Shanghai. MOL also 

regularly transports cargo for iron ore miners including Vale SA and BHP Billiton Ltd 

<BHP.AX>, Tanaka said. "We have not had any comment from them," following the seizure 

of the Baosteel Emotion, Takanaka said. MOL operates daily container shipping services at 

Chinese ports and is an investor in China's burgeoning liquefied natural gas sector. MOL is 

a co-owner in 10 LNG carriers being built in China to transport the fuel from the ExxonMobil 

project in Papua New Guinea and Australia Pacific LNG to China. Tong said the family who 

owned the two ships had tried suing for compensation in Japan in the 1950s and 1960s, 

but failed. He added that he expected MOL to pay up to get their ship released. "If they 

don't pay up ... then the ship can be auctioned off," Tong said. Deteriorating Sino-Japan 

relations have been fuelled by a row over a chain of uninhabited islands in the East China 

Sea. Ties have worsened since China's creation of an air defence identification zone over 

the East China Sea and Japanese Prime Minister Shinzo Abe's December visit to the 

controversial Yasukuni Shrine honouring war criminals among Japan's war dead.  

  

Source : Reuters (Additional reporting by Keith Wallis in SINGAPORE; Editing by 

Ryan Woo) 

  

  

 

 

Inséré le 15/03/02  NIEUWS  NOUVELLES  Enlevé le 15/04/15 

Ports of refuge back in focus 

Standfirst---The case of the 44,400 dwt chemical tanker ‘Maritime Maisie’ has 

brought the problem with ‘Ports of Refuge’ sharply back into focus.  

 

As a result, shipowners, salvors and insurers have called for the prompt and proper 

implementation of international measures to provide a place of refuge for stricken vessels. 

This call follows a series of incidents where casualty vessels have been delayed in accessing 

a safe harbour, the latest of which concerns the ‘Maritime Maisie’. 



Through their respective trade associations, including the  International Chamber of 

Shipping (ICS), they noted “with dismay” the refusal by some coastal states to make places 

of refuge available, thereby risking lives and the environment even after the high profile 

cases of the ‘Stolt Valor’ and the’ MSC Flaminia’ in 2012.  

The plight of the tanker ‘Maritime Maisie’, presently off the coast of Japan, has brought 

this subject back into sharp focus.  The fire-damaged chemical tanker is being held at sea 

by six tugs after a collision and subsequent fire on 29th December, 2013.  The cargo fire 

has now been extinguished by the salvors in the face of difficult conditions at sea. 

The vessel has been seeking a place of refuge in either South Korea, or Japan, for more 

than a month.  The salvors have indicated that it is a priority to take the vessel to calm 

waters to manage the remaining cargo in a safe manner and so to minimise potential 

damage to the environment. 

The International Union of Marine Insurance (IUMI); the International Salvage Union, (ISU) 

and ICS said that they all recognised that the issue of ‘Places of Refuge’ for casualty vessels 

is sensitive and that the risk of pollution from casualties cannot be completely removed. 

They also recognised that decisions with regard to handling casualty vessels carry political 

implications and may impact coastal communities. 

At the same time, failure to offer a suitable ‘Place of Refuge’ may prevent successful 

salvage intervention and therefore allow a casualty’s condition to worsen and ultimately 

lead to pollution that might otherwise have been prevented, and that pollution may affect 

a wider area than need have been the case. 

  

            

 

Peter Hinchliffe, ICS secretary general, said: “Guidance on the handling of requests for 

places of refuge was agreed at IMO but often when a case arises the coastal states 

concerned take a 'not in my backyard' attitude. This is in marked contrast to attitudes to 

aircraft in need of assistance.  This current case shows that recent lessons have simply not 

been learned.” 

Also commenting on the matter, Leendert Muller, ISU president, said: “Our members are 

right on the front line of this issue. Too often they are unable to follow the best course of 

action, which is to take the casualty into shelter, which does not necessarily have to be a 



port. We have seen infamous cases like ‘Castor’ and ‘Prestige’ and more recently the ‘MSC 

Flaminia’ and ‘Stolt Valor’ and now the ‘Maritime Maisie’ where our members, attending 

damaged vessels, experienced great difficulty in finding an authority willing to accept the 

casualty.” 

Ole Wikborg, IUMI president, pointed out: “The potential impact of environmental damage 

has to be reduced as much as possible and the safety of crews is paramount and we have 

to minimise material damage to ships and equipment. Coastal states must be able to make 

the best possible decision to prevent further damage following a maritime accident. Some 

countries have a system that seems to be functioning. IUMI is of the strong opinion that 

the prevailing regulations as set out, for example, by IMO and the EU are sufficient but 

that the necessary steps have to be taken to make the rules work.” 

  

A fire-ravaged ship loaded with hazardous chemicals has become a maritime football in the 

north Pacific, with Japan and South Korea unwilling to give it refuge even though they risk 

a wider environmental disaster if it sinks. 

The plight of the Maritime Maisie, a chemical tanker which has spent seven weeks being 

towed in waters between the two Asian neighbours, highlights the lack of global consensus 

on designating ports as safe-havens for ships in distress. 

The two countries are worried about the risk of a spill or environmental pollution at port, 

sources said. 

The tanker, a 44,000 deadweight-tonne vessel the size of nearly two football fields, collided 

with another ship nine nautical miles off Busan, South Korea, on Dec. 29, said Ying Jinghua, 

fleet director of MSI Ship Management, which manages the tanker’s day-to-day operation, 

and other shipping sources. 

The accident caused a fire when a cargo tank holding the chemical acrylonitrile ruptured. 

The ship, owned by Aurora Tankers, part of Singapore’s IMC Group, was carrying 29,337 

tonnes of acrylonitrile, used to make plastics and synthetic rubber, and other chemicals, 

Ying and the sources said. 

The 27 crew on the tanker were rescued and the ship, ablaze until Jan. 16, drifted into 

Japanese territorial waters before tow lines could be secured. About 20,000 tonnes of 

chemicals and 640 tonnes of heavy fuel oil still remain onboard the ship, two sources with 

knowledge of the incident said. 

The Hong Kong-registered ship has been towed between South Korea and Japan since Dec. 

30 amid efforts to persuade either of the countries to provide a place of refuge, where its 

remaining cargo could be safely offloaded to another ship. 

Despite approaches by the Hong Kong government’s Marine Department, salvage teams 

and the ship’s management company, the South Korean and Japanese governments have 

yet to yield. 

Shipping executives, including representatives from salvage company Nippon Salvage, will 

meet with Korean and Japanese officials in the next two days to further discuss a place of 

refuge for the tanker, Ying of MSI Ship Management said. 

South Korea and Japan are members of the International Maritime Organisation (IMO), a 

United Nations body that adopted non-binding guidelines on places of refuge for ships a 

decade ago. 

The IMO move came after a number of ships, notably in Europe, broke up and sank causing 

extensive pollution when countries refused to provide a safe berth. 

These included the oil tanker Prestige that broke up and sank off the coast of Galicia, Spain, 

in November 2002, spilling 60,000 tonnes of oil and polluting almost 3,000 kilometres of 

coastline. 



“Member states are failing to meet the spirit of their obligations,” said Tim Wilkins, Asia 

Pacific regional manager with tanker owners lobby group INTERTANKO. 

  

‘LOCAL CONCERNS TAKE PRECEDENCE’ 

Hong Kong’s Marine Department wrote to South Korea’s Ministry of Oceans and Fisheries 

seeking a refuge for the ship for the second time earlier this month, said Stephen Li, Marine 

Department senior surveyor. 

The department has yet to hear a response, while Japan has already declined to help, Li 

told Reuters. 

The Japanese Coast Guard said they could not comment immediately. 

“The Korean government is discussing how to deal with this matter and nothing has been 

decided,” an official at the country’s Ministry of Oceans and Fisheries with direct knowledge 

of the matter told Reuters. 

The ministry told Hong Kong’s Marine Department a month ago Japan was obliged to offer 

a suitable place to transfer cargo and fuel because the tanker drifted into Japanese 

territorial waters. 

Once the chemicals and fuel were offloaded, the ministry said South Korea could talk about 

allowing the ship into Korea for repairs, the source with knowledge of the incident said. 

Comité Maritime International, a Belgian umbrella group of maritime law organisations, 

floated proposals in 2009 to create a binding IMO convention on places of refuge. 

But the UN’s IMO rejected it, saying other measures – including a Nairobi convention on 

the removal of wrecks which comes into force in 2015 – were sufficient. 

The place of refuge issue in Asia will figure prominently at a meeting next month of the 

Asian Shipowners’ Forum, which represents Asian shipowner groups, said Arthur Bowring, 

managing director of the Hong Kong Shipowners’ Association. 

“The (IMO) guidelines are only guidelines. Local politics and concerns take precedence and 

it becomes difficult” to implement them, said Bowring. (Additional reporting by Meeyoung 

Cho in SEOUL and Osamu Tsukimori in TOKYO; Editing by Muralikumar Anantharaman) 

  

Maritime Maisie brings sharp focus to 

campaign urging governments to adopt IMO 
Places of Refuge guidelines  

  

Ship owners, salvors and insurers – through their respective trade associations – have 

jointly called for the prompt and proper implementation of international measures to 

provide a Place of Refuge for stricken vessels, following a series of incidents where casualty 

vessels have been delayed in accessing a safe harbour. 

The International Chamber of Shipping (ICS) said it had noted “with dismay” the refusal 

by some coastal States to make places of refuge available, thereby risking lives and the 

environment even after the high profile cases of the Stolt Valor and MSC Flaminia in 

2012.  And the plight of the Maritime Maisie presently off the coast of Japan has brought 

this subject back into sharp focus.  The 44,000 dwt chemical tanker is being held at sea 

by six tugs after a collision and fire on 29th December 2013.  The cargo fire has now been 

extinguished through the efforts of the salvors in the face of difficult conditions at sea. 

The vessel has been seeking a place of refuge in either the Republic of Korea or Japan for 

more than a month. The salvors have indicated it is a priority to take the vessel to calm 



waters to manage the remaining cargo in a safe manner and so to minimise potential 

damage to the environment. 

The International Union of Marine Insurance (IUMI); the International Salvage Union, (ISU) 

and ICS all recognise that the issue of Places of Refuge for casualty vessels is sensitive 

and that the risk of pollution from casualties cannot be completely removed. They also 

recognise that decisions with regard to handling casualty vessels carry political implications 

and may impact coastal communities. 

At the same time, failure to offer a suitable Place of Refuge may prevent successful salvage 

intervention and therefore allow a casualty’s condition to worsen and ultimately lead to 

pollution that might otherwise have been prevented, and that pollution may affect a wider 

area than need have been the case. 

Peter Hinchliffe, ICS Secretary General, said: “Guidance on the handling of requests for 

places of refuge was agreed at IMO but often when a case arises the coastal states 

concerned take a ‘not in my backyard’ attitude. This is in marked contrast to attitudes to 

aircraft in need of assistance.  This current case shows that recent lessons have simply not 

been learned.” 

Commenting on the matter, President of the ISU, Leendert Muller said: “Our members are 

right on the front line of this issue. Too often they are unable to follow the best course of 

action which is to take the casualty into shelter, which does not necessarily have to be a 

port. We have seen infamous cases like Castor and Prestige and more recently the MSC 

Flaminia and Stolt Valor and now the Maritime Maisie where our members, attending 

damaged vessels, experienced great difficulty in finding an authority willing to accept the 

casualty.” 

Ole Wikborg, President of the IUMI, points out: “The potential impact of environmental 

damage has to be reduced as much as possible and the safety of crews is paramount and 

we have to minimise material damage to ships and equipment. Coastal states must be able 

to make the best possible decision to prevent further damage following a maritime 

accident. Some countries have a system that seems to be functioning. IUMI is of the strong 

opinion that the prevailing regulations as set out, for example, by IMO and the EU are 

sufficient but that the necessary steps have to be taken to make the rules work.” 

ISU, ICS and IUMI all note the international legal context for the issue and the significant 

relevant legislation that is in place internationally and regionally, in particular, IMO 

Resolution A.949, “Guidelines on Places of Refuge for ships in need of assistance”; 

Resolution A.950 (23) (recommending all coastal States to establish a Maritime Assistance 

Service) and the 1989 Salvage Convention as well as the European Union vessel traffic 

monitoring and information system (Directive 2002/59/EC as amended by Directive 

2009/17/EC) which prevents member States from issuing an outright refusal to provide a 

place of refuge and states that safety of human life and the environment are of over-riding 

concern. 

The industry bodies do not see merit in pursuing additional international legislation which 

will be a lengthy process and will consume resources. Instead they will campaign for better 

application of, compliance with and enforcement of existing rules and guidance. ISU has 

already formally presented views on Places of Refuge to EU member states through the EU 

Commission; the issue will be raised in IMO fora this year and there will be direct 

engagement with the governments of individual coastal states. 

In short, coastal states should be encouraged to recognise that granting a Place of Refuge 

to a casualty vessel may be the most appropriate course. States should establish an 

authority to assess each case on its merits without political interference. Such an 

assessment must include a visual inspection and conclude with recommendations for 

managing and mitigating the risk of any impact on local coastlines and communities. The 



assumption should be that a Place of Refuge will be granted if needed and that there should 

be “no rejection without inspection”. 

IUMI, ICS and ISU would like to see wider adoption by coastal states of simple, robust, “single 
point” command and control models akin to that of the United Kingdom’s SOSREP system. 
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Les fusiliers marins à DIXMUDE  

 

 Yves Buffetaut 

Après le sursaut de la bataille de la Marne, la France est sauvée, mais la situation reste 

très difficile. Le front s'étant stabilisé à l'est de Paris, la guerre de mouvement se poursuit 

vers le Nord. C'est la fameuse course à la mer. Peu à peu, les positions se gèlent dans la 

Somme, en Artois, dans le Nord et les deux adversaires se lancent alors à corps perdu 

dans la « mêlée des Flandres », un nom bien choisi pour une bataille confuse où chaque 

belligérant lance ses dernières forces dans la bataille pour tenter d'emporter la décision. 

  

    

 

  

Les unités sont fatiguées et assez hétérogènes, car les divisions d'active ont toutes été 

engagées ailleurs depuis longtemps, suivies par les grandes unités de réserve. Dans la 

mêlée des Flandres, les Alliés engagent ce qui reste de l'armée belge, contrainte 

d'abandonner Anvers, le corps expéditionnaire britannique, qui n'a pu percer sur l'Aisne en 



septembre et qui s'installe dans le secteur d'Ypres et enfin, outre la cavalerie, la 42' division 

du général Grossetti et la brigade Ronarc'h, forte de 6000 fusiliers marins. 

 

La retraite depuis Gand 

 

Début septembre 1914, la 

brigade de fusiliers marins est 

incorporée à l'armée de Paris, 

afin d'y faire du maintien de 

l'ordre. Elle passe plusieurs 

semaines à Saint-Denis, puis elle 

est dépêchée à Anvers, afin d'y 

soutenir les Belges. Ils n'ont pas 

le temps d'y arriver. A 

Dunkerque, ils sont dirigés sur 

Gand afin d'y recueillir l'armée 

belge en repli d'Anvers. Le 

général Pau, qui dirige les 

relations entre l'armée belge et 

l'armée française, demande à 

l'amiral Ronarc'h, le chef de la 

brigade de fusiliers marins, de 

tenir au moins deux jours à Gand. 

C'est le baptême du feu de la 

brigade. 

Les fusiliers marins sont des 

réservistes qui n'ont jamais servi 

à terre, mais sur mer, de même 

que leurs officiers. Seul l'amiral 

Ronarc'h a déjà combattu à terre, 

pendant la guerre des Boxers, en 

Chine. Le reste de sa carrière s'est déroulé à la mer, notamment comme commandant de 

la flotte des torpilleurs, contre-torpilleurs et sous-marins de la Manche, en 1907. 

Le jeudi 8 octobre 1914, les fusiliers marins débarquent de leurs trains en gare de Gand. 

Ils se portent ensuite vers le village de Melle où, pendant deux jours, ils repoussent les 

assauts allemands, avec des pertes légères. Le 11, les fusiliers marins décrochent, relevés 

par des Britanniques qui n'ont ordre que de tenir deux heures avant de se replier à leur 

tour. 

La retraite est ainsi décrite par Claude Prieur, dans son livre De Dixmude à Nieuport, 

journal d'un officier de fusiliers marins: 

« On ne s'arrête pas à Gand; déjà les convois et la brigade se sont mis en route vers 

Tronchiennes. Mon bataillon n'a pas mangé: tant pis, on grignotera en marche les pommes 

ou les tartines que les habitants nous tendent au passage. La traversée de la ville, avec 

les détours nécessités par les ponts nombreux, me parait interminable. Où allons-nous? 

On n'en sait rien (...) Au bout de peu de temps la fatigue se fait sentir: poids de la journée 

précédente au rude travail des tranchées, poids d'une nuit d'alertes perpétuelles en 

première ligne et d'insomnie, estomac qu'une pomme n'a pas rassasié, et qui crie famine; 

désillusions aussi, de ceux qui ont dû partir sans s'être battus. Les hommes cheminent 

tristement sur l'affreux pavé. 



Au clair de lune les arbres de la grand-route ont des allures fantastiques; l'eau et la brume 

légère, aperçues dans les prairies en contrebas, me donnent des hallucinations et du 

vertige. On marche" toujours; l'heure de la halte horaire passe sans qu'on s'arrête (...) 

Après Tronchiennes on tourne, la grand-route devient un chemin vicinal; on marche dans 

la campagne, aux aboie ments furieux des chiens de garde. Nous allons comme des 

somnambules, courbés sous le sac, butant dans le dos ou les jambes de celui qui nous 

précède (...) Les médecins, 

passant en queue de la 

colonne, secouent les 

traînards: "Donne-moi 

l'adresse de ta famille — 

Pourquoi faire? — 

 

Parce que, dans une demi-heure, les Boches seront là et je veux pouvoir prévenir ta mère 

que tu es pris — Oh ! pas encore!" Et le traînard retrouve ses jambes. » 

Finalement, le 15 octobre, la brigade de fusifiliers marins arrive enfin à Dixmude 

  

Les préparatifs de la défense 

 

Afin d'arrêter les Allemands, le général Foch veut profiter de la barrière naturelle que forme 

l'Yser pour constituer une ligne défensive solide. Pour cela, il décide de former un point 

d'ancrage avec la petite ville flamande de Dixmude. Voici la note d'inscription qu'il envoie 

à l'amiral Ronarc'h: 

" Dans les circonstances où nous sommes, la tactique que vous avez à pratiquer ne 

comporte pas d'idée de manœuvre, mais simplement et au plus haut point, l'idée de 

résistance où vous êtes (...) Quant à la conduite à tenir, elle consiste pour vous à arrêter 

net l'ennemi (...) Inutile de vous dire que je compte entièrement sur votre dévouement 

pour remplir cette mission." 

Ronarc'h ne dispose que de deux régiments. Il place le 1er, commandé par le capitaine de 

vaisseau Delage, dans des tranchées installées en avant de Dixmude, tandis que le 2ème 

(capitaine de vaisseau Varney) s'installe sur la rive gauche de l'Yser, au sud-ouest de 

Dixmude. Ronarc'h installe son commandement sur la rive gauche, à la gare de Caeskerke, 

avec un bataillon du 2ème régiment comme réserve. 



  

Contrairement à ce qui est généralement admis, les fusiliers marins ne sont pas les seuls 

défenseurs de Dixmude. Trois compagnies de tirailleurs sénégalais les accompagneront 

dans la seconde partie de la bataille. Mais surtout, et dès le début, les Belges sont présents, 

au nombre de 5000, sous les ordres du colonel Meiser, faisant fonction de général. 

L'artillerie est très peu nombreuse, avec seulement deux batteries légères belges. Il existe 

aussi une compagnie française de mitrailleuses. La continuité du front vers le nord est 

assurée avec des divisions belges épuisées et exsangues, mais vers le sud, la cavalerie 

française qui se tient dans la forêt de Houthulst ne pourra soulager les fusiliers marins que 

marginalement. 

  

Les premiers combats 

Le 19 octobre 1914, les Allemands commencent leur pression dans le secteur de Dixmude, 

en attaquant les villages de Beerst et de Vladsloo et en délogeant les minces éléments 

belges qui s'y trouvaient encore. 

L'amiral Ronarc'h décide de répliquer aussitôt par une contre-attaque. Claude Prieur, blessé 

au pied, ne peut y participer, mais il donne néanmoins des renseignements intéressants: 

« Vers l'heure du déjeuner, ordre de nous mettre en route pour participer à une offensive 

tentée par la brigade au nord de Dixmude, dans la direction de Keyem et de Beerst. C'est 

bon signe, on se donne de l'air (...) Notre 3ème bataillon reste en réserve dans les fossés 

de la route de Beerst; tandis qu'un escadron de goumiers attend l'ordre de charger, auprès 

du vieux pont romain du canal d'Handsaeme. 

« L'affaire est chaude pour les bataillons Pugliesi-Conti (2e) et Jeanniot (P") du 2' régiment. 

Vu évacuer successivement le corps du lieutenant de vaisseau de Maussion de Candé, tué, 

puis des blessés, du Reau, de Roucy, l'athlète Hébert, Pertus, de Blois, l'une des jeunes 

gloires littéraires de la Marine. Deux autres officiers tués et environ 150 hommes hors de 

combat. L'artillerie belge, qui nous soutient, tonne tant qu'elle peut et ses agents de liaison 

galopent sur la route. » 

En fait, Prieur est sans doute un peu pessimiste: d'après Michel Geoffroy, ancien professeur 

d'histoire militaire à Saint-Cyr, les pertes s'élèvent à 108 hommes: 13 tués dont deux 

officiers, 10 disparus, 85 blessés dont quatre officiers. 



En tout cas, ces pertes n'ont servi à rien. Certes, le village de Beerst et les fermes alentour 

sont remis, mais presque aussitôt, le 1er régiment qui venait d'y relever le 2e, reçoit l'ordre 

de se replier à Saint-Jacques-Capelle, sur la rive ouest de l'Yser. Pourquoi? Parce que des 

éléments allemands fort nombreux ont été vus s'approchant de Dixmude. Il s'agit d'une 

partie des troupes libérées par la prise d'Anvers. Il sera impossible de les contenir en avant 

de Dixmude. 

   

Une mission de sacrifice 

 

 
Les dates divergent sur le début de l'attaque directe sur Dixmude. D'après Prieur, les 

combats acharnés ne débutent devant la ville qu'en fin de journée. Pour Geoffroy, les obus 

de gros calibres s'abattent sur Dixmude toute la journée, notamment du gros calibre: 150, 

210, 280 et même 420 mm. Charles le Goffic, dans son livre sur Dixmude paru en 1915, 



y ajoute du 305 mm. Geoffroy indique que le lieutenant de vaisseau Seriex et toute sa 

section sont anéantis dans l'hôtel de ville le 20 octobre, mais Prieur, témoin direct, voit le 

même Sérieyx (orthographe légèrement différente) vivant, le 21. Pour Prieur, c'est le 

capitaine de Monts qui est tué en ville avec une quarantaine d'hommes de la 10' 

compagnie. En tout cas, 

il résume bien la 

situation: « La bataille 

est dure; les Allemands 

tentent véritablement 

aujourd'hui de forcer le 

passage. Les troupes 

belges, qui sont en 1ère ligne depuis l'affaire de Beerst, 

commencent à s'épuiser (...) » 

En effet, au sud de la ville, les positions belges cèdent mais quatre compagnies de fusiliers 

marins y rétablissent la situation. À peine la situation est-elle rétablie que c'est au nord 

qu'apparaît le danger: les Allemands réussissent à franchir l'Yser et Dixmude risque donc 

d'être tournée. Les bataillons Rabot et Jeanniot y sont envoyés, mais ils ne réussissent 

qu'à freiner l'adversaire au prix de lourdes pertes, puisque deux compagnies sont détruites. 

En fait, le salut ne peut venir que de la 42' division d'infanterie du général Grossetti, qui 

commence enfin à arriver sur place. 

La situation est tellement grave que le général d'Urbal, qui vient de recevoir le 

commandement du DAB, le détachement d'armée de Belgique, envoie ce message à 

Ronarc'h: 

«II y va de notre honneur d'aider les Belges jusqu'à l'extrême limite de nos moyens (...) 

En conséquence, le passage de Dixmude doit être tenu par vous tant qu'il restera un fusilier 

marin vivant, quoi qu'il puisse arriver à votre droite ou à votre gauche. La seule hypothèse 

qui ne puisse pas être envisagée, c'est la retraite. » 

 

Faire face au débordement 

 

 

  



À partir du 24, les Allemands cherchent à s'infiltrer dans la ville par le sud-est, dans le 

secteur du cimetière. Prieur monte en ligne: 

« Alerte dans nos abris à trois heures du matin: nous partons en ville aux ordres du 

commandant de Kerros. Le chemin est coupé d'entonnoirs creusés par les obus, de 

décombres amoncelés au bord des trottoirs, et où l'on a déployé un étroit sentier. Les 

incendies mal éteints font à notre marche un éclairage lugubre. Mon meilleur peloton est 

envoyé, avec l'officier des équipages Le Gall, aux tranchées du cimetière, que nous 

commençons à bien connaître. J'emmène l'autre plus à l'est, dans le prolongement de la 

même ligne de front. Le Gall a des mitrailleuses françaises; je sers de soutien à une section 

de mitrailleuses belges du brave lieutenant Pirson, du 11' de ligne. À droite et à gauche, 

les sections sont enchevêtrées. Belges et marins alternent, peloton par peloton, ou même 

se mêlent dans la tranchée commune, avec ou sans officier (...) Le bombardement effectué 

simultanément au gros calibre et au shrapnell — anéantir la tranchée, tuer ceux qui 

tenteraient un repli — est particulièrement intense du côté du cimetière (...) Ce tir éprouve 

sensiblement notre 2e section (...) Dans la nuit du 24 au 25, attaques incessantes, de deux 

heures en deux heures, tant sur la route d'Eeseen que sur celle de Woumen. Toutes sans 

succès. » 

Si les assauts allemands échouent le 24, puis le 25 octobre, avec des pertes très sensibles, 

le 26, les assaillants ont plus de succès. Prieur raconte ainsi les terribles combats de la 

matinée: 

« Le jour n'est pas encore levé qu'une vive alerte, avec fusillade toute proche, se produit. 

Il est environ trois heures trente quand l'alarme est transmise à mon gourbi. 

« Une force allemande a réussi à pénétrer en ville par la route d'Eessen, et vient d'essayer 

de nous enlever le pont, en chassant devant elle des Belges, des marins, des pillards 

rencontrés en ville. Ils poussent des hourras. Le flot de fuyards traverse le pont, suivi de 

si près qu'on ne s'aperçoit pas du moment où, dans le tas, commencent les ennemis. Le 

capitaine de frégate Marcotte de Sainte-Marie, l'enseigne de Lambertye, à leur poste, se 

voient brusquement bousculés par des Allemands. De Lambertye tombe, tandis que le 

commandant essaye de décharger son revolver sur les assaillants. Les mitrailleuses sont 

mises en action; en un clin d'œil le pont est déblayé. il n'y 

reste plus que des morts. Seule une tête de colonne d'une soixantaine d'hommes a passé. 

Le reste se disperse dans Dixmude. Ceux qui sont passés foncent droit devant eux par 

l'unique route qui se présente, celle qui remonte du pont vers Caeskerke. 

http://déblayé.il/


 

  

« À droite et à gauche, dans les maisons encore debout, des ambulances, des états-majors 

campent sur la paille. Les Allemands, sans s'arrêter, font feu sur tout ce qui est éclairé. 

C'est ainsi qu'ils atteignent le médecin principal Duguet et l'abbé Le Helloco, aumônier du 

2ème régiment (...) Le capitaine de frégate Jeanniot, qui commande le 1er bataillon du 

2ème régiment, formant à ce moment la réserve, s'avance au-devant de la troupe, plus 

persuadé d'une panique que d'une attaque invraisemblable, puisque notre première ligne 

tient toujours en avant de Dixmude. Il se croit suivi, mais ses hommes sont encore loin 

derrière lui. Tout seul, il essaye d'arrêter l'ennemi: — Rendez-vous, vous êtes prisonniers! 

— Non, fous, prisonnier! Et c'est bien Jeanniot qu'on entraîne(...) Quelques mètres plus 

loin, auprès du passage à niveau de Caeskerke, dont la 

barrière fournit un appui, un barrage s'est enfin formé avec 

des médecins, des cuisiniers, quelques fuyards ralliés, des 

automobilistes. Décidément, les Boches ne sont pas en 

force. Leur coup a manqué; et, poursuivis par quelques 

maigres coups de fusil, ils obliquent vers le sud à travers champs, aussitôt perdus dans la 

nuit. » 

  



  

 
On l'imagine, cette incursion allemande loin derrière les lignes cause une belle pagaille. Il 

faut placer des sentinelles vers l'arrière, car les Allemands vont sans aucun doute chercher 

à repasser dans leurs lignes. Finalement, ils sont repérés dans un champ et contraints de 

se rendre, mais ils ont assassiné leur prisonnier, le capitaine de frégate Jeanniot. Prieur 

note sobrement dans son carnet qu'un instant après leur capture, justice est faite. 

Ronarc'h, venu sur les lieux, a mené rapidement une enquête et les trois officiers allemands 

capturés à la tête de leur troupe sont exécutés. Les 30 soldats sont faits prisonniers et Le 

Goffic note « on cueillit toute la bande sans lui faire de mal. » 

C'est après cet épisode que le général d'Urbal envoie des 

renforts pour que la ligne soit moins perméable, en 

l'occurrence le 1er bataillon de tirailleurs sénégalais du 

commandant Brochot et le 3? bataillon de tirailleurs 

sénégalais du commandant Frèrejean. Le tout forme un 

régiment de marche placé sous les ordres du commandant 

Pelletier, qui est tué dès le lendemain par le bombardement 

allemand. Frèrejean prend sa place. 

   



     

 
  

Les Belges inondent le champ de bataille 

 

Le 27, l'armée belge ouvre les portes des écluses de Nieuport. Cela signifie qu'à marée 

montante, la mer remonte loin l'Yser et inonde peu à peu les champs, les tranchées, les 

abris. C'est évidemment un handicap pour les défenseurs, mais plus encore pour les 

assaillants, qui ne peuvent espérer aucune avance en dehors des routes et des remblais 

de voie ferrée. La situation devient d'autant plus difficile pour eux que la 42' division est 

maintenant entièrement en ligne et qu'elle vient de prendre Ramscappelle. Autant dire que 

l'adversaire renonce. Il abandonne ses positions à l'ouest de l'Yser, car elles seront bientôt 

submergées. Charles Le Goffic, dont le livre est vraiment très peu objectif et qui ne peut 

donc être utilisé sans beaucoup de précautions, résume toutefois bien la situation lorsqu'il 

écrit: 

« Le plan du grand état-major allemand était déjoué: il n'avait compté, pour atteindre 

Dunkerque, ni sur l'intervention de la flotte anglo-française, qui l'empêchait de longer par 

les dunes le rivage de la mer, ni sur les facilités qu'offrait à la défense l'inondation du 

bassin de l'Yser. La clef de la position n'était ni à Dixmude, ni à Pervyse, ni à Ramscappelle, 

ni à Ypres, comme il l'avait cru, mais dans la poche du chef-wateringue qui garde les 

écluses de Nieuport. » 

Le 1er novembre 1914, les Allemands repassent à l'est du fleuve en abandonnant tout leur 

matériel lourd. Ils ont perdu la bataille de l'Yser. Mais Dixmude reste en une position 

difficile, tête de pont isolée sur la rive droite du fleuve. 

 

Dixmude succombe 

 

Pendant une dizaine de jours, les Allemands s'occupent surtout des combats autour 

d'Ypres, mais durant la nuit du 9 au 10 novembre, un déluge de feu s'abat sur les lignes 

alliées à Dixmude. Cette fois, les efforts allemands portent au sud-est et ils réussissent. Le 

front sur la route d'Eessen est percé, à la jonction entre une compagnie belge et deux 

compagnies de tirailleurs sénégalais. Les assaillants parviennent à s'infiltrer à l'arrière du 

front et à isoler des éléments français. Claude Prieur est du nombre. Il écrit: 

« Un seul parti possible: tenter de forcer le passage vers l'Yser par la gauche, à travers les 

arroyos. Oui. Mais il en coûte d'abandonner la tranchée, nos morts qu'on n'a pas eu le 

temps d'ensevelir, plusieurs blessés graves qui ne supporteraient pas le transport. » 



Finalement, les officiers encore indemnes tiennent un rapide conseil de guerre et décident 

de tenter de se frayer un passage, puisqu'aussi bien, aucun secours n'est à attendre. C'est 

la mort ou la captivité. En tout, après un éprouvant périple dans les arroyos plein d'eau et 

de vase, environ 450 rescapés du 3' bataillon parviennent à rejoindre les positions du 1" 

bataillon, sur la rive ouest de l'Yser. 

Sur toute l'étendue de la tête de pont de Dixmude, les Alliés en font de même: il n'est plus 

possible de tenir sans risquer d'être totalement encerclé. Les troupes se replient donc par 

les ponts qui sont tenus jusqu'au bout et ne sautent qu'à 17 heures, le 10 novembre, 

quand l'évacuation est terminée. Elle a été très coûteuse pour les Alliés, les Français et les 

Belges devant souvent percer de vive force. 

Le Goffic s'est laissé aller à un lyrisme qui devait plaire aux civils, mais sans doute peu aux 

soldats, puisque Prieur, par exemple, reste toujours d'une très grande sobriété et ne parle 

pas des événements invraisemblables décrits par l'auteur breton: 

« On se fusillait à bout ponant; on s'égorgeait à la baïonnette, au couteau, à coups de 

crosse, et, quand les crosses étaient rompues à force de cogner, on avait encore ses pieds, 

ses poings, sa tête, ses dents. À trois heures de l'après-midi, la moitié de nos hommes 

étaient hors de combat, tués, blessés ou prisonniers. » 

Le commandant Guignard, 

dans la Revue des Deux 

Mondes datée du 15 juin 1919, 

va encore plus loin dans 

l'emphase mal venue: « [Les 

tirailleurs et les marins] furent 

pris d'une fureur sacrée, 

libérant l'esprit de la matière, 

soudant leurs âmes en une âme 

collective, supra humaine. D'un 

rythme puissant, ce cantique 

de guerre emplit la bataille et la 

domina. L'Allemand, pour en 

finir avec ces demi-dieux en 

furie, amena le canon (...) Sous 

les volées, mourant pour 

toujours avec les morts, 

l'hymne unique s'affaiblit, puis 

se tut. Mais il avait droit à 

d'éternels échos dans l'Histoire. 

» Dixmude est donc tombé, 

mais les Allemands n'iront pas 

plus loin. Ils tentent en vain de 

forcer le passage les jours 

suivants, mais l'Yser n'est pas 

franchissable. Le 16 novembre, 

la brigade navale est relevée. 

Elle a perdu près de 75 % de 

ses effectifs, mais l'essentiel a 

été sauvé. Le front de l'Yser a 

tenu. 
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“MarEngine English Underway” 

 

B O E K B E S P R E K I N G By : Frank NEYTS.  

  



Dokmar Maritime Publishers BV in Holland recently issued some interesting maritime 

titles. One of these is ‘MarEngine English Underway”, written by Wieslawa 

Buczkowska.  

‘MarEngine English Underway’ is a Marine Engineering English handbook mainly 

intended for novice teachers of Marine Engineering, particularly at Marine Engineering 

faculties and colleges, who are not engineers but professional language teachers and who 

just happened in their life career to be confronted with a challenge of teaching English 

within difficult marine engineering terms and concepts. The handbook can also be used as 

a practice teaching tool or for self-studying. It definitely would help students to visualize 

and organize thematic content of marine engineering vocabulary. All the readings are 

followed by a number of practice tasks which are provided with answer keys. Moreover, 

the handbook is intended for learners who have at least the basic knowledge of the 

common English sentence structure and vocabulary. Wieslawa Buczkowska is Senior 

Lecturer of Maritime English at the Gdynia Maritime University, Poland. Highly 

recomanded. “MarEngine English Underway” (ISBN 978 90 71500 26 8), a 240 page 

softback publication costs 29 euro. It can be bought in the specialized bookshop or direct 

with the publisher, Dokmar Maritime Publishers BV, PO Box 360, 1600 AJ Enkhuizen, 

The Netherlands. Phone +31(0)228.321343, Fax +31(0)228.326707, e-mail: 

info@dokmar.com , website www.dokmar.com. 
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Oil & Gas explorers need to rethink their 
capex on exploration activity in Africa in the 

light of the drop in the global oil price  

 

PwC analysis Oil & gas explorers must rethink their capital expenditure on exploration 

activity across the African continent in the wake of the significant drop in the global oil 

price, according to an analysis on the oil & gas industry in Africa released by PwC today. 

“Oil & gas explorers will be relooking at their budgets and deciding where to allocate their 

limited capital spend given the substantial decline in the oil price. Overall, low oil prices 

could have an impact on production undermining certain players in the market,” warns 

Chris Bredenhann, PwC Africa Oil and Gas Advisory Leader. The WTI price for crude oil 

recently plunged below US$49 per barrel, following wide-scale reports of oversupply in the 

US. Current reserves are reported in the press to be at their highest level in the past 80 

years.According to PwC’s ‘Fit for $50 oil in Africa’ analysis, Africa has seen substantial 

successes in the exploration for hydrocarbons over the last decade including the entry of 

new country players with East Africa, joining the ranks of their West African neighbours. 

In 2013 alone, six of the top 10 global discoveries by size were made in Africa – including 

some of the largest discoveries in the last decade in East Africa. The key to surviving the 

ups and downs of the cyclical oil & gas market is to learn how to adapt quickly – be more 

agile! “ Oil & gas companies now need to plan for the upturn that is sure to follow to ensure 

that the potential boom does not go bust,” adds Bredenhann.  

The drop in oil prices is expected to have a significant impact on Africa, which has been 

grappling with the effects of long-term poverty, food shortages, HIV/AIDS, and more 

recently the outbreak of the Ebola virus in West Africa.The challenges facing oil & Gas 

companies in Africa continue to be diverse and numerous fuelled by regulatory uncertainty, 



fraud and corruption, poor infrastructure, and a lack of skilled resources, among others. 

Furthermore, Africa has one of the highest average finding costs in the world at a massive 

$35.01 per barrel in 2009 surpassed only by the US offshore fields which came in at $41.51 

per barrel, according to the US Energy Information Administration.  

Africa also holds a number of technically challenging hydrocarbon prospects. Examples 

include deepwater sub-salt exploration activity in West Africa, waxy oil in Uganda as well 

as offshore exploration leases in South Africa.Bredenhann says: “While oilfield service 

companies will venture to cut back on spending, they will also be under extreme pressure 

by the oil companies to drop their prices.”  

According to the analysis, the following oil & gas players in the market are expected to be 

most likely at risk from the drop in the oil price: frontier areas, host governments, major 

gas projects and oilfield service companies.Frontier areas around the world are expected 

to suffer from delayed development in the near-term. These include technically difficult 

projects that require more spend than conventional production such as deepwater, sub-

salt, shale gas and enhanced oil recovery ventures. Countries that may see frontier project 

delays include offshore South Africa, sub-salt Congo and Angola, offshore Tanzania and 

shale gas in South Africa. Shale gas, in particular, could move forward if the gas pricewere 

not 100% fully-indexed to oil. . It should be noted that oil companies do not make their 

investment decisions based on short-term, cyclical price changes but rather on wider price 

trends given the long-term nature of these investments.  

Major African gas projects are also expected to be under increased scrutiny, as oil-linked 

LNG prices have dropped significantly. “While we don’t envision that the major LNG projects 

in Mozambique and Tanzania will be cancelled outright, costs are a major concern for 

investors,” Bredenhann says.At this time, governments would do well to place regulatory, 

legislative and fiscal policies in order so that they are seen as attractive regimes when the 

price recovers.  

Oilfield service companies will be hit hard globally, but Africa may be an especially 

vulnerable portion of their portfolios, states the analysis. Africa could pose further 

challenges due to difficult logistics and the lack of infrastructure. Overall exploration costs 

have already decreased significantly due to cost pressures, in particular seismic surveying 

and drilling. This is expected to lead to idle rigs as well as delayed and potentially cancelled 

projects. However, not all is doom and gloom. There are still numerous opportunities to 

invest in the industry within Africa. The greatest opportunity seems to lie within onshore 

exploration. There are still risks, but onshore exploration is also significantly cheaper. 

Tullow Oil has certainly taken note of this opportunity as it has announced that it plans to 

drill six basin openers in onshore Kenya during 2015.  

Aside from exploration, some players are moving ahead with development programmes, 

even though they have no plans to expand with exploration drilling. “We also see that there 

could be significant potential for firms that are strong in R & D,” adds Bredenhann. Lastly, 

there is opportunity for new players with strong balance sheets to enter the African market, 

potentially at a low cost.A number of issues must, therefore, be addressed. This can be 

done by starting with an organisational stress test including strategic, financial, operational 

and commercial elements. In situations of low commodity prices, many companies respond 

with knee-jerk cost reduction programmes. This could be more effective if they took the 

time to understand what specific costs are, how they compare to peers and what reductions 

are truly possible. Cost reduction programmes need to be targeted and realistic,” concludes 

Bredenhann.  

For more information, please visit : http://www.pwc.com  
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Study finds lack of marine LNG 
infrastructure, regulations  

  

A U.S. Maritime Administration study released this month found that the country is ill 

prepared for large vessels converting from traditional heavy diesel fuel to liquefied natural 

gas.Improvements in training and regulatory oversight must be made if there is a sea 

change to LNG as the maritime industry tries to meet new environmental requirements.  

The four-part, 156-page report states that there are gaps in standardized regulations for 

bunkering, or fueling, LNG-powered vessels as well as for emergency preparedness and 

response requirements, vapor gas management, and inspection requirements. Domestic 

standards for technical design are also lacking, according to the report. 

"Among the list of gaps, one of the most important to ensure the widespread adoption of 

LNG-fueled ships is clear and risk-informed requirements for non-self-propelled bunker 

barges," the authors wrote.The report concluded that ship-to-ship refuelingg is the 

preferred option for the quantities of LNG needed to supply large vessels.Regulatory 

vacuums largely exist regarding the transfer of LNG from shoreside facilities or non-

navigable waters to navigable U.S. waterways and performing LNG fueling operations while 

on a navigable waterway, too.The regulatory improvements would help shape the 

arrangement of the fueling infrastructure in the U.S., of which there is little, the study 

suggests. Northern Europe is one region of the world where LNG is a common large vessel 

fuel.  

During a speech at a recent 

industry conference, Federal 

Maritime Commissioner William 

Doyle said the cost and 

environmental benefits of LNG as 

fuel cannot be ignored, 

particularly because the country 

is flush with natural gas as a 

result of the shale energy boom. 

"Based on the current forecasts, 

natural gas delivered for 

production of LNG in the U.S. is 

now more than 50 percent less 

expensive on an energy-equivalent basis than marine residual fuel and marine distillate 

fuel," Doyle said. "It is projected that this relative price advantage will continue, and even 

increase, through 2035. This has opened up an opportunity for significant annual fuel cost 

savings when converting marine vessels that use petroleum fuel to natural gas 

operation."The findings come as large vessel operators attempt to comply with tougher 

near-shore emissions regulations from the Environmental Protection Agency known as the 

Emission Control Area, or ECA. Enacted by the U.S. and Canada in 2012 within the structure 

of the International Maritime Organization pollution prevention treaty known as Marpol, 

the ECA currently requires ships operating within 200 miles of the U.S. and Canadian coasts 

to burn fuels containing less than 1 percent sulfur. On Jan. 1, 2015, the requirement 

tightens to allow only more expensive fuels with less than 0.1 percent sulfur content. Cruise 

companies and marine transporters alike have said the fuel restrictions will significantly 

increase their operating costs, burdens they will have to pass on to their customers. 



Some vessel operators have agreed to add sulfur "scrubbers" to their ships as a way to 

filter emissions and continue burning standard fuels.Totem Ocean Trailer Express Inc., or 

TOTE, one of two companies that offer regular freight service to the Port of Anchorage, is 

switching the M/V Midnight Sun and North Star to run on LNG. The 840-foot Orca Class 

freight ships each make one round trip per week between Anchorage and Tacoma, Wash. 

TOTE originally planned on converting the vessels' engines to LNG but has ultimately 

decided to replace them, according to company spokeswoman Tyler Edgar.The Midnight 

Sun's engine swap will be done by March 2016, with the North Star following about a year 

later, Edgar wrote. An agreement with the EPA extended TOTE's fuel switch deadline to 

September 2016 because it is making such a drastic, long-term change. Improving the 

marine LNG infrastructure and developing crew and first responder training are also needed 

to promote use of the cleaner-burning fuel, according to the report. The infrastructure 

portion deals mainly with the ways a vessel can be fueled with LNG — truck-to-ship, shore-

to-ship and ship-to-ship.  

Maritime Commissioner Doyle said shore-to-ship and truck-to-ship are the primary means 

of refueling in Norway, one of the countries further along in a transition to LNG-powered 

vessels than the U.S.Truck-to-ship fueling is an acceptable option for small vessels — a 

standard LNG tanker trailer can hold between 10,000 and 13,000 gallons of fuel — and as 

an interim or start-up solution to test the market before more investments are made, but 

is not a feasible large-scale option, the report states.While an average tug needing about 

25,000 gallons of fuel would mean 2 trucks, a large container vessel capable of carrying 2 

million gallons of fuel would require more than LNG trucks to fill it, the report concludes.  

It notes that trucked LNG is potentially a more dangerous option, as it would add tanker 

trucks to congested roads in port cities. Additionally, LNG truck drivers might not be 

dedicated to the refueling process full-time and thus may not be fully aware of risks and 

regulations associated with the operation.Permanent shoreside facilities have opposite 

qualities.  

"Although the (shore-to-ship) option has great flexibility in the design for transfer rate and 

volume, it is the least flexible with respect to geography," the study authors wrote. "It 

must be sited at a fixed location, relatively close to the dock or jetty. Heat loss from long 

sections of pipeline and costs of cryogenic-service pipelines necessitate this proximity 

constraint."If a ship is required to moor at a dedicated dock to refuel without cargo transfer 

taking place, the time benefits of ship-to-shore fueling would likely evaporate, it states.  

TOTE's Edgar wrote that the company is working on a "phased approach" with its LNG 

vendors. Eventually, TOTE expects to fuel from shore tanks, but an interim solution has 

not been determined while that infrastructure is developed in Northern Washington, she 

wrote.Depending on sea conditions, the Midnight Sun and North Star are projected to use 

about 400,000 gallons of LNG per round trip.The study also pushes for the adoption of best 

practices and acceptable risk guidelines for fueling. Establishing safety zones during LNG 

transfer and effective training regimens for truck drivers will be critical to minimizing risks 

associated with the highly-flammable fuel, according to the study. 

An attempt to quantify the risk of actual fueling operations found the truck-to-ship method 

to be the safest once the LNG is on-site. If a one-in-10,000 chance of fatality for someone 

continuously involved in LNG fueling is deemed acceptable, a safety zone for truck-to-ship 

would be 46 meters for other individuals. With shore-to-ship that zone increases to 57 

meters, and to 70 meters with ship-to-ship operations. The truck-to-ship method is 

considered the safest while fueling because it involves the smallest amount of fuel. For the 

other methods, tank rupture is not considered a realistic concern in shore-to-ship. Taking 

advantage of the mobility of the operations and conducting them away from port facilities 

could increase ship-to-ship bystander safety. 



Source : alaskajournal 

 

 

Inséré le 23/03/02  NIEUWS  NOUVELLES  Enlevé le 23/04/15 

UK adds eLoran as GPS backup  

  

The United Kingdom is to install seven eLoran stations on its southern and eastern coasts, 

offering passenger and cargo ships sailing the busy waters of the English Channel and the 

North Sea a back-up to their GPS systems. 

The stations will provide alternative Position, Navigation and Timing (PNT) information to 

ensure that ships equipped with eLoran receivers can navigate safely in the event of GPS 

failure. 

GPS signals are vulnerable to both accidental and deliberate jamming – and GPS jammers 

are available online for as little as £30. 

Many devices and 

applications on board 

ships rely on GPS-based 

information. ELoran 

technology is based on 

longwave radio signals 

and is independent and 

complementary to GPS. 

Earlier this year, the 

General Lighthouse 

Authorities (GLA) of the 

UK and Ireland tested a 

prototype automatic 

resilient PNT (positioning, 

navigation and timing) 

system using eLoran. The 

trials were carried out 

aboard the THV Galatea 

out of Harwich on several 

excursions between 28th 

February and 1st March this year. 

Following approval by the UK Department of Transport, it was announced that seven 

differential eLoran stations will be installed along the South and East coast of the UK. The 

equipment will be replaced in two prototype stations at Dover and Harwich, and five new 

stations will be deployed in the Medway, Humber, Middlesbrough, Firth of Forth and 

Aberdeen. 

The GLAs have contracted UrsaNav for the deployment to deliver initial operational 

capability by summer 2014. Full operational capability covering all major ports is expected 

by 2019. 

The UK is the first country in the world to deploy this technology for shipping companies 

operating both passenger and cargo services. 

South Korea, which suffered a 16-day GPS jamming attack by North Korea last year, has 

expressed its wish to establish an eLoran alliance with the UK while it pursues its own 

rollout of differential eLoran stations, due for completion in 2015. 



The UK’s Minister of Shipping Stephen Hammond said: “The deployment of seven eLoran 

stations follows the successful demonstration of eLoran as a resilient PNT technology and 

puts the UK at the forefront of developments to improve navigational safety.” 

Martin Bransby, Research & Radionavigation manager at the GLAs, also noted: “(This) 

announcement is a significant step towards improving safety at sea, but few vessels 

currently have receivers to take advantage of the new stations. We hope that the maritime 

industry will respond proactively to the new stations rollout by installing eLoran receivers 

on more vessels.” 

Charles Schue, president and CEO of UrsaNav, said: “We are very proud to be working 

with the General Lighthouse Authorities on this project, which is the most advanced of its 

kind in the world.”  

“The number of enquiries we receive about eLoran and other resilient PNT technology 
continues to increase and we are now approached for further information on a daily basis. 
Much of this is testament to the example being set in the UK, raising awareness of the need 
for a robust backup to GPS.” 
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Achieving sustainable shipping  

  

Energy conservation and environmental awareness is a terribly ‘hip’ topic in the modern 

media, with issues like climate change and ecological sustainability a matter of 

conversation across all social groups, from the festival going hippie to directors around the 

boardroom table. 

Obviously the conservation of the environment and our ability to run our societies in a 

sustainable manner are matters which affect every one of us, impacting on how we live 

and work, now and in the future. 

At a corporate level, ‘going green’ is seen as a useful marketing exercise, expounding a 

company’s care and commitment to the people in the communities it serves, and in some 

cases may be viewed with a certain amount of scepticism by the public. 

However, whatever the intentions of these corporations in their ‘green’ strategies, the 

ability to choose onés own environmental policy is increasingly becoming a thing of the 

past, as regulatory bodies draft environmental measures into law and impose various 

requirements on businesses to push them towards ecologically friendly operations. 

This is particularly true in shipping, where global regulations coming via the IMO such as 

the SEEMP (Ship Energy Efficiency Management Plan) or EEDI (Energy Efficiency Design 

Index) mix with more regionally focused measures like ECAs (Emission Control Areas) to 

create multiple volumes of guidance on how a ship should be run with regard to its 

environmental impact. 

However, while the bureaucratic and administrative burden this places on shipping 

companies may not always be welcome, the benefits are not limited to a cleaner 

environment. Quite simply, running a more energy efficient ship can have an enormous 

impact on a company’s bottom line. 

In an era where energy and fuel make up the single greatest cost item in running a ship, 

being more efficient than another comparable operator in how you use these resources can 

provide a significant competitive advantage. 

Greater ship efficiency means a cleaner environment, and means reduced costs to the 

shipowner  so everybody wins. 

  



Efficiency approach 

One vessel operator that is trying to put such efficiency concepts into practice in its 

operations is Springfield Shipping Co Panama, which has recently tried to introduce a range 

of measures that aim to reduce its use of energy across its fleet. 

Konstantinos Lourandos, a superintendent engineer with the company for the last 14 years, 

based in Greece, is one of those who has undertaken the task to coordinate Springfield 

Shipping's efforts to become more efficient in the way it manages energy on board its 

ships. 

It is a task that is not as straightforward as it might initially seem, as he explains. 

“I have the feeling that we are sailing deeper and deeper into uncharted waters,” said Mr 

Lourandos. 

“We have to face the environmental regulations, the expanding ECA zones, EEDI, SEEMP, 

MRV and MBMs. Eco-ships are also another controversial issue, and there are many myths 

which are being spread about them.” 

“On the other hand, we try to implement new technology on board our ships, we try to 

become more efficient in the way we manage energy, we want to save energy. There are 

many technological solutions in the market, technology which is driven also by regulation 

and competition. Sometimes we can be talking about innovative ideas but wére uncertain 

about the payback time, so we don’t know if we should invest or not.” 

On top of these difficulties Mr Lourandos notes that improvements in this area are also 

notoriously difficult to measure, and that making real progress requires a complete cultural 

change. 

Nevertheless, he believes that “the bottom line is, in order to survive we have to adapt 

and reduce our operating costs. Of course we have to reduce our emissions too, to comply 

with environmental regulations. The green ship, the ship of the future, will have a 

commercial advantage.” 

  

Regulations 

One of the most immediate concerns when trying to increase energy efficiency is making 

sure that the steps that are taken are in line with current and upcoming regulations – even 

if your company can think of a better way to achieve a certain goal, compliance is 

something which cannot be ignored. 

“How much CO2 is produced by international shipping? The truth is that nobody knows,” 

said Mr Lourandos. 

“IMO has used two basic methods to estimate it – the ‘top down’ method, which is based 

on fuel sales, and the ‘bottom up’ method based on activity. But the problem is that there 

is a ten to one scale of difference between the two different scenarios.” 

IMO’s strategy to reduce emissions like CO2 SOx and NOx is outlined in Marpol Annex VI, 

and includes technical measures like EEDI and market based measures which are still under 

discussion. It also includes operational measures like SEEMP on board vessels. 

While the ultimate goals of these initiatives are admirable, Mr Lourandos notes that the 

way they have been designed is not free from problems. 

“EEDI is a controversial issue, I recently read an interesting paper by Professor Krüger 

from the University of Hamburg which says that the EEDI violates the laws of physics,” he 

said. 

“In order to reach the required EEDI the correct solution would be to optimise hull, engine 

and propeller, but the easiest solution would be to reduce the design speed. However, this 

could lead to underpowered ships, and would require us to maintain speed in bad weather.” 



Another big issue that Mr Lourandos sees with the practicalities of working with the EEDI 

is that it doesn’t take into account the external parties with whom the shipping company 

is working. 

“Once a vessel is loaded the price of the goods carried may fluctuate – say the price of oil 

is going up on a voyage the vessel may be asked to slow steam to allow the price to rise 

further. A price hike of $4 per barrel might offer a bonus to the shipper of maybe $8 million. 

And the fuel cost in this case becomes less important,” he said. 

“On the other hand, if the price is falling then the ship needs to speed up to reduce the 

loss to the shipper, and the extra fuel consumed is not relevant. Getting the cargo sold at 

the best price is the overriding requirement.” 

“So the shipper, and not the ship owner, is often the one who dictates the operating speed 

of the vessel.” 

Understanding of these parameters of doing business is something that shipping companies 

themselves can probably do better than anyone else, and Mr Lourandos notes that the 

industry has had a good record of learning and self-improvement on its own initiative. 

“As we know, 90 per cent of world trade is carried by sea, but about 2.7 per cent is the 

estimated proportion of global greenhouse gases caused by international shipping, though 

as I said wére not sure, nobody knows,” he said. 

“We must not forget that shipping has always been a well self-regulated industry. In the 

last 14 years we have seen a drop in oil spills despite the massive increase in oil cargoes, 

a general reduction in harmful gases such as nitrogen dioxide and sulphur dioxide, and an 

uptake in fuel efficient ship design. That said, the search for perfect equilibrium continues.” 

“So, I think the question of what we have to do to have sustainable shipping is very easy 

– we have to adopt new technologies, we have to promote an energy saving culture on 

board our vessels, we have to implement technological solutions, we have to reduce our 

emissions, and we have to manage our costs.” 

  

Implementing  an eco-strategy 

Introducing a 

new energy 

efficient way of 

operating at a 

company is never 

easy, and will 

involve an 

extensive amount 

of selfevaluation 

and analysis 

before any real 

work can begin. 

“First we have to 

measure and 

benchmark. This 

is extremely 

difficult, it’s very, very difficult to measure. Then we have to set objectives, KPIs. We have 

to adopt and implement energy abatement measures. And then of course we have to 

monitor, report and keep doing that as the cycle goes on and on,” said Mr Lourandos. 

“Are we operating efficiently enough? Is there room for improvement? The answer is going 

to be ‘yes’. The term ‘energy efficiency’ has so far been a neglected term.” 



“Before investing, there are many off the-shelf solutions and innovative ideas in the 

market. It’s what they call a ‘jungle market’. But before we do that we need to promote 

an energy saving culture on board. We have to make sure that we are using the already 

installed technology to its full potential. When selecting one of the off-the-shelf solutions 

we have to take into account the capital investment and the payback period. But most 

importantly, we don’t want to put additional load on the shoulders of the crew.” 

Mr Lourandos notes that this was the policy followed by his company in beginning this 

process, and that these evaluations are still ongoing. Already it has led the company to 

adopt measures like slow steaming some time ago, before looking towards more advanced 

options. 

“We have invested in breakthrough technology after meticulous evaluation of current 

energy abatement solutions, and we are promoting an energy saving culture on board our 

vessels because we strongly believe that this is the stepping stone to the implementation 

of an energy saving system,” he said. 

“We have identified great energy saving potential. We are evaluating our everyday 

activities, on board and ashore, in an effort to improve our environmental standards and 

reduce our energy footprint for the protection of the environment and society, and the 

sustainability of the shipping industry. We don’t want to leave any stone unturned.” 

“So, we have adopted measures, operational measures, slow steaming procedures 

following consultation with the main engine makers.” 

After adopting the various required measures and procedures identified, Mr Lourandos 

notes that all of the company’s vessels are now operating, as required, at the slow 

steaming mode down to around 20 per cent of MCR (Maximum Continuous Rating). Other 

small, but significant, changes in performance monitoring have also led to efficiency gains. 

“We are also looking at efficient operation of auxiliary machinery, we review the 

arrangements we have and how we operate the machinery, and we try and find more 

efficient ways and more efficient procedures for certain auxiliaries,” said Mr Lourandos. 

“One of the first measures we took was the autopilot upgrade. By upgrading the autopilot 

units we could achieve fuel savings in the range of 1.15 per cent. This is very difficult to 

measure, it’s a bit impractical, but we’ve seen this from the performance and from the 

course recorder, so we believe that we get some savings.” 

“Hull monitoring performance and ships’ performance is monitored, and in case of 

deterioration we have underwater cleaning done by divers. We collect the slip data, and 

then we filter it – it’s a difficult job, but when the slip goes up it means the hull has fouling. 

We also confirmed this data with pictures as well of the hull.” 

Allied to these changes have been improvements in the machinery set-up on the ships. For 

example, inverter drives for the engine room fans have already been installed on one of 

the company’s Namura Suezmax vessels, with the aim of creating expected energy savings 

in the range of 30 to 40 per cent – equivalent to €35,000 to €45,000 per year. 

An upgraded Alpha Lubrication system will be applied on the company’s Samsung built 

VLCCs, for more efficient lubrication at low main engine loads and reduced cylinder oil 

consumption, while modification will be carried out to its Namura Suezmaxes to retrofit 

stuffing boxes to the main engines to reduce oil leakages and potentially save 100 litres of 

system oil per day per vessel. 

A reduced main engine cylinder oil lubrication feed rate has also already been applied to 

the company’s ships, in tandem with slow steaming, which has resulted in both savings in 

cylinder oil consumption and an extension of the main engine pistons’ overhauling periods, 

while the company is also looking to improve propulsion efficiency by installing energy 

saving devices in order to reduce the turbulence induced by the propeller, accelerate the 



hull wake and produce a net head thrust. These include Becker Ducts, Boss Cap fins and 

Stern fins, installed on a number of different tankers. 

On the digital side, Springfield Shipping has introduced performance monitoring systems 

that include getting the Engine Log Abstract in electronic format, which Mr Lourandos says 

enables more efficient monitoring of the overall performance of the vessel and the daily 

consumption. 

The company has also begun using trim optimisation systems, and even gone so far as to 

use LED lighting in certain places to reduce energy consumption. 

  

The role of the crew 

The long list of measures already implemented by Springfield Shipping gives an indication 

of just how many different areas of operation can benefit from changes and improvements 

to the way that energy is consumed. 

However, in Mr Lourandos’ opinion the most important first step in increasing energy 

efficiency comes in altering the mind-set of the crew on board the ships. 

“I think most of the time we are getting overwhelmed by breakthrough technologies, we 

tend to underestimate the most important factor – the human. It’s very important to 

promote an energy saving culture on board,” he said. 

“Every energy efficiency measure is bound to fail if we don’t promote an energy saving 

culture on board and in our offices. But this is very difficult, we have to fight misconceptions 

and myths and make the crew feel that they are part of the team, while helping them 

realise the cost of energy. We want to encourage them to revert with their ideas.” 

“The great thing about this is that it can offer great potential for energy saving without 

capital investment, without additional workload. The problem is human nature in reacting 

to changes. It’s hard to make people change their culture, what they believe, even if 

sometimes we believe things that are wrong. We have to persuade the crew, we have to 

inspire the crew, motivate and train and reward them.” 

As Mr Lourandos notes, while building acceptance and allocating funding for investments 

in technology to improve efficiency can be a difficult and time consuming task, helping the 

crew to change is a more immediate, low cost and practical way to make small gains. 

“Until the time is right to implement the right technology at the right cost, where we can 

get a logical return on our investment, we have to rely on the crew,” he said. 

“If we have to rely on the crew we have to give them the knowledge and motivation to 

change the way they are doing their everyday jobs.” 

 

Future developments 

One of the upcoming developments in this space that should have an impact on the 

technology used in energy efficiency management is the European Commission’s new 

programme through which it intends to introduce a monitoring, reporting and verifying 

(MRV) system to tackle emissions from shipping vessels in the EU. 

In a statement outlining its plans the Commission said that: “Shipping is a global industry 

and needs global solutions to address its environmental footprint. As a result, we are all 

working towards an internationally agreed global solution to decrease greenhouse gas 

emissions from ships.” 

“We believe the optimum system would be based on real-time, automated and high-

frequency data collection and monitoring throughout the service life of the vessel allowing 

transparent and independent access by all stakeholders to hull performance data.” 

Mr Lourandos agrees with the thrust of this concept, that measuring and understanding 

the true carbon footprint is the stepping stone for establishing an energy management 



strategy, but notes that an independent service provider will be required to monitor and 

assess the data. 

“According to the MRV that will come into force in 2014 for every voyage in the European 

Union, we will have to monitor specific data by using a specific method, and we have to 

report and set benchmarks to evaluate our efficiency,” he said. 

“We have to use methods that are transparent and accurate so they can be presented to 

stakeholders. It has to be cost effective, with a minimal administrative burden, and simple 

to implement.” 

“I can tell you that this is not an easy task. It will take a lot of effort and dedication because 

there is a lot of data transported that has to be filtered. We have to know in advance what 

parameters we want to monitor, we have to decide on the collection method, if it’s 

automatic or manual.” 

Mr Lourandos 

feels that 

sending every 

byte of data 

relating to ship 

operations to 

shore would 

represent 

overkill when it 

comes to 

reporting 

requirements, 

and that it is 

important to get 

a precise idea of 

what information is needed before this process starts. 

“In our opinion, at this time there is no point transferring all engine room data to shore. 

The ship is not a space rocket,” he said. 

“Another thing is that, if I have all the engine room alarms and everything like that right 

in front of me in my office, what will the responsibility of the captain or the chief engineer 

be? I believe that at this point we have to monitor specific parameters, critical parameters, 

related to the safety of the vessel or the energy efficiency.” 

Apart from the changes in operation that will be required under EU regulations, Mr 

Lourandos identifies a number of other areas where he expects to see significant 

development in the near future – starting with the introduction of a better breed of 

monitoring systems. 

“The architecture of current engine room alarm and monitoring systems, which are mainly 

focused on safety alarming, will have to change. I would like personally to see energy 

management software that would advise the engineer to switch off unnecessary auxiliary 

machinery depending on the operation of the vessel,” he said. 

“What we are actually doing now is that I have asked from two manufacturers to make a 

simple LCD display where the chief engineer can select the operational mode and it will tell 

him which auxiliary machinery can be stopped. It’s simple, though with emissions 

monitoring software, engine efficiency software, and all the data from the wheel house – 

it will become more and more complicated in the future.” 

“All this data that is already available on board will have to be transported back to the 

head office and to the port authorities at high speeds. The need for real time monitoring 

of critical parameters for energy saving will become more and more demanding. I think 



the IT departments will have an opportunity to play a role in that, I have a strong feeling 

about that, that the IT departments can be more involved in this new era of data 

transmission, data filtering – they have to play a more important role in energy efficiency.” 

Mr Lourandos is confident that, despite the difficult times shipping companies are currently 

experiencing, the future will be brighter and that energy efficient shipping will play a major 

role in the development of the industry. 

“Global recession is not necessarily a bad thing from the engineering point of view. As they 

say, every cloud has a silver lining – I think, during these difficult times, we will have the 

opportunity to reevaluate the way we manage energy, to innovate, to evolve, and to 

implement new technologies,” he said. 

“Recession will give us the opportunity to improve – and eventually lead to new job 

opportunities. After all, what is life without challenges?” 

“The implementation of an energy management system that will promote a prominent role 
for an energy saving culture on board is the answer for achieving sustainable shipping.” Ns 
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L'Invention de la Longitude ( 2ème partie)  

  

Deux voyages de 30000 milles á la poursuite de Vénus anéantis par 

les Anglais et un nuage 

   



Malgré tous ces errements, les observations astronomiques ont bien du mal à s'imposer. 

Dès le IIe siècle avant J.-C., Hipparque, astronome et mathématicien grec, énonce que la 

différence de longitude entre deux lieux peut être trouvée par l'observation d'un même 

phénomène céleste — une éclipse de lune par exemple — depuis chacun de ces deux sites. 

A l'époque moderne, le procédé est repris par les grands observatoires, dont ceux 

construits à Paris (1667) et à Greenwich (1675). 

A la fin du XVIIe siècle, plus que les éclipses de Soleil, de Lune ou d'étoiles par la Lune, 

celles des satellites de Jupiter constituent l'instrument essentiel de la détermination des 

longitudes. Publiées par Jean-Dominique Cassini (1625-1712) dans ses Ephémérides des 

satellites de Jupiter (1668), puis reprises dans la Connoissance des temps (à partir de 

1690), des tables prédisent l'entrée et la sortie de ces satellites par rapport à l'ombre de 

la planète qui les satellise, phénomènes visibles au même moment depuis n'importe quel 

lieu sur la Terre. En conséquence, la comparaison de l'heure du mérdien origine prévue 

pour cet événement — imprimée à l'avance pour ce méridien de référence — avec l'heure 

locale notée à l'instant même du phénomène (lire l'encadré page 58), détermine la 

longitude horaire du lieu de l'observation. Sachant que la Terre tourne sur elle-même en à 

peu près 24 heures, et que cette rotation équivaut à 360 degrés, une heure vaut 15 degrés 

de longitude (soit 360 degrés divisés par 24). On peut donc déduire la longitude d'une 

différence d'heures. 

La grande affaire du siècle en matière d'occultation est le double passage de la planète 

Vénus devant le Soleil, le 6 juin 1761 et le 3 juin 1769, annoncé dès 1716 par Halley. Pour 

la première fois, de nombreux observateurs, dispersés sur la planète, peuvent observer en 

même temps la parallaxe du Soleil et calculer sa distance à la Terre. En 1769, des 

expéditions sont envoyées à Tahiti par l'Angleterre (au cours du premier voyage de Cook) 

et en Californie par la France (Jean Chappe d'Auteroche avec Jean-Dominique H Cassini). 

Auparavant, on a soigneusement préparé ces observations, qui vont servir aussi à 

déterminer les longitudes de tous ces observatoires improvisés, à condition que le ciel ne 

contrarie pas le projet au jour J. Ainsi, GuillaumeJoseph Le Gentil de La Galaisière rate 

l'éclipse de 1761, suite à la prise de Pondichéry par les Anglais, puis celle de 1769...à cause 

d'un nuage fatal, en dépit de deux voyages de 30000 milles à chaque fois! 

  

Des balançoires á la cardan pour viser les astres avec des lunettes 
trop longues 



 

Il faut des lunettes 

de 10 à 12 pieds 

(3,90 mètres) de 

longueur pour bien 

observer les 

éclipses du premier 

satellite de Jupiter. 

Or, pour rendre de 

telles observations 

possibles sur un 

bâtiment en 

mouvement, des 

télescopes de 18 ou 

20 pouces seraient 

nécessaires (soit 

environ 51 

centimètres). Ils 

n'existent toujours 

pas à la fin des 

années 1760. 

L'optique fait 

pourtant des 

progrès sensibles. 

En 1757, John 

Dollond découvre la 

manière de 

composer des 

objectifs 

achromatiques. 

Débarrassés de 

leurs irisations, ils améliorent la précision des observations, en autorisant l'emploi de 

lunettes à courts foyers et à fort grossissement. Les Anglais restent les maîtres de cette 

invention au XVIIIe siècle, grâce au tour de main sans égal de leurs cristalleries. 

L'achromatisme permet aussi le remplacement des alidades (pièces mobiles) à pinnules 

par des lunettes sans aberration trop prononcée. Enfin, le développement de micromètres, 

depuis la fin du XVIIe siècle, offre une précision inconnue jusque-là, faute de pouvoir lire 

corectement les valeurs des mesures sur les limbes (arcs de cercles gradués). 

Lors de l'expédition scientifique de la Flore en Atlantique (1771-1772), Jean-Charles de 

Borda, Alexandre-Gui Pingré et Jean-René de Verdun de La Crenne utilisent ainsi une 

nouvelle lunette due à l'astronome Alexis-Marie Rochon (1741-1817), qui ne mesure "que" 

trois pieds et demi (1,14 mètre quand même !), mais permet néanmoins d'observer des 

phénomènes célestes jusqu'ici réservés à des télescopes trois fois plus longs. Il reste à 

dompter les mouvements du navire. Pour cela, tout est bon ou presque. On conçoit ainsi 

des chaises marines, véritables balançoires, selon le montage à la cardan banalisé depuis. 

Leur usage reste cependant bien peu pratique pour observer le ciel. Malgré toutes ces 

tentatives, la méthode des éclipses est vouée à disparaître sur mer, parce que ces 

phénomènes ne sont évidemment pas assez fréquents pour les besoins d'une longitude 

pluriquotidienne. Sans attendre l'occurrence suivante, les navires voguent... 

  



Ephémérides et sextant, des progrès au service des distances 

lunaires 

 

Beaucoup plus 

prometteuse est la 

renaissance des 

distances lunaires 

(lire encadré p. 63), 

théorisées dès le 

début du XVIe siècle. 

D'Après de 

Mannevillette est 

vraisemblablement 

le premier à s'en 

servir en navigation, 

dès 1749 ou 1750, 

en s'inspirant de 

Halley. Cependant, 

c'est l'astronome 

Nicolas-Louis de La 

Caille (1713-1762) 

qui en est l'un des 

principaux 

propagandistes. Il 

l'expérimente aux côtés de d'Après de Mannevillette, lors de leur voyage au cap de Bonne-

Espérance et dans l'océan Indien (d'octobre 1750à août 1752). En 1756, il en affirme la 

supériorité, après avoir émis l'idée d'un almanach comportant les données des distances 

lunaires. 

Des éphémérides de qualité sont en effet indispensables pour viabiliser la méthode. 

Dressées en 1752 avec une approximation d'une minute, les tables de la Lune sont 

présentées en 1755 en Angleterre, et testées par le capitaine John Campbell, entre 1757 

et 1759. Le Britannique Nevil Maskelyne (1732-1811) les emploie en 1761. En 1765, il 

devient astronome royal et publie l'année suivante le premier volume du Nautical Almanac 

(pour l'année 1767), dans lequel les distances angulaires entre la Lune et huit étoiles, dont 

le Soleil, sont données toutes les trois heures au méridien de Greenwich. Les Français 

l'utilisent aussitôt, jusqu'au moment où l'Académie de marine obtient de Joseph/Jérôme 

de Lalande (1732-1807) l'intégration de ces données anglaises dans l'édition de 1772 (pour 

l'année 1774) de la Connoissance des temps (ouvrage fondé en 1679). Six ans après The 

Nautical Almanac, on y trouve pour chaque jour du mois, et de trois heures en trois heures, 

la distance du centre de la Lune au centre du Soleil et aux plus brillantes étoiles. 



Ces données ne sont mentionnées par rapport au 

méridien de Paris qu'à partir de 1786. Mais, les tables 

présentent des erreurs de distances entre les astres de 

30 à 40 secondes d'angle, parfois de 60 secondes, 

lesquelles génèrent des erreurs de longitude de 15 à 

30 minutes d'angle (une minute d'erreur sur la distance 

observée entre les astres produit une erreur de 

longitude de 30 minutes). En 1767, les nouvelles tables 

de la Lune de l'astronome allemand Johann Tobias 

Mayer sont reçues par Maskelyne, qui les édite en 

1770. Elles sont plus précises que les précélentes. En 

France, il faudra attendre 1806 et a parution des 

éphémérides lunaires de ohann-Tobias Bürg, dans la 

Connaissance les temps, désormais publiée par le 

Bureau les longitudes (créé le 25 juin 1795). 

Souvent supérieures à 90 degrés, les distances 

Lunaires imposent des valeurs angulaires plus 

importantes que les hauteurs d'astres et demandent 

des instruments capables de les mesurer. En 

conséquence, apparaît en 1757 le sextant de Campbell. Sa conception est totalement 

identique à celle de l'octant, mais avec un limbe élargi à 60 degrés (au lieu de 45 degrés 

pour l'octant), il est capable de relever des angles jusqu'à 120 degrés. En outre, cet 

appareil est bientôt équipé d'une lunette achromatique et d'un vernier. Il s'impose aux 

navigateurs éclairés du monde entier, dans les années 1770-1780. Sa fabrication fera 

d'énormes progrès au XIXe siècle. 

Conçu par le grand scientifique et marin Jean-Charles de Borda (1733-1799), en 1775, le 

cercle à réflexion est un instrument plus "pointu". Construit par Etienne Lenoir à partir de 

1777, il fait appel au principe de la double réflexion et se révèle parfait pour les distances 

lunaires, grâce à sa capacité d'enregistrer des grandes valeurs angulaires avec précision, 

le limbe étant ici une circonférence complète (à la différence du sextant ou de l'octant). 

Vers 1790, les meilleurs navigateurs français prennent ainsi l'habitude d'employer le cercle 

à réflexion pour les distances lunaires, réservant le sextant, de rayon plus important, pour 

les hauteurs d'astres. 

  



     

 

Un pactole de 20000 livres à qui trouvera enfin le moyen de garantir 
la longitude 



 

Parmi toutes les méthodes 

explorées, des plus sérieuses 

aux plus farfelues, le 

transport de l'heure du 

méridien origine, pour la 

comparer à l'heure locale 

observée dans le ciel — 

principe auquel on travaille 

depuis le début du XVIe 

siècle — est celle qui s'inscrit 

comme la concurrente 

directe des distances 

lunaires. Il existe d'ailleurs 

en Europe de véritables 

lobbies, partisans de l'une ou 

de l'autre méthode. 

L'horlogerie est, de loin, la 

technique qui suscite le plus 

d'émulation, tout en 

mobilisant les plus gros 

enjeux économiques et la 

compétition internationale la 

plus vive, principalement 

entre l'Angleterre et la 

France. La perspective d'un 

nouveau marché pour les 

horlogers d'une part, et 

surtout, le progrès de la navigation, donc du commerce, d'autre part, en sont les moteurs. 

Universel, le problème de la longitude est l'une des questions scientifiques majeures du 

siècle des Lumières. Le prestige du pays qui le résoudra le premier sera d'autant plus grand 

et son avance technologique restera un atout. 

La motivation de cette effervescence est autant intellectuelle que matérielle. Des concours, 

dotés de prix considérables, sont organisés par les Etats. En 1714, sept ans après la perte 

d'une de ses flottes sur les îles Scilly, le gouvernement britannique offre ainsi une 

récompense de 10000livres pour la mise au point d'une méthode (pas forcément horlogère) 

capable de déterminer la longitude d'un navire à la mer, avec moins d'un degré d'erreur 

(un degré de longitude à l'équateur équivalant à un petit peu plus de 60 milles). 

Un Conseil de la longitude (Board of Longitude) est créé pour administrer ce prix. La somme 

est portée à 15 000 livres si l'approximation ne dépasse pas 40 minutes de longitude 

angulaire et à 20000 livres (aujourd'hui, plusieurs millions d'euros) si elle est inférieure à 

30 minutes. Selon les termes explicites de cette loi sur la longitude (Longitude Act), ces 

différentes valeurs doivent être avérées au terme d'une traversée entre la Grande-

Bretagne et les Antilles, ce qui signifie implicitement après six semaines de mer. Or, le 

problème est loin d'être simple, tant la mise au point des horloges marines. 

 

Montre ou horloge ? 



 

Au XVllle siècle, les auteurs des sources originales 

eux-mêmes n'emploient pas toujours avec rigueur les 

termes appropriés. Il faut parler d' "horloge marine" 

pour une installation fixe à bord et de "montre 

marine" pour une pièce portative. L'une comme 

l'autre sont destinées à conserver l'heure du méridien 

origine, mais la seconde peut servir lors des 

observations sur le pont ou à terre. Ni l'une ni l'autre 

ne doivent être confondues avec une simple montre à 

secondes (de poche), destinée à comparer le temps 

de l'observation (sur le pont) à celui de l'horloge (sous 

le pont), et ne pouvant garder le temps que pendant 

six ou douze heures. 

Au XIXe siècle, l'appellation d' "horloge marine" tend 

à disparaître et le mot "chronomètre" — chronometer 

en anglais, ou plutôt time keeper, soit le "garde-

temps" français, expression en extinction depuis le 

XVI Ile siècle — est de plus en plus employé, à la place 

de "montre marine", pour évoquer des instruments de 

qualité supérieure par la régularité de leur marche et leur miniaturisation se heurte aux 

dérèglements rapides qu'induisent les chocs et les vibrations du navire, que ceux-ci soient 

dus aux tirs d'artillerie ou à l'état de la mer. 

En 1761, avec son horloge marine n° 4, l'horloger anglais John Harrison (1693-1776) 

obtient pour la première fois un résultat concluant à la mer, la vérification étant refaite par 

son fils en 1764. Ce succès n'est pourtant pas reconnu, puisque l'année suivante, le Board 

of Longitude décide de n'accorder les 10000 livres qu'à la condition d'une publication des 

principes de la montre. Harrison s'exécute en 1767. Son texte est immédiatement traduit, 

comme la plupart des ouvrages scientifiques et techniques publiés en Europe à cette 

époque. Méfiant, parce que victime de plusieurs tentatives de piratage, l'horloger n'y livre 

pas tous ses secrets de fabrication. Confirmant l'âpreté de cette compétition, la France 

tente à plusieurs reprises d'acheter clandestinement la partie inédite de ses travaux, en 

vain. 



La récompense du 

Board of Longitude est 

finalement assujettie 

à la réalisation 

d'autres montres, 

capables de donner la 

longitude à moins de 

30 minutes de 

longitude angulaire, le 

gouvernement anglais 

étant très tôt 

conscient de 

l'importance de 

pouvoir disposer de 

copies fiables à bon 

marché. Il faut 

attendre 1773 pour 

que John Harrison 

touche enfin une 

partie du prix. 

Seulement trois ans 

avant sa mort, au 

moment même où 

James Cook (1728-

1779) réalise le 

premier tour du monde avec une montre marine (17721775), en l'occurrence une copie de 

la montre n° 4 d'Harrison, exécutée par Larcum Kendall, laquelle donne entière 

satisfaction. 

En France, l'Académie des sciences (Paris) et l'Académie de marine (Brest) jouent le rôle 

du Board of Longitude outre-Manche, avec moins d'argent à la clé. La période de probation 

des montres est de six semaines, une durée équivalente à la plupart des traversées 

océaniques les plus longues, si l'on excepte celles de la mer du Sud, nom du Pacifique 

austral au XVllIe siècle. Comme pour le prix de 20000 livres des Anglais, au terme de ces 

quarante-deux jours, le dérèglement de la montre ne doit pas excéder 2 minutes de temps, 

soit 30 minutes de longitude angulaire (un petit peu plus de 30 milles sur l'équateur). 

  

Berthoud et Le Roy, deux horlogers suisses à la conquête de la 
Marine française 



 

L'horlogerie de marine française est alors l'objet d'une 

rivalité entre deux horlogers... d'origine suisse, 

Ferdinand Berthoud (1727-1807) et Pierre Le Roy 

(1717-1785). Berthoud publie son Essai sur l'horlogerie 

en 1763. Son horloge n° 3 est testée à la mer l'année 

suivante, lors du premier voyage français de 

vérification des horloges marines. Alors qu'il reçoit le 

privilège exclusif de fournir la Marine française dès 

1766, le test décisif pour son travail est effectué par 

Fleurieu en Atlantique Nord, sur l'Isis (1768-1769). 

Avec l'appui de ce dernier et grâce à son sens de la 

publicité, Berthoud s'impose. 

Rival commercialement malheureux, Le Roy est 

pourtant l'inventeur de l'échappement libre et le 

véritable technicien de la chronométrie française 

moderne. Mais la capacité de production plus 

importante de Berthoud est déterminante aux yeux de 

l'Etat, au moment où l'Angleterre affirme son 

hégémonie dans le domaine de l'horlogerie de marine, 

comme dans celui des instruments d'optique et 

d'astronomie nautique. 

Ni Berthoud, ni aucun horloger français ne parviennent à mettre au point une montre 

suffisamment simple pour être reproduite en grande série à un prix réduit. Tel est le point 

faible de l'horlogerie française du XVIIIe siècle par rapport à son homologue britannique. 

La formation de nouveaux horlogers capables d'assumer une des technologies les plus 

pointues de la fin du siècle des Lumières est alors un problème majeur. Le gouvernement 

encourage donc Berthoud à publier de nombreux traités. Celui-ci s'affirme aussi comme un 

grand professeur d'horlogerie et un théoricien de la navigation avec les horloges, ce qu'il 

développe notamment dans Les Longitudes parla mesure du temps (1775), s'inspirant de 

Fleurieu, son maître en la matière. 



 

Parmi toutes les démarches entreprises pour déterminer la longitude à la mer aux XVIle et 

XVIIIe siècles, il en est deux qui s'imposent finalement, à partir de 1775. Les horloges 

apparaissent préférables pour les petites navigations et les périodes brèves, où les tables 

de la Lune ne fournissent pas de données assez précises. En revanche, les distances 

lunaires sont à privilégier dans les voyages au long cours, où les horloges se dérèglent plus 

facilement. Mais les distances sont loin d'être utilisables en permanence. Durant le mois 

de mai 1768, l'expédition de Louis-Antoine de Bougainville (1729-1811) ne peut ainsi se 

livrer qu'à quatre observations de longitude en un mois, alors qu'elle approche de la 

Nouvelle-Guinée. En définitive, l'horlogerie de marine offre donc la seule méthode 

astronomique capable de fournir des longitudes à la mer, n'importe où et n'importe quand, 

à condition, bien sûr, que l'astre visé ne soit pas masqué par les nuages. 

  

Latitude à une minute près et longitude à quinze minutes près pour 
les meilleurs navigateurs 



 

Dans la pratique, comme toujours en matière de 

navigation, il est prudent de multiplier les sources, 

donc d'utiliser les deux méthodes, ne serait-ce que 

pour contrôler la bonne marche des horloges avec les 

distances lunaires. Les grandes expéditions 

scientifiques, à la pointe de la technologie de l'époque, 

ne font pas autre chose. Dans sa dernière lettre à 

Fleurieu, datée de Botany Bay (près de l'actuelle 

Sydney), le 7 février 1788, Jean-François de 

Lapérouse (17411788) écrit: "Il me suffira de vous 

dire que la combinaison de nos deux moyens, les 

observations de distances et les horloges marines, a 

complètement résolu le problème. Nous avons 

constamment navigué avec moins d'erreur en 

longitude qu'on n'en avait en latitude il y a dix ans 

lorsqu'on observait avec des octants de bois." 

Lapérouse confirme ainsi combien la navigation vient 

de connaître un bond considérable dans les années 

1775-1780. Au moins pour l'élite des navigateurs à 

laquelle il appartient. 

En 1785, lorsque son expédition quitte Brest, la précision atteinte par les grands 

observatoires européens est de 2 secondes d'angle en latitude et exceptionnellement de 

15 secondes d'angle en longitude, avec les phénomènes les plus précis lors d'opérations à 

terre. Ces valeurs optimales fixent les limites de toutes les autres formes d'observations, 

en particulier nautiques. A la mer, les meilleurs navigateurs approchent alors leur latitude 

à une minute d'angle et leur longitude, par les distances lunaires, entre 15 et 30 minutes 

d'angle. De nos jours, la précision de la meilleure navigation astronomique est d'une 

minute d'angle, en longitude comme en latitude. 

Encore rarissimes à bord des bâtiments marchands, les horloges marines sont alors très 

coûteuses et ne sont utilisées que pour des navigations exceptionnelles, à vocation 

hydrographique, scientifique ou militaire. Après la mort de Pierre-Louis Berthoud (1754-

1813), neveu de Ferdinand, la Marine se fournit auprès d'Abraham-Louis Bréguet (1747-

1823), puis de son fils, Louis-François Bréguet (18031883). Ces chronomètres restent 

encore assez précieux pour qu'un officier dont le navire a chaviré en sauve un entre ses 

dents! Les Bréguet sont les premiers à introduire une véritable standardisation dans la 

fabrication de leurs montres, dont les pièces détachées sont interchangeables par un 

simple 

  



           

 

ouvrier qualifié, laissant ainsi le concepteur libre de travailler à ses recherches. Ils offrent 

à la France une véritable production de série, à partir de 1840. En 1832, la Marine possède 

un total de cent quarante-trois montres marines, ce nombre passant à trois cent soixante-

six en novembre 1857, contre sept cent cinquante pour la Navy. Mais il faut attendre les 

années 1840-1850 pour que tous les bâtiments de guerre français soient dotés de 

chronomètres, qui restent encore très rares sur les navires de commerce. 

  

La droite de hauteur révolutionne la navigation astronomique au 

milieu du XIXe siècle 

  



Quant aux distances 

lunaires, elles ne 

sont réellement 

pratiquées que par 

cette même élite de 

la Marine d'Etat et 

par les meilleurs 

capitaines au long 

cours, autrement dit 

par ceux qui sont 

capables de faire les 

calculs élaborés 

qu'elles exigent. Mais 

la grande masse des 

personnes alors en 

charge de la 

navigation à bord des 

navires y est encore 

rétive. En 1799, à la 

veille de sa mort, 

Borda prononce un 

discours remarqué à 

l'Institut (créé le 22 

août 1795, il a 

succédé à l'Académie 

des sciences) : "Il est 

temps que les marins 

cessent de regarder 

les sciences 

mathématiques et 

physiques comme 

inutiles à la pratique 

de la navigation et à 

ses progrès. Sans le 

secours des sciences, 

la marine serait 

encore dans 

l'enfance. C'est aux 

astronomes que les 

marins doivent les 

moyens d'observer leur latitude et leur longitude. Sans eux, il n'en eut même jamais été 

question. Non, il faut en convenir, il n'y a pas une seule découverte importante en ce genre 

qui appartienne à un navigateur considéré comme homme de mer." 

Le constat est sévère, mais juste. Les marins aptes à calculer la longitude, à la fois par les 

distances lunaires et les montres marines, seraient alors moins d'une centaine dans notre 

pays! Dans la première moitié du XIXe siècle, l'enjeu de la navigation astronomique est de 

s'imposer au plus grand nombre grâce à la mise au point de méthodes de calculs simplifiés. 

Tel est l'esprit de la suppression des pilotes hauturiers en 1791, et celui des nouveaux 

manuels de navigation qui privilégient l'autoévaluation. Le point parfait n'existant pas à la 

mer, mieux vaut apprendre aux navigateurs à faire la part des choses entre les erreurs 

acceptables et celles qui peuvent les envoyer à trépas... 



Des méthodes graphiques permettent d'éviter de fastidieux calculs dans la réduction des 

distances. L'avantage du procédé géométrique est évident pour bien des marins qui ne 

sont pas forcément familiers des mathématiques après leur examen, et qui n'ont pas 

nécessairement besoin de comprendre le pourquoi et le comment des opérations suivies. 

La méthode de Borda est ainsi reprise et simplifiée par l'Espagnol Josef de Mendoza y Rios, 

en 1797. La même année, Jacques-Rémi Maingon conçoit une carte trigonométrique de 

grande qualité dont le rôle est fondamental pour la vulgarisation des distances lunaires en 

France, dans la première moitié du XIXe siècle. 

Cela n'empêche pas certains 

de lancer une mise en garde 

contre l'aspect 

"automatique" de ces 

procédés, assimilables à une 

forme de routine, toujours 

synonyme de danger 

lorsqu'elle s'installe sur un 

navire. Le débat est encore 

très actuel en navigation. Le 

GPS (Global Positioning 

System) donne aujourd'hui 

l'impression aux nouvelles 

générations qu'elles peuvent 

se dispenser de connaître les 

techniques traditionnelles. 

Jusqu'au jour où 

l'électronique tombe en 

panne... Les tables relatives 

aux distances lunaires ne 

disparaissent de la 

Connaissance des temps 

qu'en 1904 (le Bureau des 

longitudes éditant aussi les 

Ephemerides nautiques 

depuis 1889), cette pratique 

étant restée en vogue sur la 

plupart des navires 

marchands jusque dans les 

années 1880-1885. 

Elle est progressivement 

remplacée par la droite de hauteur. Celle-ci est inventée par hasard ou presque, une nuit 

de décembre 1837, par le capitaine américain Thomas H. Sumner, qui en publie le détail à 

Boston, en 1843. Ce principe qui refonde la navigation astronomique moderne est importé 

en France pour la première fois en 1847, mais n'est vraiment adopté que trente ans plus 

tard, grâce aux simplifications dues à Adolphe Marcq de Blond de Saint-Hilaire (1832-

1889), qui présente sa technique du point rapproché (point observé) en 1873 et 1875. 

Selon cette méthode du `vertical estimé" - que les Anglo-Saxons nomment intercept et 

pour laquelle ils développeront les fameuses tables HO, pendant la Seconde Guerre 

mondiale -, chaque droite de hauteur est le lieu géométrique de positions possibles, et les 

droites se coupent théoriquement en un même point, qui est la position de l'observateur. 

A toute heure du jour (droite de hauteur de Soleil) ou de la nuit (droite de hauteur d'étoile), 

cette technique permet donc de recouper une droite avec la méridienne ou, si le ciel est 



bouché, avec une autre droite de hauteur d'astre prise à plusieurs heures d'intervalle. A 

condition de maîtriser l'estime entre ces deux instants et d'avoir une bonne montre marine 

à bord. Or, des chronomètres fiables, performants et à bien meilleur prix, sont enfin 

disponibles. Plus d'un siècle après la solution horlogère du problème de la longitude, ce qui 

souligne le décalage entre les innovations techniques développées par l'élite et leurs 

applications à la masse des navigateurs! Ironie de l'Histoire, l'arrivée des signaux horaires, 

à la veille de la Première Guerre mondiale, relativisera l'intérêt d'une montre capable de 

conserver l'heure sur une longue durée, puisqu'il sera alors possible de la recaler 

quotidiennement...  

Cet article est, pour l'essentiel, le fruit des recherches originales d'Olivier Chapuis, 
docteur en histoire, navigateur et journaliste à Voiles & voiliers. Il les a notamment 
exposées dans son livre A la mer comme au ciel: Beautemps-Beaupré et la naissance 

de l'hydrographie moderne ou L'émergence de la précision en navigation et dans la 
cartographie marine (1700-1850), Presses de l'université de Paris-Sorbonne, 1999 
(1060 pages), primé en 2000 par l'Académie de marine et Grand Prix de la mer 2000 

de l'Association des écrivains de langue française. Olivier Chapuis a publié un premier 
article dans Le Chasse-Marée n° 168, intitulé "Beautemps-Beaupré et la naissance de 
l'hydrographie moderne". Il est aussi Ie concepteur des images techniques réalisées 

par nos dessinateurs. 

Chasse-Marée n° 177 

 

Inséré le 29/03/02  NIEUWS  NOUVELLES  Enlevé le 29/04/15 

USCG Warns on Ship Detentions Due to 

Water Mist Systems  

 

Over 40 foreign flagged vessels detained due to inoperative water mist 

systems 

 

 

 



The Republic of the Marshall Islands issued Marine Safety Advisory to inform about the 

increase in number of vessels detained due to inoperative water mist systems.This increase 

in detentions underscores the importance of having all water mist systems fully checked 

and verified in satisfactory working order prior to entering US waters, particularly in the 

ports of the US Gulf of Mexico and the US Atlantic Coast. 

Masters, Officers, and crew members should 

take note that there have been over forty 

(40) foreign flagged vessels detained due to 

inoperative water mist systems or found in 

"manual" mode instead of "automatic" 

mode. 

In several cases, the water supply valve was 

found in the closed position during the PSC 

examination, essentially rendering the 

water mist system "not readily available for 

immediate use". As a result, each case 

resulted in an IMO detention. In many of 

these cases, the Chief Engineer did not know 

that the water supply valve was in the 

closed position and was left in the closed 

position during maintenance. In other 

cases, the water mist system was 

discovered in "manual" mode and not 

"automatic" mode, leading to immediate 

IMO detentions. 

It is highly advisable to make frequent 

rounds and inspections of the water mist 

system, paying close attention to valve alignment as well as to ensure that there is 

adequate labeling so that existing and new crew members will know that critical fixed 

firefighting equipment must be made available for immediate use. The water mist control 

panels must be kept in "automatic" mode (and power supply turned "on"). Special attention 

should be given to verify these settings prior to entering a U.S. port. Masters, Chief 

Engineers, DPAs, and Ship Superintendents are advised to ensure adequate measures are 

in place to ensure the water mist system is in the fully operational and in automatic mode 

(and power supply turned "on"). These measures should be included as part of the vessel's 

Safety Management System. 

  

Source: RMI 

 

Inséré le 31/03/02  DOSSIER  Enlevé le 31/04/15 

Polar Code update draws nearer  

 

In February, the IMO agreed on training requirements for seafarers on board ships in Arctic 

regions. 

Thus, the IMO is follows the plan for finalising the Polar Code, which is being developed to 

enhance safety of navigation in polar regions, the Danish Maritime Authority said. 

At the first session of the Sub-Committee on Human Element, Training and Watchkeeping 

(HTW), the IMO took important steps towards finalising the Polar Code. 



As a result, draft specific training requirements for seafarers on board ships navigating 

polar areas are available. The requirements will be incorporated in the Polar Code. 

The new requirements mean that Masters and navigating officers must have special 

training in order to navigate ships in ice, while engineer officers and the rest of the crew 

must be trained in how to react in crisis situations, such as rescue operations. In addition, 

more comprehensive training requirements will be introduced for all seafarers on board 

tankers engaged on voyages in icy waters. 

IMO is developing a draft mandatory International Code of safety for ships operating in 

polar waters (Polar Code), to cover the full range of design, construction, equipment, 

operational, training, search and rescue and environmental protection matters. 

The work is being co-ordinated by the subcommittee on Ship Design and Construction 

(SDC) - formerly the Sub-Committee on Ship Design and Equipment (DE). 

At its first session (20th to 24th January 2014), the SDC sub-committee agreed in principle 

to the draft text of the mandatory Polar Code and also agreed in principle to proposed draft 

amendments to IMO’s safety and pollution prevention treaties to make it mandatory. 

                                 

A draft new chapter XIV ‘Safety measures for ships operating in polar waters’, of SOLAS, 

to make the Code (Introduction and part I-A) mandatory was agreed in principle, for 

forwarding to the Maritime Safety Committee (MSC), which meets in May, for 

consideration. 

Also, proposed draft amendments to MARPOL, to make the Polar Code (Introduction and 

part II-A) mandatory under Annexes I (prevention of pollution by oil), II (noxious liquid 

substances), IV (sewage) and V (garbage) were also agreed, in principle, for forwarding to 

the MEPC, which was due to meet at the end of March/beginning of April. 

The draft chapter of the Polar Code relating to training and manning was referred to the 

sub-committee on Human Element Training and Watchkeeping (HTW), while the draft 

chapters on fire protection/safety and lifesaving appliances was referred to the sub-

committee on Ship Systems and Equipment (SSE), which also met in March. 

The draft chapters on Safety of navigation and Communication will be referred to the sub-

committee on Navigation, Communication and Search and Rescue (NCSR) in June/July. 

All three Sub-Committees will report on their work to the MSC and MEPC. 

Certification 

Once ratified, the Code will require ships intending to operating in Antarctic and Arctic to 

apply for a Polar Ship Certificate, which would classify the vessel as Category A ship - ships 

designed for operation in polar waters at least in medium first-year ice, which may include 

old ice inclusions; Category B ship - a ship not included in category A, designed for 

operation in polar waters in at least thin first year ice, which may include old ice inclusions; 



or Category C ship - a ship designed to operate in open water or in ice conditions less 

severe than those included in Categories A and B. 

Before issuing a certificate, an assessment would be undertaken, taking into account the 

anticipated range of operating conditions and hazards the ship may encounter in the polar 

waters. The assessment would include information on identified operational limitations, 

and plans, or procedures, or additional safety equipment necessary to mitigate incidents 

with potential safety or environmental consequences. 

Ships will also need to carry a Polar Water Operational manual, to provide the owner, 

operator, Master and crew with sufficient information regarding the ship’s operational 

capabilities and limitations in order to support their decision-making process. 

The chapters in the Code each set out goals and functional requirements, to include those 
covering ship structure; stability and subdivision; watertight and weathertight integrity; 
machinery installations; operational safety; fire safety/protection; life-saving appliances and 
arrangements; safety of navigation; communications; voyage planning; manning and training; 
prevention of oil pollution; prevention of pollution form from noxious liquid substances from 
ships; prevention of pollution by sewage from ships; and prevention of pollution by discharge 
of garbage from ships 

 
Inséré le 02/04/02  NIEUWS NOUVELLES  Enlevé le 02/05/15 

COLREGS compliant autonomous vessel 
undergoes at-sea tests 

A prototype maritime autonomy system designed to control all of a vessel's manoeuvring 

and mission functions, including maintaining compliance with COLREGs, has successfully 

completed a total of 42 days of at-sea demonstration. 

The technology has been developed by US company Leidos and was installed on a 9.75 

metre work boat for the at-sea tests. 

The testing was conducted as part of the development of the US Defense Advanced 

Research Projects Agency's (DARPA) Anti-Submarine Warfare Continuous Trail Unmanned 

Vessel (ACTUV), with the workboat acting as a "surrogate" for the ACTUV during the trials. 

Leidos says that its strategy to evaluate the prototype autonomy system for COL-REGS 

compliance includes both simulation and at-sea testing, with its team having now 

completed approximately 26,000 simulation runs of the system. 

Testing of COLREGS compliance involved the installed workboat and one interfering vessel 

in a variety of meeting, crossing, overtaking and transit scenarios in both simulation and 

on the water test events. 

During a recent on the water test event, Leidos says that the surrogate boat autonomously 

navigated through narrow channels avoiding navigation aids and submerged hazards. The 

boat also safely avoided surface ships it encountered along the route, satisfying COLREGS 

requirements in completely unscripted events. 

During 42 days of at-sea testing that included 101 individual scenarios, the autonomy 

system directed course and speed changes of the surrogate vessel to stay safely outside a 

1-km standoff distance from the interfering vessel. 

Leidos says that the test programme demonstrated the ability of the ACTUV autonomy 

system to successfully manoeuver and avoid collision with another vessel, and that this 



will pave the way for follow-on testing involving multiple interfering contacts and 

adversarial behaviour on the part of interfering vessels. 

While continuing to use the surrogate vessel to test the ACTUV software and sensors, 

construction of Sea Hunter, the first ACTUV vessel, is already progressing at Christensen 

Shipyard in Clackamas, Oregon. 

Sea Hunter is scheduled to launch in late summer 2015 and begin testing in the Columbia 

River shortly thereafter. 

  

Unmanned vessel completes first self-
guided voyage 

Science and technology company Leidos has announced that its prototype maritime 

autonomy system has completed its first self-guided voyage. 

The prototype, developed as part of the US Defense Advanced Research Projects Agency 

(DARPA) Anti-Submarine Warfare Continuous Trail Unmanned Vessel (ACTUV) programme, 

made the journey between Gulfport and Pascagoula, Mississippi, controlled only by the 

autonomy system. 

The project had previously reported 42 successful days of at-sea demonstration with the 

technology, as well as approximately 26,000 simulation runs, but this is the first time that 

a fully self-guided voyage has been completed. 

The maritime autonomy system was installed on a 42-foot work boat that served as a 

surrogate vessel to test sensor, manoeuvring, and mission functions of a prototype ACTUV 

vessel. ACTUV aims to 

develop an 

independently deployed, 

unmanned naval vessel 

that would operate under 

sparse remote 

supervisory control and 

safely follow the 

COLREGS. 

Using a navigational 

chart of the area loaded 

into its memory and 

inputs from its 

commercial-off-the-shelf 

(COTS) radars, Leidos 

says that the surrogate 

vessel successfully sailed 

the 35 nautical miles 

with in the inshore environment of the Gulf Intracoastal Waterway. 

During its voyage the maritime autonomy system avoided all obstacles, buoys, land, shoal 

water, and other vessels in the area – all without any pre-planned waypoints or human 

intervention, the company says. 

While Leidos notes that it will continue to use the surrogate vessel to test ACTUV software 
and sensors, the company is also continuing construction of Sea Hunter, the first ACTUV 
prototype vessel, in Clackamas, Oregon 



 

 

 
 

 

Inséré le 02/04/02  BOEKEN  BOOKS  Enlevé le 02/05/15 

“Ship Handling” 

  

B O E K B E S P R E K I N G by : Frank NEYTS.  

  

Dokmar Maritime Publishers BV in Holland recently issued some interesting maritime 

titles. One of these is “Ship Handling”, written by Hervé Baudu. “While sailors have 

always considered manoeuvring a vessel of any size to be an art, nonetheless it remains a 

science.” Based on this premise, ‘Ship Handling’ undertakes to address manoeuvring 

from a theoretical perspective, together with practical examples and the valuable 

experience of marine pilots, who have made significant contributions to this book.  

The work consists of three parts: the first sets out the ship’s capabilities and its 

manoeuvring gear; the second considers the forces which set the ship moving, and the last 

one describes the ship as it manoeuvres (mooring, sailing in shallow waters, port 

manoeuvres, etc…) Special attention is paid to the behavior of a vessel subject to external 

forces, with a basic approach to these concepts suited to novice pilots, together with a 

more thorough study into ship dynamics, of interest to sailors more familiar with the 

subject. Hervé Baudu, professor of maritime training, worked on-board ships for fifteen 

years, reaching the position of commanding officer. After teaching manoeuvring at the 

‘Naval Academy’, he taught manoeuvring and navigation at the Marseille centre of the 

National Maritime College of France (ENSM). Highly recomended.  

“Ship Handling” (ISBN 978 90 71500 27 5), a 280 page hardback publication costs 69.50 euro. 
It can be bought in the specialized bookshop or direct with the publisher, Dokmar Maritime 
Publishers BV, PO Box 360, 1600 AJ Enkhuizen, The Netherlands. Phone +31(0)228.321343, 
Fax +31(0)228.326707, e-mail: info@dokmar.com , website www.dokmar.com. 

 

Inséré le 04/04/02  DOSSIER  Enlevé le 04/05/15 

10 Reasons Why Ship Operators Should be 

Nervous About the 2015 ECA Regulations  

  

As of the 1st January 2015 the sulphur limit in Emission Control Areas (ECAs) will take a 

highly significant drop from 1% to 0.1%. It may only look like a small number but this shift 

will have a high impact. The following are Fathom cTech’s top 10 reasons why ship 

operators should be nervous about the sulphur challenge that the maritime industry is 

facing and what can be done to remain competitive.  

  

1. The Rising Costs of Bunker Fuel  

 

* There is a significant price differential between Heavy Fuel Oil (HFO) and Marine Gas Oil 

(MGO). For example, in the previous three years the current price differential is at $260 

per tonne in Rotterdam and $330 per tonne in Houston according to Bunkerworld, whilst 

http://www.dokmar.com/


in the previous two years Rotterdam has seen as much as $337 differential.  

* MGO prices are expected to rise as much as 20% in 2015 due to the increased pressure 

expected on their supply. 

* Maersk Line estimates that the MGO is likely to be around $900 dollars per tonne once 

the regulations are introduced – 50% more than what carriers pay today for regular fuel. 

The volume of low sulphur fuel from 2015 onwards is expected to create additional costs 

of around $150 million dollars per year for them.  

  

2. The Rising Cost of Transportation  

* The cost of transportation is likely to continue to increase. Carriers will have to meet 

additional costs to meet the tighter pollution controls. However, large shippers may take 

more convincing to pay a separate low sulphur surcharge, according to Drewy Maritime 

Research.  

* Carriers will also need to provide calculations to justify these increases.  

* Avoiding ECAs to reduce fuel surcharges may result in increased transportation time.  

* Increases in freight rates, particularly for short sea services,could lead to modal shift.  

  

3. The Practicality of Retrofitting Vessels Scrubbers  

* Large scrubbers can be costly and take up vital space on board a vessel which in turn 

can reduce cargo carrying capacity.  

* Ship scrubbers are still a relatively ‘new’ technology to the industry. Providers may not 

necessarily have a well proven history of the reliability of the systems machinery and its 

application onboard a vessel.  

* The time taken to undertake a retrofit to a vessel reduces the time that vessel is in 

operation, increasing standby and impacting costing.  

* If the uptake of scrubbers dramatically increases, the suppliers may not be able to scale 

up production in order to meet the demand.  

* Newbuilds may be easier and/or cheaper to run with the technology than retrofitting 

current vessels. If companies choose to wait and start retrofitting their newbuilds instead 

of current ones, their establishment of a fully functioning newbuild fleet that will meet the 

2015 standards, will take considerable time to establish.  

* Awareness of overboard discharge is crucial, particularly as IMO guidelines and 

inspections are to become more stringent in line with the new regulations.  

LNG  

* It is expensive and difficult to retrofit a vessel to enable it to use LNG as fuel.  

* LNG retrofits are very large and often are viewed as not being cost effective. They take 

up a lot of space and reduce the amount of vessel available to carrying cargo.  

* LNG retrofits can be a lengthy process and significantly reduce the amount of time a ship 

is operating in waters.  

  

4. Mechanical Problems Arising From Fuel Switching  

The variation in sulphur content has a significant impact on the fuel properties. Unless 

systems are carefully maintained and prepared, significant issues may arise when utlising 

the same systems with the different fuels.  

* Distillates do not require heating like HFO. If the temperature of distillates is too high, 

the viscosity will be greatly reduced below the point at which systems function correctly.  

* Pump failure can occur from increased wear due to a lower hydrodynamic lubricating fuel 

oil cover exists, driven by the low viscosity.  



* Distillate fuels can ‘gas up’ at too high temperatures leasing to vapour locking and fuel 

starvations.  

* There can be difficulties during start and low load operations due to leaking pumps from 

low fuel viscosity  

* Blocked fuel filters can result from incompatible fuels mixing leading to precipitation of 

heavy sludge and potential filter clogging. Improper engine function and shutdown are the 

result.  

* Pump malfunction can occur where the changeover takes place too quickly. If this leads 

to total pump seizure, engine shutdown may result.  

* Fuels of unduly low viscosity will flow through fine clearances previously ‘sealed’ by fuel 

at higher viscosity resulting in fuel leakage and reduced power. These are just some of the 

issues that can arise with further being seen through the cleaning/searching action of 

distillates, the lubricity issues and more. However, all of these issues can be avoided by 

careful preparation of the vessels.  

  

5. Fuel Availability 

The availability of fuel is of rising concern for ship owners. As demand for lower sulphur 

fuel rises to meet regulations, the pressure on suppliers may outweigh the ability for them 

to deliver. Some of the issues to be considered are:  

* Low sulphur fuel may not be readily available in ports due to the increased demand. It 

may only be able to be supplied if specifically requested. Ship owners should not assume 

a low sulphur fuel can be guaranteed for them on arrival at port.  

* Refineries have to reflect the availability of bunker fuel because they prioritise higher-

level distillates.  

* Managing price differences in fuel availability while in long-term contracts can be 

challenging for ship owners. A separate bunker fuel surcharge is created with changes 

along with fuel prices to offset the destabilising effects. Because of the volatility bunker 

fuel availability and cost is a huge concern for ship owners.  

* Cruise ships in particular need to be aware regarding fuel availability and their choice of 

sailing destination. Lack of fuel availability in specific ports may result in changes to their 

itinerary which may also increase the cost of cruising to passengers.  

* It can also not be guaranteed that the fuels will be close to the 0.1% limit. For example 

it maybe that distillates of automotive grade could be supplied if supplies are short which 

can be as low as 0.001% sulphur and have very different characteristics. Ship owners need 

to consider the characteristics of these fuels if they use them within their vessels.  

  

6. Loss of Vessel Power  

* Switching and changing of the lubricant supply to the main engine at the same time is 

complex and can result in ship’s loss of power and in the worst case scenario an engine 

room fire.  

* Loss of power and the risk of accident needs to be considered in the event of a collision. 

Poor switchover has been reported to be a major cause of engine damage and fire.  

* Lack of training and ability for crew to be able to safely operate the fuel switchover 

process enhances risk.  

* In California, as of July 2014, 93 loss of propulsion incidents occurred of which 15 were 

directily related to fuel switiching to meet the state’s regulations on sulphur limits in fuel. 

This equates to 0.17% of all vessel movements.  

* Based on the California statistics, there is likely to be an average of a loss of power 

incidence in the English Channel every three days. There are around 60,000 vessels which 



move in and out of the entrance of the English Channel, the North Sea and English Channel 

ECA border annually, a loss of propulsion incident occurring from fuel switching to just 

0.17% of these vessels could translate to 102 incidents per year. Operators should ensure 

that not only are their systems suitably upgraded and maintained, but crew training to 

enhance the fuel changeover process and to minimise the risk of engine cut out is crucial. 

Experience in California has proved that crew training has minimised the risks and number 

of incidents.  

  

7. Competitive Disadvantage  

* Some operators choosing not to comply because of the low fines will have an unfair 

advantage over those who do comply. Poor enforcement will increase this competitive 

advantage. According to Alan Murphy, SeaIntel partner: “Our analysis shows that a 4,500 

teu vessel sailing at 16 knots from the beginning of the English Channel to Hamburg will 

save EUR 12,000 ($16,600) if it uses bunker fuel with a 1% sulphur content, instead of 

the mandated 0.1% sulphur content.” If some carriers choose to take on this risk and 

prefer to be fined rather than expend more on compliance options, the other companies 

will be at a much higher disadvantage.  

* Those who have committed to remaining within the permitted emission limits could 

effectively be punished. “Nobody wants to see a situation where those that have made the 

biggest commitment to the new regulation suffer the most damaging financial 

consequences” according to European Community Shipowners’ Association (ECSA) head 

Patrick Verhoeven.  

* Those companies with plans for newbuilds will find it easier to comply than those who 

own older fleets where implementing compliance options can be more challenging. 

Technologies or fuel switching may prove more expensive on older vessels than newbuilds, 

putting newer companies with younger vessels at an immediate advantage.  

* Individual member states may provide incentives such as subsidiaries or lower port 

charges if ships choose to comply with sulphur regulations earlier than the mandatory date.  

  

8. Changes to Bunker Delivery Notes  

* Ship owners and operators must be aware that changes to the Bunker Delivery Note may 

be in force. Where technology is used to comply with regulations, as supposed to a low 

sulphur fuel, new text must be added to the delivery note. 

  

9. Lubricant: Switching plus Supply & Demand  

Lubricant suppliers may also face challenges in supplying ship owners with the required 

lubricant quantity to meet demand.  

* Increasing pressure on marine lubricant providers will occur due to new fuels requiring 

new engine lubricants.  

* lubricant switching is now needed much sooner with the new sulphur content of fuel. 

According to Iain White from ExxonMobil Marine Fuels and Lubricants ‘If the time in the 

ECA can be measured in hours rather than days, it may be possible to avoid changing oil, 

but for longer periods the oil must be switched.  

  

10. Vessel Adaptation Costs  

* Whatever the compliance method, increased costs for vessel adaptation will apply 

notwithstanding the price of fuel utilised.  



* If ship owners wish to continue to use HFO they will need to install scrubber abatement 

technologies to comply with permitted sulphur release content. Capital expenditure can 

run in to the millions  

* Changing fuel due to rising prices also drive engine modifications due to the variations 

in viscosity and increase costs of compliance.  

* The separation of different fuels require separate storage tanks, exacerbating cost and 

creating logistical difficulties.  

* The requirement for separation tanks for different fuels increases not only the technology 

itself but the installation, maintenance and logistical difficulties will significantly increase 

capital output. However, using a low sulphur fuel may provide cost efficient in the long run 

due to the fact that a lower sulphur fuel is kinder to the vessel engine and may help to 

mitigate the impacts of a higher cost fuel.  

  

Source: ECA 
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06/05/15 

London's coffee houses 

BY LIONEL WARSON 

 

Coffee reached England somewhere between 1648 and 1650 and it was not long before 

coffee houses (or "Penny Universities" as they were sometimes called because one paid a 

penny to enter) were well established. 

The first coffee house in England, and in fact, in Christendom, was opened in Oxford in 

1650. It was called the Angel. In London, Pasqua Rosee founded the famous coffee house 

called Pasqua Head in St. Michael's Alley, off Cornhill. The first known coffee advertisement 

was a handbill produced in 1652 by Pasqua Rosee himself, proclaiming that coffee ". . . 

quickens the spirits and makes the heart lightsome . . . is good against sore eyes . . . 

excellent to prevent the cure and dropsy, gout and scurvy . . . neither a laxative nor 

restringent . . ." 

Soon there were numerous coffee houses in various parts of London. At the height of their 

popularity there were 2,000 of them — a number which by strange coincidence is roughly 

equal to the coffee shops today. The English Coffee House was never restricted to 

aristocracy and intelligentsia. No matter how humble his origin — ragged apprentice or 

office clerk — any person was free to take his seat and drink a cup of coffee on payment 

of one penny. 

The discussions to which a customer could listen and take part were in themselves, an 

education in the days before universal schooling. Hence the name "Penny Universities". 

Indeed Charles II issued a proclamation for the suppression of coffee houses which he 

thought bred selection but popular opinion forced him to withdraw it. Thus coffee can be 

said to have played a part in the early development of democracy and the protection of 

the citizen's right. 

The coffee house became a cross between a club and a tavern, and some were centres of 

art and learning. All the notables of the day would gather at their favourite place. Steele, 

the editor of Tatler, regularly visited several houses, in each of which he would write on a 

different subject. Painters and sculptors met at Slaughters in St Martin's Lane. Will's Coffee 



House, between Covent Garden and Bow Street, was frequented by literary figures such 

as John Dryden. The Turk's Head was the meeting house of David Garrick, Sir Joshua 

Reynolds and Samuel Johnson. It was here that James Boswell made notes of the 

conversations which were to form part of his great Biography. 

To aid quick service a box was put on the wall of the coffee house, in which the customer 

placed his penny which was collected by the waiter. These boxes were labelled, "To Insure 

Promptness", the initial letters of which spell out "tip". 

It was in the square mile surrounding the Royal Exchange that the greatest concentration 

of coffee houses was to be found, each of which attracted its own particular clientele. There 

was Bowman's Coffee House in Chapel Alley which advertised its coffee "on free cost, and 

so may be to the world's end". It is recorded that during the Plague people ignored the 

Lord Mayor's warning regarding tippling in taverns, alehouses and coffee bouses and 

continued to climb the stairs to "the oulde coffee house, Bowmans". 

Stockbrokers 

Jo Painter, known as Jonathan, also had his coffee 

house in the alley and was "a general mart of stock 

jobbers". London stockbrokers had been in the habit of 

meeting there and doing business until 1773, when 

they moved to a room in Sweetings Alley, the building 

being known as the Stock Exchange Coffee House or 

Tavern. Business grew rapidly and in 1801, a group of 

members raised £20,000 of capital in 400 shares of 

£50, for the purpose of providing a more adequate 

building. A site was found in Capel Court, Bartholomew 

Lane and the "House" was opened the following year, 

membership at that time numbering about 500. 

The practice of having an agreed meeting place for a 

specified market was a convenient arrangement which 

applied not only to dealings in stocks and shares but to 

other City markets. Old sailing bills of the 18th century 

reveal that if a master of a vessel had to be interviewed 

by the merchant, either could 'bespoke within "Change 

Hours" at a particular "Walk". For example, those 

concerned with trade with the Baltic congregated at one 

spot in the court-yard of the Royal Exchange, usually 

between two specified pillars. This meeting place was 

called the Baltic Walk. 

Garraway's was almost certainly one of the first coffee houses in the City, a shipbill which 

has survived shows it was in existence in 1657. Wines and other goods were sold at 

Garraway's in 1673 "by the candle", that is by auction, while an inch of candle burned. 

Such sales were quite common. 

At the start, the auctioneer would read a description of the goods then light a candle, one 

inch long. The last bidder at the time the candle went out was declared the purchaser. It 

was at the time of the "South Sea Bubble" that Garraway's witnessed the ruin of many 

rash speculators. Defoe has described Garraway's as being "thronged by people of quality 

. . . and the more considerable, and wealthy citizens". 



It was to Garraway's that 

the Sun Fire Office founded 

in 1710 moved a year later 

from Paul's Coffee House 

where they had rented a 

room for £15 a year. At 

Garraway's they took two 

rooms for business and 

another for their clerk and 

his wife to live in the 

premises; also set up the 

carved sign of the Sun, their 

house mark costing 16 

shillings. One of the first 

insurance policies to be 

issued was to Thomas 

Hughes, coffee-man at 

Tom's Coffee House in 

Maiden Lane, Covent 

Garden. Before long there were scores of coffee houses insured by the Sun, as far afield 

as Stratford-on-Avon. 

Destroyed by fire 

The old Garraway's was destroyed in a big London fire in 1748, other casualties being the 

original Jonathan's and the Jerusalem in Cowpers Court, Cornhill. Traffic in slaves was 

occasionally included in the coffee house activities as is confirmed by an advertisement in 

the London Daily Journal in 1728 which said "To be sold — a Negro boy, aged about 11 

years. Enquire at the Virginia Coffee House in Threadneedle Street, behind the Royal 

Exchange". 

Perhaps the most famous and certainly the most well known today of all the coffee houses 

was that of Edward Lloyd. Information about its early days is somewhat scanty as no one 

had cause to think that the Little coffee house situated in an unfashionable corner of the 

City, would ever be great and famous. Even the date when Edward Lloyd started his coffee 

house is uncertain   the first printed reference to it is dated February 1688 and appears in 

an advert in the London Gazette. Three years later Lloyd moved from Tower Street to 

Lombard Street where he and his successors plied that trade for 80 years. From the early 

days he set out to attract the custom of shipowners and merchants and for a while 

published Lloyds News. Thus the link between his rooms and our overseas trade was not 

fortuitous but planned. 



In 1763, the coffee house 

passed into the bands of a 

Thomas Lawrence, the only 

proprietor who did not 

personally control the 

business, and gambling in-

surances, which led to 

fraudulent claims, became 

frequent. The more 

responsible customers cut 

adrift in 1769 and set up in 

Pope's Head Alley a rival 

organisation. In these 

circumstances the new 

Lloyds Coffee House was 

formed and may be 

regarded as the birth of the 

present day society of 

underwriters. 

Baltic market 

Most people are unaware that the City's oldest and most vital market known as the Baltic, 

has its origin in two coffee houses, the Virginia and the Jerusalem. Its full title is "The Baltic 

Mercantile and Shipping Exchange". 

When the London coffee houses began to spring up almost overnight, shipping interests 

made the Jerusalem their favourite haunt, but as trade expanded accommodation there 

was inadequate. The proprietor of the Virginia and Maryland was not slow to recognise this 

and, 'although those concerned with the American plantations were already using the 

place, there was ample room for those engaged in the flourishing Baltic trade. 

With the repeal of 

the Corn Laws 

Britain was to 

import most of its 

grain, the Baltic 

grew into a great 

international 

market and the 

name was 

changed to the 

Virginia and Baltic 

Coffee House. By 

1857 membership 

had reached 1000 

and South Sea 

House in 

Threadneedle 

Street became the 

head-quarters of 

the Baltic 

merchants. Meanwhile other shipowners and brokers had continued to meet at the 

Jerusalem and out of these meetings developed the London Shipping Exchange at Billiter 



Street. To some extent these two Exchanges overlapped and in 1899 a joint committee 

was formed which led to amalgamation as the Baltic and Mercantile Shipping Exchange. 

Today the Baltic has 2000 members and deals with commodities from every part of the 

world. Thus, in the evolution of this great mercantile and shipping exchange, the Virginia 

and Jerusalem coffee houses, two of the earliest in the City of London, played a leading 

part. 

James Farr's coffee house 

The Rainbow, at 15 Fleet 

Street, was the first in the 

Temple Bar area, and soon 

after the Great Fire, a 

second at 8 Fleet Street, 

known as Dick's was 

opened and patronized by 

the young Templers who 

did not wish to patronize 

the Rainbow, the resort of 

the Eiders. In the same 

building was another 

coffeehouse called 

Nando's which was "much 

frequented by the 

professional gentlemen in 

the law". 

Another well known coffee 

house was the London 

which stood near the Old 

Lud Gate on Ludgate Hill. 

With Stationers Hall 

nearby it was frequented by publishers and noted for sales of stock and copyright. It was 

within the rule of the Fleet prison and, juries, unable to agree on a verdict were "locked 

up" there for the night. 

Great literary figures 

Child's in St Paul's Churchyard with its sign of the Turk's Head was the haunt of clergy and 

medical men which included Queen Anne's physician, Doctor Mead. Its neighbour in 

Paternoster Row, the Chapter Coffee-House was the meeting place of some of the great 

literary figures with Goldsmith having the seat of honour. Thomas Chatterton, the brilliant 

young poet, who at the age of eighteen committed suicide on the verge of starvation, dated 

several letters from the Chapter. Those gathered there would receive the newspapers wet 

from the press and discuss the news of the day in the best tradition of the 17th Century 

Coffee House. 



The Steelyard 

Coffee House 

which stood in 

Upper Thames 

Street is a 

reminder to us of 

the Hanseatic 

merchants who, 

until their 

expulsion at the 

end of the 16th 

century, 

controlled much 

of the trade and 

commerce of 

Britain. They 

came from a group of German towns, joined 

together for political and trading purposes and 

known as the Hanseatic League. They lived a 

cloistered life behind high walls which enclosed 

their warehouses. Some of the buildings were 

standing as late as 1870. Cannon Street Station now occupies the site. 

Meeting places 

Coffee houses were the meeting places for people of different walks of life for different 

purposes. Nicholas Crisp, the earliest historian of the Royal Society of Arts wrote "William 

Shipley moved to London in 1753 to found the Society the only persons that he was 

acquainted at the time who were capable of forwarding his design were Mr Henry Baker, 

Mr Messiter and Mr Crispe. All these men were among the eleven who attended the first 

meeting of the Society at Rawthmell's Coffee-House on 22nd March 1954". 

Much of the "outside" business of goldsmiths and bankers in those early days was done in 

coffee houses. In 1682 on the formation of a Bank of Credit it was announced that "ail 

persons that are desirous subscribing may come to either Garraway's, Jonathan's or the 

Amsterdam within Temple Bar, Peter's Coffee House in Covent Garden, or the Mail Coffee 

House in Charing Cross, at ail which places, books will be ready and persons may attend 

from ten to twelve in the morning or from five to seven in the evening". 

It was the custom for the clerks to meet at one or other of the coffee houses to settle daily 

accounts — an arrangement which saves countless journeys. 

In the 17th and 18th centuries, there were over a thousand coffee houses in the area which is 
now known as central London and they played a practical part in the life of the capital during 
those years. Outside the City limits there are few reminders of his romantic part, but within 
the square mile, three great markets, Lloyds, the Stock Exchange and the Baltic thrive as living 
institutions born in the coffee-houses of long ago. 
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USCG's Safety Alerts on Effective Fuel Oil 
Changeover Procedures  

The U.S. Coast Guard issued a marine safety alert today to remind vessel owners and 

operators to establish effective fuel oil changeover procedures during efforts to comply 



with MARPOL Annex VI emission regulations. The USCG said that several recent incidents 

of fuel leakages during changeovers prompted the alert. The USCG cited multiple 

unspecified incidents involving substantial machinery space fuel leakages that occurred 

while vessels were switching fuel oil to ultra low sulfur (ULS) fuel oil to ensure compliance 

with MARPOL Annex VI, Regulation 14.3.4. The new regulations, which came into effect on 

January 1, lowered maximum fuel sulfur content from 1.0% to ..10%.  

The USCG said all leakages were contained, but warned that fuel releases of any kind can 

result in pollution, shipboard engine room fires, and injury or death of personnel. The USCG 

also added that many losses of propulsion have occurred in different ports associated with 

changeover processes and procedures.Each ship which uses higher sulfur content fuel oil 

is required to develop and implement changeover procedures for switching between 

residual and distillate fuels in accordance with MARPOL Annex VI, Regulation 14.6, the 

USCG said.  

The new regulations require that the 0.10% fuel sulfur content must be used the entire 

time a vessel is operating in the North American and U.S. Caribbean Sea Emission Control 

Areas (ECA). As a result, vessels using higher sulfur content fuels must change to ultra low 

sulfur (ULS) fuel oil to comply. The vessels must use the ULS fuel oil on inbound and 

outbound transits, at the dock, and anytime within the ECA. Meeting this requirement 

requires planning and analysis before any changeover from higher sulfur content fuel oil 

to ECA compliant fuel oil and vice-versa.  

In some cases vessels may require fuel oil service or day tank modifications and fuel oil 

service piping modifications to facilitate safe procedures and compliant fuel operations 

within the ECAs. The management and oversight of any fuel oil mixing that may be part of 

a changeover process must take place before the vessel enters the ECAs or after the vessel 

leaves the ECAs. The amounts of ULS fuel oil onboard must be enough to satisfy the 

vessel’s fuel demand at all times while the vessel operates within the ECAs or efforts should 

be made to take on additional ULSF while in port.  

The Coast Guard included a list of recommendations for vessel owners and operators in 

the alert, which are printed below.Ensure fuel oil switching is accomplished outside of busy 

traffic lanes and the ECA. Generally the ECA is 200 nm from the North American Coast and 

50 miles from the U.S. Caribbean coast (e.g., the Commonwealth of Puerto Rico and the 

U.S. Virgin Islands);  

- Utilize their technical resources to develop safe operations and maintain full compliance 

with emission requirements;  

- Consult with engine and boiler manufacturers for fuel oil changeover guidance and to 

determine if system modifications or additional safeguards are necessary; 

- Consult fuel suppliers for proper fuel selection; 

- Ensure all sensors, controls and alarms – pressure, temperature, viscosity, differential 

pressure, flow indicators, etc., are operational and function as designed;  

- Ensure system piping, seals, gaskets, flanges, fittings, brackets, etc., are maintained;  

- Ensure detailed system schematics are available;  

- Review and update fuel oil changeover procedures as needed;  

- Establish a fuel oil system inspection and maintenance schedule;  

- Review and update fuel changeover procedures based on lessons learned;  

- Provide initial and periodic crew training for accomplishing safe, effective and leak-free 

fuel switching;  

- Remember that the energy content of a given volume of ULS fuel oil may differ from 

residual fuel, such that existing throttle settings may not give the desired propeller shaft 

RPM or generator loads and performance/speed trials on ULS fuel oil may need to be 



conducted;  

- Anticipate that there may be many technical challenges for operators when beginning to 

use ULS fuel oil as a matter of routine and compliance.  

These range from excessive leakages of fuel system components, increased wear and tear 

on these components, lack of lubricity of the fuels and the need for possible changes in 

maintenance schedules, operational methods, etc. Source: USCG 
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ClassNK Completes Forensic Study of MOL 
Comfort Structural Failure  

  

By Rob Almeida  

              

MOL Comfort suffers a crack amidships while underway in the Indian Ocean, June 
17, 2013. 

With known weather and sea conditions at the time of the breakup, finite element modeling 

conducted by Japanese classification society ClassNK showed that the MOL Comfort’s 

hull should have had no problem handling the stress.  Nevertheless, the 8,000 TEU-class 

MOL Comfort suffered a hull girder fracture amidships on June 17, 2013, eventually split 

into two sections, and slowly drifted apart in the middle of the Indian Ocean. 

Four days later the stern and hundreds (if not thousands) of containers sank in waters 

4,000 meters deep. 

Nearly three weeks later, the fore section of the ship caught fire in a blaze of glory and 

sank, finally putting an end to the MOL Comfort saga. 

The loss of the MOL Comfort is considered the single worst containership loss in history. 

http://gcaptain.com/author/rob/


The Investigative Panel on Large Container Ship Safety was established in light of the 

findings from an interim report released in December 2013 by the Committee on Large 

Container Ship Safety, which found that the hull fracture originated from the buckling 

collapse of the bottom shell plates underneath the No. 6 Cargo Hold. 

ClassNK has calculated the total bending moment (torque) at the time of the incident was 

13.8 billion N-m or approximately 10.1 billion foot-pounds.   This calculation was derived 

from the bending moment of the ship while in still water, a calculation that takes into 

account the cargo loading and other loads that are internal to the ship.  This calculation 

also factored-in the external, wave-induced loads and the loads generated by the whipping 

action of the ship’s structure as it goes from a hogging to a sagging condition while in a 

wave train. 

Based on further calculations that factor in the probability of what the total vertical bending 

moment was and how strong the ship’s structure was at the time of the incident, ClassNK 

shows that it is physically possible, although unlikely, that the loads placed on the ship 

exceeded the strength of the ship’s structure.  

          

  

Relationship between strength of the ship’s structure and the loads place on the ship, 
via ClassNK 

The following image would support such as theory: 



          

Looking deeper into the issue, the stresses on the ship in the fore and aft direction are only 

one part of the issue.  Lateral forces are also always in play inside the structure of a ship 

due to Poisson’s Effect which says that when a material is compressed, it tends to expand 

in the opposite direction, and vice versa.  While sailing into an oblique wave pattern, or 

with uneven cargo loading, these lateral stresses are greatly compounded inside the hull 

structure. 

ClassNK modeled this situation in the following graphic: 

        

Via ClassNK 

            

  



In the above graphic, the longitudinal (fore and aft) stress on a stiffened bottom panel 

is indicated on the x-axis and transverse (side-to-side) stress is indicated on the y-

axis.  The redline shows progressively higher stress on a hull structure when under a one-

bay empty condition – which is a worst case situation and one that containerships are 

designed to handle.  In this one-bay loading scenario, there are no containers to balance 

out the upwards hydrostatic force acting perpendicular to the hull. 

For Post-Panamax-type vessels such at the MOL Comfort, ClassNK notes this is a 

particularly tricky situation as the hull form has greater beam and thus higher hydrostatic 

pressure acting on the hull than Panamax vessels.   In addition, with an engine room 

located mostly aft, the ship is in a perpetual hogging condition its entire life. 

With this interaction between longitudinal and transverse stresses factored in, ClassNK 

concluded that the bottom shell plates experienced plastic deformation in the transverse 

direction just before the ship reached the maximum load of the longitudinal hull girders. 

  

               

 

via ClassNK 

This led to a chain reaction of deformations in the steel structure leading to the final 

fracture of the hull girder. ClassNK explains this in more technical jargon here: 

  



                

  

In conclusion, ClassNK notes that to prevent future incidents such as the sinking of the 

MOL Comfort, “it is necessary to assess hull girder ultimate strength in proper consideration 

of the effects of lateral loads and to assess the buckling collapse strength of stiffened 

bottom panels in the middle parts of the holds.” 

Also, ClassNK points out that although the design of Post-Panamax containerships provides 

a more stable platform than Panamax ships, the subseqently minimzation of ballast water 

results in a situation where the still-water bending moment reaches close to the allowable 

value 
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IMPA on Pilotage  

  

Pilotage issues addressed 

 

The International Maritime Pilots’ Association (IMPA) has put together a guide for pilots, 

Masters and seafarers.* 

Pilots sometime come under fire when casualty reports are analysed. Incidents of collisions, 

groundings, etc, are still being recorded worldwide, despite the presence of a pilot on board 

in some cases. 

Over 30 pilots and industry experts contributed to the guide, which commences with a brief 

history of marine pilotage, followed by an overview of the legislation governing pilotage 

and more importantly, pilot liability. 

The practical aspects of pilotage are examined in detail, including Master/pilot exchange, 

pilot transfer, shiphandling, vessel characteristics and interaction, fatigue management 

and training and certification. 

In the legal and statutory section, IMO and national instruments, liability and 

criminalisation, pilot immunity and exemptions are discussed. 



The section on conducting pilotage contains a pilot’s passage plan, Master pilot exchange, 

communications and underkeel clearance, including ship squat. 

This section also looks at pilotage in different locations, such as canals (Panama and Kiel), 

straits, rivers and deepsea, plus the problems that can be encountered during severe 

winter periods, such as found on the St Lawrence River. 

Shiphandling merits its own section in the book, covering various aspects including 

propulsion, steerage and power, vessel blackouts, shaft generators, CP propellers 

navigational technology and equipment, high sided vessels, azimuthing controlling devices, 

tug use and the handling of speciality vessels. 

Perhaps of equal importance is the section on requirements, training and certification. This 

starts with an overview, followed by requirements needed in France and the US, continuing 

professional development, mentoring training, simulator training, scaled manned model 

training and bridge resource management for pilots, which training academies have said 

is of increasing importance. 

Fatigue is covered as pilots can sometimes be expected to work for long hours, as is the 

question of pilot transfer systems, including ladders, pilot boats, pilot vessels and 

helicopters. 

In the Appendix, IMPA gives its stance on pilotage competition and this section also 

includes a guide for members on the use of ECDIS, plus IMPA’s position statement of the 

IMO’s E-navigation strategy. 

Finally, IMPA’s guidelines on the design and use of portable pilot units are outlined. 

By and large each section and its relevant chapters are written by different IMPA members 

who have particular expertise in the subject being covered, although there is a certain 

amount of overlap. 

*IMPA on Pilotage is published by Witherby Publishing Group, price £75, pp 256, 4-

colour, diagrams, ISBN: 978-1-85609-635-5. 
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Ship owners are faced with dilemmas in 

making port of calls in Ebola-infested 
countries  

 

The current Ebola virus crisis, now concentrated in West Africa is not only a health 

emergency per the World Health Organization (WHO), but is also having a significant 

impact on international shipping and trade. According to the latest weekly report from 

shipbroker Intermodal, the current contagion is focused in Liberia, Guinea and Sierra Leone 

as well as in Nigeria and Senegal, resulting in the development of fear-filled climate. 

Numerous nations have put in force several regulations and conventions for vessels that 

are or have recently called W. African ports. The WHO, ICS, IMEC and ITF have issued 

advices, focusing on precautions to be taken (i.e. restrictive crew changes, shore access, 

interaction with stevedores), safety (i.e. vigilance against stowaways and employment of 

the ISPS Code) and contingency planning.  

According to Katerina Restis, with Intermodal’s Tanker Chartering department, “owners 

are widely confronted with the dilemma of whether or not to proceed to a port where their 

crews may be exposed to the risk of Ebola. Under a time charter scheme, an owner is 

bound to comply with Charterer’s orders but can refuse so when the vessel is exposed to 

safety risks. Charterer’s commitment is to order the vessel to a “safe” port and the issue 



in question is whether or not an Ebola infected port may be declared as “unsafe”. A “safe” 

port is defined as per the Eastern City case as follows; “A port will not be safe unless, in 

the relevant period of time, a particular ship can reach it, use it and return from it without, 

in the absence of some abnormal occurrence, being exposed to danger which cannot be 

avoided by good navigation and seamanship”.  

Therefore, there is some legitimacy in the suggestion of deeming a port “unsafe”. On the 

contrary, in light of the fact that WHO has advised measures to avoid infection, declaring 

a port as “unsafe” seems challenging and subject to the risk status of each port. The 

situation under voyage charters is still ambiguous, as Owner’s failure to proceed to a 

nominated port by the Charterer may constitute a breach of contract. Consequently, this 

may give the Charterer ground to claim damages, unless the charter party is sustained by 

a deviation clause or a force majeure clause” Restis noted. She added that “owners are 

committed under the bill of lading to deliver and care for the cargo onboard, while any 

inconsistency from the agreed contract of carriage may prejudice the Member’s P&I cover. 

If the B/Ls do not allow the unloading at a different port, Owners may be liable to the cargo 

receivers for certain losses emerging from deviation and/or delay and/or any local law that 

may be in force. However, under English and U.S law Owners seek indemnity from 

Charterers for losses or damages incurred by complying with Charterers’ orders.  

In the event of a crewmember infection, the Owner should ensure removal from the vessel. 
Under a time charter and in the absence of an express clause, the Owner will be liable for costs 
related to the welfare of the crew. If infection occurs after Charterer’s orders to an affected 
port, then Owner may be able to claim expenses subject to the agreed C/P”. Intermodal’s 
analyst added that “WAF ports are increasing screenings prior to granting Free-Pratique. 
Notably, before and after a vessel calls a high risk port, parties should be prepared for delays 
and long quarantines, while authorities inspect the vessel and crew. Outside of WAF, 
Barbados, Brazil, Argentina, South Africa and the US, all have implemented mandatory 
inspection policies. Tackling the issue at hand is further inhibited by the fact that at this time 
there isn’t sufficient case law or authority on whether and when a port can be declared as 
“unsafe”. This makes any analysis somewhat subjective and open to interpretation when the 
governing charter party does not contain specific clauses addressing the risks, delays or 
liabilities associated with the virus. Owners/Charterers with vessels trading at Ebola infected 
/ high risk WAF ports may see price variation of goods exported or imported and on freight 
rates, all of which will affect commodity sellers and buyers”, Restis concluded.  

Source : Nikos Roussanoglou, 
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Cargo Ships on Beaches…Really? By Jacob Sterling 
 

A perspective on ship recycling and how to end beaching  

Like most other things, ships don’t last forever. After 25-30 years they are no longer 
commercially usable and therefore taken out of service to be dismantled. The materials are 
recycled to a lesser or greater extent – since a large cargo vessel may consist of 20-40,000 tons 
of steel, they clearly have a market value as steel scrap. 

The vast majority of ships are taken to India, Pakistan or Bangladesh to be scrapped on the 
beach. There is something quite wrong with that. People in flip flops on beaches are OK. But 



people on beaches wearing flip flops and no safety gear while taking apart massive cargo ships 
with hand tools is simply wrong. 

Unsurprisingly, ship breaking is one of the most dangerous industries. According to the EU 
Commission, it is six times more likely to die at work in the Indian shipbreaking industry than 
in the Indian mining industry, and according to a recent report from Sustainalyitics, 1,000 
people died in the Bangladesh ship breaking industry over a 10 year period. 

NGOs argue that beaching must end now. We agree. In Maersk Line we have a policy on 
responsible ship recycling. Since 2006, we have recycled 23 ships responsibly, and we have 
sent none to the beach. 

Most of our ships, however, are sold off well before they get too old to operate as it is 
important to us to have a modern and energy efficient fleet. And from time to time we are 
criticized by NGOs that the scope of our policy is too narrow because it only covers our own 
ships and not chartered vessels – and because we don’t sell ships with a clause that they 
should be recycled responsibly. 

I doubt that such a clause would really serve as any guarantee for responsible ship recycling 
but that is actually besides the point I am trying to make here. We don’t like to see ships that 
have served us being sent to the beach, but we also think it is important to draw a line in the 
sand. 

While it is important to us to take good care of our old ships, we don’t think it is the way 
forward for us to sponsor that other companies take good care of their old ships as well. And 
we really don’t think that the issue of unsafe and unsustainable beaching is well addressed by 
private companies alone. 

The real answer to the problem is global regulation that raises the legally acceptable minimum 
standard for ship recycling. In 2009, the Hong Kong Convention for the Safe and 
Environmentally Sound Recycling of Ships was adopted. Yet in 2013, only two countries have 
ratified it. 

The Hong Kong Convention is not perfect – actually it doesn’t ban beaching, it just makes it a 
lot harder to scrap ships this way. But it is the best we have, and if it entered into force, it 
could be improved over time. 



So we need more countries to ratify the convention. Actually, it’s fair to ask what’s holding 
them back. Did governments change their opinion since 2009 when they adopted the Hong 
Kong Convention and now think that beaching is not an issue, or is it simply lack of priority? 

If the health and safety statistics of the ship breaking industry is not enough of an argument 
for the Hong Kong Convention, here is another argument: Over the coming decades, steel will 
get scarcer and therefore more expensive, which means we need to become better at steel 
recycling. 

When ships are scrapped on beaches, I will argue that it is less likely that the materials are 
recycled to their full potential. Taking ships to proper recycling yards like the ones in China will 
enable a far better recycling of the steel for use in building new ships and other constructions 
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Du temps du racolage des marins 

Un cas typique de racolage 

Le terme anglais 

`shanghaing' (ou 

français Shanghaier) 

qui signifie `racolage 

de marins', est connu 

dans les ports du 

monde entier. On 

l'employait jadis 

lorsqu'un marin était 

embarqué contre sa 

volonté, 

habituellement sous 

l'influence de boissons 

alcooliques ou de 

stupéfiants. Une loi 

américaine en donnait 

la définition suivante: "toute embauche d'un marin qui n'a pas signé le rôle d'équipage, ou 

qui l'a signé contre sa volonté ou en état d' ébriété". 

J'ai toujours été particulièrement intrigué par le Shanghaing', d'autant plus que c'est arrivé 

à mon père, Henri Ghys. Il appartenait à une famille de pêcheurs originaires de Mardyck, 

dans le temps (1665) un petit port de pêche situé près de Dunkerque. Bien que ce fût un 

métier dur et mal payé, la tradition voulait qu'on continuât de père en fils à exercer le 

même métier. Il avait à peine 14 ans lorsqu'il embarqua comme moussaillon à bord du 

petit bateau de pêche familial. Son père était un homme très sévère et pendant la première 

année de son séjour en mer, mon père a mené une vie misérable. Ayant l'esprit d'aventure, 

un trait qu'on retrouve dans la famille, il s'est enfui de la maison à l'âge de 15 ans avec 

l'intention de trouver un embarquement à Anvers dans la marine marchande. Il cherchait 

à s'embarquer à bord d'un bateau à vapeur car il n'ignorait pas que la vie à bord d'un 

voilier au long cours était aussi dure que celle à bord d'un bateau de pêche; surtout les 

voiliers passant par le Cap Horn avaient une mauvaise réputation. 



Pour trouver un 

embarquement à cette 

époque, il fallait 

s'adresser à des 

entremetteurs qu'on 

trouvait dans les 

tavernes et les pensions 

aux environs du port. 

Mon père y rencontra un 

racoleur qui le soûla et 

probablement le 

drogua, car il était 

inconscient lorsqu'il fut 

'livré' le 15 avril 1910 à 

bord du Herzogin 

Sophie Charlotte, une à 

deux heures avant son 

appareillage. Une fois 

réveillé, il s'est aperçu qu'il se trouvait à bord d'un quatre-mâts barque en route pour 

Callao (Chili) et Sydney (Australie). Quoiqu'il eût été `shanghaié' il s'est bien plu à bord, 

et de retour à Brême, il s'est enrôlé le 10 mai 1911 pour un second voyage à destination 

de Valparaiso (Chili) et Sydney. Pendant son séjour dans cette dernière ville, la rumeur 

s'est propagée dans le port qu'on avait trouvé de l'or. Attirés par une fortune imaginaire 

la plupart des équipages au port désertèrent en dépit du fait qu'ils renonçaient ainsi à leurs 

gages. Mon père aurait probablement fait de même mais le destin en décida autrement; 

alléché par des gages supérieurs lie jumped ship' et il embarqua à bord d'un bateau anglais, 

le ss Penlec. C'était le début d'une belle carrière dans notre marine de guerre belge et 

d'une réussite dans la vie. 

L'historique du phénomène `shanghaing' 

À la fin du 19ième siècle environ 10% des marins embarquaient à bord d'un navire sans 

être enrôlés officiellement. Plusieurs romans ont été publiés relatant des récits d'hommes 

Shanghaiés'. Une étude plus approfondie de ce phénomène, qui fait partie de l'histoire 

maritime, nous apprend à quel point les marins ont été maltraités pendant cette période. 

La pratique du Shanghaing' était très répandue dans, les ports, mais surtout aux tats-Unis. 

Le terme même provient d'ailleurs des Etats-Unis, mais son origine est obscure. Il est 

possible qu'il dérive du mot australien Shanghai', qui signifie catapulte —les marins furent 

en effet pour ainsi dire 'catapultés' à bord une fois qu'ils étaient sans connaissance—, mais 

il se peut aussi qu'il ait un rapport avec les navires à destination de Shanghai qui avaient 

la réputation d'embarquer les marins de force. 

La marine marchande, et surtout les voiliers de commerce, ont connu un déclin 

considérable à la fin du 19ème siècle et les marins travaillaient dans des conditions 

équivalant à du servage. Ils étaient exploités comme des bêtes, privés de tous leurs droits 

civils et humains et punis sévèrement à la moindre infraction. Un capitaine qui avait la 

réputation de faire des traversées rapides, devenait en général un homme sévère et cruel 

en craquant de la toile, même s'il y avait risque de perte d'homme. Quoique l'emploi du 

fouet fût défendu par la loi, beaucoup de capitaines n'hésitaient pas à brandir des cabillots, 

des épissoirs ou leurs poings. Ils étaient assistés par des soi-disant `bucko-mates', qui 

menaient les hommes à la force des bras et par leur brutalité rendaient la vie à bord 

infernale pour l'équipage. Le destin des marins était tellement misérable, qu'une fois 

arrivés au port des équipages entiers désertaient. Il en résultait qu'un nouvel équipage 

devait être enlevé, racolé ou Shanghaied' parmi la populace du port. Par la suite on 



continuait à conspirer contre ces équipages de clochards. On leur volait leurs gages et ils 

étaient la plupart du temps pauvrement vêtus et nourris. Leur vie était un enfer en mer et 

un purgatoire à pareille situation ne régnait pas à bord de tous les voiliers. On la retrouvait 

surtout sur les voiliers avec un équipage de nationalité mixte, ce qui n'était pas le cas en 

général sur les bateaux français. En fait tout dépendait de l'attitude et de l'autorité du 

capitaine. 

Le rôle des racoleurs, mieux connus dans les ports sous le 
nom de `crimps' 

À cause de la dureté du travail, un recrutement normal était pratiquement impossible. Les 

hommes étaient livrés aux navires par des racoleurs, qui exploitaient les pensions 

fréquentées par les marins dans les grands ports. Ils y étaient appâtés par des prostituées 

et des boissons alcooliques et livrés par la suite par des racoleurs aux capitaines en quête 

d'équipage. Ces racoleurs étaient payés par le capitaine du navire pour chaque homme 

qu'ils pouvaient embarquer peu avant l'appareillage. C'était l'affaire du racoleur de 

convaincre un marin de déserter son navire dans le but de le vendre à un autre. Dans la 

meilleure des conditions les racoleurs étaient des opportunistes, profitant d'un système 

d'embauche qui était à peine contrôlé; ils contournaient les co ventions salariales et les 

lois relativ à la désertion à leur avantage. Dai le pire des cas, les racoleurs étaie sans pitié 

et livraient des terriens lieu de marins lorsqu'on manqua de main d' oeuvre. 

Les pensions appartenaient en général à des racoleurs 

qui accordaient aux marins du crédit mais se rései 

vaient également le droit d' arrange leur prochain 

emploi. On accusai également les racoleurs de réclame 

aux marins des dettes imaginaires Selon le consul 

norvégien à Port land il ne faisait aucun doute qui les 

racoleurs profitaient de la plus grande partie de l'avance 

de $ 2 que recevaient les marins; il citai le cas d'un 

marin qui dut verse] toute son avance, alors qu'il n' 

avais jamais séjourné dans la pension de marins! Le 

maximum légal d'une avance se chiffrait vers 1890 à 

deux mois de gages et il va de soi que les racoleurs en 

profitaient. Par ailleurs il est un fait que beaucoup de 

capitaines étaient de connivence avec les racoleurs. Ils 

recevaient une ristourne personnelle et touchaient $ 5 

par homme qu'ils 'achetaient' avec l'argent de 

l'armateur. Il va de soi que ces capitaines racontaient 

une toute autre histoire à leur armateur et alléguaient 

qu'ils devaient payer de grosses sommes pour graisser 

la patte aux entremetteurs. Une fois deux capitaines, Blair et Toush, ont essayé de faire 

appel à des hommes qui ne dépendaient pas des racoleurs. Mais ces derniers ne tolérèrent 

aucune initiative dans ce sens et allèrent jusqu'à menacer les capitaines que, si ces 

hommes indépendants n'étaient pas licenciés et remplacés par les leurs, tout l'équipage 

déserterait, même si cela devait leur coûter $ 100 par homme; les deux capitaines furent 

obligés de se soumettre aux exigences des racoleurs. 

Les navires de passage ne pouvaient d'ailleurs pas se permettre de perdre du temps et les 

capitaines voulaient éviter toutes difficultés et se gardaient bien de poursuivre ces 

racoleurs en justice pour ces violations. D'autre part les capitaines estimaient que c'était 

le travail des autorités portuaires de maintenir l'ordre dans leur port. A la fin du 19ième et 

au début du 20ième siècle on estimait que San Francisco était le port où le métier de 

racoleur était le plus florissant. Le tarif pour un marin, livré à un navire sur le point de 



partir, se chiffrait à $ 30 et il arrivait même souvent que les racoleurs exigeaient son 

premier mois de gages. 

Le statut juridique du marin à la fin du 19ième siècle 

Le marin était à la fin 

19"e siècle très 

vulnérable à l'égard 

de ses créanciers. 

Ainsi un capitaine 

pouvait donner congé 

aux marins sans payer 

leurs gages, retenir 

leur paie pendant une 

période après leur 

`dérôlement' et 

annuler les gages des 

déserteurs. De ce 

temps-là les marins 

échoués au port et qui 

cherchaient un 

embarquement, étaient pratiquement obligés d'avoir recours à un créancier, qui profitait 

de leur dénuement et les incitait à déserter dans le seul but d'avoir des débiteurs soumis 

et des hommes prêts à embarquer sur un prochain navire. C'était d'ailleurs un fait reconnu 

que le problème des désertions était inextricablement lié au racolage. 

Les premiers syndicats considéraient le racolage comme un abus de la législation du 

travail; la législation maritime en la matière n'exigeait aucune preuve des qualifications du 

marin pour embarquer comme matelot. En raison de l'absence de réglementation on 

pouvait saisir une avance sur les gages, et quoiqu'une loi anglaise de 1872 eût décrété que 

tout enrôlement devait se faire devant un officiel, les dispositions adéquates n'existaient 

pas si on voulait les appliquer. Les missions pour marins partageaient partiellement 

l'opinion des syndicats mais s'occupaient surtout du salut de l'âme des marins et de leur 

bien-être moral et social, en leur offrant logement et distraction; la Seamen's Friend 

Society', une mission pour marins à Portland, espérait ainsi 'sauver' le marin faible et peu 

débrouillard, victime de l'attrait de ces pensions maléfiques. Leur point de vue 

correspondait d'ailleurs à la vue paternelle de la Cour Suprême aux Etats-Unis. 

Conformément à la loi de l'Amirauté un marin n'avait pas le droit de quitter son emploi, 

contrairement aux autres citoyens. Ainsi quatre hommes, qui avaient déserté à Astoria en 

1897 du voilier Aragon et furent poursuivis en justice, firent appel au 13e amendement de 

la constitution des États-Unis qui avait aboli l'esclavage. L'affaire fut portée devant la Cour 

Suprême, qui statua que le contrat du marin était exceptionnel et qu'il impliquait la cession 

de certaines libertés accordées à d'autres; en contrepartie les marins étaient mis 

essentiellement sous la tutelle de la cour, qui déciderait pour eux et les protégerait(!). Il 

en résultait que les marins étaient traités, tant aux Etats-Unis que par le parlement anglais, 

comme des personnes ayant une intelligence insuffisante pour pouvoir agir en toute liberté 

et prendre toute la responsabilité de leurs actes, responsabilité qu'on reconnaissait à tout 

autre adulte majeur. Il importe également d'ajouter que le grand public était généralement 

d'avis qu'un homme qui acceptait un emploi sur un navire 'perdait en partant en mer sa 

caste sociale et le respect des gens auxquels il était associé'; en plus on estimait 

qu'accorder la mobilité d'emploi aux marins démoraliserait les travailleurs à terre et 

diminuerait la main d' oeuvre, ce qui serait néfaste pour l'industrie. 



À noter que le travail à bord des navires américains était en général plus dur qu'à bord des 

autres navires mais que par contre les marins y recevaient une bonne nourriture, à 

l'encontre des marins britanniques. Toutefois, lorsqu'il y avait des problèmes de discipline, 

la loi anglaise se prononçait plutôt en faveur du marin subalterne tandis que la loi 

américaine protégeait davantage l'officier. 

La fin d'une période infâme 

Cette situation devenait intolérable et suscitait des réactions diverses. Les autorités ont 

finalement réagi contre ces abus. Au début de 20ième siècle la Grande-Bretagne adopta 

une loi qui punissait le racolage par la prison ferme. Le président Wilson à son tour 

promulgua en 1915 une loi rendant le racolage illégal. Mais l'application de cette loi fut 

difficile car les pensions pour marins, qui étaient gérées par les racoleurs, continuèrent 

néanmoins à exister. Toutefois la promulgation de cette loi mit un frein à leurs activités et, 

à la suite de la prise de pouvoir par les syndicats dans les ports, le phénomène de `shan-

ghaing' disparut définitivement vers 1930. 
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Speed limit for ships is reduced to protect 
whales  

  

A federal rule that protects highly endangered North Atlantic right whales by imposing a 

speed limit on large ships has been made permanent. First put into effect in 2008 by the 

National Oceanic and Atmospheric Administration, the regulation requires ships 65-

feet-long or more to travel at speeds of 10 knots or less seasonally in areas where right 

whales feed and reproduce, as well as along migratory routes in-between. 

           

 

In the Savannah area, the speed limit is in effect from November through April each year. 

The area off the coast at the Georgia-Florida border is the only place where the whales are 

known to give birth. Known as urban whales because they hug the coast in their migration 



from New England and Canadian waters to their calving grounds in the Southeast, right 

whales swim through major East Coast shipping lanes, making them highly vulnerable to 

ship collisions. 

This season's migration is already underway. On Dec. 2 aerial surveyors spotted a 9-year-

old whale nicknamed Caterpillar off Fernandina Beach, Fla. She's a good example of why 

the rule is needed. Down her right flank she sports a large scar where she was once struck 

by a ship's propeller, said Barb Zoodsma, a biologist with NOAA Fisheries. Researchers 

worry that the lesion might prove fatal to her and her offspring if she gives birth. "Already 

we've seen one female, "Lucky," whose scars broke open when she was pregnant," 

Zoodsma said. "They became infected and she died. The fetus ended up dying, too." With 

only about 425 North Atlantic right whales in existence, these whales are among the most 

endangered in the world. The top threats are ship strikes and entanglements in fishing 

gear. Thirteen right whales died as a result of vessel strikes in the designated areas during 

an 18-month study period before the speed reduction rule went into effect. Since then the 

rule seems to be working as intended. "Since the ship speed restrictions went into effect, 

no known fatal ship strikes of North Atlantic right whales have occurred in the management 

zones," said Mark Schaefer, deputy NOAA administrator and assistant secretary of 

commerce for conservation and management.  

Instead of slowing down all ships, Georgia Ports Authority has long favored better tracking 

of right whales through acoustical detection of their underwater calls. "For more than a 

decade, the GPA has worked closely with the environmental and regulatory community and 

shipping industry to develop pager and detection systems that can alert seafarers when 

right whales are in nearby waters," said Curtis Foltz, executive director of GPA. "As the 

second busiest port on the East Coast, it is critical that we continue to find ways to both 

service our customers and protect this endangered species." But research so far has failed 

to show the animals' location could be pinpointed this way. "There was an acoustic study 

done off the coast," Zoodsma said. "The problem they keep running into is mariners want 

exact locations of whales, but passive acoustics doesn't have the capacity to say right 

whales are at this x-y location based on vocalization. Harbor pilots down here say if you 

can only give us a five nautical mile radius we already know the right whales are here and 

that doesn't help. Plus when the calves are young, they just don't vocalize. It seems logical; 

they stay quiet so as not to attract predators. The mom and calf stay in physical contact."  

The economic impact of the go-slow rule was projected to be $137.3 million annually. But 

five years into the rule, NOAA has revised the indirect and direct impact to $44.7 million 

annually. In a move that advocacy agencies applaud, the new regulations do not include a 

"sunset" provision that would require the regulations to expire automatically at a future 

date "This is a huge victory for these endangered whales," said Sharon Young, marine 

issues field director for The Humane Society of the United States. "Since most of the 

collision-related deaths of right whales have involved females, the reduction in these 

deaths is a major step forward for this species that is struggling to recover." Washington, 

D.C.-based Oceana argued the continued ship speed reduction was necessitated both by 

its proven success and by mounting threats from other sources, including chronic stress 

from underwater noise pollution and climate change, which is impacting the whales' 

foraging habitat. But Tom Wright, who's active in the Savannah maritime community, 

would prefer a regular review of how the rule is working. "There were other 

recommendations that they should be doing this based on sightings and not on calendars," 

he said. "Right now if you read about whales they're not where you think they are." No 

whales were sighted off Georgia or Florida in November.  

The rule requires vessels to travel at 10 knots or less during the seasons right whales are 
expected to be present in designated areas along the East Coast. In the mid-Atlantic area, 
which includes Savannah, the 10-knot speed restrictions extend out to 20 nautical miles 



around major ports. NOAA Fisheries researchers report that approximately 80 percent of right 
whale sightings in the mid-Atlantic are within 20 nautical miles of shore. NOAA also 
established a program for temporary voluntary speed limits in other areas when an 
aggregation of three or more right whales is confirmed. The rule allows vessels to exceed the 
limit if needed to ensure vessel safety. The rule is part of NOAA's broader ship strike reduction 
efforts. Existing protective actions include surveying whale aggregation areas by aircraft, 
extensive mariner outreach programs and mandatory ship reporting systems that provide 
advisories and information on right whale locations to mariners. Source : Seattle PI 
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e-Navigation – where are we going?  

 

IMO’s e-Navigation concept stretches back as far as 2006. After eight years of 

development, how far have we come – and where are we going? Andy Winbow, assistant 

secretary general, director maritime safety division, IMO, presents his view of the e-

Navigation programme 

To know where we are going requires us firstly to consider where we were, and have a 

good idea of where we are now, including the whys and wherefores, causes and effects, 

and the challenges and opportunities which arise. 

It’s tempting to take the issue of navigation, with or without the ‘e’, back to the days of 

the astrolabe, but I’ll resist that temptation and consider the recent past only – well, recent 

to someone of my years anyway. 

I confess that I learned to navigate using paper charts, gyro and magnetic compasses, 

sextants and chronometers, plus a few books of tables including logarithms (remember 

those?) and, of course, pencil and paper. 

It sounds rather quaint today, and reflected the same skills and equipment as Captain Cook 

used to such great effect. 

My skills, I should stress, were much more prosaic, but even in my days there was already 

a good bit of ‘e’ in the navigation – in the form of echosounders, some X-band radar, Loran 

type C, and the red green and purple of Decca. 

Later, satnav systems appeared on ships, depending either on the generosity of the 

shipowner or perhaps his or her faith in new technology, or desperation with the old – I’m 

never sure which. 

Taking the 1970s as a base, some 2,500 million tonnes of cargo were being transported 

annually on ships around the world at that time – a figure which has climbed steadily to 

over 8,000 million tonnes today. At the same time, the number of ships that are 100 gross 

tonnes and over has doubled in the same period. 

Despite the addition of more electronic equipment, in the form of improved satellite 

navigation, ECDIS, AIS, LRIT, SARTs, INS – pick your acronym – which we might assume 

would improve performance, the percentage of ship losses due to navigational accidents 

has stayed persistently around the 30 per cent mark for the last 30 years. This is a figure 

based on total losses recorded by Lloyd’s originally, and IHS Fairplay subsequently. 

I think we might remember this when considering why we are engaged in e-Navigation 

and what it will do for the navigator and safety at sea, including the costs of navigational 

accidents to the environment, cargo and shipowner, which sadly are met largely by the 

insurance industry, and thus all of us eventually. 



Staying with the 1970s, on the radio side some ships still relied on VHF, MF and HF radio 

for all communications – which was fine, as long as the weather was good, the timing right, 

and the radio office competent and sober. 

Telegrams were still in daily use, with faxes making an appearance and NAVTEX relied 

upon. Or, if you were on the UK coast, Radio 4 for the shipping forecast. 

Satellite communications were making an appearance, and the only broadband was 

arguably television. The incredibly rapid development of communications technology, 

particularly of course the internet, was the stuff of dreams or the Starship Enterprise. 

Starships, I think, are definitely here today, with many ships’ bridges becoming control 

centres of spaceship-type proportions, and handheld communicators doing everything 

today that was done on the Starship Enterprise – apart from the ‘Beam me up’ button of 

Star Trek fame. 

   

Where we are now 

So where are we now? 

At the risk of highlighting how the word ‘now’ can be stretched, bearing in mind that the 

original proposal of e-Navigation saw the light of day at MSC 81 in May 2006, more or less 

eight years ago, the relevant IMO subcommittees on safety of navigation, and 

communications, search and rescue (which, of course, have just been combined in to one) 

were tasked with developing a strategic vision, and at the outset the importance of 

developing a clear definition and objectives for the concept were fully recognised. 

IMO was identified as the lead, with support from IALA, IHO and many others as 

appropriate. Interestingly, early on training and education requirements were identified as 

a key issue in the development of the strategy. A clear wish was expressed for the 

development to be user-driven rather than technology-driven. 

As is often the case at IMO, a correspondence group was established to flesh out some of 

the ideas in more detail. That work, and the related work in the relevant subcommittees 

and their working groups of course, continues. 

The original main objectives for e-Navigation in the minds of the proposers, at least as I 

understand it from reading the reports so it’s a personal view, was that it aimed to minimise 

navigational errors, incidents and accidents through the transmission and display of 

positional and navigational information in electronic formats, to improve the monitoring 

capability of coastal states and hence security too, and, of course, the wish for the holy 

grail – to reduce costs. 

This was to be achieved through the use of up-to-date charts to a common datum, to 

facilitate route, position and other related information, making full use of electronic charts 

and electronic position fixing systems. 

Access to information, through the display of relevant data in an integrated way, was also 

seen to be of benefit, as was the ability to exchange data ship-to-shore, and vice versa. 

Much progress has been made, I think, in achieving or defining some of the key enablers 

of this aim of e-Navigation, including agreeing to use the IHO S-100 standard to facilitate 

global data exchange, identifying systems for resilient positioning, navigation and timing 

(PNT), and indeed for some form of quality assurance, or perhaps even insurance, for 

software systems, including their updating. 

An important issue, that is, putting the human at the centre of the design, is very much 

on the agenda – and one that shouldn’ t be forgotten, though maybe it is a little. 

In meeting the demand for user-driven equipment and systems, partner organisations, 

including IHO, IALA and manufacturers through CIRM and other NGOs, have also taken on 

board the need to develop or provide related functionality and infrastructure. 



However, and of course there’s always a ‘however’, a dispassionate observer might wonder 

what’s really been achieved in concrete terms in the eight years since the idea was first 

floated. 

As is often the case in IMO, with such a broad canvas of opinions from governments, 

industry and seafarers, it’s taken some time to really clarify what is important. 

The last meeting at the navigation subcommittee (its last as well) tackled this task and 

identified the five prioritised potential e-Navigation solutions. 

They are: improved, harmonised and user friendly bridge design; means for standardised 

and automated reporting; improved reliability, resilience and integrity of bridge equipment 

and navigational information; integration and presentation of available information, in 

graphical displays, received by communication equipment; and improved communication 

with the shore. 

These priorities were based on the need for seamless transfer of data between the various 

items of equipment on board and seamless transfer of electronic information or data 

between the ship and shore, and vice versa. 

However, having revisited the work done to date and identified these priorities, are we now 

on the right track? I think so – but perhaps only partly. 

Progress has been made on the key issues of bridge design, reporting, reliability, 

integration and communication, and in the further development of the stated guidelines – 

human centred design, usability evaluation of navigation equipment, software quality 

assurance, and harmonisation of test bed reporting. All of which is positive and supportive 

of meeting some of the aims of the original proposals, as I understood them. 

 

Where we are going 

So where are we going? 

I might have given the impression that I am not perhaps the biggest fan of the word ‘e-

Navigation’ – there is some truth in this, but it relates not to the things that are being 

done, or are scheduled to be done, but rather of where we are putting our efforts under 

the banner of ‘e-Navigation’. 

It might be argued that some of this work, such as improved resilience, is merely 

motherhood and apple pie – we would expect to do it anyway. Others, such as user friendly 

bridge design, is just a rehash of work done before under another banner called 

‘ergonomics’. 

That’s not to say it’s work that should not be done, or not needed – more whether it is 

helping at all by badging it as ‘e-Navigation’. 

Keeping to the ‘e’ issue, I believe that one of the significant outcomes from the work done 

in seeking to get machines of all types to talk to each other – apart from, of course, 

agreeing the necessary standards – has been the identification of the gap that currently 

exists in our arrangements for approval of equipment, particularly equipment based on 

software – with all its inherent issues. 

Addressing this issue should help us to avoid what might best be described as ‘the ECDIS 

problem’ in equipment in the future. 

But at the heart of the e-Navigation strategy has been the transfer of data and improving 

navigational information. Taking this idea of improving further, and recalling the stubbornly 

consistent rate of navigational accidents and incidents despite newer and more reliable 

technology, where is the possibility for gaining the most improvement?  

Does it lie, for example, in the ‘one button’ concept, the S Mode? Or in the combining of 

data in one display? 



Or are we being technology led when we should be concentrating on that human in the 

loop, to improve training and mentoring? Will better presentation of more, or perhaps less, 

data help the navigator to always do the right thing at the right time, in the right place, 

and avoid navigational accidents and incidents? 

If we didn’t ask that question at the outset, should we now be monitoring the effects of 

these e-Navigation developments – and if so, how? 

Turning to the broad issue of transfer of data – within the ship, between ships, between 

ship and shore, and vice versa – is this really all related to navigation? 

Access to timely and relevant information on board is, of course, important to safe 

navigation, there’s little doubt about that. But information, in this sense, is not necessarily 

just more data. Navigation can be performed safely and successfully with the information 

available to Captain Cook, perhaps with the useful addition of radar. 

The display and access to information of importance to the navigator in some electronic 

form is, arguably, the crux of navigation with its preceding ‘e’, whereas information 

exchange is arguably a communications issue. Perhaps we should be addressing it as such. 

If, as I personally tend to think, the word e-Navigation is a little confusing and is something 

of a misnomer, though I readily admit that all involved have happily worked towards the 

objectives I referred to earlier under the banner of e-Navigation, it might be appropriate 

now to look elsewhere for a home for work on seamless transfer of data between ship and 

shore, and start to think about declaring victory on the technical side of ‘Navigation with 

an e’. 

There’s no doubt in my mind that there is, whether we welcome it or not, a lot more data 

being collected and transmitted from ship to shore, and vice versa. This certainly does 

nothing to reduce the administrative burden on ships’ Masters and officers. Some way of 

seamless, maybe even automatic, transfer of data from where it is to where it is needed 

is clearly of benefit. 

Some of this may also be navigational data, in the proper sense of the word – that is, 

information necessary, and I stress the ‘necessary’, for safer navigation. 

Notices to Mariners is a good example. It might be interesting to consider in the context of 

the administrative workflow of Masters these days how much of the data flowing between 

ship and shore meets the navigational safety test of ‘need to have’ rather than just ‘nice 

to have’. 

The need to feed the ‘data monster’ is definitely not going to go away, so we should clearly 

continue working on finding ways to make this as efficient as possible. 

I believe that the right avenue for this lies in the ongoing work of the World 

Radiocommunication Conference (WRC), in the context of requirements for high speed data 

transfer with minimum human input. This work fits closely within the ongoing review of 

the GMDSS, and is clearly closely related to other communications requirements. 

Outstanding work under e-Navigation that addresses data transfer in the widest sense 

ought, perhaps, to be dealt with at IMO in the context of that work (the GMDSS review 

and the WRC). 

But to go back to navigation, electronic equipment, with software at its heart, is here for 

the foreseeable future and we need to ensure that it delivers what is required for safe 

navigation. 

Guidelines on its usability and design are being developed, the IHO S-100 standard has 

been adopted, and we’re starting to address the software issue. So now, I suggest, it is 

perhaps time to back to one of the key issues identified at the beginning of the road to the 

land of e-Navigation that I mentioned earlier – training and education requirements. 



The still persistently unacceptable level of ship losses due to accidents attributable to 

navigational errors (collisions and groundings) has not been addressed by the addition of 

‘e’ systems and tools so far. 

We need to get back to the human in the equation if we are to successfully reduce incidents 

and accidents resulting from navigational failures. We know we can make the kit work – 

now we need to make the human work too. 

  

Digital Ship 

 

  

Inséré le 20/04/02  BOEKEN  LIVRES  Enlevé le 20/05/15 

“Scheepvaart 2013-2014” 

 

B O E K B E S P R E K I N G door : Frank NEYTS.  

 

Bij Uitgeversmaatschappij De Alk verscheen onlangs de recentste editie van het 

jaarboek “Scheepvaart 2013-2014”. Het werd samengesteld door G.J. De Boer. Het 

boek biedt een diepgaand overzicht van alles wat reilt en zeilt in de scheepvaartsector in 

de lage landen. Na een grondige evaluatie en overzicht van de toestand van het 

internationale scheepvaartgebeuren als inleiding, bespreekt het boek rederijen, 

scheepswerven, en de maritieme sector van Nederland, België en Luxemburg gesitueerd 

in een internationaal kader. Ook de marine komt aan bod. Het boek geeft een compleet 

overzicht van alle schepen van Nederlandse, Belgishe en Luxemburgse rederijen en alle 

hierover beschikbare gegevens. Bovendien is het boek geïllustreerd met talrijke mooie 

keurenfoto’s. Ook dit jaar werd het boek op A4-formaat uitgeven.  

Net als de vorige uitgaves bevat “Scheepvaart 2013-2014” een schat aan informatie waardoor 
een dikke aanrader voor iedereen die hoe dan ook maar iets met ‘onze’ scheepvaart te maken 
heeft. “Scheepvaart 2013-2014” (ISBN 978-90-6013-385-9) telt 544 pagina’s en werd als 
softback uitgegeven. Het boek kost 49.90 euro. Aankopen kan via de boekhandel of 
rechtstreeks bij Uitgeverij De Alk, Postbus 9006, 1800 GA Alkmaar. Tel. +32(0)72-5113965, 
www.alk.nl . In Belgie wordt het boek verdeeld door Agora Uitgeverscentrum, 
Aalst/Erembodegem. Tel. 053/76.72.26, Fax 053/78.26.91, E-mail: info@agorabooks.com 

 

Inséré le 22/04/02  NIEUWS  NOUVELLES  Enlevé le 22/05/15 

De Beers' offshore diamond mining 
flourishes  



 

Huge mud-sifting 

machinery and other 

technological 

advances pioneered 

by De Beers over the 

past decade have 

enabled it to 

profitably exploit the 

world's largest 

marine diamond 

deposits in deep 

waters off Namibia. 

A bright green 

crawling machine 

that weighs 286 

tonnes and stretches 

over three storeys tall recovers diamonds by sucking up sand and silt 100 metres and 

deeper underwater.  

It is controlled remotely by a mining vessel called the "Mafuta", and both are undergoing 

major refurbishment in Cape Town. Offshore diamond mining started in 1961 in less than 

35 meters of ocean, but it has been only in the past decade that technology has allowed 

operations in deeper water. "Ten years ago a crawler would be mining at about 200 to 250 

square meters an hour. Today we believe that our crawler would mine at about 1 000 

square meters an hour," said Domingos Valbom, general manager of De Beers Marine. 

"Mafuta" is the flagship vessel of Debmarine Namibia, a 50/50 joint venture between the 

Namibian government and De Beers. De Beers Marine provides technical support and five 

exploration vessels for the venture's Atlantic 1 concession, which is just offshore of 

Oranjemund near the South African border. The crawler uses a nozzle to slurp up tonnes 

of sediment an hour from ancient submerged beaches as it scours the ocean floor for 

diamonds carried from the Orange River to the Atlantic millions of years ago. The prizes 

are big. Marine diamonds on average are of higher quality than land-based stones, because 

any gems with flaws are broken up by the battering they receive from the wind and waves. 

"It is the best way to extract marine diamonds, but the geology in which we operate has 

to lend itself and the crawler has to have a surface to operate," Valbom said of the 

"horizontal mining" process. When the sea bed becomes too rocky and uneven for the giant 

vacuum, the firm can switch to "vertical mining" by four other ships, which each use a 

large-diameter drill to bring diamond-bearing gravel to the surface. Each Debmarine 

Namibia ship, a self-contained floating mining operation, processes the debris, and 

helicopters then take the 'concentrate' in jam-sized jars to land, where the diamonds are 

sorted by hand. Debmarine Namibia, which bought "Mafuta" for N$650m ($60m) last year, 

said at the time that the ship was expected to produce 350 000 carats a year, or about 

30% of Debmarine production. "The crawlers have made a step-change in our mining and 

to our productivity and the financial performance of marine mining," Valbom said. He also 

said the company aimed to improve the efficiency of the crawler, which could be used to 

suck up other minerals such as gold.  

Source : fin24 

  

 

 



Inséré le 24/04/02  DOSSIER  Enlevé le 24/05/15 

How to End Piracy  

 

Maritime piracy is by definition a crime of the sea, but one that has deep roots onshore. 

Pirates need safe havens that provide them with vessels and supplies—and, crucially, the 

means of getting their stolen goods to market.  

Understanding this, governments have traditionally combatted piracy not only with 

warships, but also with boots on the ground. From ancient Rome to Qing dynasty China to 

seventeenth-century England, sovereign states have undermined pirates by uprooting 

coastal villages, burning boats, and executing collaborators. And that has been the case 

for the United States, too. In 1805, U.S. President Thomas Jefferson deployed a small force 

of Marines and mercenaries to Derne, a port city on the coast of modern-day Libya, as part 

of a larger campaign to halt Barbary piracy against American merchant ships—an event 

immortalized in the official Marines hymn. (The Marines “fight our country’s battles,” the 

song goes, “from the halls of Montezuma to the shores of Tripoli.”) So when pirates began 

wreaking havoc along a major international shipping route off the coast of Somalia in 2007 

and 2008, at least some were expecting governments to take a similar approach. By 2009, 

following two years of increasing attacks on commercial boats, some experts were beating 

war drums. Tom Wilkerson, the head of the U.S. Naval Institute and a former two-star 

Marine general, advised a return to the “Jefferson model” of antipiracy. “Take on the pirates 

where United Nations, called for an invasion of Somalia that would “end the problem once 

and for all.” But in a departure from precedent, governments took a different path. Few 

states were willing to take the risk of sending their troops into harms way, but many of 

them felt the pressure to act. In 2008, the UN Security Council passed Resolution 1851, 

which called for an international cooperation mechanism that would “act as a common 

point of contact between and among states, regional and international organizations on all 

aspects of combating piracy and armed robbery at sea off Somalia’s coast.” That directive 

gave birth to the Contact Group on Piracy off the Coast of Somalia, a multilateral body 

meant to coordinate action on maritime piracy among a wide range of stakeholders.  

The group’s goal was to avoid leaning too much on any single approach to piracy, and 

instead work along parallel tracks, making simultaneous use of naval operations, 

prosecutions, capacity building, and industry self-protection (using both technology and 

armed guards). The strategy largely worked. Over the past five years, piracy around the 

Horn of Africa has reached record lows. According to the International Maritime Bureau, 

the last successful capture of a merchant vessel by Somali pirates was in 2012.  

A large part of this success is due to the Contact Group’s efforts, which allowed various 

stakeholders to engage in parallel work. Under its auspices, the maritime industry 

developed vessel self-protection procedures, which dramatically reduced the effectiveness 

of attacks. UN bodies worked with regional states to help them clarify laws and prosecute 

pirates. And international naval forces, including those of NATO and the European Union, 

helped track and guide shipping vessels in the Indian Ocean. Collectively, these efforts 

undermined piracy on multiple fronts—and in a manner far more sustainable than military 

force. 

To a certain extent, this new approach reflects modern realities. For one thing, pirates in 

centuries past typically acted with state sponsorship. Today, most pirates profit 

independently, so they aren’t enemy combatants so much as common criminals. For 

another, the political limits on military interventions are especially severe: After costly 

interventions in Afghanistan and Iraq, Americans and Europeans are extremely hesitant to 

deploy ground troops, no matter how narrowly defined the mission. And there are also new 

economic conditions: Shipping vessels, due to complex ownership and registration 



structures, are no longer strictly associated with single states, making it less clear who 

should defend them.  

Some limited military action has proven helpful, driving incremental changes on a number 

of fronts. The European Union launched helicopter attacks on pirate supply caches in 2012, 

and the United States and France have deployed special forces units to save hostages. 

According to the UN, the United Arab Emirates has hired international private security 

forces to train a Somali unit, called the Puntland Maritime Police Force, which now patrols 

the country’s coast and stages assaults against some piratesFurther inland, the African 

Union has committed international peacekeeping forces to support the Somali government 

and disrupt pirate safe havens in southern and central Somalia.  

To be sure, the international response to piracy hasn’t come cheap: Oceans Beyond Piracy, a 
project of the foundation I work for, estimates that international governments and the 
shipping industry spent roughly three billion dollars on counter-piracy efforts near Somalia in 
2013 alone. But that’s likely a fraction of what it would have cost to invade Somalia or maintain 
a military presence there. And a large number of stakeholders have been able to share the 
burden. The innovative response to Somali piracy carries yet another upside: It offers a useful 
model for dealing with other collective challenges. Applying a similar, multi-sector approach 
to counterterrorism, for example, could leverage the strengths of varied stakeholders—NGOs, 
militaries, civilian aid agencies—under the umbrella of a larger international group. Global 
crises demand responses commensurate with the enormous threats they pose, but also ones 
that are multilateral and multifaceted. If the events of recent decades have taught the world 
anything, it’s that such approaches aren’t a matter of choice; they are a necessity. Source : 
foreignaffairs 

 

Inséré le 26/04/02  Boeken  Livres  Enlevé le 26/05/15 

Naissance d'un géant  

 

Sur terre ou sur mer, l'Angleterre victorienne aimait l'extravagance. Des tailles 

gigantesques, un éclat clinquant, des dépenses astronomiques et des raffinements 

techniques compliqués sur une échelle inconnue jusqu'alors : ce goût pour la démesure 

donnait aux Anglais le sentiment d'être les maîtres du monde. Le Great Eastern renforça 

cette impression. 



Quand il fut lancé, en 1858, 

le Great Eastern était cinq 

fois plus grand que tout 

navire existant. La coque en 

fer de ce géant avait 211 m 

de long et sa construction 

avait coûté un million de 

livres. Le navire comptait 5 

salons surchargés d'ors et de miroirs, le plus grand 

s'étendant sur 280 m2. Ses 800 cabines dont certaines 

étaient équipées de baignoires et d'eau courante chaude et 

froide offraient aux passagers un confort digne d'une reine. 

Deux roues à aubes de 18 m de diamètre et une hélice de 7 

m propulsaient le colosse à la vitesse de 18 noeuds. Parlant 

de sa construction à Millwall, sur la Tamise, un éditorialiste 

estima que cette réalisation était «une exécution sage et 

obéissante des desseins de la Providence». 

Le Great Eastern était né dans le cerveau d'Isambard 

Kingdom Brunel (figure de gauche), un ingénieur qui s'était 

fait connaître par ses réalisations tant sur terre que sur mer. En 1835, il avait construit la 

ligne de chemin de fer du Great Western qui reliait Londres à Bristol et, trois ans plus tard, 

le vapeur Great Western qui fut le premier à effectuer des traversées régulières sur 

l'Atlantique. Le Great Eastern avait été conçu dans le but d'assurer la liaison entre la 

Grande-Bretagne et l'Australie, ceci dans un confort et des conditions sans pareils. 

Mais le grand navire, dont Brunel avait surveillé la construction, ne devait jamais aller en 

Australie. Il fut affecté aux voyages transatlantiques, alors en pleine expansion. 

Cependant, il ne produisit pas de bénéfice: ses 4 000 places furent toujours louées en 

partie seulement. Il subit, en outre, des avaries qui entraînèrent des frais considérables, 

et conduisit à la faillite plusieurscompagnies. Mais le public britannique ne cessa jamais de 

l'aimer. Lorsque, après trente ans de service et de multiples transformations, il en fut 

réduit à devenir une sorte de Luna-park, un spectateur, se souvenant de l'élégance de ses 

débuts, écrivit: «Il vaudrait mieux l'immerger décemment dans la grande houle de 

l'Atlantique. Je suis prêt, pour ma part, à contribuer aux dépenses funéraires». 

  

  



 

Une structure métallique 
d'avant-garde 

Quelque extravagants que fussent 

ses équipements, la raison d'être du 

Great Eastern reposait sur la rareté 

des dépôts de charbon en Orient et en 

Extrême-Orient. Soumettant son idée 

à l'Eastern Steam Navigation Company, Brunel affirma que «rien n'était plus nouveau que 

de construire un vaisseau d'une taille suffisante pour transporter son charbon». 

Bien qu'il eût encore conservé quelques voiles (à droite), le navire était beaucoup plus 

révolutionnaire que ne le laissait supposer le plan de Brunel. Ainsi, la coque, constituée de 

deux «peaux» d'acier distantes de quelque 80 cm, était divisée transversalement par 10 

cloisons étanches, à 18 m d'intervalle, et, longitudinalement, par deux autres cloisons 

étanches qui couraient le long de la salle des machines et de la chaufferie. 

Le navire était conçu pour transporter 3 000 tonnes de charbon. Mais avec quelle puissance 

mouvoir un tel colosse? Brunel utilisa une hélice et 2 roues à aubes. Les machines 

développaient respectivement près de 600 et 1 000 chevaux. Elles pouvaient fonctionner 

ensemble ou séparément, de même que les 10 chaudières, actionnées par 100 foyers. 



     

 

Le «Great Eastern», jouet de la fatalité 

Aucune des innovations techniques du Great Eastern ne pouvait l'immuniser contre les 

caprices de la nature ou les erreurs des hommes. 

Le premier accident dont fut victime le navire survint le 9 septembre 1858, lors de son 

voyage inaugural sur la Manche. Un correspondant du Times de Londres le relata ainsi: «Il 

y eut un grondement confus, suivi du vacarme effrayant de l'écrasement du bois et du fer 

emmêlés. Puis tout disparut derrière un nuage de vapeur.» Quelqu'un, par erreur, avait 

laissé verrouillées les soupapes de sécurité des chaudières fournissant la vapeur aux 

machines des 2 roues à aubes. La pression de vapeur avait dépassé les limites permises, 

provoquant une explosion qui fit 15 morts. 



 
Le Great Eastern devait connaître une nouvelle épreuve en 1861. Au cours d'une traversée 

régulière, le navire fut pris dans une tempête qui arracha son axe de gouvernail et ses 

roues à aubes, le laissant sans défense contre la mer déchaînée. Les victimes, cette fois, 

furent des passagers: on dénombra 25 fractures diverses. La plupart des accidents se 

produisirent dans le grand salon, où nombre de passagers effrayés s'étaient regroupés. 

Les meubles glissèrent sur le plancher et ricochèrent contre les cloisons, blessant de 

nombreuses personnes. Il fallut huit mois pour réparer le navire et les frais s'élevèrent à 

60 000 £ environ. 

  



 

  

  

  

  

  

  



Centre d'attractions pour marins d'eau douce 

Le Great Eastern suscita tout au long de 

sa carrière une irrésistible curiosité. Sans 

distinction de rang ou de milieu social, 

tous voulaient le voir. La reine Victoria, 

son époux le prince Albert, et le roi des 

Belges Léopold Ier allèrent l'admirer, 

comme des milliers de badauds, avant 

qu'il ne quittât la Tamise en juin 1860 

pour son premier voyage transatlantique. 

A son arrivée à New York, il fut salué par 

une salve de 14 coups de canon, et le 

carillon de Trinity Church joua «Rule 

Britannia». Une foule énorme se pressait 

sur les quais, et des spectateurs 

enthousiastes se saisirent des aussières 

lancées du paquebot pour l'aider à 

s'amarrer. La situation ne manquait pas 

d'humour car il n'y avait à bord que 38 

passagers. Chacun avait payé son voyage 

25 £ et la somme recueillie ne couvrait 

qu'une infime partie des frais. 

Les propriétaires du Great Eastern, 

désespérément à court d'argent, 

décidèrent d'en faire un centre 

d'attractions à New York. Comme en 

Angleterre, le paquebot attira les curieux 

par milliers. En quatre semaines, 143 764 personnes vinrent admirer ses merveilles. Elles 

laissèrent, à raison de 50 cents par tête, 71 882 aux caisses, mais cela ne fut pas suffisant 

pour rentabiliser le navire. 

 

  



       

 
  

Enfin rendu à une tâche plus noble 

Le Great Eastern obtint ses plus grands succès non pas en tant que palace flottant, mais 

comme outil de travail affecté aux travaux les plus durs. Et ceci, grâce à Cyrus Field, un 

industriel américain qui s'était lancé en 1857 dans une aventure étonnante: la pose au 

fond de l'Atlantique d'un câble télégraphique reliant la Grande-Bretagne à l'Amérique du 

Nord. Après avoir enregistré plusieurs échecs en utilisant de petits navires, Field acheta le 

Great Eastern en 1864 et le fit équiper. 



Ce navire était 

parfaitement adapté à 

ce type de travail; lui 

seul, en effet, disposait 

d'un espace suffisant 

pour loger les 3 200 km 

de câble nécessaires 

pour relier les deux 

côtés de l'Atlantique et, 

bien qu'il fût 

gigantesque, il pouvait, 

grâce à son hélice et ses 

2 roues à aubes, pivoter 

sur place, avancer ou 

reculer au mètre près, 

selon les ordres de 

l'homme de barre. Cette 

souplesse de manoeuvre se révéla fort utile lorsque divers éléments des appareils de 

levage se rompirent à quatre reprises, et que, chaque fois, le câble disparut sous plus de 

3 000 m d'eau. Le 26 juillet 1866, le Great Eastern apporta enfin le câble à Terre-Neuve, 

permettant les communications télégraphiques entre l'Europe et l'Amérique du Nord. Dans 

les huit années qui suivirent, il posa 5 autres câbles, 4 sous l'Atlantique et le dernier, enfin, 

reliant Aden à Bombay. 

Les jours de gloire du grand navire tiraient à leur fin, quand un observateur pessimiste 

déclara que son principal mérite avait été «de démontrer qu'il existe une limite à la taille 

que peuvent atteindre les bateaux à vapeur». Et, bien sûr, il se trompait! Quarante ans 

plus tard, en effet, la taille du Great Eastern était largement surpassée. 

  



     

 

  

  

  

  

  

  

La grande aventure de la mer :Le règne du paquebot 

éditions Time-Life 
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Shipping industry’s response to ECA 2015  

 

Choosing the right investment towards compliance to 0.1% sulphur emissions in select 

SECA areas with effect from 1Jan 2015 led to many debates in the last one year. The 

problem was two pronged- firstly, multiple options to comply with such as LSMGO, low 

sulphur fuel oil blends, HFO with scrubber, LNG, methanol, biofuels etc. and secondly, the 

need to balance long term and short term considerations of availability, risk, cost and 

payback of investment. 

With the deadline now past, a review of the announcements made by a total of 70 

companies- top 10 companies across seven categories* in the EU SECA gives a good sense 



on what has been happening in terms of adoption of new technologies, especially in the 

last six months. Collectively, these companies own a fleet of ~5000 vessels. 

55 out of 70 assessed companies have disclosed their compliance strategies publically. 

Limited information was available for bulk ships and tankers. Results show that passenger 

and ro-ro categories have decisively moved towards scrubber technology with 75% of 

assessed companies voting in favour of the technology. LNG offers promises for the future, 

however, reach has been limited to coastal/inland shipping. Majority seems to be moving 

towards marine gas oil (MGO). Growth prospects for other alternates seem limited at the 

moment. Scrubber technology has been adopted by 17 out of 70 companies assessed. Top 

investors in the technology are Brittany ferries (~$500m), Carnival Corporation ($400m 

for 70  vessels), DFDS (more than  $150m) and Royal Caribbean Cruise (15 vessels) using 

technologies from Alfa Laval, Wartsila, Belco Marine and Yara Marine (formerly Green Tech 

Marine). The global oil price drop seems to be impacting the scrubber adoption negatively, 

the orders nearly doubled for the six month period of Apr’14- Sep’14 while in last four 

months growth has been ~19%. The vessels count opting for scrubber technology stands 

at 160 as on 31st Jan’15 as compared to 135 in Sep’14. The single largest order was from 

Royal Caribbean Cruise in Dec’14 for retrofitting 13 of its vessels, the deliveries are 

scheduled between 2015 and 2017. 

LNG as compliance fuel is being considered by 20% of the companies studied mostly 

passenger category. Top investors in the technology are Universal Marine, BC Ferries and 

Fjord Line.A 13% rise has been recorded in LNG propelled vessel orders in the last four 

months. As on 31st Jan’15, confirmed order book for LNG propelled vessels stands at 78 

as against 69 in Sep’14. The key contributor to the order book has been container category 

with 125% growth and 10 orders over the period. 

Concerns regarding availability of bunkering infrastructure and global oil price drop (~50% 

since Sep’14) are the key inhibitors to the technology. There was an important order 

cancellation in Oct’14 from Brittany Ferries for 4 vessels- 3 retrofits and one new build 

Various other alternative fuels are also being discussed. Exxon Mobil’s low S fuel oil blend 

HDME50 is being used by vessel owners in ARA region. Lukoil and Cespa have also come 

up with low S fuel blends. Stena Line has considered methanol for its cruise Stena 

Germanica scheduled in 2015. Biofuels, ethanol, fuel cells as marine fuel are also being 

studied. Though the growth prospects seem limited for the above alternates on account of 

availability, safety and compatibility related risks. LSMGO has been the fuel of compliance 

for vast majority especially the containers, bulkers and tankers. Key investors in the 

technology are Maersk Line, MSC, Eimskip, Tallink and Hurtigruten. 

The reasons adding to the attractiveness of the fuel are prior knowledge regarding the fuel, 
minimal investment on vessel infrastructure, well established bunker supply chain and 
favourable oil prices. In the  wake of  oil price uncertainty, we might expect the slowed down 
activity to continue in terms of adoption of other technologies such as scrubber and LNG. 
However, when global 0.5% S limit gets enforced in 2020 or 2025, there would not only be the 
fuel price concern but the supply sufficiency of global refineries to cater to the increased low 
S fuel demand. The vessel owners would keep on exploring the right compliance strategies 
tailor made to match their requirements. Note: * The categories assessed are- container (deep 
sea and short sea treated as separate), passenger, ro-ro, general cargo, bulk carriers and 
tankers. Source: Article by Ms Swati Pathak, MEC Intelligence, 
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“On the Rocks”  
 

B O E K B E S P R E K I N G door : Frank NEYTS  

 

Bij Yellow & Finch Publishers in Vlissingen verscheen kortgeleden het uniek en kleurrijk 

fotoboek ‘On the Rocks. Stranded ships on coastlines around the world’ door Anton 

Rijsdijk.De Nederlandse fotograaf Anton Rijsdijk is een verwoed fotograferende 

wrakkenjager en reist de hele wereld af om scheepswrakken die op afgelegen stranden 

liggen op de gevoelige plaat vast te leggen. Het glossy fotoboek bestaat uit een 

verzameling van 66 van zijn meest kleurrijke en unieke foto’s.Rijsdijk’s interesse in 

scheepswrakken werd gewekt toen hij voor zijn werk in Aden (Yemen) verbleef vlakbij een 

haven vol met verlaten en desolate schepen. Dat was in 1984. Nu, dertig jaar later, is hij 

nog steeds volop geïntrigeerd door scheepswrakken. De vraag is waarom? “Vanwege het 

enorme plezier bij al die avontuurlijke reizen om nieuwe scheepswrakken te spotten. 

Scheepswrakken vind je overal ter wereld, maar voornamelijk op verafgelegen locaties 

zoals verlaten stranden, koraalriffen midden in de oceaan, moeilijk toegankelijke 

diamantgronden en op kleine eilanden. Vaak is de reis naar een wrak minstens zo 

interessant als het wrak zelf,” aldus Rijsdijk.De fotograaf is erin geslaagd om de schoonheid 

van de omgeving en het wrak te weerspiegelen in zijn fotoboek. Dit collector’s item is 

gevuld met zijn inspirerende en adembenemende foto’s voorzien van een korte 

bibliografische omschrijving en de bijhorende coördinaten van de locatie van het wrak. Nog 

nooit eerder vertoonde afbeeldingen uit Rijsdijk’s privé archief zorgen ervoor dat dit unieke 

boek een complete samenvatting is van Rijsdijk’s jarenlange wrakkenjacht. 

‘On the Rocks’ (ISBN 978-90-821367-1-5), telt 80 landscape pagina’s (300 x 270 mm) en is 
verkrijgbaar voor 24,95 euro, exclusief BTW. Bestellen kan bij Yellow & Finch Publishers, Mevr. 
Rosanna STATTERS, op rosanna@ynfpublishers.com , tel. +31(0)118.473398. 
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Nigeria: Expert Says Shipping Can Create 
80, 000 Jobs Annually  

 

The shipping sector has the capacity to create over 80,000 jobs annually if the huge 

potential in the maritime industry are fully harnessed by the federal government, a 

maritime expert, Chief Kunle Folarin has said. Folarin, who is Chairman, Ports Consultative 

Council (PCC), explained that trans-shipment in Nigerian ports alone can create 

employment opportunities to absorb thousands of Nigerian youths presently roaming the 

streets looking for non-existing jobs. According to him, the cargo coming into Nigeria might 

not necessarily be meant for the country but could be for other landlocked countries such 

as Niger and Mali which decided to use Nigerian ports to import goods, noting that this can 

easily create jobs. “We (Nigeria) provide the corridors to most of the landlocked countries 

and we provide the coastline. We can easily provide the shipping, the storage, the trans-

shipment, and Nigeria will gain. From trans-shipment activity, we can provide employment 

for at least 80,000 Nigerians as truck drivers,” he said. 

Citing examples of countries that have done well by harnessing the potential in their 

maritime industry, he argued that Philippines made great fortunes by earning huge income 

through the provision of seafarers to the world. “We can still be relevant within the 



maritime industry even if we do not own ships. Philippines give seafarers to the world. 

They do not have oil and gas. They do not have strong shipping companies but they have 

over 400 maritime schools which train seafarers for the world. Nigeria can do the same 

with trans-shipment what Philippines were able to achieve through manpower provision for 

the maritime industry,” Folarin said. Meanwhile, PCC has come up with a new agenda for 

maritime industry that would look into port reforms and local participation policies such as 

port concession and terminal shipping elements, as well as the Coastal and Inland Shipping 

Act 2003 According to him, the economic agenda will enable the ports’ regulatory 

authorities to promote investment opportunities in the maritime industry and improve 

human capacity building in seafaring. He explained that the agenda will also look into 

foreign direct investment (FDI) policies and incentives in the maritime industry. He pointed 

out that ship building, ship repairs and allied industry opportunities should be paramount 

under privatisation and private sector participation in the maritime industry.  

Folarin disclosed that in terms of demand, ship building and repair facilities, including dry 

docking facilities, would require additional 50 establishments, while ship and craft in the 

cabotage area should be over 4,000. Ship building and repairs, including dry docking 

facilities, are less than 10. For supply, Nigerian flagged vessels involved in ocean trading 

were less than 45, while Nigerian flagged ships and crafts in the cabotage area (coastal 

trade) were less than 50.  

He described shippers as the movers of the Nigerian economy, adding that without the 

ports, there would be no ship and without the shippers, there would be no cargo. Source: 

This Day Live 
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Identifying Cappuccino Bunkers  

  

Cappuccino effect remains still one of the most common and widely used 'mal-practice' in 

the bunkering industry to-date. Despite lot of articles and loss prevention bulletins being 

issued by various P&I Clubs; we are still seeing lot of vessel's falling victim to this ill-

practice. Often our expertise is called upon at the next port of call when the vessel just 

five days into her voyage after stemming bunkers would discover a sudden 

"disappearance" of 30-40 MT overnight. It is then too late for us or anyone to do anything! 

The short article that follows focuses only on "cappuccino bunker effect" giving the reader 

a better understanding and grasp of the subject matter. 

  

What is Cappuccino Effect  

Cappuccino effect essentially may be described as frothing/bubbling effect caused by 

compressed air blown through the delivery hose. The aerated bunkers when sounded will 

give the impression that the fuel is delivered as ordered. In fact after sometime when the 

entrapped air in suspension settles out of the fuel oil the oil level drops and a short fall is 

discovered. In large bunker deliveries this could be considerable with huge financial 

implications. 

We have often been asked why the flow meter cannot detect the air being introduced in 

the system and compensate accordingly. Well, most flow meters in use today are of either 

the wrong type or the wrong size. In other words are not technologically advanced. All the 

standard flow meters will only measure the volume of throughput and not the actual mass 

of fuel being delivered. As a result when is air introduced into the system, which is 

essentially 'small air bubbles' - the flow meter will register it as volume. 



However, there are flow meters out in the market which are capable of measuring the true 

quantity (mass) of the fuel delivered. One such meter is the 'Coriolis Mass Meter' - it has 

been in existence for quite some time now and only getting better. Coriolis meters take 

direct mass flow measurements using the Coriolis Effect (a deflection of moving objects 

when they are viewed in a rotating reference frame -we won't be discussing this effect as 

this is beyond the scope of this article). Coriolis meters are less sensitive to pressure, 

temperature, viscosity, and density changes, allowing them to measure liquids, slurries 

and gases accurately without the need for compensation. These meters having no moving 

parts require little maintenance however, the initial cost and line modifications is usually a 

deterrent for many ship operators for not installing it. 

  

Precautions against Cappuccino Bunkers  

Before Fuel Transfer  

At the time of opening gauge fuel oil should be observed from ullage hatches for any foam 

on the surface of the bunkers. Foam may also be detected on the ullage tape. If there is 

no foam then the oil level on the tape should appear distinct with no entrained bubbles. If 

by observation of the tape and the surface of the fuel you suspect entrained air then obtain 

a sample of the fuel by lowering a weighted bottle into the tank. Pour the sample into a 

clean glass jar and observe carefully for signs of foam or bubbles. 

If these observations show entrained air the Chief Engineer should not allow the bunkering 

to start and notify the Owners / Charterers immediately. The barge Master should be issued 

with a letter of protest. If the barge Master decides to disconnect from the ship and go to 

another location then the agent should immediately inform the port authority and try to 

establish where the barge has gone. 

All relevant times and facts should be recorded in the deck log book. During Fuel Transfer 

- If the Chief Engineer has not observed any entrained air during the initial barge survey 

it is still possible that air can be introduced to the barge tanks or the delivery line during 

the pumping period for example by introducing air into the system by crack opening the 

suction valve of an empty bunker tank while pumping from other tanks. Hence it is 

important for the Chief Engineers to continue gauging the ship's receiving tanks while the 

bunkering is in progress as air bubbles would be readily seen on the sounding tape. 

The Singapore Bunkering Procedure SS 600 prohibits the use of compressed air from 

bottles or compressors during the pumping period or during stripping and line clearing. It 

should be confirmed with the barge Master that he will follow this procedure (Reference 

SS600 paragraphs 1.12.10/11/12/13). Stripping of barge tanks can also introduce air and 

stripping should only be performed at the end of the delivery for a short period of time. 

The barge Master must agree to inform the Chief Engineer when he intends to start 

stripping and when it has been completed. 

Ship's crew and surveyor need to be alert during bunkering and check for the following 

signs: 

 Bunker hose jerking or whipping around. 

 Gurgling sound when standing in vicinity of bunker manifold. 

 Fluctuations of pressure indication on manifold pressure gauge. 

 Unusual noises from the bunker barge 

After Fuel Transfer  

It is also possible to introduce air into the delivery line during blowing through at high 

pressure. Therefore it is imperative that the barge informs the ship before and after blowing 

through is completed so that the ship crew can be extra vigilant during this period. 



The ship's bunker manifold valve should be checked shut before gauging of the vessel's 

tanks. 

  

IDENTIFYING CAPPUCCINO BUNKERS 

 Signs of froth/foam on the surface of the fuel in the barge tanks during opening 

gauge 

 Excessive bubbles on the sounding tape prior to, during and after bunkering 

 Bunker hose jerking or whipping around 

 Slow delivery rates then what has been agreed 

 Gurgling sound in vicinity of bunker manifold 

 Fluctuations of pressure on manifold pressure gauge. 

 Unusual noises from the bunker barge 

Note that hose jerking or evidence of sporadic bubbles superficial in nature after line 

blowing or stripping of tanks is fairly common and should not be construed as evidence of 

mal-practices 

  



 

  



 

Above article has been initially published at Loss Prevention Bulletin - 
AVA/2014/0018 issued by The Bunker Detectives and has been reproduced here with 

author's kind permission 

  

Disclaimer: This article is based on the author's own research, knowledge and 

experience in the subject matter and references used from various P&I LP bulletins 

http://www.bunkerdetective.com/pdf/18-AVA-2014-0018-Cappuccino%20Bunkers.pdf
http://www.bunkerdetective.com/pdf/18-AVA-2014-0018-Cappuccino%20Bunkers.pdf
http://www.bunkerdetective.com/


and should only be used for reference rather than being taken as a legal advice for 

any particular case or used for any other purpose.  

Photos - Courtesy of Capt. S.Q. Navqi based in Houston (Exclusive Associate of 

Bunker Detective) 

 

 

 

Inséré le 04/05/02  DOSSIER  Enlevé le 04/06/15 

The burden of bureaucracy on ships  

  

Paperwork onboard is increasing daily. How really we end up at this situation? Just figure 

out that if three hundred experts are involved in various shipping sectors, sooner or later 

they will send their ideas in the form of procedures on board and these procedures will be 

implemented by few people  who already have a lot of things to do. We tend to forget that 

despite the enormous technological changes and the strict safety requirements, shipping 

is still a dangerous profession. The only way to minimize the danger is to give emphasis 

on seamanship. 'Seamanship' comprises the skills that are specific for seafaring, and there 

are manuals of seamanship. For me, seamanship is a blend of professional knowledge, 

professional pride, and experience-based common sense. Unfortunately, we are losing 

seamanship as it is obvious that we don't want our people to thing; this is dangerous. 

We all know that new requirements are rising every day, just imagine how hard it is for 

the people onboard to follow the changes. The majority of rules and regulations are 

developed by scientific personnel and the wording is checked very thoroughly by lawyers 

in order to ensure that legal implication, in the implementation phase, will be kept as slow 

as possible. As a result, in most of the cases, Rules, Regulations and Procedures are written 

in a scientific language which is very difficult to be understood and therefore, people 

onboard as well as ashore cannot follow them. Each requirement, in the majority of the 

cases, has so many references that is forcing the seafarer to go from one chapter to the 

other and at the end he is absolutely confused. 

The implementation of ISM and various quality systems such as ISO 9001/14001/18001, 

500001 has made documentation and report management much more complicated. For 

instance, the corresponding extra paperwork has brought the crew to a boring situation, 

which can increase the possibility of marine accidents due to human errors. We have 

somehow misunderstood ISM as we are concentrated on papers. Crew members feel that 

the extra workload caused by paperwork will soon lead to marine accidents. They are trying 

to find free time to complete all documents required and as a result they are trying to do 

it even while performing critical operations such as bridge and cargo watches. In this 

respect, I believe that the SMS should not allow, in any case, the crew to focus on the 

relative paperwork and not to pay attention to fundamental duties during a sea voyage, 

e.g. keep a proper look out, avoid a main engine black out etc. We should not allow our 

people to complete papers and bureaucratic processes when they are performing the daily 

critical jobs. 

We've all heard of systems analysis, forms control, records retention, work measurement, 

incentives, mechanization, integrated data processing, statistical sampling, automation, 

operations research, empathy, humanics, human engineering, and other. Each of these 

has frequently been presented by some as a cure‐all for our problems. However experience 

has shown the opposite. The majority of these systems are finally adding more and more 

paperwork. 



Despite all these disappointing things, there is a key which is capable to help us find the 

solution; the key is ''understanding''. But understanding what? First we must define what 

we mean by paperwork. Paperwork is any official document that need to be prepared for 

something to happen or to be done. Then we must categorize these documents to the 

following five basic categories: Routine operational documents; Safety related documents; 

Technical & Maintenance Records; Quality & Environmental Documents; Security 

documents. 

Routine operational are the documents involved in Pre-arrival formalities for port 

authorities,  cargo related documents, Class documents etc. Unfortunately there is no room 

for changes as each Country, Port, Agent, Charterer has its own requirements. 

Safety documents such as inspections, checking & monitoring forms, checklists, 

measurements etc contain a significant amount of information. The crew has to complete 

this information repeatedly in certain forms. The solution is to develop 'smart forms'; 

Development of smart forms and checklist where standard data is automatically completed 

will minimize the time required to complete a document. Regarding the technical and 

maintenance records, all records related to performance should be eliminated. Required 

data should be transmitted through electronic systems. Only maintenance related and daily 

work documents should be completed by engineers. 

For the Quality and Environmental documents, seafarers consider that a significant number 

of these are imposed by third parties and are not adding any value in safety. Their scope 

is to satisfy people like Majors, Class, Auditors etc. Security documents are the most 

unwanted documents. Seafarers consider their existence meaningless and consider that 

they are developed to satisfy Politicians. Port & vessels security is not effectively enhanced 

by having ordinary seamen to prevent highly hypothetical situations like terrorist , bomb 

threats, biological weapons etc. I really cannot understand Security Level 3. If the ship is 

operating at this level, then it is not permitted to call because the port is unsafe. Now, if 

the ship is at port and the security level is raised to level 3, then authorities will guide the 

ship what to do. Then, why we need all these documentation and all these meaningless 

papers for completion on board? There is only one valid requirement; patrol, detect and 

report any suspicious person, activity or project. That's the only thing the crew can do, the 

rest is for the authorities. 

We actually need to review, revise and develop effective rules; compliance, procedural and 

action rules. Compliance rules should define measurable goals to be achieved and leave 

autonomy to the individuals to achieve the measurable Goals. By this seafarers will exercise 

seamanship. Procedural rules should define the sequence of actions or instructions to be 

followed in solving a problem or completing a task. Procedures in form of Flowcharts will 

enable seafarers to execute tasks accurately without deviations. Action rules should define 

concrete actions and thereby removing almost all freedom of choice and interpretation. An 

action rule defines the specific actions that are taken if particular conditions are met. 

In conclusion, legislators should understand that procedures applicable in the land-based 

industry, aviation, nuclear industry etc. cannot be transferred in shipping without the 

necessary modifications. Ship Managers should understand that they cannot ask more and 

more tasks to be completed by the same people onboard. Seamanship is only gained by 

an effective on the Job Training. Never a vessel sunk because a piece of paper was missing. 

The ship's Master is not a Lawyer neither holds a PhD. on scientific environmental issues. 

He is a Mariner trained to sail the ship its cargo and the crew safely from one port to 

another. 

  



Above article is an edited version of Dimitrios Stamoudis presentation during 2014 

SAFETY4SEA Forum 
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Their origin and the custom among the 
brotherhood of the sea. 

  

Had that American bluejacket who boarded HMS Dunedin been an officer, he would have 

never been piped aboard—another tradition, and another form of the salute. The 

boatswain's mate of the watch would have piped on his bosun's call when the visiting officer 

stepped from his boat to the lower platform of the accommodation ladder, and piped again 

when the officer had ascended to the upper platform. At the second piping, side boys and 

the officer of the deck would have saluted, as would the officer who was being piped 

aboard. The ceremony is the same for ail officers, only the number of side boys varies. 

Commissioned officers up to and including a lieutenant commander rate two side boys, a 

captain and commander rate four, while flag officersadmirals and commodores—rate from 

six to eight. 

The custom was born several centuries ago when nations were hard pressed to guard the 

sea lanes to empire. Since few but the most adventurous men volunteered for service 

before the mast, ships' captains often resorted to press gangs to get the personnel that 

would bring their vessels to full strength. One way to teach the "volunteers" obedience to 

naval law, was to stress the width of the gulf that separated officers and men—the 

difference, for example, between rank and file in boarding the ship. 

The rating scrambled aboard by way of a Jacob's ladder or the sea ladder. Officers, 

however, were hoisted aloft in a bosun's chair (the first piping) and then swung aboard 

(the second piping). Only two side boys were required to swing a young ensign or 

lieutenant aboard, but an officer's avoirdupois and dignity usually kept pace with his 

promotions. A captain drew more water (literally as well as figuratively) than a lieutenant, 

and admirals drew even more water than captains. More side boys were, of course, a 

necessity long before they became a tradition. 

Getting back to the young American man-o-warsman who saluted the Union Jack aboard 

HMS Dunedin, his uniform was as "squared away" as his knowledge of naval customs and 

courtesies. Three white stripes adorned the cuffs of his blue jumper, distinguishing him as 

a seam an first class (able-bodied seaman). He could pull an oar in a whaleboat or coxswain 

if necessary ; tie the bowline, that king of knots, the sheet bend, square knot, clove hitch 

and many, many others. He knew the safe working Joad and breaking strain for both manila 

and wire; and he could make a long splice, short splice, and eye splice in the former, and 

an eye splice and short splice in the latter, and he could coil, fake or flemish a line. He 

knew how to box the compass, could heave the lead, read a flag hoist, and send and 

receive semaphore. 

His cuffs had to be buttoned so that his rating could be immediately identified. In the days 

of sail, only the men with three stripes on their cuffs were sent aloft to the crosstrees to 

slush the rigging, and to the yards to lash the furled canvas. It was then that he'd tar the 

ends of his long hair so that it wouldn't obscure his vision in a blow. His collar, a bib in 



reverse, saved his jumper from the dripping tar, and his bell-bottom trousers served a 

double function—they could be easily rolled up when he swabbed the deck, and could be 

as easily shed if he fell overboard. The flap, secured on the front of his trousers by 13 

buttons, could be instantly torn open in the sea. There are some who attribute the number 

of buttons to the 13 original states of the nascent United States, but as G. B. Shaw might 

have said : "It isn't bloody likely that British sailors would celebrate that event." The 

consensus is that the 13 buttons have a more utilitarian aim—keeping the trousers on. 

Landlubbers may find these traditions irksome. But we who have served our nation, any 

nation, at sea are proud of the salutes we have rendered, for they set us apart—we are 

members of a brotherhood, loyal subjects of His Majesty, Neptunis, Rex, ruler of the sea. 
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“Ships’ Electrical Systems”  

 

B O E K B E S P R E K I N G by : Frank NEYTS.  

 

Another interesting new title from Dokmar Maritime Publishers BV in Holland: “Ships’ 

Electrical Systems”, written by René Borstlap and Hans Ten Katen. “Ships’ Electrical 

Systems” is the book that tells you about the electrical installations in ships. From basic 

design, via power generation, distribution, to all consumers on board.  

Automation, remote control systems, nautical equipment and communication are 

addressed. EMC, operation of engine room and bridge and the consequences of reduced 

manning on the design are described. This book is intended for those readers who have 

the basic knowledge of electricity but know little about the special requirements for 

installations on board of ships and offshore equipment. In a ship you have to understand 

and operate the complete spectrum. This book provides the specialized knowledge.  

As all other titles from Dokmar Maritime Publishers, highly recomanded. “Ships’ 

Electrical Systems” (ISBN 978 90 71500 17 6), a 224 page hardback publication costs 

39.75 euro. It can be bought in the specialized bookshop or direct with the publisher, 

Dokmar Maritime Publishers BV, PO Box 360, 1600 AJ Enkhuizen, The Netherlands. 

Phone +31(0)228.321343, Fax +31(0)228.326707, e-mail: info@dokmar.com , website 

www.dokmar.com. 
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Watchkeeper on crewing: the price of 
experience  

 

Seafarers were once amazingly flexible folk, whose qualifications embraced a range of 

competencies and who were able to move around between most sectors on demand. Ships 

were different to each other, hence the old saying- “different ships- different long splices”, 

but it did not take long before a competent seafarer settled into the routine of a new ship. 

But that was then and this is now, and ships are more specialised and infinitely more 

sophisticated, with the value of the crew being in its particular expertise in that distinctive 

type of ship, or trade, or machinery specification. It is becoming harder all the time for a 

http://www.dokmar.com/


crewing department to function, with mandatory requirements that demand familiarity of 

operators with their ship’s equipment, such as the ship specific training required with 

electronic charts, for instance. Generic skills are insufficient. 

Experience is one of the drivers of efficiency, backed up by training and qualifications, but 

life is made even harder by the insistence of charterers on specific levels of experience for 

every post on board. Traditional hierarchies, where junior officers gradually progressed to 

more senior ranks are deemed insufficient and such charterers will insist that all officers 

have a certain amount of experience in that particular rank. 

The obvious question must be how these officers are to ever progress in such a rigid and 

inflexible arrangement? How will a junior officer ever find a job in the first place, if every 

post requires experience in that rank? It is an issue that 

features  frequently  in  correspondence  about  manning,  and  the  difficulties  cadets  s

uffer  when,  despite  their qualifications, they find their lack of experience a real handicap. 

Once, a charterer attempting to impose such conditions would have been smartly told that 

the employment of the master and crew was the responsibility of the owner. This, in some 

sectors, would appear to be no longer the case. 

Another contemporary problem caused by intense specialisation is the difficulties people 

encounter when wishing to move from one type of ship to another. There may be some 

availability of courses in such subjects as tanker safety, or similar endorsements for 

chemical or gas ship officers, or special qualifications in dynamic positioning which can be 

obtained, but there is a limit to the amount of specialist training anyone can afford, or 

indeed take in! 

The offshore sector is an example of an increasingly specialised area, with a bewildering 

array of sophisticated ships all demanding specialists to operate them. Will they have 

berths available for people “in training” additional to the normal complement? Will 

charterers, so specific about their requirements for the right “skill set” aboard (backed up 

with the verifiable experience, of course) tolerate these trainees? Ship managers often 

complain about this lack of berths, with the attitude being that providing a route to obtain 

necessary experience, is invariably cited as “somebody else’s problem”. It is a short-

sighted attitude that in the long run does nobody any favours. Sooner or later, everything 

will grind to a halt, because, quite simply, the necessary experience will not be available! 
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The difficulties of promoting electronic 
navigation  

   

Research has shown that, used correctly, ECDIS and other electronic aids can significantly 

improve the safety of navigation at sea – so why is it still such a struggle to convince the 

industry as a whole of the potential benefits, asks Bentley Strafford-Stephenson, Martek 

Marine  

In 2008, DNV claimed that ECDIS, if used correctly, could reduce groundings by about 38 

per cent. The third most frequent accident involving ships larger than 100GT, grounding is 

the fourth highest contributor to marine casualties, at 12 per cent. 

The question then is why, in 2013, is ECDIS not only experiencing such resistance from 

shipowners and mariners but also being blamed for an increasing number of incidents, 

including groundings? 



Electronic navigation is the story of an idea with incredible potential being implemented in 

the wrong way at the wrong time. Unfortunately, the damage done to the perception of 

ECDIS is considerable and will likely take years to recover, with many of the current 

generation of navigators perhaps never feeling fully comfortable with it. 

Despite its potential, electronic navigation was on a rocky path from the very beginning 

for three key reasons: there was not enough consultation with key stakeholders; the 

extensive benefits have never been clearly explained; and ECDIS is being implemented in 

the middle of other expensive requirements like ballast water and emissions reduction, 

when freight rates are into their fifth year scraping along the floor and ship finance is 

virtually non-existent. 

While many owners can see the benefits of 

electronic navigation, many of them feel 

angry at what they consider to be 

unnecessarily short and ill-timed 

implementation deadlines. 

Progress vs conservatism Below the owners 

and operators and with different reasons, 

mariners ask why they should change from 

the charts they were taught with and have 

been using successfully for years. 

Implemented from land with too little 

consultation, early ECDIS models and 

electronic charts were inaccessible and 

standards varied widely. 

Technology has seen huge changes in the 

ten or fifteen years since the average second 

officer started a career at sea, so it is no 

surprise that touch screen devices seem unintuitive to many mariners since they don’t 

have the same exposure to smartphones, tablets or touchscreen PCs as the average person 

based ashore, who may still struggle with this technology! 

While a fundamental wariness of new technology is not unusual in the conservative 

shipping industry (radars and GPS, now utterly invaluable, once gathered dust while 

navigators favoured the sextants they understood and trusted), concern about electronic 

navigation is not entirely unfounded. 

Evidence shows that groundings and incidents still occur on ships navigating electronically. 

There is actually some argument that, taking into account the ship’s age and quality, more 

incidents occur on ships using ECDIS. 

The most expensive shipping incident in history, the Costa Concordia grounding, occurred 

with an ECDIS installed, while stories abound of navigators watching their ship on screen 

while an unaccounted-for island sits clearly in view out of the window. 

The trouble with ECDIS 

In an article on freight rates at the end of June 2013, Lloyd’s Loading List wrote: “Container 

shipping costs are as low as they are ever likely to be, having sunk to the level they were 

at the depths of the last freight rate trough at the end of 2011.” 

The story is much the same for the dry bulk and tanker markets too. Meanwhile, global 

ship finance has been very badly hit by the worldwide slowdown and European debt crisis. 

Combined with low freight rates, high bunker prices and declining trade against capacity it 

seems inevitable that many owners will struggle to raise new debt. 



The world economy shows little sign of recovery and it is of real concern that the economies 

previously driving global trade – China, India, Brazil and Russia – are slowing. In China’s 

case, there is evidence that it is not a brief dip but a planned shift toward a less expansive 

economy, which could be of real concern to the industry. 

Many shipowners simply cannot understand why ECDIS implementation was given such a 

short and inconveniently timed deadline when they consider paper charts to be perfectly 

suitable and economic conditions make the implementation so difficult. 

Alongside other targets for expensive equipment such as ballast water and emissions 

reduction, the ECDIS deadline causes many shipowners to feel that that legislators do not 

recognise the practical difficulties they face, an issue which has led to resentment. 

Some owners who are accepting of the implementation deadlines and supportive of ECDIS 

question what they see as the haphazard implementation of the ECDIS legislation itself. 

This seems to be the fundamental basis for the mistrust of ECDIS and, unfortunately, there 

is some truth to this. 

For example, there was originally no requirement for manufacturers to use universal 

symbols across their ECDIS, so they each initially chose their own symbols This created a 

situation where even a navigator experienced in electronic navigation could move to a new 

vessel and a different ECDIS and find that the blue circle with a vertical line in the middle 

no longer indicates a buoy but now shows a significant hazard. 

The biggest issue of inconsistency across the market is in chart standards and the use of 

vector charts, raster charts, SENCs and ENCs. 

This was partly driven by mariners who initially saw raster charts as being closer to the 

paper charts they were so comfortable with, despite raster charts simply being slightly 

more awkward paper charts with none of the benefits of electronic navigation, the worst 

of both worlds. 

Manufacturers and hydrographic offices (HO) must too shoulder some of the blame for 

largely failing to bring vector charts up to a sufficient standard so that, after years of 

development, there are still issues with conflicting symbols and information disappearing 

from one level of zoom to the next (though fortunately this problem is increasingly rare). 

Matters are complicated further by the way in which most fleets or vessels purchase an 

ECDIS, with one superintendent buying the hardware, another sourcing the kernel which 

acts as the interface between the chart and hardware and a third in charge of purchasing 

the charts. 

This means that none of the three key elements of the ECDIS have necessarily been 

produced with compatibility with the other parts in mind. 

Political issues also dominate the ECDIS market – there are strong arguments that 

hydrographic offices should allow approved third parties to purchase the rights to access 

and overlay charts, so that they can improve on the HO’s offering. 

However, most HOs copyright their charts and information on safety grounds, which 

arguably maintains a certain level of safety, especially since they are so heavily incentivised 

to avert incidents in their national waters, but some say that it limits progression and 

innovation in the chart market. 

ECDIS recovery 

Despite the considerable issues electronic navigation has faced and continues to deal with, 

it is certainly not too late for ECDIS to be wholeheartedly embraced by the industry, since 

the potential is there for considerable safety gains and operational improvements. 

For this to happen, it needs to start now, with more interaction between the four key 

stakeholders – navigators, manufacturers, authorities and shipowners. There needs to be 



more consultation from all sides, followed by a better explanation for every action – why 

this deadline? Why this screen size? 

More and stricter regulation is required to rebuild confidence in electronic navigation and 

pull together the disparate but good work already done by individual agencies so that the 

charts, hardware and software are all compatible. 

Regulation should be in place at the very beginning of the manufacturing process, with 

more of the burden placed on HOs, manufacturers and training providers to make 

implementation simpler and safer for owners. 

Official bodies must make more effort to explain ECDIS and its significant advantages, 

including flexible pricing structures for charts such as pay as you sail, and the Pro+ charts, 

which are not legal as the primary navigation tool but can be used in conjunction with 

official charts, right up until implementation at very little cost. 

The sheer potential of ECDIS to make life easier for mariners, safer for vessels and 

operationally more effective in terms of route planning surely mean that it will join the list 

of marine technology which overcame great scepticism to become utterly invaluable.  

  

Digital Ship  
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Seafarers frustrated by administrative 

burden – study  

 

A study by the Danish Maritime Authority, supported by InterManager, has found that 

seafarers believe they are spending too much time on tasks they consider to be “an 

administrative burden.” 

A survey of international seafarers revealed that a third of all nationalities are “annoyed or 

frustrated by administrative burdens” in the maritime sector, stemming from what the 

seafarers consider to be unnecessary repetition of tasks and demands for too much 

paperwork and documentation to be handled. 

The study also concludes that there is a “significant potential to relocate time to more 

fruitful tasks” to increase efficiency and quality. 

The study, which surveyed almost 2,000 anonymous seafarers from 59 different 

nationalities, asked 55 questions to understand the characteristics and perceptions of 

administrative burden and the different types of work-related activities perceived as 

administrative burdens among seafarers. 

The survey concentrated on seven main areas of work: preparation of and participation in 

Port State Control, Flag State Control or Class inspections; vetting inspections; handling of 

International Vessel and Port Facility Security requirements (including paperwork and 

mandatory deck watch duties); planning and executing exercises and drills; using and 

maintaining internal management systems (QSM, ISM etc); completion of journals 

(garbage, oil, deviation etc); and the completion of port and pre-arrival documents (such 

as crew and passenger lists, vessel stores, port calls, health declarations etc). 

At least 50 per cent of those responding – and sometimes as many as 79 per cent – felt 

the tasks were repeated too often and required too much documentation and paperwork. 



The report concluded that “a lot of paperwork and documentation that is being produced 

on the job contributes little value to the work of the seafarers.” 

Port and pre-arrival documentation proved particularly problematic with many seafarers 

feeling a lot of the paperwork was superfluous. 

The report advised that: “The qualitative comments from the seafarers give the general 

impression that the amount of necessary paperwork has exploded in recent years and in 

some cases taken time away from more urgent and meaningful tasks in terms of 

guaranteeing ship safety.” 

“Seafarers suggest easing the rigid control slightly and instead putting more focus on 

culture and competencies in order to effectively and meaningfully improve efficiency and 

safety on vessels.” 

The report states that “many seafarers are frustrated because they feel that the time 

usages are disproportionate to the gains of many of the tasks” and advises there is “a large 

potential to rationalise and/or digitalise at least some of the processes.” 

In addition, the report underlines the fact that “seafarers and shipowners” understand the 

rationale underlying most procedures and requirements even though these may lead to 

administrative burdens. 

They acknowledge that such procedures are not implemented with the aim of being a 

burden but that “they in principle serve higher-end objectives like personal safety and 

environmental protection.” 

It points out there is scope for developing digital solutions to reduce paperwork and time 

consuming manual workflows, particularly in relation to port and prearrival procedures. In 

addition the report recommends a revived focus on seamanship and safety culture with a 

view to reducing the number of procedures and burdens and advises of a potential for 

increased co-operation and dialogue between stakeholders in all areas of the maritime 

sector. 

InterManager secretary general, Captain Kuba Szymanski, said: “InterManager members 

and their crews were happy to take part in this important survey.” 

“The amount of time seafarers report they are spending on administrative tasks is eye-

opening and we welcome the report’s suggestion for further investigation into how these 

requirements can be better complied with to enable smarter working.” 

  

 

 

 

 

 

 

 

 


