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Low sulphur fuel review uncertainty addressed 
  

Sep 13 2013  

  

IMO secretary general, Koji Sekimizu, and UK Shipping Minister Stephen Hammond this week 

stressed the importance of dispelling the uncertainty, which surrounds the start date for the IMO low 

sulphur fuel review. 

{ǇŜŀƪƛƴƎ ŘǳǊƛƴƎ [ƻƴŘƻƴ LƴǘŜǊƴŀǘƛƻƴŀƭ {ƘƛǇǇƛƴƎ ²ŜŜƪΣ {ŜƪƛƳƛȊǳ ǎŀƛŘΥ άLah Ƙŀǎ ǎŜǘ ŀ Ǝƻŀƭ ŦƻǊ ǎǳƭǇƘǳǊ 

regulations in 2008 and the current global target is set for 2020. It is important for IMO to act now to 

have a clear picture on the availability of the required quantity of the low sulphur fuel, as soon as 
possible. 

"Annex VI stipulates that the review must be completed by 2018, but there is nothing to say that it 

cannot be completed earlier. Indeed, there is a strong argument that early completion of the review 

of the availability of low sulphur fuel will give more time for all concerned, including the refinery 

industry, to take the necessary action and react in time to meet the requirements if such a need is 
ƛŘŜƴǘƛŦƛŜŘΦέ 

Hammond said that the review should start at the earliest realistic date consistent with adequate 

information being practically available, which the UK considers to be January 2015. 

IŜ ǎŀƛŘΥ άwŜŀŎƘƛƴƎ ŀƎǊŜŜƳŜƴǘ ƻn the new sulphur limits in 2008 was a notable achievement and as a 

consequence enhanced the reputation of the IMO. Now it is vital to agree the timing of this review. 

"Uncertainty around dates is likely to delay crucial investment decisions and industry needs a clear 

steer. All sectors of the shipping and petrochemical industry would be better able to plan, control 

Ŏƻǎǘǎ ŀƴŘ ƳŀƴŀƎŜ ǘƘŜ ǘǊŀƴǎƛǘƛƻƴ ƻƴŎŜ ǿŜ ƘŀǾŜ ŀ ŘŀǘŜ ŦƻǊ ǘƘŜ ǊŜǾƛŜǿΦέ 

He also said that the UK plans to submit a paper on the subject for the consideration of the next 

ǎŜǎǎƛƻƴ ƻŦ ǘƘŜ LahΩǎ aŀǊƛƴŜ 9ƴǾƛǊƻƴƳŜƴǘ tǊƻǘŜŎǘƛƻƴ /ƻƳƳƛǘǘŜŜ όa9t/ύ ƴŜȄǘ ǎǇǊƛƴƎΦ 

This was welcomed by UK Chamber of Shipping.  

! ǎǇƻƪŜǎƳŀƴ ǎŀƛŘΤ ά¢ƘŜ ǎƻƻƴŜǊ ƛǘ Ŏŀƴ ǎǘŀǊǘ ǘƘŜ ǎƻƻƴŜǊ ǘƘŜ ǎƘƛǇǇƛƴƎ ŀƴŘ ǊŜŦƛƴƛƴƎ ƛƴŘǳǎǘǊƛŜǎ ǿƛƭƭ ƘŀǾŜ 

the certainty required   to plan investment for the future.  

άDƛǾŜƴ ǘƘŜ ǘƛƳŜ ǊŜǉǳƛǊŜŘ ŦƻǊ ǊŜŦƛƴŜǊǎ ǘƻ ōǳƛƭŘ ƴŜǿ Ǉƭŀƴǘ ǘƻ ƳŜŜǘ ǘƘŜ ŜȄǇŜŎǘŜŘ ŘŜƳŀƴŘ ǘƘŜƴ ƛŘŜŀƭƭȅ 

the study should have started already, but 2015 is preferable to 2017. 

ά¢ƘŜ ¦Y /ƘŀƳōŜǊ ƛǎ ƎǊŜŀǘƭȅ Ŏƻƴcerned about the impact for shipping operating in the ECAs, for which 

targets to reduce sulphur are set for 2015. 

ά²Ŝ Ŧǳƭƭȅ ǎǳǇǇƻǊǘ ǘƘŜ ƳƻǾŜ ǘƻ ǊŜŘǳŎŜ ǎǳƭǇƘǳǊ ŜƳƛǎǎƛƻƴǎ ŦǊƻƳ ǎƘƛǇǎΦ .ǳǘ ǘƘŜ ǎǇŜŜŘ ŀǘ ǿƘƛŎƘ ǎƘƛǇǇƛƴƎ 

operators would be required to meet reduction targets, at huge cost, without sufficient technology in 
place to support the changes, along with the failure to date for these targets to take account of the 

overall need to reduce carbon emissions has been causing ship operators great concern for some 

time. 

ά[ŀǘŜǎǘ ǊŜǎŜŀǊŎƘ ǎƘƻǿǎ ǘƘŀǘ ŀǘǘŜƳǇǘǎ ǘƻ ǊŜŀŎƘ ǘƘŜ нлмр ǘŀǊƎŜǘ ŎƻǳƭŘ ŎŀǳǎŜ ŀŘǾŜǊǎŜ ŜƴǾƛǊƻƴƳŜƴǘŀƭ 

effects with a modal shift from sea to road, result in a loss of 2,000 maritime services jobs and place 
many more industrial jobs under threat," he concluded. 
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Adventures of a Reluctant Boating Wife 
  

B O O K R E V I E W by : Frank NEYTS  

  

Adlard Coles Nautical (Bloomsbury Publishing) issued Ψ!ŘǾŜƴǘǳǊŜǎ ƻŦ ŀ wŜƭǳŎǘŀƴǘ .ƻŀǘƛƴƎ ²ƛŦŜΩ, 
ǿǊƛǘǘŜƴ ōȅ !ƴƎŜƭŀ wƛŎŜΦ ά²ƘŜƴ L ǿŀǎ ŦƛǊǎǘ ƛƴǾƛǘŜŘ ōȅ ŀ ƴŜǿ ς and handsome ς man to the local Yacht 

Club to see his boat, I happily conjured up alluring pictures of me in an expensive bikini and a great 

ǎǳƴǘŀƴΦ Lǘ ŘƛŘƴΩǘ ƻŎŎǳǊ ǘƻ ƳŜ ǘƘŀǘ ΨǎŜŜ ōȅ ōƻŀǘΩ ƳƛƎƘǘ ŀŎǘǳŀƭƭȅ ƳŜŀƴ ƎƻƛƴƎ ƻǳǘ ƛƴ ǘƘŜ ǘƘƛƴƎΧΦέ .ŜŦƻǊŜ 

she knew it, Angela Rice had agreed to a sailing trip on the notorious west coast of Scotland ς and to 
marry her skipper. The voyage did nothing to allay her primal suspicion of anything afloat. But years 

later, one sunny Boat Show day, she discovered the lifestyle lure of powerboats ς so much less 

daunting than their sailing counterparts. She cajoled her man into crossing to the dark side, with wild 
promises of becoming competent. And slowly but surely, reluctance gave way to relish, skepticism to 

ǎƪƛǇǇŜǊƛƴƎΣ ǘƘŜ {ƻƭŜƴǘ ǘƻ ǘƘŜ {ŜƛƴŜΦ hǊƛƎƛƴŀƭƭȅ ǇǳōƭƛǎƘŜŘ ŀǎ ŀ ǎŜǊƛŜǎ ƛƴ ΨaƻǘƻǊōƻŀǘ ϧ ¸ŀŎƘǘƛƴƎΩ 

magazine, and illustrated with wonderful cartoons by David Semple, this is a funny and engaging 
ŀŎŎƻǳƴǘ ƻŦ ƻƴŜ ǿƻƳŀƴΩǎ relationship with the sea, a boat and her husband.  

άAdventures of a Reluctant Boating Wifeέ όL{.b фту-1-4081-8204-8), is a softback of 95 pages and 
costs about £10. The book can be ordered at any bookshop, or direct with the publisher, Adlard Coles 

Nautical, 38 Soho Square, London W1D 3HB,UK. www.adlardcoles.com 
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$30,000 went missing amid rescue of Capt. Phillips 
  

Dramatic accounts of the Navy SEALs rescuing the captain of an American cargo ship made headlines 
around the world in 2009. The military said SEAL snipers killed a trio of pirates in a tense standoff. 

Three shots, three kills. It was the lethal, coordinated precision that has made SEALs famous and 

feared.  

It was an unbelievable story, with a new retelling that hits the big screen Friday with Tom Hanks 

playing Capt. Richard Phillips. But the official version that unfolded in the Indian Ocean wasn't as tidy 
as Hollywood's, or the versions in Phillips' own book or in contemporaneous news reports. In fact, 

many more than three shots were fired, $30,000 went missing and the integrity of the SEALs was 

questioned.  

The unvarnished story begins on April 8, 2009. Four armed Somali pirates scurried up the side of a 

large cargo ship, Maersk Alabama, and took the crew and Phillips hostage. In a failed attempt to get 
the pirates to leave, Phillips gave them $30,000 from the ship safe. The pirates eventually abandoned 

the Maersk, jumping into a lifeboat and taking the cash and Phillips at gunpoint.  

The USS Bainbridge, a destroyer that had responded to the hijacking, gave chase as the pirates 

headed toward the Somali coast. Days later, a team of SEALs parachuted into the Indian Ocean and 

boarded the Bainbridge. During the crisis, the Navy persuaded the pirates to let the Bainbridge tow 
the lifeboat and then tricked the fourth pirate into coming aboard the Bainbridge.  

http://www.adlardcoles.com/


As the Bainbridge reeled in the lifeboat for a better shot, the SEALs took up positions on the back of 

the warship and trained their sights on the three pirates.  

On April 12, the SEALs acted. After a gun unexpectedly went off inside the lifeboat, the SEAL snipers 

opened fire. Seconds later, a SEAL, possibly two of them, descended the tow rope and onto the 

lifeboat. He quickly shot the pirates _ one of whom was still alive. Former SEAL Matt Bissonnette 
recounted the episode in his memoir "No Easy Day." Bissonnette was deployed aboard the adjacent 

USS Boxer, an amphibious assault ship, when the rescue took place.  

"Entering the life raft, they quickly and methodically re-engaged each pirate, making sure there was 

no more threat," Bissonnette recalls. "They found Phillips tied up in the corner unhurt."  

In an interview, Phillips said he didn't know if the SEALs fired inside the lifeboat. But after it appeared 

the shooting had stopped, he said, one of the pirates closest to him was "gasping" and in a "death 

rattle." The young pirate had two serious chest wounds, he said. He didn't see the other two pirates 
at the other end of the lifeboat.  

Attorney Philip L. Weinstein, who represented the surviving pirate later prosecuted in federal court, 

said his legal team had an expert examine photographs the government provided of the dead 

Somalis. The expert estimated about 19 rounds had been fired into the bodies, Weinstein said. 

"There were clearly not three shots fired," Weinstein said. "They were riddled with bullets."  

Under the Geneva Conventions, an enemy combatant who has been injured so severely that he no 

longer can fight is supposed to be protected and medically treated even as he is taken into custody. 

Scott L. Silliman, a professor at Duke University Law School and an expert on wartime legal doctrine, 
said he believes the SEALs did nothing wrong. He said the SEALs had to make the assumption that the 

Somalis were armed and a continuing threat. In other words, they were still combatants. "I think it is 

pretty clear under the military's rules of engagement that if the SEAL believed he still faced a threat 

against him he was authorized to use lethal force," he said. "I think it was an appropriate use of force 
under these circumstances."  

The $30,000 was never recovered. As part of the investigation by the Naval Criminal Investigative 

Service, SEALs were polygraphed, according to former and current law enforcement and military 

officials who spoke under the condition of anonymity because they weren't authorized to talk about 

the case. It's not clear if all the SEALs who responded to the hijacking were polygraphed.  

Nobody was exempt from questioning. Investigators interviewed Capt. Frank J. Michael, who was the 
executive officer of the Boxer and among the highest-ranking Navy personnel to enter the lifeboat 

after Phillips had been saved, a former U.S. official said. Navy Lt. Cmdr. Courtney L. Hillson declined 

to discuss SEAL tactics or specifics of the case but said: "The case was ultimately closed without 

evidence of wrongdoing."  

Weinstein said his client, who pleaded guilty and was sentenced to nearly 34 years, had no idea who 

took the money, and he didn't think the pirates threw it overboard. Weinstein said there were plenty 
of people who had access to the lifeboat after the shooting stopped. He said the crime scene was 

"contaminated." According to Phillips' account of the kidnapping, the money could have easily been 

concealed in a small bag or someone's pockets. 

In his book, Phillips writes that while he was held hostage on the lifeboat, a pirate took the money 

out of the bag and began dividing up into piles. There were "two stacks of hundreds, one of fifties, 
then twenties, fives, and tens ... I never saw the money again. Later, when they gave me a sack to 

lean against, I felt the stacks of money inside, but I never spotted the cash out in the open again." 

Kevin Speers, a spokesman for Maersk Line Ltd., said the missing money remains a mystery: "We 
simply don't know."  

In the new film "Captain Phillips," viewers shouldn't look to the movie for the complete story. It 
doesn't depict the aftermath inside the lifeboat or the criminal investigation that followed. Director 

Paul Greengrass said the movie wasn't intended to tackle every twist and turn but hews to the truth. 



Greengrass said he was aware of the shooting that took place inside the lifeboat and grappled with 

how much bloodshed to depict. In the end, he made narrative judgments. The final violence wasn't 

necessary. The result was the same: Phillips was saved, and the pirates were killed. What happened 
to the money didn't concern him. "Movies are not journalism," Greengrass said. "Movies are not 

history." Source : ivpressonline.com 
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Mourir pour Ostende 
   

Juillet 1587, Ostende devient méconnaissable. Regardez le double fossé que creusent des centaines 
d'hommes autour d'elle, voyez des maçons bâtissant bastions et redoutes et ces dunes auxquelles on 

s'attaque à la pelle pour les raser. Dans quel but? 

PERMETTRE à la mer de pénétrer jusqu'à Leffinge, Snaaskerke et Oudenburg. Ce qu'on veut? 

Qu'Ostende devienne une île fortifiée entourée 

de toutes parts par les flots. 

Sur les chantiers, deux hommes : Maurice de 
Nassau, le fils du Taciturne et sir John Conway, 

un Anglais qui sera gouverneur de la ville. 

Oui, de graves événements se préparent, car le 

conflit s'annonce inexorable jusqu'à la férocité 
entre les protestants et les catholiques. 

Ceux-ci bénéficient de l'appui de Philippe II. Il 
vient d'envoyer en Belgique l'archiduc Albert. 

Curieux personnage : blond, calme, robuste. Il 

était cardinal mais il avait, avec l'accord du pape 
Grégoire VIII, abandonné son manteau pourpre 

pour épouser sa cousine l'infante Isabelle, la 

fille préférée de Philippe II. Intelligente, tenace 
Ŝǘ ŦƛƴŜΣ ŜƭƭŜ ŎƻƭƭŜŎǘƛƻƴƴŀƛǘ ƭŜǎ ǆǳǾǊŜǎ ŘŜ WŜŀƴ 

Bruegel, de Michel Coxie, bientôt celles de son 

ami et confident Pierre Paul Rubens. 

A Madrid, on vient de signer la paix avec la 

France. Donc, on peut désormais en découdre 

avec les provinces rebelles de Hollande. 

En cette année 1600 tout commence à 
Nieuport. Les troupes de Maurice de Nassau 

occupent solidement Ostende mais leur chef a la ferme intention de s'emparer aussi de l'Ecluse et de 

Nieuport. 

Maurice de Nassau met alors en branle son armée : 16.000 soldats qui, partant du sas de Gand, 

progressent sur Eeclo, Maele, Jabbeke et atteignent Ouden-burg. Formidables reitres, rudes trognes, 
arquebuses, épées, cuirasses, odeur forte de mâles en sueur, relents de cuir, de vinasse, de bière, 

barbes rêches, moustaches en croc. 

L'archiduc Albert commande, lui, trois régiments français, deux italiens et la cavalerie wallonne. 



La bataille commence à Nieuport sur l'immense plage. Maurice de Nassau pour couper toute 

possibilité de retraite à ses soldats ordonne à sa flotte de s'éloigner du littoral. On se canardera, on 

s'étripera de midi au crépuscule, dans des tourbillons de vent, de sable, de sang. 

Les assauts se succèdent sous le tonnerre des mousqueteries et des canons. 

Au soir tombant, l' Archiduc Albert doit battre en retraite. Il avait failli mourir et c'est le capitaine 

belge Cabbeliau qui le sauva de justesse et tomba devant lui, la tête fendue d'un coup d'épée, en 
voulant le protéger. 

Nuit sur Nieuport : huit mille cadavres, pantins blêmes, corps défoncés, râles des agonisants sous la 
glauque lueur de la lune qui semble essuyer des larmes sur sa face, à grands coups de nuages. 

«A l'heure que le ciel fume de sang et d'âmes» écrira Agrippa d'Aubigné devant un charnier 
semblable à celui de ces dunes, de cette plage sinistre. 

L'HEURE D'OSTENDE 

Maurice de Nassau est satisfait. Il tient Nieuport, il peut désormais utiliser Ostende telle une tête de 
pont d'où il partira à la conquête de la Belgique catholique. 

Là-dessus entrent en scène les « deux cents familles » de Bruges. 

Elles n'aimaient pas, mais là pas du tout, la garnison protestante d'Ostende dont les hommes 

n'hésitaient point à piller et à rançonner toute la région, volant un porc, par-ci, un veau par-là et 
rendant les routes intenables aux marchands. Encore quelques mois semés de pareils exploits et 

Bruges verra dépérir son commerce. 

Les Brugeois envoient une délégation à l'archiduc Albert, elle lui dit: «Nous vous offrons 12.000 

florins si vous assiégez Ostende ». Moue dédaigneuse de l'archiduc. Alors Bruges fait monter les 

enchères : «100.000 florins vous seront versés le jour même où votre armée investira la ville. Et 
90.000 florins par mois de siège. 

Ça ne suffit pas ? Lorsque' vous ordonnerez qu'on pointe la première batterie, encore 100.000 florins 
et 100.000 autres si vos canons ouvrent une brèche dans les murailles d'Ostende ». 

L'archiduc: « Et si la ville se rend?» 

Les Brugeois : «300.000 florins !». 
Cette fois l'archiduc Albert est résolu à passer 

à l'offensive. 

Grâce aux Brugeois il aura, en effet, de quoi 

payer ses soldats. 

Le 4 juillet 1601, à la tête de 17.000 hommes, 

le mari de l'infante Isabelle investit Ostende. 

UNE PROIE PLUTOT CORIACE 

Frédéric de Berg installe, en hâte, quatre bat-

teries et elles crachent leurs boulets contre les 

défenses de la ville. 

Spectacle impressionnant et sonore, mais 

parfaitement vain. Sauf qu'il prouve aux 
Brugeois qu'on est un peu là et qu'ils auront à 

tenir leurs engagements financiers. 

Dressé sur ses étriers, l'archiduc Albert 

observe longuement sa proie. Et que voit-il? 

Une Ostende bâtie plus avant dans la mer 
qu'aujourd'hui. D'ouest au nord, la vieille ville 

fait face à l'océan, la nouvelle est orientée vers 



une région marécageuse de l'intérieur des terres. Entre les deux villes, un chenal. L'une et l'autre 

sont protégées par d'amples bastions : quatorze en tout. Les enlever d'assaut serait se déchirer 

ensuite sur les pieux aigus des palissades formant une seconde ligne de défense. 

L'archiduc se rend compte que sa tâche sera rude. 

Ce qu'il sous-estime? La volonté de résistance de la garnison ostendaise. Comment la réduire à 

merci? D'abord en bombardant la ville à outrance et, en même temps, en traçant des tranchées vers 
son enceinte fortifiée. L'impact de l'artillerie espagnole rend la vie cruelle aux Ostendais. 

Leurs maisons s'écroulent en flammes, leurs rues se creusent de cratères fumants. On évacue, en 
Zélande, les femmes, les vieillards, les enfants. Et viennent renforcer la garnison les 7.000 soldats que 

commande le général britannique Francis Vere. 

OSTENDE VAUT BIEN UNE CHEMISE 

L'infante Isabelle doit sans doute au sang français de sa mère d'être une guerrière. Aussi 
accompagne-t-elle son mari l'archiduc Albert devant Ostende. 

Bottée, pataugeant dans la boue, méprisant le danger, ne se courbant même pas quand sifflent les 

boulets hollandais, elle s'approche de nos canons et met, elle-même le feu à la poudre, observant 

ensuite l'effet du tir. 

Elle parle aux soldats, partage leurs repas, s'occupe des blessés, les panse, leur apporte du cognac. 

« Tant que durera le siège, je ne changerai pas de chemise », de décréter Isabelle. 

Voeu imprudent de la part d'une femme aussi coquette. Sa dévotion bien connue ne l'en empêchait 

pas, en effet, d'apprécier nos dentelles et de porter des bijoux superbes. 

Si la chemise de l'Infante prendra une couleur qu'on baptisera Isabelle, le siège d'Ostende introduira 

un autre terme dans la langue française comme le révéla l'érudit Robert Lanoye. Il s'agit du mot « 
blindage », et d'expliquer Robert Lanoye : « Les assiégeants protégeaient leurs tranchées d'approche 

à l'aide de vieux sacs auxquels les assiégés n'avaient aucune peine à mettre le feu. 

» Les Espagnols remplacèrent alors ces sacs par des lanières et des morceaux de cuir que les boulets 

traversaient sans les enflammer. Les Ostendais appelaient ces camouflages des « Blinden » (qui 

empêchent de voir). D'où le mot : blindage ». 

UNE DANGEREUSE IMPATIENCE 

Impatient sous ses dehors paisibles, l'archiduc Albert. Il est de ces nerveux qu'on prend pour des 

êtres calmes à cause de leur apparente maîtrise de soi. Il veut en finir vite. Trop vite. Et de lancer ses 
troupes à l'assaut d'Ostende en cette année 1601. 

La bataille fait rage, la garnison va manquer de poudre, de balles et de 
boulets car une violente tempête empêche les voiliers hollandais et 

anglais de ravitailler la place. 

C'est alors que le général anglais qui commande la garnison, Francis 

Vere, imagine un stratagème digne de Machiavel.  

Regardez-le convoquer un Conseil de Défense et déclarer à ses officiers : 

« Il ne nous reste qu'une issue : capituler dans la dignité ». 

D'aucuns grommellent, parlent de lutter jusqu'à la mort, accusent même 

Francis Vere de couardise. Il les foudroie de son regard aux reflets 

métalliques. 

Et d'un ton très sec: « Suffit, messieurs, assez de paroles. Le temps 
presse. Je vais envoyer aux Espagnols un capitaine qui leur demandera 

deux choses : une suspension d'armes immédiate et un échange 

d'otages ». 

La mission du capitaine L va réussir! Les otages espagnols entrent 



bientôt dans Ostende sous bonne escorte. Aussitôt Francis Vere ordonne qu'on sonne l'alerte, 

comme si les troupes de l'archiduc Albert ne respectaient pas la trève et en profitaient pour attaquer 

Ostende par surprise. Et le rusé général de feindre la plus vive indignation. Il s'écrie : « L'ennemi viole 
les préliminaires de la négociation ! ». 

Comme ledit ennemi n'avait rien violé du tout, l'affaire engendre des discussions et toute une 
palabre entre les belligérants. 

Les exigences du général Francis Vere? L'archiduc Albert les lit avec soin: « Nous réclamons les hon-

neurs de la guerre, un long délai pour emporter tous nos vivres et toutes nos munitions. En outre, 

nous estimons que nos assiégeants doivent verser une somme d'argent à préciser et qui sera 

distribuée à nos soldats ». Perplexité de l'archiduc. S'il admet les demandes de son adversaire, il 
tique devant celle où il sollicite des sacs d'écus. Pourquoi? Parce que le trésor de guerre des 

Espagnols est presque à sec. 

Tandis que se poursuivent les négociations que l'habile Francis Vere fait traîner en longueur, la mer, 

elle, s'est calmée, et se profilent à l'horizon plus de vingt navires apportant aux Ostendais des 

canons, de la poudre, des projectiles variés. 

Alors Francis Vere ne se tient plus de joie. Il a gagné le temps qu'il fallait. Avec cynisme, sans la moin-

dre vergogne, il écrit à l'archiduc Albert : « Je vous ai joué la comédie. J'espère que vous ne m'en 
tiendrez pas rigueur ». 

Cette lettre déchaîne la colère du cher mari de l'infante Isabelle. Sa réaction? Brutale. Il rassemble 

toutes ses troupes et les confie à don Mexia, le gouverneur espagnol d'Anvers. Un homme au profil 

d'aigle, capable des audaces les plus folles. L'épée au poing, sa cuirasse bien lacée, il dirige l'attaque 

frontale des défenses ostendaises. Ses fantassins espagnols et italiens se ruent à l'assaut. 

Pendant ce temps, le général de Bucquoy, grand homme de guerre belge, engage son régiment dans 

le chenal qui s'étend à l'est d'Ostende. 

Nous sommes le 30 décembre 1601. Il est 
huit heures du soir. La nuit est opaque, les 

canons espagnols crachent le feu et la mort 

sur les remparts d'Ostende où s'abritent 

vaille que vaille Ies défenseurs de la ville. Ils 
sont Anglais, Suisses, Français, Belges, 

Hollandais de la Frise, tous protestants et 

nombre d'entre eux, volontaires.Ils ont frémi 
quand Francis Vere, plus farouche, plus 

inexorable que jamais leur dit : « Ceux qui 

reculeront, je les ferai égorger. Ceux qui 

vaincront, sont assurés d'un avancement 
dans l'armée ». 

On savait que l'Anglais tiendrait parole. On le redoutait et on l'admirait, ce chef indomptable, 

omniprésent. 

Quand on se balade aujourd'hui dans les rues d'Ostende, comment imaginer ce que fit la bataille du 

30 décembre 1601 ? 

L'archiduc Albert ordonne à ses soldats de pénétrer dans la ville par les brèches que son artillerie 

creusa dans les remparts. Heureuse surprise : pas un défenseur ! Alors, on fonce et soudain les 

premiers rangs des fantassins tourbillonnent et s'écroulent, fauchés par la mitraille des canons 
ostendais tirant à bout portant. Les cavaliers de Bucquoy, eux, avancent dans le chenal presque à sec. 



Francis Vere a tout prévu : il a 

dit : « Ne vous opposez pas à la 

progression de Bucquoy. Il ne 
se doutera pas que la marée va 

monter.  

« Au moment voulu, vous 

Pieter, vous Jef et vos amis, 

vous ouvrirez les écluses. Et on 
verra ce qu'on verra ! ». 

On vit un spectacle effroyable : 
les flots emportant montures 

et cavaliers, noyant des 

centaines d'hommes hurlant, 
tandis que leurs chevaux se 

débattaient en hennissant de 

terreur. Entraînés par la mer, 

les cadavres dériveront jusqu'à 
Calais, par centaines. 

Ce jour-là, l'archiduc Albert a perdu deux mille hommes. 

Une semaine après sa défaite, l'archiduc Albert déclenche une nouvelle offensive. Elle aussi tournera 
court. Parmi les morts, le cadavre d'une jolie femme très blonde, une Ophélie frêle, les yeux clos sur 

son secret. Quel secret ? On se penche vers elle. A son cou, un médaillon entouré de diamants. On le 

prend, on l'examine, il contient le portrait en miniature de Francis Vere. 

Alors on se renseigne à propos de la mystérieuse inconnue. Et qu'apprend-on ? Qu'elle fut la 

maîtresse du général Vere et qu'il l'avait abandonnée sans trop de façon. 

Désespérée, elle s'était rendue à Ostende pour s'y suicider, devant lui, en plein, combat. 

Mais la noblesse belge qui luttait dans les deux camps laissa aussi plus d'un mort, les uns sur les 

remparts ostendais, les autres dans les tranchées 

espagnoles. 

Que de grands noms : de La Fontaine, de Mérode, de 
Witt, de Prouvain, de Beloeil... 

Dans la ville assiégée, on voit des soldats blêmes, le teint 
cireux s'accroupir en pleine rue car la dysenterie leur 

tord le ventre. Ils se relèvent, titubant, tombent pour ne 

plus se relever. Ostende pue. La peste aussi se répand 

dans la garnison, y tuant lentement nombre d'hommes. 

Dans le camp de l'archiduc Albert ? C'est le drame car 
l'argent des Brugeois est, depuis belle lurette, dépensé. 

Les troupes qu'on ne paie plus se rebellent, insultent 

leurs officiers, courent la campagne pour y détrousser 

les paysans. 

L'archiduc n'hésite pas. Il fait arrêter les meneurs et ils 
seront étranglés devant les soldats terrorisés. Tandis que 

l'archiduc Albert mate durement la révolte de son 

armée, surgissent les frères Spinola. 

Frédéric Spinola dispose de huit longues galères et son 

frère Ambroise a recruté 8.000 hommes dans la région 



de Milan, des Italiens du Nord, courageux, sobres, de vrais coqs de combat. 

Le but de Spinola ? Réussir le blocus d'Ostende, l'isoler de l'Angleterre. 

A Madrid, on croyait que Londres en avait assez de soutenir les rebelles des Pays-Bas. Lourde erreur, 
car au moment où la flotte de Spinola s'engage dans le Pas-de-Calais, elle est attaquée par des 

voiliers britanniques. 

Les Italiens échappent de justesse au désastre. 

En ce mois d'octobre 1602 il y a un an qu'Ostende est assiégée. Mais les Spinola veulent leur 

revanche. Richissimes, ils consacrent leur fortune à recruter 20.000 soldats en Italie et outre-Rhin. 

Leur nouvelle flotte cingle vers Ostende, mais au large du Zwin elle rencontre six navires hollandais. 

La bataille navale est violente et Frédéric Spinola meurt, atteint d'un boulet en pleine poitrine. 

Connaissez-vous le grand chat ? En tout cas, méfiez-vous. Il griffe, il mord, il crache feu et flammes. Il 

tue, le grand chat. 

Et c'est ? Une gigantesque citadelle ou mieux une haute plate-forme construite en demi-lune par les 
Espagnols pour dominer Ostende. Pendant qu'ils la bâtissent, ils en dissimulent les chantiers derrière 

de larges toiles. Lorsqu'ils les enlèveront, les Ostendais frémissent, car désormais les voilà soumis 

jour et nuit aux tirs plongeants de l'artillerie ennemie, celle du grand chat ainsi qu'ils ont surnommé 

la citadelle espagnole, ses fascines, ses sacs de terre amoncelés si haut. 

Quoi de plus atroce que cette guerre de religion où s'affrontent des Belges, car pour défendre 
Ostende meurent des héros comme le lieutenant Prichet et le capitaine Pacot, tandis que pour 

s'emparer de la cité donnent leur vie les capitaines Debraux et Cas-tris, le baron de Brabançon et tant 

d'autres. 

Pendant que font rage les combats, les épidémies fauchent sans merci assiégés et assiégeants, 

victimes de la peste, malgré le dévouement du docteur Courtemans, un grand bonhomme. 

Mais que peuvent-elles contre le fléau, ses fumigations d'herbes et ses applications de vinaigre ? 

PAR TOUS LES MOYENS 

L'ingéniosité des assiégeants et des assiégés n'est jamais à court de stratagèmes. On voit l'artificier 

ostendais Rottegatter inventer des boulets cylindriques et munis de crochets. Chauffés au rouge, on 



les tire contre les fascines de bois qui soutiennent le «grand chat». Le 31 juillet 1603 celui-ci flambe 

tel un volcan et les soldats italiens de le comparer à l'Etna. 

           

Dans le camp espagnol, un signor natif de Rome, l'ingénieur Targone, construit une tour en bois 

montée sur trois bateaux sans mâts et munie d'artillerie. On l'ancre devant Ostende qu'elle arrose 

d'un tir nourri. Les Ostendais simulant un enterrement escortent et portent un cercueil non loin 
d'une trentaine d'Espagnols, le déposent et s'en vont. Il explose et tue vingt-deux hommes. 

Mais la mer jusqu'ici si favorable aux assiégés leur devient hostile. Une marée d'une force rare 
envahit la vieille ville, balaie jusqu'aux affûts des canons et ouvre une large brèche. Aussitôt les 

défenseurs de la cité creusent de nouvelles 

tranchées à travers ses rues en ruine. 

En septembre 1604, la situation des Ostendais 

est désespérée. Ils ploient sous les charges des 
troupes allemandes de Spinola. 

Le dernier commandant de la garnison, car il y 
en eut sept, Daniel de Herstein, seigneur de 

Marquette, n'a qu'une jambe et ce vaillant 

reître au pilon de bois perd encore le bras droit 
emporté par un boulet espagnol. C'est de la 

main gauche que, le 22 septembre 1604, il 

signe la reddition de la place. Il lui restait quatre 

mille défenseurs sur soixante-quatre mille. 

Tous les autres étaient morts au cours des 

quatre infernales années de siège. Les assiégeants, eux, avaient perdu plus de cinquante mille soldats 
! 

Le 24 septembre 1604, l'archiduc Albert et l'infante Isabelle entrent dans la cité et l'effroi se lit sur 

leur visage devant ces poutres calcinées, ces façades béantes, ces débris de canons, ces cercueils 

entassés les uns sur les autres. 

Une odeur de pourriture et de cadavres vous saisit à la gorge. 

L'infante, très pâle, s'appuie sur le bras de son mari. 

Dès ce soir, elle changera de chemise...  

  

Pourquoi Pas 1984  

 

Inséré le 03/01/14  NEWS  NIEUWS  Enlevé le 03/02/14 
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Belgian tanker owner Euronav appears to have entered the frame as a potential purchaser of 

Maersk Tankersô 15 VLCCs.  

According to reports appearing in Lloydôs List and the Danish media, trading in Euronav's shares were 

suspended on the Brussels stock exchange this week, which was interpreted as a sign of an imminent 

announcement that the company has, or will, purchase the Maersk VLCCs.  

In the past, General Maritime (GenMar) had reportedly been trying to raise $1 bill to buy the vessels, but 

had not managed to raise the money thus far, according to media reports in Lloydôs List and 

Tradewinds.   

When asked, a Euronav spokesperson said on Thursday of this week; ñIôm sorry but I canôt provide you 

with information for the mome nt.ò 

Meanwhile on 1st January, Morten Engelstoft took up his new roles as CEO of Maersk Tankers.  



This move followed Hanne Sßrensenôs appointment as CEO of Damco. 

Engelstoft was appointed CEO of AP Moller -Maerkôs new division - Services & Other Shipping -  which 

includes Maersk Tankers, Maersk Supply Service, Svitzer and Damco.  

The target for the new division is to strengthen the level of businesses and reach $500 mill in operational 

profit by 2016.  

Engelstoft joined AP Møller ïMaersk in 1986 and has held sev eral positions in the group. He was most 

recently the COO of Maersk Line.  

Sørensen left her position as CEO of Maersk Tankers to become CEO of Damco after the previous head, 

Rolf Habben -Jansen, announced that he was leaving in September, 2013.  
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AvH Acquires Full Control Over DEME 
 
On December 24, 2013, Ackermans & van Haaren NV (AvH) proceeded with the closing of the 

transaction announced and described in the press release issued jointly by AvH and VINCI S.A. (Vinci) 

on September 19, 2013.  

The conditions precedent to this transaction (including obtaining merger clearance) have been 

fuƭŦƛƭƭŜŘΦ !ǎ ŀ ǊŜǎǳƭǘ ƻŦ ǘƘƛǎ ǘǊŀƴǎŀŎǘƛƻƴΣ !ǾI ƴƻǿ ƘƻƭŘǎ мрΣнууΣссн ǎƘŀǊŜǎ ƻŦ /ƻƳǇŀƎƴƛŜ ŘΩ9ƴǘǊŜǇǊƛǎŜǎ 
CFE SA (CFE), representing 60.39% of the capital of this company, and acquires, through CFE, full 

control over D.E.M.E. NV 

(DEME).  

As previously announced, 

AvH has contributed its 
50% shareholding in 

DEME to the capital of 

CFE further to a capital 
increase by way of a 

contribution in kind at a 

value of 550 million 

euros in consideration 
for 12,222,222 newly 

issued CFE shares and 

has acquired 3,066,440 CFE shares from Vinci (which represented, before capital increase, 23.42% of 
/C9Ωǎ ǎƘŀǊŜ ŎŀǇƛǘŀƭύ ŀǘ ŀ ǇǊƛŎŜ ƻŦ пр ŜǳǊƻǎ ǇŜǊ ǎƘŀǊŜΣ ƛΦŜΦΣ ŀƎŀƛƴǎǘ ŀ ǘƻǘŀƭ ŀƳƻǳƴǘ ƻŦ моу Ƴƛƭƭƛƻƴ ŜǳǊƻǎΦ 

Pursuant to Article 50 of the Royal Decree of April 27, 2007 on public takeover bids, AvH is under the 

obligation to launch a public offer on all securities with voting right or granting access to voting right 

issued by CFE and which are not yet in the possession of AvH or of its affiliates. This Bid will involve 
the 10,025,820 shares issued by CFE, representing 39.61% of the capital of CFE, which are not yet in 

the possession of AvH. However, Vinci has contractually undertaken not to contribute any of the 

3,066,460 shares it still holds in CFE to the Bid (or to any counterbid or higher bid) nor to sell these 
shares to a third party before the closure of the acceptance period of the Bid. Consequently, AvH 

could acquire a maximum of 6,959,360 CFE shares under the Bid, representing 27.5% of the capital of 

CFE. In accordance with Article 53 of the Royal Decree on public takeover bids, the Bid shall be issued 

at a cash price of 45 euros per share. This price corresponds to the price paid by AvH for the 
acquisition of existing shares and the subscription for new shares of CFE as part of the above-

mentioned transaction. This price is higher than the weighted average of the trading prices of CFE 

shares on NYSE Euronext Brussels over a period of 30 calendar days ending on the day preceding the 



announcement made on September 19, 2013. This average amounts to 42.25 euros per share. The 

Bid will be unconditional. In accordance with Article 56 of the Royal Decree on public takeover bids, 

the acceptance period of the Bid will begin within 40 business days from the acquisition referred to 
above, i.e. on February 21, 2014 at the latest. In accordance with Article 5 of the Royal Decree on 

public takeover bids, AvH intends to file a formal notification of the public offer, which will include a 

draft prospectus, to the FSMA in the first half of January 2014. AvH does not intend to launch a public 
squeeze-out bid following the Bid, under Articles 42 and 43 of the Royal Decree on public takeover 

bids and/or Article 513 of the Companies Code. Source : Dredgingtoday 
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Why e-Navigation? 
   

e-Navigation is coming ς though the implications of this initiative, and what it might practically mean 
for maritime stakeholders, are still not widely understood. Fred Pot, Marine Management Consulting, 

examines some of the current and future developments that will form the backbone of this new 

system 

Why e-bŀǾƛƎŀǘƛƻƴΚΩ ǊŜŀƭƭȅ Ƙŀǎ ƳŜŀƴƛƴƎ ƻƴƭȅ ŦƻǊ ǘƘŜ ŦŜǿ ƻŦ ǳǎ ǿƘƻ ǳƴŘŜǊǎǘŀƴŘ ǿƘŀǘ Ŝ-Navigation will 

be. My guess is that less than 500 people in the world today can claim to do so. For everybody else 
Ψ²Ƙŀǘ ƛǎ Ŝ-bŀǾƛƎŀǘƛƻƴΚΩ ƛǎ ŀ ŦŀǊ ƳƻǊŜ ǊŜƭŜǾŀƴǘ ǉǳŜǎǘƛƻƴΦ 

Why do so few of us understand e-bŀǾƛƎŀǘƛƻƴΚ L ōƭŀƳŜ ǇŀǊǘ ƻŦ ǘƘŜ ǇǊƻōƭŜƳ ƻƴ ǘƘŜ ΨŜ-bŀǾƛƎŀǘƛƻƴΩ 
name. 

CƻǊ Ƴƻǎǘ ΨŜ-bŀǾƛƎŀǘƛƻƴΩ ŎƻƴƧǳǊŜǎ ǳǇ ƛƳŀƎŜǎ ƻŦ ƻƴ-board electronic navigation instruments. They 
associate e-Navigation with boxes and miss its much wider scope. To them it seems that, with 

mandatory carriage of Radar and AIS and soon of ECDIS, e-Navigation is close to reality. 

This misconception is a clear threat to implementation of e-Navigation because, for it to be 

successful, we need 

broadly-based recognition 
both of what it is and what 

its benefits are. 

A small step might be to 

give it a name that better 

captures it. For example, 
ΨaŀǊŎƻƴƛ ƳƛƎƘǘ ōŜ ōŜǘǘŜǊ 

because it captures digital 

communications (albeit 
primitive) that allow 

information sharing and 

collaboration as well as 

automating administrative 
tasks. An even better idea 

might be to appropriate 

the "EfficienSea" name, 
because it conveys e-

Navigation's broad impact. 

The overall goal of e-



Navigation is getting ships safely, securely and efficiently from berth to berth in an environmentally 

friendly way. The high-ƭŜǾŜƭ ŀƴǎǿŜǊ ǘƻ ǘƘŜ Ψ²Ƙȅ Ŝ-bŀǾƛƎŀǘƛƻƴΚΩ ǉǳŜǎǘƛƻƴ ƛǎ ǘƘŀǘ ƛǘ ǿƛƭƭ ƛƳǇǊƻǾŜ ƻǳǊ 

ability reach the overall goal more often. 

To understand how e-Navigation will do that we have to dig deeper into the reasons why not all 

voyages are accomplished safely, securely and in an environmentally friendly way. 

Gaps and solutions 

Statistics show that human error is the root cause of about 60 per cent of collisions, allisions and 

groundings. 
Incident investigations point to a number of causes of these errors. To get to the bottom of the 

ŜǊǊƻǊǎΣ LahΩǎ Ŝ-Navigation Correspondence Group (CG) identified mariners and shore-side users and 

asked them to enumerate problems they experience in discharging their responsibilities. 

¢ƘŜ ǇǊƻōƭŜƳǎ όΨDŀǇǎΩύ ǿŜǊŜ ŎŀǇǘǳǊŜŘ ƛƴ ŀ όǊŀǘƘŜǊ ƭŀǊƎŜΣ пт ǇŀƎŜύ ǘŀōƭŜ όDŀǇ !ƴŀƭȅǎƛǎ ς see note 1). 

Gaps can be summarised in eight major categories: 

¶ Bridge lay-out/ergonomics problems 

¶ User unfriendly and unreliable bridge equipment 

¶ Lack of task oriented presentation of relevant decision support information on work stations 

(on-board and 

¶ Lack of (position) sensor accuracy indications (on-board and ashore) 

¶ Alarm handling problems 

¶ Too much time required to perform administrative tasks 

¶ LŘŜƴǘƛŦȅƛƴƎΣ ƎŀǘƘŜǊƛƴƎΣ ǎŜŀǊŎƘƛƴƎ ŀƴŘ ǳǇŘŀǘƛƴƎ ǊŜƭŜǾŀƴǘ ŘƻŎǳƳŜƴǘǎ ό9b/ΩǎΣ DǳƛŘŜǎΣ ŜǘŎΦύ 

¶ DŜƴŜǊŀǘƛƻƴ ƻŦ ǎƘƛǇ ǊŜǇƻǊǘǎ ŦƻǊ /ƻŀǎǘŀƭ {ǘŀǘŜǎΩ aŀǊƛǘƛƳŜ 5ƻƳŀƛƴ !ǿŀǊŜƴŜǎǎ όa5!ύ ǇǳǊǇƻǎŜǎ 

¶ Shore-side processing of ship reports  (Security, VTS, Environmental Monitoring, etc.) 

¶ Incomplete/unreliable information presented on MDA systems 

¶ Language issues particularly in voice communications 

While e-Navigation users are expected to ultimately shape solutions that address these gaps, the CG 

will assess the costs, benefits and risks of an initial set of 30 high-priority solutions and will include 
them in the Implementation Plan. Addressing these gaps will pave the way for users to shape 

solutions that address other gaps. 

²Ŝ ŘƻƴΩǘ ƪƴƻǿ ȅŜǘ ǿƘƛŎƘ ǎƻƭǳǘƛƻƴǎ ǘƘŜ /D ƛǎ ŎƻƴǎƛŘŜǊƛƴƎ ōǳǘ ǘƘŜ /ƘŀƛǊƳŀƴ ƻŦ ǘƘŜ /D όǎŜŜ ƴƻǘŜ нύ 

indicates that they will be made public sometime later this year. 

If you read the detailed descriptions of the gaps you can make an educated guess on what the actual 

solutions will look like. A few examples of likely solutions are: 

мΦ !ǳǘƻƳŀǘƛŎ ŘƻǿƴƭƻŀŘƛƴƎΣ ƛƴǎǘŀƭƭƛƴƎ ŀƴŘ ǳǇŘŀǘƛƴƎ ƻŦ ǊŜƭŜǾŀƴǘ 9ƭŜŎǘǊƻƴƛŎ bŀǾƛƎŀǘƛƻƴ /ƘŀǊǘǎ ό9b/Ωǎύ 

and other (searchable) documents like port guides, VTS guides, light lists, pilotage charts, etc. 

2. Task oriented geo-spatial presentation on the navigation screen of: 

¶ Relevant  Maritime Safety Information (MSI) using intuitive symbols 

¶ {ŀŦŜǘȅ ŎƻƴǘƻǳǊǎ ōŀǎŜŘ ƻƴ ŀ ǿŀǘŜǊǿŀȅΩǎ ǘƛŘŜ-corrected bathymetry that is received from 

shore 

¶ Weather and sea-state forecasts along with the recommended route 

¶ VTS traffic flow plan (sequence, routes and speeds) through congested waterways 

оΦ /ƭƻǎŜ ŎƻǳǇƭƛƴƎ ƻŦ ŀ tƛƭƻǘΩǎ tƻǊǘŀōƭŜ ¦ƴƛǘ όtt¦ύ ǿƛǘƘ ǘƘŜ ǎƘƛǇΩǎ ƴŀǾƛƎŀǘƛƻƴ ǎȅǎǘŜƳǎ 

4. Close coupling of ǘƘŜ ǎƘƛǇΩǎ ƴŀǾƛƎŀǘƛƻƴ ǎȅǎǘŜƳǎ ǿƛǘƘ ±¢{ ŦƻǊ bŀǾƛƎŀǘƛƻƴ !ǎǎƛǎǘŀƴŎŜ {ŜǊǾƛŎŜ όb!{ύ 

рΦ wŜƳƻǘŜ ƛƴǎǇŜŎǘƛƻƴ ƻŦ ŀ ǎƘƛǇΩǎ ƴŀǾƛƎŀǘƛƻƴ ǎȅǎǘŜƳǎ όǇƻǎƛǘƛƻƴ ŀŎŎǳǊŀŎȅΣ ƳŀƪŜκƳƻŘŜƭ ŀƴŘ ǎƻŦǘǿŀǊŜ 
version) 



6. Automatic ship report generation, transmission and processing for Coastal State MDA purposes 

7. Manoeuvring and mooring decision support tools based on highly accurate shore-based (position) 

sensors 

Infrastructure 

The infrastructure technology required to implement many of these solutions is readily available. In 

fact some solutions are already available on a few of the more sophisticated ships. They tend, 
however, to be vendor specific and proprietary. For e-Navigation to reach its overall goal, solutions 

will need to be made available to the great majority of ships and share a common, non-proprietary 

Information Technology (IT) and communications infrastructure that can be used for multiple 

solutions. 

Designing, developing, testing and rolling out this infrastructure is a major undertaking. Even though 

ƛǘ ŎƭŜŀǊƭȅ ƛǎ LahΩǎ Ǉrerogative to establish standards for the best infrastructure, it probably will rely 
on others to propose alternative infrastructure designs. 

ΨhǘƘŜǊǎΩ ƛƴ ǘƘƛǎ ŎƻƴǘŜȄǘ ŎƻǳƭŘ ǿŜƭƭ ōŜ L¢ ŀƴŘ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ ǎȅǎǘŜƳǎ ǾŜƴŘƻǊǎ όǊŜǇǊŜǎŜƴǘŜŘ ōȅ ǘƘŜƛǊ 

Member State delegation). 

What will the e-Navigation infrastructure look like? What will solutions like the ones mentioned 

above require? 

At minimum they probably will require an on-board (plain vanilla) IT infrastructure (LAN, servers, 
back-up servers, routers, Integrated Navigation System and other workstations, etc.) and a 

communications infrastructure that builds on the existing GMDSS, the existing satellite (Inmarsat, 

Iridium, etc.) and the existing communications network that currently connects sensors (i.e. GPS, AIS, 

wŀŘŀǊΣ ŜǘŎΦύ ǿƛǘƘ ǘƘŜ ƴŀǾƛƎŀǘƛƻƴ ǿƻǊƪ ǎǘŀǘƛƻƴ όƛΦŜΦ LƴǘŜƎǊŀǘŜŘ bŀǾƛƎŀǘƛƻƴ {ȅǎǘŜƳ ƻǊ ΨLb{ΩύΦ 

e-Navigation solutions will likely be software applications that run on the on-board servers, and will 

be accessible (with proper authorisation) from any workstation. 

It is likely that existing bridge equipment will need to be upgraded to enable solution applications to 
address gaps. For instance, INS, at least currently, cannot present MSI in a geo-referenced format 

ŀƴŘ ǎŜƴǎƻǊǎ ŘƻƴΩǘ ƎŜƴŜǊŀƭƭȅ ƛƴŘƛŎŀǘŜ ǘƘŜƛǊ ŀŎŎuracy or the results of Built-In Integrity Tests (BIIT). 

Shore-side, solution application software will likely run on office and cloud-based servers that are 

accessible (with proper authorisation) from any connected workstation (i.e. PC, iPad, etc.). On-board 

solution applications will use the new e-Navigation communications infrastructure to automatically, 
reliably and securely exchange data with shore-side solution applications. 

Standards 

The geo- and time-referenced S-100 protocol will be used not oƴƭȅ ŦƻǊ 9b/Ωǎ ōǳǘ ŦƻǊ ŀƭƭ ƴŀǾƛƎŀǘƛƻƴ 

related information (MSI, Tides, Currents, Port & VTS Guides, Lights Lists, Weather Forecasts, etc.). 
This will ensure that ship and shore-based solution applications use a common protocol to exchange 

data. 

By implication, all bridge and shoreside equipment will need to be able to, natively, process S-100 

formatted information or use an external gateway that translates the S-100 formatted information to 

and from the current common communications protocol (IEC 61162) or tƘŜ ŜǉǳƛǇƳŜƴǘΩǎ ǇǊƻǇǊƛŜǘŀǊȅ 
protocol. 

Apart from the S-100 protocol, IMO will have to develop standards for the security, quality, 
reliability, timeliness, the user interface and the (task oriented) presentation of information that 

solution services will provide. Even though such standards should be common rather than 

proprietary, vendors will probably need to play a key role in defining them. 

IMO will need to establish many more standards before e-Navigation solutions can be implemented. 

An important one is a single, world-wide standard for ship reports that are acceptable to all Coastal 
{ǘŀǘŜǎΩ a5! ŀǳǘƘƻǊƛǘƛŜǎ ŀƴŘ ƴƻƴ-govermental organisations. 
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Concept) are a start, but have a long way to go before they become acceptable to every Coastal State 

without a long list of exceptions. 

IMO will also need to publish standards for e-Navigation-compatible equipment. 

Such equipment will need to pass a usability test, it will need to be able to communicate with the 

local e-Navigation IT infrastructure, it will need to share the results of its Built-In-Integrity Test (BIIT), 
sensors will need to communicate their accuracy, and bridge and shore-side work stations will need 

to present task oriented geo- and time-referenced (S-100) information using intuitive symbols (much 

like the current INS standard). 

Lah ǿƛƭƭ ǊŜƭȅ ƻƴ aŜƳōŜǊ {ǘŀǘŜǎΩ ǇŀǊǘƛŎƛǇŀǘƛƻƴ ƛƴ όL9/Σ L![!Σ LIhΣ ŜǘŎΦύ ²ƻǊƪ DǊƻǳǇǎ ǘƻ ōǊƛƴƎ 

equipment performance standards up to e-Navigation standards, but the current process is too 

cumbersome and lengthy. Furthermore it is too expensive and time consuming for vendors to certify 
their equipment. 

The process will need to be streamlined to enable vendors to release new versions of equipment 

software two or three times per year to accommodate new requirements, improve performance and 

fix bugs. 

To ensure that vendors will be able to periodically roll-out software upgrades for their equipment, 

they will probably need to be included to a greater extent in the standard development process than 
they have been. 

The service life of e-Navigation hardware will probably be shorter than the current norm because 
eventually software upgrades, that enable the equipment to add more and more features, will reach 

hardware performance limits (i.e. processing speed, memory, storage, input/output options, etc.). 

Funding 

Designing, developing and testing the e-Navigation infrastructure is a major undertaking. IT and 
communications vendors may be interested in funding the development of infrastructure proposals if 

they can look forward to collecting usage fees once their design has been tested, accepted and 

implemented. 

e-Navigation infrastructure proposals will likely be tested in test beds such as the Marine Electronic 

Highway (MEH) in the Strait of Malacca, that is partially funded by the World Bank, and the ACCSEAS 
test bed in the Greater North Sea Region. The latter is currently being designed and is expected to 

ƘŀǾŜ ŀ ōǳŘƎŜǘ ƻŦ ŀōƻǳǘ ϵс ƳƛƭƭƛƻƴΣ funded mainly by North Sea Regional, Coastal State and Port 

Agencies. 

Similarly, if they can look forward to collecting usage fees, ENC publishers and other vendors may be 

interested in funding the design, development, certification, distribution, training and marketing of e-
Navigation solution services that take advantage of the infrastructure. 

Once the e-Navigation infrastructure and solution services have been thoroughly tested and new 
minimum carriage requirements have been adopted by Flag-, Coastal- and Port-States, ship owners 

and shore-side authorities will be required to install and maintain on-board and shore-based e-

Navigation IT infrastructure, or to modify the current infrastructure. 

They will, also, be required to upgrade bridge and shore-side equipment (sensors, work stations, etc.) 

to make it e-Navigation-compatible. Furthermore, they most likely will be required to purchase a 
minimum set of e-Navigation solution services and will have the option to purchase additional 

services. 

The cost of updating equipment performance standards will probably be funded by IMO-, IALA- and 

IHO-Member Countries and by other international organisations, as it traditionally has. 

Development of e-Navigation-compatible equipment standards differs, however, from development 

of traditional equipment standards in that they will need to be established for all bridge and shore-



side e-Navigation equipment almost simultaneously and that the standard development process 

needs to be streamlined. 

It will be necessary to replace current processes and procedures with a new process that allows for 

dynamic, rather than the current, basically static, performance standards. The budget for doing so 

will, therefore, need to be significantly larger than it traditionally has. 

Implementation and Roll-out 

From the description of e-Navigation above it should be obvious that it will be rolled out over time. 

Full implementation will take many years; however, it is likely that some e-Navigation solution 
services will be implemented in the not too distant future. 

Roll-out is likely to start with solution services that do not require upgrading of bridge equipment 
and could be implemented with an early, still incomplete (prototype) version of the e-Navigation IT 

and communications infrastructure. 

An example is automatic downloading, installing and updating of relevant Electronic Navigation 

/ƘŀǊǘǎ ό9b/Ωǎύ ŀƴŘ ƻǘƘŜǊ όǎŜŀǊŎƘŀōƭŜύ ŘƻŎǳƳŜƴǘǎ ƭƛƪŜ ǇƻǊǘ ƎǳƛŘŜǎΣ ±¢{ ƎǳƛŘŜǎΣ ƭƛƎƘǘ ƭƛǎǘǎΣ ǇƛƭƻǘŀƎŜ 

charts, etc. 

To roll out this solution, publishers of these documents would need to reformat them to fit the S-100 

format, publish their subscription offers, fulfil subscription requests and set up automated processes 
and procedures to update documents for subscribers. 

General awareness of e-Navigation, not only of what it is but particularly what its benefits are, is 

going to be crucial when key decision makers are approached to contribute time, effort and funds to 

implement it. If its nature and benefits are widely known then key decision makers are more likely to 

support its design, development and implementation. 

Who are the stakeholders? Apart from those who will directly benefit from it (mariners and shore-

based operating personnel) there are many who will benefit in-directly. Completing more voyages in 
a safe, secure, efficient and environmentally friendly manner will benefit all concerned and should 

appeal to a wide audience. 

¢ƘŜ ŀǳǘƘƻǊ ƘƻǇŜǎ ǘƘŀǘ ǘƘƛǎ Ψ²Ƙȅ Ŝ-bŀǾƛƎŀǘƛƻƴΚΩ ŀǊǘƛŎƭŜ ǿƛƭƭ ŎƻƴǘǊƛōǳǘŜ ƛƴ ŀ ǎƳŀƭƭ ǿŀȅ ǘƻ ƛǘǎ ŀǿŀǊŜƴŜǎǎ 

but a much wider audience will need to be informed to generate discussions and enthusiasm. 

A formal e-Navigation awareness plan should be developed soon to identify the audiences, the 

appropriate communication channels for each audience, the message to be conveyed and to assess 
the audiŜƴŎŜΩǎ Ŝ-Navigation awareness before and after. 

As a first step it might be appropriate to stage a press event around the unveiling of the 30 e-
Navigation solutions for which the CG will pursue implementation. ns 
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B O E K B E S P R E K I N G  door : Frank NEYTS  

  

Eeuwenlang bracht de haven in de regio Oostende onafgebroken welzijn en welvaart. De voorbije 
decennia werd vaak meewarig neergekeken op de dynamiek in de haven van Oostende. Dit boek 

brengt het ware verhaal van de groei, bloei en ook wel het verval van de ΨƳƛǎƪŜƴŘŜΩ hƻǎǘŜƴŘǎŜ 

haven. Is er nog hoop? De auteur gelooft van wel...  

En die auteur is Georges Allaert. Hij was hoogleraar ruimtelijke economie en ruimtelijke planning aan 

de Universiteit Gent (1996-2013), afdelingshoofd van het onderzoekscentrum Afdeling Mobiliteit en 
Ruimtelijke planning (1990-2013) en voorzitter van het Instituut voor Duurzame Mobiliteit (2000-

2013) (Faculteit Ingenieurswetenschappen en Architectuur, Universiteit Gent). Hij is stichtend 

voorzitter van de Vlaamse Federatie voor Planologie en stond aan de wieg van de academische 

uitbouw van de ruimtelijke planning in Vlaanderen. Georges Allaert vond het tijdens zijn academische 
carrière steeds belangrijk om ook een maatschappelijke rol te spelen, getuige daarvan dit boek over 

de haven van zijn thuisstad Oostende. άhƻǎǘŜƴŘŜ 5Ŝ ΨƳƛǎƪŜƴŘŜΩ ƘŀǾŜƴέ (ISBN 9789038221540) 

ǿŜǊŘ ǳƛǘƎŜƎŜǾŜƴ ŘƻƻǊ !ŎŀŘŜƳƛŀ tǊŜǎǎΦ IŜǘ ōƻŜƪ ǘŜƭǘ нлу ǇŀƎƛƴŀΩǎ Ŝƴ ƪƻǎǘ нн ŜǳǊƻΦ !ŀƴƪƻǇŜƴ ƪŀƴ Ǿƛŀ 
de boekhandel of rechtsteeks bij de uitgeverij Academia Press, Eekhout 2 te B 9000 Gent (België)p. 
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Betichten verdacht van miljoenenfraude met 

scheepskredieten Reders Boelwerf na vijftien jaar voor 

rechter 
¶ Auteur: Danny Bontinck  

Alles over Temse 
TEMSE - Voor de rechtbank van Dendermonde is het proces gestart tegen enkele reders van de 

failliet verklaarde Boelwerf in Temse. Bijna vijftien jaar na de feiten moeten ze zich verantwoorden 
voor oplichting en misbruik van vertrouwen met miljoenen euro aan scheepskredieten die de 

Vlaamse overheid toestond om de werf overeind te houden.  

Meest opvallende figuur op de betichtenbank is Lubbe Bakker, consul van Indonesië en reder van de 

laatste twee wereldschepen die op de Boelwerf in Temse werden gebouwd: de kabelleggers 

Navigator en Discovery. Ook zijn Schotse zakenpartner Terry Highlands staat terecht. Ze worden 
ervan verdacht de kostprijs van de schepen te hebben opgedreven door valse facturen en offertes.  

In 1992 startte het Dendermondse gerecht al een onderzoek naar deze mogelijke fraude, maar het 
dossier belandde toen zonder gevolg in het archief. Pas nadat in 1994 de scheepswerf definitief ter 

ziele ging, voelde de Vlaamse gemeenschap zich geroepen om opnieuw een klacht in te dienen tegen 

de reders. Vijftien jaar later wil Vlaanderen zo'n 7 miljoen euro terug aan volgens haar onterechte 
scheepskredieten die weliswaar toelieten om de scheepswerf in Temse overeind te houden.  

Voor de bouw van de laatste schepen in Temse stond de overheid een nagenoeg renteloos krediet 
toe van 70 procent van de kostprijs van het schip. De overige 30 procent moesten de reders zelf 

investeren. In werkelijkheid zouden de offertes en facturen bij Boel daarom zijn opgedreven tot 130 

procent, waardoor een reder nooit eigen kapitaal moesten inbrengen.  

http://www.nieuwsblad.be/regio/gemeente/9140


Bovendien zouden ook onderaannemers zijn ingeschakeld, onder wie de Schot Terry Highlands, om 

de prijs kunstmatig op te drijven. Die zouden dan bijzondere scheepsuitrusting hebben geleverd 

tegen een kostprijs van destijds 800 miljoen Belgische frank, waar de werkelijke prijs slechts 20 
miljoen Belgische frank bedroeg.  

'De directie van de Boelwerf hielp mee om deze financiële constructies op te bouwen. Zonder hun 
medewerking was dat anders onmogelijk geweest. En de Boelwerfdirectie was in feite niets meer of 

minder dan de Vlaamse overheid zelf', argumenteerde de verdediging.  

Onbegrijpelijk is verder voor de verdediging dat gewezen Boelwerf-bestuurder Roger Malevé en 

NMKN-directeur Désiré Van Den Stockt, die de scheepskredieten toen beheerde, zich hiervoor niet 

moeten verantwoorden.  

Volgens het openbaar ministerie wees het onderzoek uit dat zij geen boter op het hoofd hebben. De 

reders daarentegen zouden fors geld hebben verdiend met het op poef bestellen en afwerken van 
schepen op de Temse Zaat. Met het geld van het volgende schip werd het vorige afgewerkt, 

waardoor uiteindelijk voor het laatste schip alle geld was opgesoupeerd. Dat ze zich daarvoor 15 jaar 

later voor de rechtbank moeten verantwoorden, vond ook substituut-procureur Theo Byl, een 
overschrijding van de redelijke termijn.  

Toch eiste hij nog drie jaar cel, eventueel met uitstel. De verdediging oordeelde echter dat een aantal 
feiten al lang waren verjaard, en strafrechtelijk niet meer konden worden vervolgd. Vandaag gaat het 

proces voort.  

 

 

Inséré le 10/01/14  Dossier  Enlevé le 10/02/14 
 

NAPA for vessel design and operation 
  

Operational monitoring 

software has reached a new 

level of optimisation and 

integration ahead of the 
new regulations soon to be 

ratified by the IMO.  

Vessel operation 

monitoring software has 

been on the market for a 
few years, but with the 

deadline fast approaching 

for every vessel to comply 
with the IMO's Energy 

Efficiency Design Index (EEDI) and have a Ship Energy Efficiency Management Plan (SEEMP) on board, 

owners and operators are now seriously looking at the options available. 

The reason for the ramping up of interested is that at the IMO's MEPC 62 meeting last July, the 

committee adopted mandatory measures to reduce emissions of greenhouse gases (GHGs) for 
parties to MARPOL Annex VI. 

At the meeting, it was agreed to set up an intersessional working group on vessel energy efficiency 
measures, scheduled to take place in February/March 2012. 

The working group was tasked with: 



¶ Further improving draft guidelines on the m- ethod of EEDI calculation for new ships; draft 

guidelines for the development of a SEEMP; draft guidelines on EEDI survey and certification; 

and draft interim guidelines for determining minimum propulsion power and speed to enable 
safe manoeuvring in adverse weather conditions. 

¶ Considering the development of EEDI frameworks for other ship types and propulsion 
systems not covered by the draft guidelines. 

¶ Identifying other guidelines, or supporting documents for technical and operational 

measures. 

¶ Considering the EEDI reduction rates for larger tankers and bulk carriers. 

¶ Considering the improvement of the Ship Energy Efficiency Operational Indicator (EEOI) 
guidelines. 

This means that once 
everything is in place, each 

new vessel over 400 gt 

ordered from 1 st January, 
2013, would require a survey 

of fuel efficiency and be 

issued with an International 
Energy Efficiency Certificate. 

As for SEEMP, new and 

existing ships will have to 

keep on board a ship-specific 
energy use management plan 

during operation. This will 

affect around 50,000 vessels. 

INTERTANKO has developed a tanker specific version of SEEMP - TEEMP. It is based on the 

organisation's best practice and it is thought to be the only vessel type specific management plan in 
existence thus far. 

One company heavily involved in developing software programs for operational efficiency is Helsinki-
based NAPA. 

The company can trace its history back to 1975 when it was part of leading Finnish shipbuilder 

Wartsila's ship design department, finally becoming a 

separate company at the end of 1989. 

At first, due to Wartsila's interests in cruise vessel and ferry 

newbuildings, the company concentrated on newbuilding 

design work. Indeed, developing software systems for ship 
design is still very much the cornerstone of the business. 

NAPA has contracts with most of the Chinese, Japanese 

and South Korean shipyards. Today, the company claims 
that around 95% of the world's newbuildings from Asian 

yards were initially designed using NAPA software. 

During the early 1990s, the company started to develop 

software for use on board ship. By this time, NAPA had 

developed software for damage stability calculations and 
other fonctions and had launched NAPA Loading Computer 

starting with ferry operations. 

Tanker installation 



By 1994, the company was marketing NAPA for Operations to other vessels types and during that 

year Neste Shipping fitted a loading calculation system on board the tanker Uikku. Since then NAPA 

for Operations has developed to encompass many other shipboard operations, including those aimed 
at improving operating efficiency, thus reducing fuel consumption and with it τ emissions. 

Strategic partnerships are currently being set up with both shipyards and shipowners worldwide 
aimed at installing software on both newbuildings and on operating vessels. 

One example of this was the forming of a strategic partnership between NAPA and Daewoo 

Shipbuilding & Marine Engineering (DSME) to develop the NAPA-DSME Power® software for DSME-

designed vessels. 

Earlier this year, came news of the first order for the joint venture. This was for software to be 

installed on six newbuilding Aframaxes, plus six options, contracted by Sovcomflot subsidiary 

Novoship at DSME. The first of the company's ship operations optimisation package will be installed 
in a Novoshipoperated tanker during the 

first quarter of 2012. 

Following the contract, the company said 

that NAPA-DSME Power() is fast 

becoming an integral part of DSME's 

'Green Ship' concept. "This will present DSME's 
customers with the unique advantage of adopting a 

solution that already today covers not only all present 

recommendations but also the highly anticipated future 
regulatory requirements for energy efficient ship 

operations something no other software package on the 

market can claim to accomplish," the company said in a statement. 

Among other benefits that Novoship can expect to gain from using NAPA-DSME Power® are 

reductions in emissions, operational costs, and fuel consumption. Prior use of the software package 
has indicated the annual savings potential on fuel costs alone to be about 3-5%. 

        

  

In the case of a single VLCC this would equal to approximately $250,000 - $400,000 per annum 

depending on, for example, the number of operating days and propulsion power. Moreover, the 
decreased fuel consumption would also directly result in a significant emission reduction 

corresponding to 1,200 τ 2,000 tonnes of CO2 . 

NAPA-DSME Power® software optimises, monitors and follows up fleet-wide fuel consumption and 

ship performance. Shipowners and operators can realise considerable savings through making ship 

operations more effective and environment-friendly. By using the software, the most optimal trim, 

route, speed profile and engine configuration can be obtained for any given voyage. 

NAPA's software is used by shipyards, owners, designers, classification societies and authorities. 
Napa has over 350 user organisations τ 52 in China alone τ for design application and 1,100 



installations on board. For the newbuilding software, operational feedback as to a vessel's design is 

often used by a shipyard to benefit the next generation of newbuildings. Conceptual design work is 

also undertaken. 

Operationally, sister vessels from the same yard can be completely different hence a SEEMP, or 

TEEMP, must be available on every vessel. SEEMP is basically a vessel specific efficiency awareness 
plan. 

Benchmarking 

Through `NAPA for Operations' software suite, the information gathered can be collected on a web 
portal and the operations of each vessel in a fleet compared, enabling the owner/operator to 

compare similar vessels and masters' performance. A vessel whose efficiency performance is lower 

than say a sister vessel can be quickly assessed to see where the problem is. 

NAPA for Operations total optimised package includes a loading computer. This can assess a vessel's 

ballast and trim, which then can be optimised if needed to produce lower fuel consumption figures. 
"If the loading is planned, then it is possible to change the vessel's configuration to make it more 

efficient," Esa Henttinen, vice president of business development, explained. 

All of the vessel's data can be stored and used for future reference to make improvements in design 

and operations, as both technical and operational data is stored. NAPA has been undertaking vessel 

performance analysis for a number of years and has accumulated a wealth of data and can filter the 
information needed in order to make recommendations to gain further operating efficiency. The data 

can also be offered to organisations undertaking large vessel operating efficiency studies. 

NAPA's software is interfacing and can be integrated with other systems on board, including with 

various OEMs' equipment. The company tends to prefer the partnership approach with clients, 

especially with SEEMP on the horizon. The software is claimed to be easy to understand as the 

company has strived to make it as simple as possible to use. For example, simple indicators are used, 
such as traffic lights on board. 

Henttinen said that NAPA was constantly looking to improve the package, for example, for vessels 

operating in ice conditions, the vessel's stability can be checked in the loading computer. He saw a 

market in hull performance, propeller polishing and underwater hull cleaning analyses, especially on 

the wide expanse of a tanker's wetted surface. Henttinen thought that these functions were vital 
components in keeping a vessel operating to its maximum efficiency, although he recognized that 

there are restrictions in place as to where a vessel can be cleaned afloat. 

He said that he also saw a market in helping coatings manufacturers fend the optimum solution in 

terms of vessel efficiency, especially with the US banning copper in coatings. 

Another piece of the jigsaw is NAPA's electronic logbook. This software has now been approved by at 

least 15 flag states. "Electronic logbooks are coming," Henttinen said. Information can be sent over 

XML files by email, so an operator does not necessarily need a wide bandwidth connection. 

Due to its high operational input, about 60% of NAPA's employees are naval architects and master 
mariners. The company has six offices worldwide and internal software concerns in Romania and 

India. Elsewhere, partners are used in hubs, such as Fujairah and Singapore. As for servicing the 

software, more and more can be achieved remotely. Henttinen said that NAPA has ambitious 

expansion plans both organically and by going down the mergers and acquisitions road should a likely 
candidate appear. 

For example, as part of the company's ongoing expansion, Juha Heikinheimo was recently appointed 

president of the NAPA Group with former president Matti Salo taking over the growing Onboard-

NAPA Ltd's business operation. 

According to the company, Salo will now focus his attention on customers and boosting the growth 

of the NAPA's vessel operations business. 



Heikinheimo lias extensive experience of the shipbuilding industry. Most recently, he has served as 

president of STX Finland. He started his career as a naval architect at Rauma Shipyard in 1983. 

Salo said of his move, "We are witnessing remarkable growth in software solutions markets for ship 

operations. Our intention is to work actively to grow our share of these markets. NAPA is committed 

to developing and delivering solutions and services that will improve the performance of our 
customers. 

"Energy efficiency and safety together with environment-friendly and sustainable solutions will 

become ever more important, not least due to new, stricter regulations and legislation. NAPA can 

already provide fully compliant solutions for its customers," he concluded. 

  

Tanker Operator 
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De ramp met de Leopoldville 
Op kerstavond 1944 trof een torpedo van de U-486 de rechterachterzijde van het Belgische 
troepentransportschip Leopoldville. Een aantal opvarenden kwam daarbij om, maar de meesten van 

de ongeveer 800 slachtoffers vielen in de uren na de voltreffer. Het hoge dodental was het resultaat 

van een hele reeks fouten. Fouten die eigenlijk niet gemaakt hadden mogen worden. 

Al van bij de inscheping in Southampton liep het mis. In plaats van netjes per compagnie aan boord 

te gaan, werden de twee regimenten van de Amerikaanse 66ste Infanteriedivisie in een wirwar van 
eenheden en manschappen in de ruimen gestouwd. Een aantal soldaten liep zelfs de loopplank op 

van het andere transportschip, de Cheshire. Dat die vergissing hen uiteindelijk het leven zou redden, 

kon natuurlijk niemand op die bewuste ochtend van 24 december vermoeden. Bovendien zouden 
vele Amerikanen aan boord van de Leopoldville de U-bootaanval net overleven omdat ze, tegen de 

bevelen in, de overvolle ruimen hadden verlaten en de overtocht aan dek doorbrachten ς sommige 

soldaten waren zo zeeziek dat ze 

moesten overgeven. 

Toch lag de organisatorische chaos aan 
de basis van de geïmproviseerde wijze 

waarop de evacuatie zou verlopen. 

Slechts een handvol militairen kende 

de reddingsprocedures, die overigens 
heel rudimentair door officieren aan 

dek waren meegedeeld. Vele soldaten 

waren tijdens de dril in de ruimen 
gebleven, onder meer omdat ze de 

bevelen om aan dek te komen niet 

gehoord hadden, aangezien enkele luidsprekers het zouden hebben laten afweten. Maar waarom 

ook zouden de Amerikaanse militairen en de bemanning zich druk maken? De geallieerde 
oorlogsbodems beheersten de oceanen en de dreiging van de U-boten leek voor velen verleden tijd. 

Ook de Belgische gezagvoerder kapitein Charles Limbor maakte zich weinig zorgen. Zijn schip had 

tijdens de oorlog al meer dan twintig keer de overtocht gemaakt en het had daarbij niet de minste 
schade opgelopen. Eenzelfde onbezorgde sfeer ς of was het achteloosheid? ς heerste in Cherbourg, 

waar de transportschepen en hun escorte tegen de avond verwacht werden. Omdat het kerstavond 

was, draaiden de door de Amerikanen geëquipeerde havendiensten op minimale sterkte en de vele 



schepen langs de kade hadden slechts enkele bemanningsleden aan boord. Bovendien was 

radiocontact tussen het Britse konvooi en Cherbourg onmogelijk, omdat beide een verschillende 

frequentie (!) gebruikten.  

Pas nadat de Leopoldville rond kwart over zes, een half uur na de torpedo-inslag, het anker had 

uitgegooid, begrepen de waarnemers in Cherbourg dat er iets aan de hand was. Ze zonden 
lichtsignalen naar het konvooi, maar die bleven om een nog onduidelijke reden onbeantwoord. Ook 

voor de meer dan 2200 Amerikaanse militairen aan boord van de Leopoldville was de situatie lange 

tijd niet duidelijk. Kapitein Limbor leek aanvankelijk zelfs de indruk te geven dat het gehavende schip 
op sleeptouw zou worden genomen. Groot was echter de verbijstering van de Amerikanen toen 

Limbor een aantal van zijn bemanningsleden het bevel gaf in de reddingssloepen te klauteren en weg 

te varen. 

Even voor halfzeven gaf de Belgische gezagvoerder alle opvarenden de toestemming om het schip te 

verlaten. Volgens het onderzoek achteraf ging het echter niet om een expliciet bevel, zodat vele 
Amerikanen in het ongewisse bleven. Sommige soldaten kregen van een of andere officier zelfs het 

verbod aan boord te springen van het escorteschip HMS Brilliant. Dat was er met veel moeite in 

geslaagd tot vlak bij de Leopoldville te varen en het nam 500 militairen aan boord. Verschillende 

Amerikanen maakten daarbij een ongelukkige sprong en werden verpletterd tussen de twee 
scheepsrompen. 

Intussen hadden ook vanuit Frankrijk enkele schepen koers gezet naar de plek van het onheil. John 

Pringle, de Britse gezagvoerder van de Brilliant én commandant van het konvooi, oordeelde daarom 

dat er genoeg vaartuigen bij de Leopoldville waren en hij beval zijn escorteschepen de jacht op de U-

486 voort te zetten. Deze en andere beoordelingsfouten, zoals ook zijn onwetendheid over het 
aantal militairen aan boord van de Leopoldville, zouden Pringle achteraf bijzonder kwalijk worden 

genomen. 

Ook kapitein Limbor nam een nogal ongelukkige beslissing. Rond acht uur mochten bijna alle 

bemanningsleden het schip verlaten, zodat er haast niemand overbleef om de evacuatie met de 

nodige deskundigheid te begeleiden. Toen het schip rond halfnegen begon te zinken, restte de 1200 
militairen die nog niet geëvacueerd waren, niets anders dan op goed geluk in het water te springen. 

Het was toen dat de meesten hun leven verloren. 

Velen stierven door het gewicht van de zware winterkleding die ze onder hun reddingsvest droegen. 

Een aantal van hen brak de nek onmiddellijk na de sprong in het water, als gevolg van een te strak 

aangespannen helm. Niemand had deze mannen immers precies uitgelegd wat te doen in zo een 
situatie. Sommigen vroren langzaam dood in het ijskoude water en een paar soldaten die 

bewusteloos uit het water werden gevist, bezweken door de onderkoeling toch nog aan wal. Met 

uitzondering van kapitein Limbor en een klein aantal Belgen, Kongolezen en Britten, waren alle 

slachtoffers Amerikanen. Nooit eerder tijdens de oorlog hadden de Amerikaanse strijdkrachten 
tijdens een scheepsramp zo veel manschappen verloren. 

Voor de Kriegsmarine was de vernietiging van het Belgische transportschip en de uitschakeling van 

bijna een half regiment een flinke opsteker, maar in Londen en Washington was de verslagenheid 

uiteraard groot. Misschien nog groter was de schaamte om de laksheid en het gebrek aan 

professionalisme, die zo veel mannen het leven hadden gekost. Vooral de Britse autoriteiten wisten 
niet welke kant op te kijken. De Belgische Leopoldville voer immers voor de Merchant Navy en werd 

beschermd door de Royal Navy. Om de machtige bondgenoot niet voor het hoofd te stoten, werd in 

de officiële Britse verslagen met geen woord gerept van de mogelijke Amerikaanse 
verantwoordelijkheid. 

Familieleden kregen uiterst karige informatie over de precieze omstandigheden waarin hun geliefde 
was omgekomen. Een officieel communiqué van het Amerikaanse ministerie van Defensie kwam er 

pas een maand na de ramp. Het was erg vaag en op een aantal punten flagrant in tegenspraak met 

de feiten. Zo stelde minister Stimson bijvoorbeeld dat de Leopoldville na de DǳƛǘǎŜ ŀŀƴǾŀƭ ΨǎƴŜƭΩ ƛƴ ŘŜ 



golven verdween. Bij gebrek aan informatie en onder druk van de censuur konden ook de kranten 

niet veel nieuws toevoegen aan Stimsons mededeling. Bovendien waren de ogen van het grote 

publiek gericht op de Belgische Ardennen, waar Amerikanen en Duitsers tot eind januari 1945 een 
bloedige uitputtingsslag uitvochten. 

Pas in 1947 kregen de families van de slachtoffers de toestemming om op kosten van de 
Amerikaanse regering het stoffelijk overschot van hun geliefden in de VS te herbegraven. Voor vele 

families was het echter een zinloze regeling. Honderden militairen waren immers als vermist 

opgegeven en dus niet op een Frans kerkhof begraven. Het duurde nog tot 1959 voor er nieuwe 
gegevens over de ramp opdoken. Toen gaf het Amerikaanse leger zijn documenten vrij en 37 jaar 

ƭŀǘŜǊ όΗύ ƘŀŀƭŘŜƴ ƻƻƪ ŘŜ .ǊƛǘǎŜ ŀǳǘƻǊƛǘŜƛǘŜƴ ΨŜƴƪŜƭŜΩ ǎǘǳƪƪŜƴ ǳƛǘ Ƙǳƴ ŀǊŎƘƛŜǾŜƴΦ Lƴ мфупΣ ǾŜŜǊǘƛƎ ƧŀŀǊ ƴŀ 

de ondergang van de Leopoldville, slaagden de befaamde Amerikaanse scheepsarcheoloog Clive 

Cussler en zijn team erin het wrak exact te lokaliseren en duidelijke onderwateropnames te maken. 
5Ŝ ƎǊƻǘŜ ΨōƻƻǎŘƻŜƴŜǊΩ Ǿŀƴ ƘŜǘ ǾŜǊƘŀŀƭΣ ŘŜ ¦-486, wist in 1944 te ontkomen. Nauwelijks vier weken 

voor de Duitse capitulatie echter onderging hij precies hetzelfde lot als het onfortuinlijke Belgische 

schip: op 12 april 1945 werd de U-486 voor de Noorse kust opgemerkt door een Britse duikboot en 
tot zinken gebracht. Daarbij kwamen alle bemanningsleden, onder wie ook gezagvoerder Gerhard 

Meyer, om het leven. Ook voor hen gold wat Cussler over de doden van de Leopoldville zei: 

ΨCƻǊƎƻǘǘŜƴ ōȅ ƳŀƴȅΣ ǊŜƳŜƳōŜǊŜŘ ōȅ ŦŜǿΦΩ 

Toch werd de Belgische gezagvoerder van de Leopoldville, die op zijn post was gebleven en met zijn 

schip mee ten onder was gegaan, niet helemaal vergeten. Een jaar na de oorlog herdoopte de 
Compagnie Maritime Belge het in de VS geconstrueerde Libertyship Belgian Amity in Capitaine 

Limbor. Het liep op 26 februari 1959 averij op, na een aanvaring met een Duits schip nog wel. 
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Heyst...Zoals het was 
 

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

  

Recent ǾŜǊǎŎƘŜŜƴ ƘŜǘ ōǳƛǘŜƴƎŜǿƻƻƴ ƛƴǘŜǊŜǎǎŀƴǘŜ ōƻŜƪ άIŜȅǎǘΦΦΦ ½ƻŀƭǎ ƘŜǘ ǿŀǎΗέΦ Het is een privé-

uitgave van Annie Teetaert waarin ze een speciaal aspect van Heist brengt. Reden genoeg om tekst 
Ŝƴ ǳƛǘƭŜƎ ǘŜ ǾǊŀƎŜƴ ōƛƧ ŘŜ ŀǳǘŜǳǊΦ άLƪ ƪƻƳ ǳƛǘ ŜŜƴ ŜŎƘǘ IŜƛǎǘ όǾƛǎǎŜǊǎύƎŜǎƭŀŎƘǘΦ ±ŀƴ ŀŀƴ ƳƛƧƴ ƳƻŜŘŜǊΩǎ 

kant was de familie Vantorre tot negen generaties ver actief in de Heistse visserij. Alleen mijn vader 

koos als metser voor een landjob. Mijn broer koos de stiel van visser maar verloor spijtig genoeg het 

leven op zee met de Z424 "Zeepaard". Eind zeventiende eeuw kwam Egidius Vantorre vanuit Dudzele 
over naar de kust. Tot en met mijn grootvader, Louis Vantorre gehuwd met Stephanie Sijs, waren de 

Vantorres nauw verbonden met de visserij. Dat komt natuurlijk in mijn boeken duiŘŜƭƛƧƪ ŀŀƴ ōƻŘΣέ Ȋƻ 

ǎǘŜŜƪ !ƴƴƛŜ Ǿŀƴ ǿŀƭ όƻƳ ƛƴ ƳŀǊƛǘƛŜƳŜ ǘŜǊƳŜƴ ǘŜ ōƭƛƧǾŜƴύΦ άbŀŘŀǘ ƳƛƧƴ ŜŜǊǎǘŜ ōƻŜƪ άIŜŘŜƴ Ŝƴ 
±ŜǊƭŜŘŜƴΣ IŜȅǎǘ олл ƧŀŀǊ ƎŜǎŎƘƛŜŘŜƴƛǎέ, in een snel tempo uitverkocht was bleef er een sterke vraag 

naar dit boek. Deze blijvende vraag ligt aan de basis van het tweede, nu pas verschenen, boek. Ik vind 

streekgeschiedenis heel erg belangrijk en wil met mijn boeken een bijdrage leveren tot het levendig 
houden van deze plaatselijke overlevering. Hoe moeilijk kunnen jonge mensen zich nog voorstellen 

hoe hun grootouders, zelfs hun ouders, als kind leefden. Met mijn boek hoop ik hen een beter beeld 

ǘŜ ƎŜǾŜƴ ƘƻŜ ƘŜǘ ŜǊ ǾǊƻŜƎŜǊ ŀŀƴ ǘƻŜƎƛƴƎΦέ ά¢ƻŜƴ ƛƪ ƪƛƴŘ ǿŀǎΣ ǾŜǊǘŜƭŘŜƴ ƳƛƧƴ ƻǳŘŜǊǎ Ŝƴ ƎǊƻƻǘƻǳŘŜǊǎ 

ƻǾŜǊ ΨǾǊƻŜƎŜǊΩΦ IŜǘ ǿŀǊŜƴ ǎǇŀƴƴŜƴŘŜ ǾŜǊƘŀƭŜƴΦ ²Ŝ ƭǳƛǎǘŜǊŘŜƴ vol belangstelling. We hoorden al die 
verhalen vele keren maar toch kregen we er nooit genoeg van. We hielden van al die verhalen, 

ǾƻƻǊƴŀƳŜƭƛƧƪ ŀƭǎ ƘŜǘ ōŜƎƻƴ ƳŜǘ ά9Ǌ ǿŀǎ ŜŜƴǎΦΦΦΦΦέ  



IŜŜƭ ŘƛƪǿƛƧƭǎ ǿŜǊŘ ŘŜ ƛƧȊŜǊŜƴ Řƻƻǎ ōƻǾŜƴƎŜƘŀŀƭŘ ƳŜǘ ƻǳŘŜ ŦƻǘƻΩǎΦ ²Ŝ ōŜƪŜƪŜn ze samen, kregen 

ǳƛǘƭŜƎ Ŝƴ ƘƻƻǊŘŜƴ ǾŜǊƘŀƭŜƴ ƻǾŜǊ ŦŀƳƛƭƛŜƭŜŘŜƴ ŘƛŜ ŜǊ ƴƛŜǘ ƳŜŜǊ ǿŀǊŜƴΣέ Ȋƻ ǾŜǊǾƻƭƎǘ !ƴƴƛŜ ƻƴǎ ƎŜǎǇǊŜƪΦ 

ά²Ŝ ƘŀŘŘŜƴ ƎŜƭǳƪƪƛƎŜ ƪƛƴŘŜǊƧŀǊŜƴΣ ƳƛǎǎŎƘƛŜƴ ƻƻƪ ǿŜƭ ƻƳŘŀǘ ǿŜ ƻǇ ŘŜ ƎƻŜƛŜ Ǉƭŀŀǘǎ ƎŜōƻǊŜƴ ǿŀǊŜƴΣ 
aan de Belgische kust, te Heist-aan-zee. Daar waar de bewoners volop konden genieten van het 

weidse zicht op de zee, de gezonde zeelucht en prachtige zonsondergangen (toen nog niet 

belemmerd door de haven van Zeebrugge). Er kwamen talrijke toeristen om ervan te genieten, maar 
wij genoten het ganse jaar door. Heist was een echt familiedorp met hechte banden. Die banden 

werden nog hechter door de vissersgemeenschap die er het overgrote deel van de bevolking 

uitmaakte. Iedereen kende iedereen. Het waren grote (heel vaak arme) gezinnen. Kenmerkend onder 

de vissers waren het grote aantal gelijke familienamen. Heist was een vissersdorp hoofdzakelijk 
bestaande uit een beperkte aantal oude families, zoals Vantorre, De Groote, Vandierendonck, Savels, 

Vlietinck,...In een gesloten gemeenschap voltrokken huwelijken zich vaak tussen koppels met 

dezelfde familienaam. Zo ontstonden de families Vantorre-Vantorre, Savels-Savels, Vandierendonck-
Vandierendonck,.... Al deze heel eigen aspecten komen in mijn boek aan bod. ΨIŜȅǎǘΦΦΦ ½ƻŀƭǎ ƘŜǘ ǿŀǎΩ 

werd op A4-formaat uitgŜƎŜǾŜƴΣ ǘŜƭǘ мсл ǇŀƎƛƴŀΩǎ Ŝƴ ƪƻǎǘ ол ŜǳǊƻ όǇƭǳǎ сΣрл ŜǳǊƻ 

verzendingskosten). Bestellen kan bij de auteur, Annie Teetaert, per e-mail (ateetaert@hotmail.com 

). Betalen kan via de bank op het nummer BE15 001-6929925-30 op naam van Annie Teetaert met de 
vermelding van uw naam en adres en het aantal gewenste boeken. Het boek is ook verkrijgbaar in 

Museum Sincfala, museum van de Zwinstreek, Pannenstraat 140, B 8301 Knokke-Heist, Tel. 

+32(0)50.530.730. 

 

Inséré le 13// 01/14  NEWS NIEUWS  Enlevé le 13/ 02/14 
 

Maersk VLCC sale confirmed ïEuronav to raise $1 bill  
 

Both Euronav and Maersk Tankers have confirmed the sale and purchase of 15 VLCCs. 

As predicted in last week's news, Euronav will acquire the 15 vessels from Maersk Tankers Singapore 
for a total of $980 mill payable as the vessels are delivered. The vessels have an average age of four 
years and will expand Euronav's already large tanker fleet, which includes one ULCC, 11 VLCCs and 23 
Suezmaxes. 

Once delivered, they will join the Tankers International VLCC Pool of which Euronav is a founder 
member. 

Euronav said that the outlook for the large crude tanker market had improved significantly over the 
last months indicating a resurgence of demand and an improved near term outlook. 

Each vessel will be sold under the industry standard sale form as a stand-alone asset with deliveries 
taking place between late January and June this year, once the VLCCs had fulfilled all their existing 
contractual commitments, with the exception of one vessel currently under charter, which will be 
delivered towards the end of 2014. 

Maersk Tankers said that it was working closely with Euronav to ensure the smooth transition of the 
vessels. 

Euronav explained that it considered the acquisition as a first step towards a wider consolidation of 
the world tanker fleet, with the concurrent benefits of synergy and logistical enhancement to the 
benefit of all stakeholders. 

Maersk Tankers said that this divestment is part of the company's strategy to focus on the product 
segments. 
Morten Engelstoft, recently appointed Maersk Tankers' CEO said: "Last year, we disclosed our 
intention to reduce our exposure to the VLCC market and focus on the product segments going 
forward. Euronav has now presented us with a deal that supports this strategy." 



The sale affects a number of seafarers on the VLCCs and employees onshore. Maersk Tankers said 
that it is working closely with all those affected in order to minimise job losses. 

Euronav subsequently explained how it was going to raise the near $1 bill purchase price. 

First, the company intended to raise $50 mill by way of a capital increase under the authorised 
capital and that 5,473,571 new shares will be issued upon full payment of the subscription price, 
which is expected to be at, or around 10th January, 2014. 

¢ƘŜ ǎǳōǎŎǊƛǇǘƛƻƴ ǇǊƛŎŜ ŦƻǊ ǘƘŜ ǎƘŀǊŜǎ ǿŀǎ ǎŜǘ ŀǘ ϵсΦтл ǇŜǊ ǎƘŀǊŜΣ ǿƘƛŎƘ ƛǎ ŀōƻǾŜ ǘƘŜ ŀǾŜǊŀƎŜ ŎƭƻǎƛƴƎ 
price of Euronav's share during the 30 calendar days prior to the board's decision and takes into 
account a EUR/USD exchange rate of 1.3634. 

A group of external institutional investors, including BHR Capital , Glendon Capital Management, 
GoldenTree Asset Management, Solus Alternative Asset Management, certain funds managed by 
York Capital Management Global Advisors and their affiliates, undertook to subscribe to the capital 
increase and also committed to subscribe to a subsequent capital increase, subject to successful debt 
funding and shareholders' approval. 

Both the capital increase under authorised capital and the subsequent capital increase to be decided 
upon by the shareholders' meeting are substantially oversubscribed, Euronav claimed. Euronav's 
board further decided to convene an extraordinary shareholders' meeting in February, at which they 
will be asked to approve a capital increase up to $300 mill against issuance of up to 32,841,528 new 
shares. This capital increase will also be reserved to the same institutional investors and the issue 
ǇǊƛŎŜ ǇǊƻǇƻǎŜŘ ŦƻǊ ǘƘƛǎ ŎŀǇƛǘŀƭ ƛƴŎǊŜŀǎŜ ǿŀǎ ŀƭǎƻ ǎŜǘ ŀǘ ϵсΦтл ǇŜǊ ǎƘŀǊŜΦ¢ƻ ŎƻǾŜǊ ǘƘŜ ǊŜǎǘ ƻŦ ǘƘŜ 
acquisition cost, the company said that it will finalise a $500 mill bank debt facility, as well as $235 
mill of mezzanine financing. Talking about the acquisition, Paddy Rodgers, Euronav CEO, said: 
"Euronav lead the way in 1999 with the establishment of the first VLCC pool - Tankers International -
and it is our belief that effective access to capital markets will require tanker owning companies to 
become larger so as to provide sufficient scale and liquidity to meet the requirements of large 
institutional investors. 

"That also fits well with the industry requirement for long-term stable companies, who are owners, 
operators and managers with a strong operational reputation and a good understanding of the 
markets. 

"Euronav has effectively become the only platform of comparable size dedicated to the crude oil 
tanker sector and has ambition to grow further," he concluded. RMK Maritime advised the company 
on the acquisition, DNB Markets provided financial advisory services in connection with the financing 
and Argo Law advised on Belgian legal aspects and on the structuring of the financing. 

  

Source : TankerOperator 

  

'Livid' Genmar boss in legal threat over Maersk VLCC deal  
Euronav's swift move to buy Maersk VLCC fleet from under the nose of Peter Georgiopoulos may end 
up in a court battle. 

A legal brawl may be shaping up over General Maritime Corp (Genmar)'s loss of the Maersk VLCC-
fleet deal to rival Euronav, with the company's founder, Peter Georgiopoulos, reportedly furious over 
the defection of a key private-equity backer. Several sources tell TradeWinds that Georgiopoulos is 
threatening legal action against New York private-equity firm York Capital Management on the 
premise that York allegedly supported the $1bn deal on Genmar's behalf but later took it to Euronav. 
The picture may be complicated, however, as TradeWinds understands that York was not the only 
private investor to ditch Genmar's bid for the ultimately successful Euronav challenge. Both 
BlueMountain Capital and Avenue Capital Group also became backers of Euronav's bid, sources tell 
TradeWinds. 
Unlike York, those firms have not been publicly identified by Euronav as supporters. But the sources 



who identify them say BlueMountain owns 10% of Genmar and holds a seat on its board, while 
Avenue originally was a lead supporter of Genmar's Maersk bid. 

Attempts to reach Genmar were not successful at press time. A York spokeswoman declined 
comment. 

As TradeWinds has reported since August, Genmar had been lining up financial support for what 
would have been a bold comeback in the tanker market: the purchase of Maersk's fleet of 15 modern 
VLCCs for a sum now understood to be $950m. However, TradeWinds revealed on 30 December τ 
one day before Genmar's exclusivity pact with Maersk was due to expire τ that Euronav had 
emerged as the likely buyer, with trading of the Belgian company's shares suspended pending an 
announcement. 

Euronav's confirmation of the $980m deal came earlier this week. 

It was a triumph for the Europeans and a crushing blow for Genmar and Georgiopoulos, who did not 
take it calmly, several sources say. 

"Peter is livid τ I heard him from where I'm sitting, and it wasn't over the telephone," said one 
source located far from Genmar's New York home. 

Euronav boss Paddy Rodgers told TradeWinds on Monday that his company had been working on the 
deal for only three weeks and cancelled holiday leave to get it done. 

How Genmar lost the deal and Euronav won it remains somewhat murky but it appears the New York 
owner could not quite get its equity backing together by the 31 December deadline. 

If backers like York, BlueMountain and Avenue were defectors, it helps explain why it took more 
time. York has been associated with Euronav since at least early December, when it and GoldenTree 
Asset Management were lead investors in a $150m preferred-equity fundraiser. 

Michael Kirk of RMK Maritime, which advised Euronav both in the equity raise and the Maersk deal, 
said the Belgian company's strong balance sheet and operating platform through the Tankers 
International (TI) pool were strong attractions both to Maersk and investors. 

"They are in a pretty good position from a balance-sheet perspective τ more so than other 
companies out there," Kirk said. "The $150m equity infusion helped them go out and get commercial 
bank debt. That's an advantage in total cost of capital. 

"It also made them a very attractive partner for the equity guys to come in and support. The 
challenge was working over the holidays in a very truncated time period. A lot of people gave up 
their time on the slopes or at the beach τ not just [Euronav] but the investors, too."  

  

Source : Tradewinds 

 

 
 
 
 
 

Inséré le 14/ / 01/14  NEWS NIEUWS  Enlevé le 14/ 02/14 
 

Water Management at Mediterranean Waters, Lloyd's 

Register 

With effect from January 1, 2012, all ships should exchange ballast water before entering the 

Mediterranean Sea or after leaving the Mediterranean Sea to meet the regulation D-1 standard of 
the Ballast Water Convention. Exchange should be carried out at least 200 nautical miles from land 



and in waters at least 200 metres deep. The sequential, flow through or dilution methods of ballast 

water exchange are accepted as meeting the D-1 standard.  

In situations where this is not possible (because the ship will have to deviate from its intended 

voyage; because exchange will delay the ship; or for safety reasons) exchange should be undertaken 

before entering the Mediterranean Sea area, or after leaving the Mediterranean Sea area, as far from 
the nearest land as possible, and in all cases in waters at least 50 nautical miles from the nearest land 

and at least 200 metres deep.  

When engaged in traffic between the ports and areas listed below, ships should undertake ballast 

water exchange in waters at least 50 nautical miles from the nearest land and at least 200 metres 

deep or in an area designated by a port State:  

1. ports located within the Mediterranean Sea area; or  

2. a port located in the Black Sea area and a port located in the Red Sea area; or  
3. a port located in the Black Sea and a port located in the  Mediterranean Sea area; or  

4. a port located in the Red Sea area and a port located in the Mediterranean Sea area.  

Areas where ballast may be exchanged within the Mediterranean Sea area, 50 nautical miles from 

the nearest land and in waters at least 200 metres deep, are shown in green on the map here. 

Sediments collected during cleaning or repair of ballast tanks should be delivered to sediment 
reception facilities or be discharged to sea beyond 200 nautical miles from the nearest coastline 

when the ship is sailing in the Mediterranean Sea area.  

Each vessel calling at a port within the Mediterranean Sea area is required to have on board a Ballast 

Water Management Plan complying with requirements of the International Maritime Organization's 

Guidelines for Ballast Water Management and Development of Ballast water Management 
(Resolution MEPC.127(53)) and to keep a record of all ballast water operations and any reasons why 

ballast water exchange was not carried out. 

 

 

Inséré le 16/01/ 14  DOSSIER  Enlevé le 16/ 02/14 
 

Lubeoils and crew likely to hit owners and operators pockets 
Vessel operating costs are expected to rise by 3% per year in both 2012 and 2013, according to a 

recent survey by accountant and shipping consultant, Moore Stephens. 

Lube expenditure and crew costs are the categories most likely to produce the highest levels of 

increase, the survey found. 

The findings were based on responses from key players in the international shipping industry, 

predominantly shipowners and managers in Europe and Asia. As was the case 12 months ago, those 

responses identified lubricants, as the cost category likely to increase most significantly M by 2.9% 
and 2.8% in 2012 and 2013, respectively. 

Crew wages, meanwhile, are expected to increase by 2.3% in 2012 and by 2.4% in 2013, with other 

crew costs thought likely to increase 2.1% for both years under review. 

The cost of spares is expected to escalate by 2.2% in each of the two years covered by the survey. 

Expenditure on stores is expected to increase by 2.1% in both years, while the cost of repairs and 

maintenance is expected to rise by 2.1 % and 2.2% in the same years. 

The increase in P&I costs for both years is estimated by respondents to be 2.1% and 2.2% 

respectively, while for hull and machinery insurance the respective figures are 1.9% and 2%. 
Drydocking costs over the same period are expected to rise by 1.9% and 2%. 



As was the case in the 2011 survey, management fees were thought likely to produce the lowest 

level of increase in both 2012 and 2013, at 1.3% and 1.4%, respectively. 

ά²ƛǘƘ ŎǊǳŘŜ ƻƛƭ ǇǊƛŎŜǎ ƘŀǊŘŜƴƛƴƎΣ ƭǳōŜ Ŏƻǎǘǎ ǿƛƭƭ Ǝƻ ǳǇΣέ ǎŀƛŘ ƻƴŜ ǊŜǎǇƻƴŘŜƴǘΣ ǿƘƛƭŜ ŀƴƻǘƘŜǊ 

ƻōǎŜǊǾŜŘΣ άCǳŜƭ ŀƴŘ ƭǳōŜ ǎǳǇǇƭƛŜǊǎ ŀǊŜ ǾŜǊȅ ŀǿŀǊŜ ǘƘŀǘ ǘƘŜǊŜ ƛǎ ŀƴ ƻǾŜǊǎǳǇǇƭȅ ƻŦ ǘƻƴƴŀƎŜ ƻƴ ǘƘŜ 

ƳŀǊƪŜǘ ŀƴŘ ǘŀƪŜ ŀŘǾŀƴǘŀƎŜ ƻŦ ǘƘŀǘ ƛƴ ǘƘŜƛǊ ŘŜŀƭƛƴƎǎ ǿƛǘƘ ƻǿƴŜǊǎΦέ !ƴƻǘƘŜǊ ǎŀƛŘΣ ά¢ƘŜǊŜ ƛǎ ƻƴƎƻƛƴƎ 
pressure to reduce operating costs by means of improving vessel fuel efficiency and in practice there 

might be a gap between expectations and what can be achieved, as fuel and lube costs are likely to 

ƛƴŎǊŜŀǎŜ ŀǘ ŀ ǎǘŜŀŘȅ ǇŀŎŜΦέ Lǘ ǿŀǎ ŀƭǎƻ ƴƻǘŜŘΣ ά¢ƘŜǊŜ ƛǎ ƴƻ ŀƭǘŜǊƴŀtive to lube oil and costs are already 
very high, making it very difficult to 

ƻǇŜǊŀǘŜ ŀ ǎƘƛǇΦέ 

A number of respondents cited crew 

costs as a major cause for concern. 

hƴŜ ǎŀƛŘΣ ά!ǎ ƭƻƴƎ ŀǎ ǘƘŜǊŜ ƛǎ ǎǘƛŦŦ 
competition on crew costs among 

managers, with wages being increased 

at random, the situation will not settle 

ŘƻǿƴΦέ !ƴƻǘƘŜǊ ƴƻǘŜŘΣ ά¢ƘŜ ǾƻƭǳƳŜ 
of new vessel deliveries and short 

contracts will put pressure on crew 

ǎǳǇǇƭȅ ŀƴŘ ŎǊŜǿƛƴƎ Ŏƻǎǘǎ ǿƛƭƭ Ǝƻ ǳǇΦέ 

The respondents were not convinced 

that more expensive crews would 
ŀŎǘǳŀƭƭȅ ƳŜŀƴ ōŜǘǘŜǊ ŎǊŜǿǎΦ ά/ǊŜǿ ŎƻƳǇŜǘŜƴŎŜ ŀƴŘ ǎƪƛƭƭ ƛǎ ŘŜŎƭƛƴƛƴƎΣέ ǎŀƛŘ ƻƴŜΣ άǿƛǘƘ ŀ ǘǊŜƴŘ 

towards short contracts and fast promotion. This is leading to more accidents and to extraordinary 

ǳƴōǳŘƎŜǘŜŘ ŜȄǇŜƴǎŜǎΦέ !ƴƻǘƘŜǊ ǊŜƳŀǊƪŜŘΣ ά¢ƘŜ ǎƘƻǊǘŀge of qualified crews is steadily getting 
ǿƻǊǎŜΦ ! ƭƻǘ ƻŦ ǘƘŜ ƴŜǿ ŎǊŜǿǎ ŀǊŜ ƻŦ ŀ ǾŜǊȅ ƭƻǿ ǎǘŀƴŘŀǊŘΦέ 9ƭǎŜǿƘŜǊŜ ƛǘ ǿŀǎ ƴƻǘŜŘΣ ά/ǊŜǿǎ ŦǊƻƳ 

countries that offer lower wages will play a very important role in the cost of operating vessels. With 

low freight earƴƛƴƎǎΣ ƻǿƴŜǊǎ ǿƛƭƭ ǘǊȅ ǘƻ ǎŀǾŜ ƻƴ ŎǊŜǿ ǿŀƎŜǎΦέ aŜŀƴǿƘƛƭŜΣ ƻƴŜ ǊŜǎǇƻƴŘŜƴǘ ŎƭŀƛƳŜŘΣ 

ά¢ƘŜ ōƛƎƎŜǎǘ ǎƛƴƎƭŜ ŦŀŎǘƻǊ ƛƴ ƻǇŜǊŀǘƛƴƎ Ŏƻǎǘ ƛƴŎǊŜŀǎŜǎ ǘƘŜǎŜ Řŀȅǎ ƛǎ ǘƘŜ ǎŎŀǊŎƛǘȅ ƻŦ CƛƭƛǇƛƴƻ ŀƴŘ /ƘƛƴŜǎŜ 
ǎŜŀƳŜƴΦέ 

Several respondents expressed concern about overtonnaging. ά¢ƘŜ ƳŀǊƪŜǘ Ƙŀǎ ōŜŜƴ ǾŜǊȅ ǎƘŀƪȅ ƛƴ 

2012, and will continue to be so next year, because of the oversupply of tonnage and the shortage of 
ƳƻǘƛǾŀǘŜŘ ŀƴŘ ǉǳŀƭƛŦƛŜŘ ŎǊŜǿǎΣέ ƴƻǘŜŘ ƻƴŜΣ ŀŘŘƛƴƎΣ ά.Ŝƭƻǿ ōǊŜŀƪŜǾŜƴ ǾƻȅŀƎŜǎ ŀǊŜ ōŜƛƴƎ ǳƴŘŜǊǘŀƪŜƴ 

in order to avoid sending ships into lay-ǳǇΣ ƻǊ ōŜƛƴƎ ǎƻƭŘ ŀǘ ǾŜǊȅ ƭƻǿ ǇǊƛŎŜǎΦέ !ƴƻǘƘŜǊ ǇƻƛƴǘŜŘ ƻǳǘΣ 

ά¢ƘŜ ǎƘƛǇǇƛƴƎ ƳŀǊƪŜǘǎ ǿƛƭƭ ƻƴƭȅ ƎŜǘ ƳƻǊŜ ŘƛŦŦƛŎǳƭǘΣ ŀǎ ŀ ǊŜǎǳƭǘ ƻŦ ƻǾŜǊŎŀǇŀŎƛǘȅΣέ ǿƘƛƭŜ ŀƴƻǘƘŜǊ ǎǘƛƭƭ 

ǇǊŜŘƛŎǘŜŘΣ ά5ǳŜ ǘƻ ǘƘŜ ƻǾŜǊǎǳǇǇƭȅ ƻŦ ǎƘƛǇǎΣ ǿŜ ŦŀŎŜ ŀ ƳŀƧƻǊ ŎǊƛǎƛǎΣ ŀƴŘ ŀƴ ƛncrease in the amount of 
laid-ǳǇ ǘƻƴƴŀƎŜΦέ 

The difficulty of obtaining finance, declining freight rates and the cost of increasingly stringent 

ǊŜƎǳƭŀǘƻǊȅ ŎƻƳǇƭƛŀƴŎŜ ǿŜǊŜ ŀƳƻƴƎ ƻǘƘŜǊ ŎƻƴŎŜǊƴǎΤ ά[ŜƎƛǎƭŀǘƛƻƴ ŎƻƳƛƴƎ ƛƴǘƻ ŦƻǊŎŜΣ ƛƴŎƭǳŘƛƴƎ ǘƘŀǘ 

affecting labour ŎƻƴŘƛǘƛƻƴǎ ŀƴŘ ǘƘŜ ŜƴǾƛǊƻƴƳŜƴǘΣέ ǎŀƛŘ ƻƴŜΣ άǿƛƭƭ ƘŀǾŜ ŀ ƳŀƧƻǊ ƛƳǇŀŎǘ ƻƴ ƻǇŜǊŀǘƛƴƎ 

Ŏƻǎǘǎ ŦƻǊ ƻƭŘŜǊ ǘƻƴƴŀƎŜΦέ 

Moore Stephens also asked respondents to identify the three factors that were most likely to 
influence the level of vessel operating costs over the next 12 months. Overall, 27% of respondents 

identified finance costs as the most significant factor, followed closely by crew supply (20%). 

Competition was in third place, with 18%, followed by demand trends (17%) 
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IMO adopts mandatory audit scheme 

Dec 06 2013 

The at IMO Assembly, key resolutions and amendments to the mandatory audit scheme were 

adopted, paving the way for the scheme to come into effect by 2016, once amendments to 

mandatory instruments have entered into force.  

This mandatory audit scheme is seeƴ ŀǎ ŀ ƪŜȅ ǘƻƻƭ ŦƻǊ ŀǎǎŜǎǎƛƴƎ ƳŜƳōŜǊ ǎǘŀǘŜǎΩ ǇŜǊŦƻǊƳŀƴŎŜ ƛƴ 

meeting their obligations and responsibilities as flag, port and coastal states under the relevant IMO 
treaties and then offering the necessary assistance, where required, for them to meet their 

obligations fully and effectively. 

The IMO Instruments Implementation Code (III Code), which provides a global standard to enable 

states to meet their obligations as flag, port and/or coastal States; the IMO Member State Audit 

Scheme framework and procedures; the 2013 non-exhaustive list of obligations under instruments 
relevant to the III Code and a resolution on transitional arrangements from the voluntary to the 

mandatory scheme, were adopted. 

Also adopted were amendments to the International Convention on Load Lines, 1966; the 

International Convention on Tonnage Measurement of Ships, 1969 and the Convention on the 

International Regulations for Preventing Collisions at Sea, 1972, as amended, to make the use of the 
III Code mandatory in auditing members to determine how they give full and complete effect to the 

provisions of those conventions to which they are party. 

Following this, in 2014, the IMO is expected to adopt similar draft amendments (which have already 

been approved by the MSC and the MEPC) to  the International Convention for the Safety of Life at 

Sea, 1974, as amended; the Protocol of 1988 relating to the International Convention on Load Lines, 
1966; the International Convention on Standards of Training, Certification and Watchkeeping for 

Seafarers, 1978, as amended; and Annexes I to VI to the International Convention for the Prevention 

of Pollution from Ships, 1973, as modified by the Protocol of 1978 relating thereto, and its 1997 

Protocol, as amended. 

The adoption of the various amendments and their entry into force will form the basis for an 
institutionalised audit scheme, the IMO said.    

The meeting also adopted a number of resolutions submitted by the various IMO committees and by 
ǘƘŜ /ƻǳƴŎƛƭΩǎ нтǘƘ 9ȄǘǊŀƻǊŘƛƴŀǊȅ {ŜǎǎƛƻƴΦ 

Those that could affect the tanker sector include: 

 
 *Prevention and suppression of piracy, armed robbery against ships and illicit maritime activity in 

the Gulf of Guinea.   

*Guidelines on the preservation and collection of evidence following an allegation of a serious crime 

having taken place on board a ship or following a report of a missing person from a ship, and pastoral 

and medical care of persons affected. 

*Revised guidelines on the implementation of the International Safety Management (ISM) Code by 

Administrations. 
*Revised guidelines for a  structure of an integrated system of contingency planning for shipboard 

emergencies. 

*Guidelines to assist investigators in the implementation of the Casualty Investigation Code; 

*Fair treatment of crew members in respect of shore leave and access to shore-side facilities; 
*Application of the International Convention for the Control and Management of Ships' Ballast Water 

and Sediments, 2004. 

* Implementation of the Convention on Facilitation of International Maritime Traffic (FAL). 
*Amendments to the survey guidelines under the Harmonised System of Survey and Certification 



(HSSC); 

*Guidelines for the designation of special areas under MARPOL. 

*Amendments to the International Convention on Load Lines, 1966 (1966 LL Convention),  to shift 

the Winter Seasonal Zone off the southern tip of Africa further southward by 50 miles; 

*Recommendation on the use of adequately qualified deep-sea pilots in the North Sea, English 

Channel and Skagerrak; and in the Baltic Sea. 

*Recommendation on the use of national tonnage in applying international conventions 

  

INTERTANKO welcomes BWM IMO resolution 

Dec 06 2013 

INTERTANKO has welcomed the agreement reached this week by the IMO to revise the 

implementation schedule for the Ballast Water Management Convention and urged all 

governments to adhere to this new schedule.  

¢ƘŜ LahΩǎ !ǎǎŜƳōƭȅ ŀŘƻǇǘŜŘ ŀ ǊŜǎƻƭǳǘƛƻƴ ƻƴ ²ŜŘƴŜsday that pins the application dates of the 

convention to the entry into force date. 

¢Ƙƛǎ ƛƴ ŜŦŦŜŎǘ ƳŀƪŜǎ ŀƭƭ ǾŜǎǎŜƭǎ ŎƻƴǎǘǊǳŎǘŜŘ ōŜŦƻǊŜ ǘƘŜ ŜƴǘǊȅ ƛƴǘƻ ŦƻǊŎŜ ŘŀǘŜ ΨŜȄƛǎǘƛƴƎΩ ǾŜǎǎŜƭǎ ŀƴŘ 

allows for the installation of a ballast water management system (BWMS) on those vessels at the first 
renewal survey following entry into force, INTERTANKO explained 

!ǘ ǇǊŜǎŜƴǘ оу ŎƻǳƴǘǊƛŜǎ ǊŜǇǊŜǎŜƴǘƛƴƎ олΦо҈ ƻŦ ǘƘŜ ǿƻǊƭŘΩǎ ǊŜƎƛǎǘŜǊŜŘ ǘƻƴƴŀƎŜ ƘŀǾŜ ǊŀǘƛŦƛŜŘ ǘƘŜ 
convention. It will enter into force 12 months after the ratification by more than 35 countries 

ǊŜǇǊŜǎŜƴǘƛƴƎ ƳƻǊŜ ǘƘŀƴ ор҈ ƻŦ ǘƘŜ ǿƻǊƭŘΩǎ ǘƻƴƴŀƎŜΦ 

The adoption of this resolution is a major step in making the implementation of the international 

convention workable once it comes into force, the organisation said. 

Last yeŀǊΣ Lb¢9w¢!bYh ƭŜŘ ǘƘŜ ǎǳōƳƛǎǎƛƻƴ ƻŦ ŀ ǇŀǇŜǊ ǘƻ ǘƘŜ LahΩǎ a9t/Σ ŘǊŀǿƛƴƎ ŀǘǘŜƴǘƛƻƴ ǘƻ 

potential problems of implementing the requirements of the convention. 

Many of the implementation dates originally written in the convention had already passed and in 

particular, the period for installation would be extremely short, with several thousand ships per year 
needing to install BWMS. 

A proposal to review and revise the implementation schedule was included in the INTERTANKO-led 
paper and accepted by the countries represented at the MEPC meeting. 

¢ƘŜ ŀǎǎƻŎƛŀǘƛƻƴΩǎ ƳŀƴŀƎƛƴƎ ŘƛǊŜŎǘƻǊΣ YŀǘƘŀǊƛƴŀ {ǘŀƴȊŜƭΣ ǎŀƛŘΣ ά¢ƘŜ ǊŜǎƻƭǳǘƛƻƴ ǇǊƻǾƛŘŜǎ ǘƘŜ ƛƴŘǳǎǘǊȅ 
with a practical and clear implementation process and INTERTANKO urges all member states to 

ŀŘƘŜǊŜ ǘƻ ǘƘƛǎ ƴŜǿ ǎŎƘŜŘǳƭŜΦέ 

ThŜ ŀǎǎƻŎƛŀǘƛƻƴΩǎ ǎŜƴƛƻǊ ƳŀƴŀƎŜǊ ς ŜƴǾƛǊƻƴƳŜƴǘΣ ¢ƛƳ ²ƛƭƪƛƴǎ ŀŘŘŜŘΣ ά²Ŝ ǿŜƭŎƻƳŜ ǘƘƛǎ ǾŜǊȅ ǇƻǎƛǘƛǾŜ 

development and look forward to making sure the type approval process for ballast water 

ƳŀƴŀƎŜƳŜƴǘ ǎȅǎǘŜƳǎ ǇǊƻǾƛŘŜǎ ǎƘƛǇƻǿƴŜǊǎ ǿƛǘƘ ǊŜƭƛŀōƭŜ ŜǉǳƛǇƳŜƴǘΦέ 
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Tank cleaning efficiency -  machine washing with 

solvents  



I have written several discussion papers about the efficiency of tank cleaning on 

chemical  

tankers, with particular reference to the use of approved tank  cleaning 

chemicals*.  

The majority of the approved cleaning chemicals are not actually designed to remove traces of 
ǇǊŜǾƛƻǳǎ ŎŀǊƎƻ ǘƘŀǘ ŀǊŜ ƪƴƻǿƴ ǘƻ ōŜ ŀōǎƻǊōŜŘκǊŜǘŀƛƴŜŘ ƛƴǎƛŘŜ ǘƘŜ ŎƻŀǘƛƴƎǎ ƻŦ ǾŜǎǎŜƭǎΩ ŎŀǊƎƻ ǘŀƴƪǎΦ 

This is in direct contrast to cleaning solvents that do actively penetrate into cargo tank coatings to 
very efficiently remove previous cargo residues that are known to be retained there. 

I have also looked at how operational and commercial pressures directly influence the tank cleaning 
process and thus close cooperation is perhaps required, even when this would appear to create a 
conflict of interest. 

I believe it is unrealistic to keep tightening the pre-loading inspection requirements prior to loading 
chemical cargoes in order to produce a higher quality of received cargo, but I understand that if the 
market demands a higher quality of cargo, what else can be done? 

1. Dedicated tonnage (without subsidies) is commercial suicide in any market conditions, let 
alone the most challenging market seen for almost a generation. 

2. Prohibiting previous cargoes also squeezes the flexibility of the vessels and ultimately results 
in increased transport and commodity prices. 

So clearly we must continue seeking the most efficient tank cleaning processes, always considering 
the use of approved tank cleaning materials. But as already noted, approved cleaning chemicals 
cannot be relied upon to completely remove retained previous cargo residues from coated cargo 
tanks, so at this time, there is seemingly little point pursuing this angle further. 

When it comes to cleaning coated cargo tanks to a chemically clean standard (in other words to a 
standard where there are no longer any retained previous cargo residues retained inside the 
coating), the most efficient cleaning processes can only utilise cleaning materials that are able to 
penetrate the coating and flush out the residues that are retained. This basically translates into using 
specific cleaning solvents, and of course the challenge is then to use these solvents safely. 

No alternative to using solvents? 

Branded cleaning chemicals are predominantly surface active cleaners and by design are only able to 
ŎƭŜŀƴ ΨǎǳǊŦŀŎŜǎΩΦ ²ƻǊƪ Ƙŀǎ ōŜŜƴ ŎŀǊǊƛŜŘ ƻǳǘ ǘƘŀǘ ǎƘƻǿǎ ǘƘŀǘ ŜǾŜƴ ǘƘŜ Ƴƻǎǘ ŜŦŦƛŎƛŜƴǘ ǎǳǊŦŀŎŜ ŀŎǘƛǾŜ 
cleaning chemicals leave residues retained in different coating types that can, and will, cause a wall 
wash inspection to fail. 

Whether the concentration of these residues retained in the coating is sufficient to contaminate a 
cargo when that tank is fully loaded is another question (the dilution effect from a wall wash sample 
to a fully loaded cargo tank is vast and this is actually why tightening the wall wash specification 
further does not necessarily result in a higher quality of shipped cargo), but the point is, at this time, 
vessels nominated to load sensitive cargoes will very often have to pass a wall wash inspection 
before loading can even commence, so as a minimum, tank cleaning must achieve a result that 
indicates: 

1. There are no previous cargo residues on the surface of the coating. 

2. There are no previous cargo residues retained in the profile of the coating. 

Each time a cargo tank is wall washed as part of a tank cleaning operation or pre-loading inspection, 
the wall wash solvent will extract both surface and retained contamination and if the amount of 
extracted contamination exceeds a pre-set limit (the wall wash specification), the sample will fail and 
ǘƘŜ ŎŀǊƎƻ ǘŀƴƪ ǿƛƭƭ ōŜ ǊŜƧŜŎǘŜŘ ŀƴŘ ŎƻƴǎƛŘŜǊŜŘ ΨǳƴŎƭŜŀƴΩ ǘƻ ƭƻŀŘ ǘƘŜ ƴŜȄǘ ŎŀǊƎƻΦ 

The most commonly used wall wash solvent is methanol and it is known that methanol is readily 
absorbed into both zinc silicate and organic coatings, thus it has to be expected that the wall wash 
results will be directly affected by the presence of previous cargo residues that are retained in the 
coating at the time of the inspection. 



When one considers the contact time of the methanol on the bulkhead during a typical wall wash 
inspection, it should be accepted that the wall wash itself will not remove all of the retained 
contamination, so it is not possible to precisely quantify the amount of retained contamination using 
the wall wash test, but as most wall wash specifications are extremely tight, the mere presence of 
any contamination is usually sufficient to cause the sample to fail. 

What should be understood here is that even with a contact time of only a few seconds, the wall 
ǿŀǎƘ ǎƻƭǾŜƴǘ ƛǘǎŜƭŦ ƛǎ ŀōƭŜ ǘƻ ΨŎƭŜŀƴΩ ǘƘŜ ŀǊŜŀ ǘƘŀǘ ƛǎ ǿŀƭƭ ǿŀǎƘŜŘ ŀƴŘ ǘƘƛǎ ǘŜƭƭǎ ǳǎ ŎŀǘŜƎƻǊƛŎŀƭƭȅ ǘƘŀǘ ǘƘŜ 
wall wash solvent is actually a very efficient cleaning medium. 

Which solvent is the most efficient? 

As already noted, methanol is the most commonly used wall wash solvent and while it is accepted 
that methanol is perhaps not the most efficient solvent for removing persistent (heavy) 
hydrocarbons and/or other oil based cargoes, methanol is accepted as having sufficient solvency 
power to be a good indicator for many different scenarios and that is why it is used. 

With this in mind, it is clear that methanol has the potential to be an extremely effective cleaning 
material and even if it does not remove all of the retained previous cargo residues, as long as the wall 
wash sample is failing, it has to be accepted that the methanol is actively extracting these residues. 

It should therefore be considered that cleaning the cargo tanks with methanol is an extra cleaning 
step that will make the cargo tanks cleaner than they would otherwise be if methanol was not used. 

This is the reason why cleaning with methanol by means of manual spraying has been successfully 
employed for many years and why methanol can be considered as one of the most appropriate 
choices of solvent for future cleaning operations. However and moving forward, manual methanol 
spraying cannot be considered as a long term option, so alternative methods of application need to 
be sought. 

It should be noted at this time that other solvents may be more appropriate for specific tank cleaning 
challenges and by using a basic knowledge of chemistry, it should be possible to formulate the most 
efficient tank cleaning process, based on the chemical properties of the retained cargo residues and 
the solvency power of the available cleaning solvents. But for the remainder of this discussion, the 
focus will be on using methanol as cleaning solvent. 

So, if the methanol cannot be applied manually, the most sensible approach is to apply it through the 
ǾŜǎǎŜƭǎΩ ǘŀƴƪ ŎƭŜŀƴƛƴƎ ǎȅǎǘŜƳΦ !ŦǘŜǊ ŀƭƭΣ ǘƘƛǎ ǎȅǎǘŜƳ ƛǎ ŘŜǎƛƎƴŜŘ ǘƻ ƳŀȄƛƳƛǎŜ ǘƘŜ ŎƻǾŜǊŀƎŜ ƻŦ ŀƴȅ ǘŀƴƪ 
ŎƭŜŀƴƛƴƎ ƳŜŘƛŀ ƛƴǎƛŘŜ ǘƘŜ ǾŜǎǎŜƭǎΩ ŎŀǊƎƻ ǘŀƴƪǎ ŀƴŘ ŀǎ ƭƻƴƎ ŀǎ ǘƘŜ ǎȅǎǘŜƳ ƛǎ Ŏonfirmed as being 
resistant to the cleaning solvent, there is no reason why this system cannot be utilised. 
The solvent can be applied by recirculation through the deep-well pump and fixed tank cleaning 
machines, which will expose all internal surfaces of the cargo tank to the solvent and when the 
ǿŀǎƘƛƴƎ ƛǎ ŎƻƳǇƭŜǘŜΣ ǘƘŜ ΨǳǎŜŘΩ ǎƻƭǾŜƴǘ Ŏŀƴ ōŜ ǘǊŀƴǎŦŜǊǊŜŘ ōŀŎƪ ǘƻ ŀ ƘƻƭŘƛƴƎ ǘŀƴƪΣ ǿƘƛŎƘ ǿƛƭƭ ŀƭǎƻ 
allow the line system of the vessel to be flushed with the same solvent, thus removing another 
potential source of contamination for loaded cargoes. 

Consider also, that by maintaining a closed loop washing system, the cargo tanks can be closed down 
and inerted prior to the solvent washing, thus allowing flammable solvents - such as methanol - to be 
used without risk of explosion. 

This seems to be too good to be true: 

1. The entire operation is carried out under inert conditions thus removing any risk of 
explosion. 

2. No manual tank entry. 

3. All surfaces of the cargo tanks and cargo lines are cleaned with the most efficient cleaning 
materials. 

4. Effective cleaning that will remove retained previous cargo residues from inaccessible areas 
of the cargo tanks that would ordinarily still be present during loading of the cargo. 



 
So one has to ask, why has this idea not been considered before? 

The simple answer is that it has, but really only when it has been absolutely necessary and the vessel 
has been cleaning from a cargo that reacts with water, thus preventing conventional tank cleaning 
with water until all residues of the previous cargo have been removed from the cargo tanks and lines. 

But in practice and far more common, this type of solvent washing has been carried out extensively 
for many years on another type of vessel; crude oil carriers, where the process is known simply as 
crude oil washing, or COW for short. 

COW is very basically the recirculation of a solvent (in this case crude oil) as a means of preparing the 
ǾŜǎǎŜƭ ǘƻ ƭƻŀŘ ŎŀǊƎƻΦ !ŘƳƛǘǘŜŘƭȅΣ ǘƘŜ ǇǳǊǇƻǎŜ ƻŦ /h² ƛǎ ƳƻǊŜ ΨǇǊŜǾŜƴǘŀǘƛǾŜ ƳŀƛƴǘŜƴŀƴŎŜΩ ǘƘŀƴ Ψǘŀƴƪ 
ŎƭŜŀƴƛƴƎΩ ŀƴŘ ƛǎ carried out in order to remove sediments and residues that are known to accumulate 
in the cargo tanks of crude oil carriers, rather than cleaning the cargo tanks by removing previous 
cargo residues that are retained in the coatings of chemical tankers. 

But clearly the principle is the same, yet unlike COW, methanol washing does not have industry 
approval and this may cause owners and managers of chemical tankers to dismiss the idea as being 
unsafe. On the contrary, just because methanol washing does not have industry approval does not 
mean it is unsafe, it just means it has not yet been approved, because up until this time, there has 
never been a need to gain approval. 

Now there is a need, this approval needs to be sought and there are owner/managers of chemical 
tankers who are actively seeking this approval via their class societies and industry representatives 
and the first indications are that specific approval is not actually necessary, providing the vessel is 
able to maintain fully inerted conditions and the tank washing system is proven to be resistant to 
methanol. 

In fairness the need for chemical solvent washing is likely to outweigh the need for crude oil washing 
in the coming months/years, because without this process, there is an increasing risk of chemical 
cargo contamination, particularly if the receivers continue to demand higher/stricter quality 
requirements. 

But surely if crude oil washing can gain industry approval, methanol washing can also gain the same 
approval, if indeed it needs industry approval, because on the face of it, methanol washing does 
appear to be inherently safer than crude oil washing. 

Consider first that crude oil is a static accumulator and secondly the COW process is designed to 
remove sediments and residues that will subsequently be carried in the crude oil as the washing 
process continues. It has to be accepted that as the washing process does continue, these sediments 
will be blasted against the surface of the cargo tanks and could potentially cause damage to the 
internal structure of the cargo tanks. 

By contrast, methanol is not a static accumulator and is also a pure chemical that is being used to 
clean a cargo tank that is already visually free from previous cargo residues. 



Assuming methanol washing does become a recognised tank cleaning procedure, the benefits are 
potentially enormous, not only for the owners/operators of chemical tankers, but also for the 
receivers of chemical cargoes who can expect a higher quality of shipped cargoes. 

In summary the following positives should be considered:  

1. A higher proportion of the internal surface area of the cargo tank cargo tanks and the cargo 
lines cleaned with the most efficient type of cleaning media, which can only lessen the risk of 
contaminating fully loaded cargoes. 

2. The entire operation carried out under fully inerted conditions. 

3. Significantly reduced cargo tank entry. 

4. Shorter yet more efficient cleaning operation. 

5. The entire operation can be monitored by drawing and analysing samples of the methanol 
during the cleaning process, which reduces the number of wall wash samples required for 
validation of the process. 

6. In the longer term, methanol washing may be able to replace some of the more routine tank 
cleaning steps. 

 
But of course, against these positives there are some less positive considerations that need to be 
addressed:  

1. ²ŀǎƘƛƴƎ ǘƘǊƻǳƎƘ ǘŀƴƪ ŎƭŜŀƴƛƴƎ ƳŀŎƘƛƴŜǎ ǊŜǉǳƛǊŜǎ ŀ ΨǎƛƎƴƛŦƛŎŀƴǘΩ ǾƻƭǳƳŜ ƻŦ ƭƛǉǳƛŘ Ƨǳǎǘ ǘƻ 
maintain suction on the pump. 

2. The washing methanol is likely to become quickly contaminated meaning fresh methanol is 
probably going to be required for every cargo tank, or at least every two cargo tanks. 

3. Cost of the methanol. 

4. Storage of the methanol. 

5. 5ƛǎǇƻǎŀƭ ƻŦ ǘƘŜ ΨǳǎŜŘΩ ƳŜǘƘŀƴƻƭΦ 

6. Ensuring the tank cleaning system is resistant to methanol. 

In the future, as this process becomes more commonplace and knowledge of the operation 
increases, some of the negatives should become less influential. For example, vessels cleaning with 
methanol and going on to load bulk mŜǘƘŀƴƻƭΣ Ƴŀȅ ōŜ ŀōƭŜ ǘƻ ŀōǎƻǊō ǘƘŜ ΨǳǎŜŘΩ ƳŜǘƘŀƴƻƭ ƛƴǘƻ ǘƘŜ 
fully loaded cargo. 

Alternatively, lower grade methanol is now far more commonly used in the automotive gasoline 
trade, so there are a growing number of receivers of this cargo. 

It may also become apparent that more than one or two tanks can be effectively cleaned with the 
same volume of methanol, which will significantly reduce the volume of methanol required for the 
tank cleaning operation, which will of course directly reduce the cost, storage and disposal 
requirements. 

.ǳǘ ǘƘŜ Ƴŀƛƴ ǉǳŜǎǘƛƻƴ ŀǘ ǘƘƛǎ ǎǘŀƎŜ ƛǎ ΨŘƻŜǎ ƳŜǘƘŀƴƻƭ ǿŀǎƘƛƴƎ ŀŎǘǳŀƭƭȅ ǿƻǊƪΚΩ ¢ƘŜ ǘƘŜƻǊȅ ƛǎ ǎƻǳƴŘΣ 
but what about the actual application? 

The simple answer is yes, it does work and the following details are taken from a vessel that has 
sought and gained approval from their class society to carry out methanol washing. 

The vessel is zinc coated and the last cargo carried in the cargo tanks was gas oil. The vessel was 
nominated to load a cargo of methanol. 

The following pictures were taken after the Annex I prewash, hot sea water washing, hot seawater 
washing with cleaning chemicals and hot seawater rinsing. These pictures were representative of all 
cargo tanks. 



Generally the surface of the cargo tanks was visually clean and the tanks were considered to be 
Ǿƛǎǳŀƭƭȅ ŎƭŜŀƴ ƻǊ ΨǿŀǘŜǊ-ǿƘƛǘŜΩ ǎǘŀƴŘŀǊŘΦ .ǳǘ ǿƘŜƴ ǘƘŜ ǘŀƴƪǎ ǿŜǊŜ ƳŜǘƘŀƴƻƭ ǿŀƭƭ ǿŀǎƘŜŘΣ ǘƘŜ ǊŜǎǳƭǘǎ 
were extraordinary. 

The following wall wash samples were typical of all cargo tanks. The sample on the left is the wall 
wash taken from the upper areas of cargo tank 2P and the sample on the right is taken from the 
lower areas of cargo tank 2P. Not only were all samples heavily discoloured, when the samples were 
mixed with water (for the water miscibility/ hydrocarbon test) they became iƳƳŜŘƛŀǘŜƭȅ ΨƳƛƭƪȅΩ 
representing significant hydrocarbon failures. 

The extent of the previous cargo contamination retained in the zinc silicate coating was so bad that 
ǘƘŜ ǾŜǎǎŜƭΩǎ ƻǿƴŜǊǎ ƘŀŘ ƭƛǘǘƭŜ ŎƘƻƛŎŜ ōǳǘ ǘƻ ŎƻƴǎƛŘŜǊ ƳŜǘƘŀƴƻƭ ǿŀǎƘƛƴƎ ǳƴŘŜǊ Ŧǳƭƭȅ ƛƴŜǊǘŜd conditions. 
An agreement was made with the cargo suppliers to berth the vessel, load sufficient methanol 
alongside, before sailing to anchorage for the methanol washing procedure. 

Duly, all cargo tanks were inerted to less than 8% oxygen before the vessel berthed to load just 
enough methanol to distribute evenly in all cargo tanks at a level of approximately 15 cu m per tank. 
All cargo tanks were washed through the fixed tank cleaning machines on the regular tank washing 
setting for one hour before transfŜǊǊƛƴƎ ǘƘŜ ΨǳǎŜŘΩ ƳŜǘƘŀƴƻƭ ōŀŎƪ ǘƻ ƻƴŜ ƻŦ ǘƘŜ ǎƭƻǇ ǘŀƴƪǎΦ 

The cargo tanks were then gas freed and wall washed again because the cargo suppliers were 
sceptical that it would be possible to load the cargo after seeing the first round of wall wash results 
and they wanted some proof that the discolouration and hydrocarbons had been removed by the 
methanol washing. 

The wall wash results were just as extraordinary as they had been earlier, but for completely 
opposite reasons; all tanks were now ready to load and following a last flush with DI water to remove 

atmospheric chlorides that had been 
deposited on the surface of the 
coating during the gas freeing 
process, the vessel was accepted for 
loading. 
The quality of all wall wash samples 
was measured using the L&I WAVE II 
UV/Vis Spectrophotometer and the 
results for COT 2P were typical and 
are as follows: 
As can be seen, the wall wash 
samples taken from the upper and 
lower areas of the cargo tank before 
the methanol washing were 
completely off scale, showing 
massive contamination of the wall 
wash sample. 
After methanol washing and DI 
water rinsing, the wall wash sample 
was almost the same as pure 
methanol. 
The vessel loaded methanol in all 
nominated cargo tanks and the 

following data represents the actual first foot loaded cargo analysis results (see below): 
And the full quantity was successfully loaded and subsequently discharged, without any incident. 
From agreeing to carry out the methanol washing procedure, to loading the full nominated quantity 
took just over four days, which includes the time for inerting and gas freeing. Without methanol 
washing, there was no way to clean the upper areas of the cargo tanks to a standard that would have 
allowed the vessel to load without significantly jeopardising the quality of the loaded cargo. 



It is also fair to say that to take the vessel from the condition of the cargo tanks as they were 
immediately before the methanol washing to being fully loaded with methanol in four days would 
have been impossible without methanol washing. 

If justification of the efficiency of the washing with bulk methanol was needed, this is surely it and 
perhaps as a result, we are already looking at some part of the future for cleaning cargo tank coatings 
  

TO 

*This article was written by Guy Johnson, director L&I Maritime (UK) ς operations@limaritime.com. 
Tel: +44 1909 532 003. 
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Honderd vijftig jaar zeevaartonderwijs 

Toen op 17 december 1865 Leopold II de troon besteeg om, zoals later zou blijken, de grootste 

regering van onze geschiedenis in handen te nemen, had zijn doorluchtige vader reeds belangrijke en 

beslissende initiatieven voor onze toekomst getroffen, inzonderheid op het maritieme plan, ten 
einde onze jonge natie uit te rusten met een vloot, in staat onze handel met de overzeese gebieden 

uit te breiden. 

In die tijd wend voor het eerst in on, land een werkelijk nationaal zeevaartonderwijs verstrekt. Dit 

onderwijs was zeker nog onvolmaakt, maar betekende toch reeds een aanzienlijke vooruitgang in 

vergelijking met hetgeen vroeger bestond. Om zich een oordeel te kunnen vormen over de 
belangrijkheid van die vooruitgang, zullen we even terugblikken op de toestand, zoals die bestond 

vóór onze onafhankelijkheid. 

Men mag wel| zeggen dat tot het einde van de 19° eeuw de opleiding van onze zeelieden uitsluitend 

door praktijk was verwezenlijkt. De toekomstige gezagvoerde begon zijn loopbaan als scheepsjongen, 

ten hoogste als stuurmansleerling, en maakte dan stilaan promotie dank zij zijn ondervinding en 
persoonlijke ervaringen, verkregen door wilskracht en arbeid. 

Het is nochtans bekend dat in 1780, onder het Oostenrijks bewind, een eerste zeevaartschool werd 
opgericht te Brugge. Maar men heeft er weinig inlichtingen over en haar bestaan zou slechts 

kortstondig geweest zijn. 

Het was tijdens de Franse periode dat te Antwerpen de eerste zeevaartschool het levenslicht zag. Ze 

 werd op bevel van keizer Napoleon opgericht door de Fransman Monge, lid van de « Academic des 

sciences » en stichter van de beroemde Polytechnische School. 

De inhuldiging had plaats op 21 ventose van het jaar 8 in een noodlokaal. Daarna werd ze 

overgebracht naar de vroegere Sint-Michielsabdij. 

De « School van de Zeevaart van Antwerpen » verdween door de gebeurtenissen van 1815; ze werd 

heropgericht onder het Hollands bewind in 1819. Het jaar daarop werd een concurrerende school 
gesticht te Oostende. 

De toelatingsvoorwaarden waren eerder rudimentair, vermits de leerlingen er aangenomen werden 

van hun 12» jaar af, na een eenvoudige proef. De kosteloze leergangen werden gegeven van 9 tot 11 

uur en van 2 tot 5 uur in een zaal van het Beursgebouw. 

De revolutie van 1830 had opnieuw de sluiting van de scholen te Antwerpen en Oostende voor 

gevolg. Slechts vier jaren later, onder de regering van onze eerste vorst, konden ze hun deuren 

heropenen. 
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De oprichting van de eerste werkelijk Belgische zeevaartschool was het werk van de heren Denecker, 

kapitein ter lange omvaart, en Masui, ingenieur bij Bruggen en Wegen, die de leergangen van de 

Antwerpse school hervormden. Met deze leergangen werd op 3 juni 1834 van wal gestoken. 

Een Koninklijk Besluit van 17 oktober 1835 bezegelde het officiële bestaan van ons eerste nationaal 

zeevaartonderwijs, verstrekt te Oostende en te Antwerpen. In het begin volgden te Antwerpen 
slechts weinige leerlingen de lessen en de resultaten waren niet schitterend. Te Oostende 

daarentegen waar, naar het scheen, het onderwijs van betere kwaliteit was en waar voor dit beroep 

meer aanwervings mogelijkheden waren, was de school goed bevolkt. Er dient natuurlijk op gewezen 
dat de Oostendse reders een grotere welstand genoten dan de Antwerpse en dat hun schepen nooit 

werkloos waren. Slechts wanneer Lambermont er in slaagde de vrije scheepvaart op de Schelde te 

verkrijgen, kwam Antwerpen tot heropstanding en kende de school een grote toeloop van leerlingen. 

Tot in 1888 werden de leergangen gegeven in een wachthuis van het St. Walburgisplein. Tengevolge 

de bouw van de Schelde kaaimuren werd de school overgebracht naar de Brouwersstraat naast het 
vroegere loodswezen gebouw. 

Vanaf 1882 bezat iedere school een nautische afdeling voor dekofficieren ter lange omvaart en ter 
kustvaart en een afdeling werktuigkunde voor de opleiding van het machinepersoneel. Daarbij 

werden er te Oostende nog diploma's van schipper ter visserij uitgereikt. 

De eerste matrozenschool dateert waarschijnlijk van dezelfde periode : in 1855 werd een private 

matrozenschool opgericht door de Broeders van Liefde voor de kinderen en wezen van vissers. 

In 1896 verhuisde de Antwerpse school opnieuw om zich te vestigen in de nieuwe lokalen van de 

Oude Zeeuwse Korenmarkt. 

Om de opleiding van de leerlingen te vervolledigen, werden verschillende pogingen gedaan om hen 

aan boord van schoolschepen in te schepen, maar de eenheden die gebruikt werden voor dit 

aanvullend onderwijs waren slecht aangepast voor het beoogde doel. 

Het waren dikwijls gewapende handelsvaartuigen of oorlogsschepen en de scholing was eerder 
bedoeld voor zeelieden van de militaire marine. Al deze pogingen leidden tot mislukking, waaronder 

zelfs enige op 

tragische wijze. 

Hetzelfde lot was 

beschoren aan het 
eerste schoolschip, 

die naam waardig : 

de driemaster « 

Leopold ». 

Het plan om het 

eerste Belgische 
koopvaardijschip in 

te richten voor de 

opleiding van de 
jonge lieden zich 

voorbereidden op 

het beroep van 
officier ter koopvaardij werd opgevat door Edward Van Cuyl, lid van de handelskamer van Oostende. 

Hij kocht een zo goed als nieuwe driemaster met een voor die tijd aanzienlijke tonnenmaat van 1.000 

t. aan, nl. de « Celia », en herdoopte hem in « Leopold ». Onze eerste koning nam de onderneming 

onder zijn bescherming en betoonde een levende belangstelling voor dit initiatief. 

Op 18 december 1857 verliet de « Leopold » Oostende onder het bevel van kapitein Cousement en 

deed Antwerpen en Swansea aan, vanwaar het schip in februari 1858 koers zette naar Peru. 



Op 15 juli, na 161 dagen vaart, werd er met ontsteltenis en bezorgdheid vernomen dat het schip nog 

steeds niet was aangekomen te Valparaiso. 

Enkele dagen later kwam op het Ministerie van Buitenlandse Zaken (waarvan toendertijd het 

Zeewezen afhing) het verhaal toe van de enige overlevende, de matroos De Clerck, die 23 dagen op 

een verlaten eiland had doorgebracht alvorens door een Amerikaanse schoener te worden opgepikt. 
Aldus vernam men dat de « Leopold » op de rotsen van de Grand Jason ten Noord-Oosten van de 

Falklandeilanden liep en bijna ogenblikkelijk zonk. 

In 1855 kon baron Sadoine de regering ertoe overhalen het aviso « Ville d'Anvers » van 1.061 ton en 

905 PK te gebruiken als schoolschip. Voor de eerste reis werden 12 kadetten zonder examen 

aangenomen. 

Het waren voor het merendeel leerlingen van de Militaire School, die zich weldra niet op hun gemak 

voelden. Voor de derde reis waren er nog slechts 3 leerlingen en aldus liep de onderneming eens te 
meer op een mislukking uit. 

De jonge leerlingen van onze zeevaartscholen waren voortaan verplicht, om hun brevet te kunnen 

bekomen, de vereiste vaarttijd te behalen hetzij aan boord van vreemde vaartuigen, waarop ze niet 

altijd de nodige bezorgdheid en aandacht genoten, hetzij aan boord van Belgische schepen waarvan 

het grootste deel onder het bevel stond van vreemde gezagvoerders. Er moest ten spoedigste een 
einde worden gesteld aan deze rampzalige toestand. 

Koning Leopold II belastte in 1899 graaf de Borchgrave d'Altena ermee een ontwerp op te stellen 

voor de oprichting van een drijvende school, zich inspirerend aan het werk van Georges Lecointe, 

gewezen adjunctcommandant van de « Belgica »-expeditie en van een studiecommissie die werd 

opgericht door de Belgische Vereniging van Ingenieurs en Industriëlen met het doel ons 
zeevaartonderwijs te reoganiseren. In 1903 werd, onder invloed van graaf d'Ursel en van een comité, 

voorgezeten door baron Cogels, gouverneur van de provincie Antwerpen, een naamloze 

vennootschap opgericht onder de benaming van « Belgische Zeevaartvereniging », waarvan 123 
personaliteiten uit de industriële en handelswereld deel uitmaakten. De voornaamste doelstelling 

was : het aanschaffen en het uitbaten van een schoolschip. In de geest der stichters, moest het schip 

een driedubbel doel nastreven : de leerlingen in de mogelijkheid stellen in de gunstigste 

voorwaarden een stage in zeevaartpraktijk te volgen, zoals voorgeschreven door de reglementen van 
onze scholen; de jonge lieden die zich op de zeehandel voorbereidden toelaten praktische kennis op 

te doen; en tenslotte, aan hen die later noch het een noch het ander van deze loopbanen zouden 

blijven uitoefenen, nieuwe mogelijkheden bieden, zodat het land beroep zou kunnen doen op een 
voorhoede, in staat onze buitenlandse betrekkingen uit te breiden. 

Dit schoolschip werd gebouwd te Greenock in Schotland en liep van stapel in 1904. Om de 
herinnering aan de onbaatzuchtige steun, die door de Minister van Financiën aan de promotors werd 

verleend, te bestendigen werd het gedoopt onder de naam « Comte de Smet de Naeyer ». Het was 

een stalen driemastvolschip van 3.000 tdw. Het schip kende echter een zwaar ongeval gedurende de 
afwerking te water. Bij een verkeerde behandeling van de ballast, ging het schip op stuurboordzijde 

liggen, terwijl de masten op de kaaimuren terechtkwamen. Het weer vlot brengen van het schip was 

een langdurig en moeilijk werk. Het vertrek van de eerste reis kon daardoor niet plaats hebben op de 

voorziene datum en de kadetten werden ondertussen voorlopig ondergebracht in de lokalen van het 
oude arsenaal. 

Op 12 februari 1905 verliet de « Comte de Smet de Naeyer » Antwerpen voor haar eerste reis met 

bestemming Chili via Kaap Hoorn. 

Het theoretisch onderwijs aan boord omvatte : Frans, Nederlands, Engels, handelsrekenen, 

meetkunde, algebra, driehoeksmeting, fysica, scheikunde, natuurkunde van de aardbol, 

stoommachines, scheepsbouw, aardrijkskunde, handelsgeschiedenis, handel, zee- en handelsrecht, 



staatshuishoudkunde, douanewetgeving, gezondheidseer, tekenen, zeevaartkunde en Sturen van de 

zeevaartuigen. 

De kandidaten moesten, om te mogen inschepen, volgende voorwaarden vervullen : 16 jaar oud, rn 

België geboren, tenminste 1,45 m groot, een geneeskundig en toelatingsexamen ondergaan, dit 

laatste handelend 
over de stof van het 

derde jaar "handel" 

van de moderne 
humaniora. 

De « Comte de Smet 
de Naeyer » zou 

echter een kort 

bestaan kennen. Bij 
het begin van de 

tweede reis, die naar 

Zuid-Afrika leidde, 

zonk hij in de Golf van 
Biscaye op 19 april 

1906, 33 mensen met 

zich meesleurend, 
waaronder 18 

kadetten. Er werden 

26 overlevenden (14 bemanningsleden en 12 kadetten) opgepikt door het Franse zeilschip « 

Dunkerque ». 

De stichters van de « Belgische Zeevaartvereniging » lieten zich door die tragische tegenslag echter 
niet ontmoedigen en werkten een nieuw aktieprogramma. uit, gebaseerd op het gebruik van twee 

schoolschepen waarvan een stationnair herdoopt in « Comte de Smet de Naeyer ». Het lag gemeerd 

te Antwerpen slechts drie maanden na de schipbreuk van het eerste. Het bleef er tot in 1932. Het 

was een tweede-hands-zeilschip, de vroegere « Lintlithgonshire » van 1.500 t. 

Gedurende één jaar werden de kadetten aan boord ingewijd in de maneuvers, het zeemanschap, 
roeien en zwemmen. Ze moesten vervolgens gedurende 48 maanden varen aan boord van het 

andere schoolschip alvorens de examens aan de zeevaartschool te kunnen afleggen tot het bekomen 

van de brevetten van 2e en 1e luitenant. 

In afwachting van de in dienstneming van het nieuwe schoolschip, besteld in Duitsland, ontvingen de 

kadetten tijdelijk hun opleiding op zee aan boord van het grootste zeilschip ter wereld, de Duitse 

vijfmaster « R. C. Rickmers ». 

Het nieuwe zeilschoolschip « L'Avenir », deed zijn eerste reis in 1908. Door zijn bijzonder ranke lijn 
dwong het schip eenieders bewondering af en zelfs nu nog zijn er talrijke zeelieden die er met 

heimwee aan terugdenken. Het was één van de mooiste viermastbarken van zijn tijd, metende 3.600 

tdw en in staat 125 kadetten in te schepen. Het kon bij goede wind 15 knopen halen. Bestemd voor 

het goederenvervoer, deed het 39 reizen, 
waarvan 6 reizen rond de wereld. Drie ervan 

hadden plaats gedurende de gevaarlijke 

periode van 1915 tot 1919. 

Nadat het onze nationale kleuren 24 jaar lang 

over alle wereldzeeën had gevoerd, werd het 
in 1932 verkocht aan een Finse reder die het 

op zijn beurt afstond aan een Duitse 

maatschappij, waar het tot « Admiral 



Karpfanger » werd herdoopt. Het zonk met man en muis in 1938. 

In 1929 moderniseerde het Bestuur van het Zeewezen ons onderwijs. De wijzigingen die er werden 

aan gebracht hebben er, op enkele bepalingen na, het opleidingsprogramma van gemaakt, zoals we 

het nu nog kennen. Voor wat voornamelijk de nautische afdeling betreft, ging men over tot de 

splitsing der verschillende afdelingen : de kustvaart te Oostende, de lange omvaart te Antwerpen. 

In 1931 werd de Marineschool te Oostende opgericht en ondergebracht in nieuwe gebouwen. Deze 
zijn nog steeds, en dit sedert het einde van de oorlog, in gebruik van de Zeevaartschool (Kustvaart). 

De Marineschool volgde de school voor scheeps!eerjongens op die reeds te Oostende bestond en 

waar de jonge zonen van vissers en zeelieden in noodzakelijkerwijze beperkte mate ingewijd werden 

in de eerste beginselen van het beroep. De nieuwe instelling breidde op aanzienlijke wijze het oude 
programma uit en telde drie afdelingen. De eerste aanvaardde jongens van 14 tot 16 jaar; tot de 

middelbare afdeling werden ze toegelaten na voldaan te hebben aan het eindexamen van de lagere 

afdeling. Ze werden er opgeleid tot matrozen, kwartiermeesters, bootsmannen, tremmers, stokers, 
machinekwartiermeesters en machinisten-motoristen. De hogere afdeling tenslotte vormde de 

onder-officieren en officieren van de afdelingen dek en machine voor wat de zeevaart in oorlogstijd 

betreft. 

De gediplomeerde leerlingen werden op een « Rol van de Marine » geplaatst om hen te kunnen 

opnemen, indien de regering oordeelde dat de verdediging van het land het eiste, in de diensten die 
onder de bevoegdheid stonden van het Bestuur van het Zeewezen en om hen te kunnen aanwenden 

volgens hun brevetten en kundigheden zowel ter zee als te land. 

Anderzijds bracht de noodzaak van een oordeelkundigere scholing, vrij van de invloed van de 

vrachtenmarkt, het vervangen met 

zich mee van « L'Avenir » door een 

schoolschip dat geen lading meer 
zou vervoeren en dat het eigendom 

zou zijn van de Staat. Aldus werd, 

eveneens in Schotland, de « 
Mercator », een driemastbarkentijn, 

besteld. Het beheer van het schip 

bleef eveneens verzekerd door de « 
Belgische Zeevaartvereniging » die 

een vereniging zonder 

winstoogmerken werd. 

Gedurende zijn 41 reizen is de « 

Mercator » voorzeker een van onze 



beste ambassadeurs geweest in de wereld, en verrichtte het menigvuldige zendingen. Het werd uit 

de vaart genomen in 1960. 

In 1931 werd de « Belgische Zeevaartvereniging» door de regering eveneens belast met de bouw van 
een nieuwe school opdat ons zeevaartonderwijs zou kunnen beschikken over lokalen, die 

beantwoorden aan de groeiende eisen van de te volbrengen taak. 

Deze nieuwe school, opgericht op een terrein door de stad Antwerpen afgestaan, werd voltooid op 

15 november 1932 en besloeg een oppervlakte van 1.800 m2; ze werd nog aanzienlijk vergroot na de 

oorlog door het bijbouwen van een supplementaire vleugel. 

Sedert 1957 werden hulp-schoolschepen in dienst genomen om een praktische scholing te kunnen 

geven aan het voortdurend groeiende aantal kadetten. De eerste dezer schepen waren de « Louis 
Sheid » van Armement Deppe en de « Alex van Opstal » van de Compagnie Maritime Belge. Op het 

huidig ogenblik is deze maatregel algemeen geworden en de kadetten volbrengen hun stage op zee 

nog enkel aan boord van handelsschepen, speciaal ingericht voor dergelijke opleiding. 

In de loop van de twee of drie laatste decennia werd ons zeevaartonderwijs veruit onder de beste 

gerekend en een groot aantal vreemde onderhorigen volgden er de leergangen van; velen zelfs 
werden er door hun regering naartoe gestuurd. 

Tengevolge nieuwe uitbatingswijzen, beantwoordend aan de huidige eisen en aan de technische 
evolutie, die zoals nooit te voren met reuzenschreden vooruitgaat, treden wij een nieuw tijdperk 

binnen, dat de traditie en de tot nu toe gebruikte methodes volledig omverwerpt. 
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Optimising the communication solution 

   

German shipping company Reederei Wessels, has, over the last 10 years, migrated from Inmarsat C, 

to an Iridium solution, and on to Fleet 33 and FleetBroadband in the search for greater efficiency.  

Arno de Groot, Reederei Wessels, spoke to Digital Ship about the ups and downs of this decade of 

progress 

The family owned German shipping company, Reederei Wessels, has a long tradition in maritime 

shipping. Ever since its founder, Dr Gerhard Wessels, designed the modern cargo liners that form the 



basis of modern bulk and container coasters, the company has maintained a keen interest in applying 

the latest in ship design and operation technology throughout the company. 

Although the management of Reederei Wessels has changed since, the current personnel have 

continued to try and maximise efficiency in operations. Energy effcient ship models and novel 

propulsion support technologies, such as the Skysails Kite System, are among the advances which 
have been tested and employed by the company in recent years. 

Reederei Wessels has also been keen to innovate in its use of information technology, evidenced by a 

decision first reached in late 2003 to completely overhaul and modernise its communications 

technology infrastructure. 

The predominant drivers of this process were to improve cost effectiveness and maximise the 

ŎƻƳǇŀƴȅΩǎ ƻǇŜǊŀǘƛƻƴŀƭ ŜŦŦƛŎƛŜƴŎȅΦ 

Reederei Wessels wanted to achieve higher quality in its communication, both under regular 

circumstances and to support the vessels in an emergency, via voice connection to the office. It was 
also looking for an improved method of transferring attachments between ship and shore. 

!ƴƻǘƘŜǊ ŦŀŎǘƻǊ ǘƘŀǘ ǇƭŀȅŜŘ ŀ ǊƻƭŜ ƛƴ wŜŜŘŜǊŜƛ ²ŜǎǎŜƭǎΩǎ ŘŜŎƛǎƛƻƴ-making process was crew retention. 
Reederei Wessels felt the need to move forwards in this respect in order to remain competitive and 

attractive as an employer. 

άDƻƻŘ ŀƴŘ ŜȄǇŜǊƛŜƴŎŜŘ ŎǊŜǿ ƛǎ ƘŀǊŘ ǘƻ ŎƻƳŜ ōȅΣέ ƴƻǘŜǎ !Ǌƴƻ ŘŜ DǊƻƻǘΣ L¢ ƳŀƴŀƎŜǊ ŀǘ ²ŜǎǎŜƭǎ 

Reederei. 

ά²ŜΣ ŀǎ ŀ ǎƘƛǇǇƛƴƎ ŎƻƳǇŀƴȅΣ ƴŜŜŘ ǘƻ ƻŦŦŜǊ ǘƘŜƳ ǎǳōǎǘŀƴǘƛŀƭ ŎƻƳƳǳƴƛŎŀǘƛƻƴ ōŜƴŜfits in order to 

attract them, thus, email is not enough anymore. Nowadays, crew want to read their local 

newspapers, they want to stay in touch with their loved ones at home and to stay more connected to 
ǘƘŜ ǿƻǊƭŘ ƻǳǘǎƛŘŜ ǘƘŜ ǾŜǎǎŜƭΦέ 

While providing these services is an important consideration, Mr de Groot admits that they came as a 
secondary concern compared with the operational requirements. 

άhǳǊ ŘŜŎƛǎƛƻƴ ǘƻ ƛƳǇƭŜƳŜƴǘ ǘƘŜ ŎƻƳƳǳƴƛŎŀǘƛƻƴ ǎǘǊǳŎǘǳǊŜ ǘƘŀǘ ǿŜ ƘŀǾŜ ƻƴ ōƻŀǊŘ ƻǳǊ ǾŜǎǎŜƭǎ 

nowadays was mainly motƛǾŀǘŜŘ ōȅ ōǳǎƛƴŜǎǎ ǊŜŀǎƻƴǎ ǊŀǘƘŜǊ ǘƘŀƴ ŎǊŜǿ ǿŜƭŦŀǊŜ ŀƴŘ ŎǊŜǿ ǊŜǘŜƴǘƛƻƴΣέ 

he said. 

άCƻǊ ǳǎ ƛǘ ǿŀǎ Ƴƻǎǘ ƛƳǇƻǊǘŀƴǘ ǘƻ ŦƛƴŘ ŀ ǎƻƭǳǘƛƻƴ ǘƘŀǘ Ŧƛǘǎ ƻǳǊ ƻǇŜǊŀǘƛƻƴŀƭ ƴŜŜŘǎΣ ŜǎǇŜŎƛŀƭƭȅ ǿƛǘƘ 

regards to data volume, speed and costs; and that can be implemented easily and maintained 
ǿƛǘƘƻǳǘ ǘƻƻ ƳǳŎƘ ǘǊƻǳōƭŜΦέ 

This process would include the implementation of a variety of new software and hardware 
components on the company's 45 vessels, as well as in the main office. As such, there were a number 

of key questions which needed to be answered before work could begin. 

ά²Ŝ ŎǊǳŎƛŀƭƭȅ ƴŜŜŘŜŘ ǘƻ ŦƛƴŘ ƻǳǘΣέ ǎŀȅǎ aǊ ŘŜ DǊƻƻǘΣ ϦǿƘƛŎƘ ǘȅǇŜ ƻŦ ƻǳǊ ǾŜǎǎŜƭǎ ǊŜǉǳƛǊŜǎ ǿƘŀǘ ƪƛƴŘ ƻŦ 

communication system, what amounts of data will need to be transferred in the future, and how can 

we organise this process most efficiently and most cost effectively." 

άLƴ ƻǊŘŜǊ ǘƻ ŀŎƘƛŜǾŜ ǘƘƛǎ ǿŜ ŘƛŘ ǎƻƳŜ ǘƘƻǊƻǳƎƘ ǘŜǎǘƛƴƎ ƻƴ ŀ ŦŜǿ ǎŜƭŜŎǘŜŘ ǾŜǎǎŜƭǎ ōŜŦƻǊŜ ŘŜŎƛŘƛƴƎ ǘƻ 

roll out a solution on the entire fleet. Only then did we assess and ensure that the chosen solution 
ŀƭǎƻ ƻŦŦŜǊŜŘ ŀ ŎƻƳƳǳƴƛŎŀǘƛƻƴ ǎƻƭǳǘƛƻƴ ǿƘƛŎƘ ǿƻǳƭŘ ōŜ ŀŎŎŜǇǘŀōƭŜ ŀƴŘ ŀǘǘǊŀŎǘƛǾŜ ŦƻǊ ƻǳǊ ŎǊŜǿΦέ 

With this plan in place the company set out on a comprehensive overhaul of its satellite 
communications system, a project covering nearly ten years in maritime satcom development. 

From Inmarsat to Iridium 

Reederei Wessels had been using InmarsatC terminals as its main means of communication prior to 
the start of the communication solution modernisation in 2004. 



As Mr de Groot 

notes, these 

solutions had a 
number of 

disadvantages, 

which the company 
hoped to solve 

through the 

implementation of 

new hardware and 
software. The most 

significant of these were the comparatively high costs, which were partly due to the pricing structure. 

However, since the system was configured to connect at regular hourly intervals, regardless of 

whether or not there was data or e-mail to be sent, even without any traffic between ship and shore 

ǘƘŜǎŜ ΨŜƳǇǘȅ ŎƻƴƴŜŎǘƛƻƴǎΩ ŎǊŜŀǘŜŘ ŀ ƳƻƴǘƘƭȅ ƳƛƴƛƳǳƳ Ŏƻǎǘ ƻŦ ¦{ϷнллΦ 

"The monthly costs of Inmarsat-C terminals were very high, and we wanted to find a cheaper 

solution," explains Mr de Groot. 

During a process that took approximately six months, Reederei Wessels researched a variety of 
satellite communication possibilities and conducted trials with two alternative systems before 

deciding to implement a Globe Wireless solution, including the company's Ring Page Service and 

standard Iridium terminals, across its fleet in 2005. 

This move created some initial benefits, particularly with regard to the fact that the Iridium terminals 

were configured to only connect to the internet if data or an e-mail was waiting to be transferred, 

which meant that the unnecessary connection fees of the prior solution could be eliminated. 

Under the Iridium system, the total costs per vessel could be reduced to under US$200, including the 
monthly fee and the data transferred. 

"Our Iridium contract stipulated a fixed fee of between US$27 and $33, depending on the SIM, with 
an additional 3 to 5 MB of data. With a reduction of email communication costs by more than 50 per 

cent, the solution with Iridium terminals turned out to be the most cost-effective solution," says Mr 

de Groot. 

However, the satellite communications system was not the only change at this stage. In order to 

further reduce communication costs, Reederei Wessels also performed a series of modifications to 
its standard forms. 

Prior to this all standard forms had been in Microsoft Office format, which was comparatively costly, 
since a standard A4 page of about 47 kb, transferred from shore to vessel or vice versa using the 

Inmarsat-C technology, would cost around US$5. 

To improve on this Reederei Wessels implemented the Globe Forms Template File standard forms 

that were available from Globe Wireless, under which only the exchangeable data in the standard 

form is transferred. 

The software requires the relevant data to be fed into an MS Word template, an A4 page with 180 

data fields which is subsequently compressed to an Adobe PDF document, reducing the 47 kb Word 
format to a 16 kb PDF. 

The software then further optimises the PDF document to create a 2 kb Globe Forms Template file. 

"Globe Wireless uses Adobe Acrobat V7 in combination with GlobeForms V2.x to 3.x with the vessels 
of our fleet. With 2 kb, the transfer of which would only cost US$ 0.21, a standard form A4 page is 

pretty small," says Mr de Groot. 



"Through the implementation of this technology we managed to cut the amount of data transferred 

down to a fraction of what it used to be. That was a good product in 2005, and it transferred the 

Ƴƻǎǘ ƛƳǇƻǊǘŀƴǘ Řŀǘŀ ǎƳƻƻǘƘƭȅ ŦƻǊ ǎƻƳŜ ǘƛƳŜΦέ 

Software connections 

However, after a number of years of what the shipping company describes as a fruitful partnership 

with Globe Wireless, Reederei Wessels started to look into further optimising its systems, and this 
standard forms solution in particular. 

As Mr de Groot notes, the fact that all standard forms had to go through two separate compression 
processes created an associated margin of error, and the shipping company was keen to simplify the 

process further. 

ά¢ƘŜ ƛƴŘƛǾƛŘǳŀƭ ŎƻƳǇǊŜǎǎƛƻƴ ǎǘŜǇǎ ǊŜǉǳƛǊŜ ƘƛƎƘ ŀŎŎǳǊŀŎȅ ǘƻ ƳƛƴƛƳƛǎŜ ǘƘŜ Ǌƛǎƪ ƻŦ Řŀǘŀ ƭƻǎǎΣϦ ƘŜ ǎŀȅǎΦ 

ά¦ƴŘŜǊ ƻǳǊ DƭƻōŜ ²ƛǊŜƭŜǎǎ ǎŜǘǳǇΣ ǿŜ ƴŜŜŘŜŘ ǘƘǊŜŜ ŦƛƭŜǎ ŦƻǊ ŜŀŎƘ ŦƻǊƳ ǊŜǾƛǎƛƻƴΦ ¢Ƙƛǎ ƻǇŜƴǎ ǳǇ ǊƻƻƳ 
for mistakes. On top, the workload for our staff was quite high and we wanted a simplification. This is 

ǿƘȅ ǿŜ ŘŜŎƛŘŜŘ ǘƻ Ǝƻ ŀ ƴŜǿ ǿŀȅΦέ 

¢Ƙƛǎ ΨƴŜǿ ǿŀȅΩ ƛƴǾƻƭǾŜŘ ǘƘŜ ƛƳǇƭŜƳŜƴtation of a Java coded Adobe solution to simplify compression 

of the standard forms, developed in-house and using Adobe Reader 10, as a base for the new 

company standard forms. 

¢ƘŜ ǎȅǎǘŜƳ ŦŜŀǘǳǊŜǎ ŀ ƴǳƳōŜǊ ƻŦ WŀǾŀ ōŀǎŜŘ ƳƻŘƛŦƛŎŀǘƛƻƴǎ ǘƻ ŀŘŀǇǘ ǘƘŜ ǎƻŦǘǿŀǊŜ ǘƻ ǘƘŜ ŎƻƳǇŀƴȅΩǎ 
shipping-specific requirements, and has proven to be a powerful tool according to Mr de Groot. 

The simplified compression process required only two transformations and no additional software 
formats, while the use of Adobe Reader 10 does not incur a licence fee. Mr de Groot also notes that 

the installation on board the vessels went smoothly. 

"On top, the implementation of this Adobe Reader based software has been beneficial for the crew," 

he explains. 

ϦLƴ ƻǊŘŜǊ ǘƻ ǎŜƴŘ ƻŦŦ ǘƘŜ ŎƻƳǇƭŜǘŜŘ ǎǘŀƴŘŀǊŘ ŦƻǊƳ ǘƘŜȅ ƻƴƭȅ ƴŜŜŘ ǘƻ ǇǊŜǎǎ ƻƴŜ ōǳǘǘƻƴΥ ΩǎŜƴŘ ǘƻ Ŝ-
ƳŀƛƭΩΦ Lǘ ǊŜŀƭƭȅ ƛǎ ŀǎ ǎƛƳǇƭŜ ŀǎ ǘƘŀǘΦϦ 

"We wanted to avoid our crew having to spend a lot of time on additional software, when their 
actual job is sailing the vessel. It is not necessary for them to be distracted from their task and we 

really can support them with this new software." 

To simplify further, some of the required data is fed into the standard form automatically as soon as 

the crew chooses their vessel's name in the software. 

For example, if a main engine measurement form with integrated data and text fields needs to be 

sent from the vessel to the office and the crew enters the vessel's name, the main engine type is 

automatically inserted into the standard form. 

Additionally, the software recognises which fields are required to be filled in for this type of engine. 

Spare fields, on the other hand, will be blocked so that the crew cannot make any entries. 

Reederei Wessels has also used Adobe Reader 10 to create a database storage system for the office. 
5ŀǘŀ ŦǊƻƳ ǘƘŜ ǾŜǎǎŜƭ ƛǎ ŎŜƴǘǊŀƭƛǎŜŘ ŦƻǊ ǘƘŜ ƻŦŦƛŎŜΩǎ ǘŜŎƘƴƛŎŀƭ ƛƴǎǇŜŎǘƛƻƴΣ ǿƘŜǊŜ ƛǘ ƛǎ ŀutomatically 

converted into a PDF file using a standard template. These documents are used for filtering and 

analysis purposes in the office. 

ά5ŀǘŀ ŎŀƴΣ ŦƻǊ ŜȄŀƳǇƭŜΣ ōŜ ŦƛƭǘŜǊŜŘ ŀŎŎƻǊŘƛƴƎ ǘƻ ǾŜǎǎŜƭǎΣ ŦƻǊƳǎΣ ƳƛƴƛƳǳƳκ ƳŀȄƛƳǳƳ ǾŀƭǳŜǎΣ ǘƛƳŜ 

ŦǊƻƳκǘƛƭƭΣέ ŜȄǇƭŀƛƴs Mr de Groot. 

άLƴ ŀŘŘƛǘƛƻƴΣ ǘƘƛǎ ǘƻƻƭ ŜƴŀōƭŜǎ ǳǎ ǘƻ ǎŜƴŘ ŀƭŜǊǘǎ ǿƘŜƴ ŎǊƛǘƛŎŀƭ ǾŀƭǳŜǎ ŀǊŜ ǊŜŀŎƘŜŘ ŀŦǘŜǊ ŀ ŦƛƭǘŜǊ Ƙŀǎ 

ŦƛǊŜŘΦέ 

ά¢Ƙƛǎ ǘŜŎƘƴƻƭƻƎȅ Ƙŀǎ ƘŜƭǇŜŘ ǳǎ ōǊƛƴƎ Řƻǿƴ ƻǳǊ ŎƻƳƳǳƴƛŎŀǘƛƻƴ Ŏƻǎǘǎ ŀƴŘ ǿŜ ŜȄǇŜŎǘ ǘƘŀǘ ǘƘŜ 

simplification for the crew on board will ōŜ ǾŜǊȅ ǿŜƭƭ ǊŜŎŜƛǾŜŘΦέ 



!ǎƛŘŜ ŦǊƻƳ ǘƘŜ ŎƘŀƴƎŜǎ ǘƻ ƛǘǎ ŦƻǊƳǎ ǳǎŀƎŜΣ ǘƘŜ ƻǾŜǊƘŀǳƭ ƛƴ wŜŜŘŜǊŜƛ ²ŜǎǎŜƭǎΩ ŎƻƳƳǳƴƛŎŀǘƛƻƴǎ 

infrastructure has also included changes in its e-mail system. Previously, the company would send e-

mail via Globe Email (GCC), but has now changed to Microsoft Outlook as its e-mail front end, 
connected to the Dualog communications management software system, on some of the vessels. 

Ϧ¢Ƙƛǎ ƎƛǾŜǎ ǳǎ ǘƘŜ Ǉƻǎǎƛōƛƭƛǘȅ ǘƻ ǳǎŜ ŀƭƭ ŀǾŀƛƭŀōƭŜ ŘŜŦŀǳƭǘ ƛƴǘŜǊŦŀŎŜǎΣέ aǊ ŘŜ DǊƻƻǘ ŜȄǇƭŀƛƴǎΦ 

ά! ŦǳǊǘƘŜǊ ōŜƴŜŦit is simplification through the Microsoft MAPI default email client. This opens the 
Outlook Email Client Front End and attaches the standard forms, for example on weather routing, 

where we use SPOS Weather Routing Software, directly to the e-mail, the master does not have to 

select a folder or anything. There's nothing else to do for the master." 

Back to Inmarsat 

As with all types of technology, the passage of time changes the operating landscape and systems 

that were previously cutting-edge inevitably begin to lose their lustre in comparison with new 

innovations. 

At Reederei Wessels, after a number of years using the Iridium system the company began to 

reconsider its satellite communications hardware once again. This was partly motivated by the fact 
that the Iridium terminals, that had been in use for six years, were generally not deemed to be 

powerful enough for the changing operating environment. 

As a result Reederei Wessels decided to move back to Inmarsat and its newer generation of 

terminals, and over the course of the next three years equipped 13 vessels with Inmarsat Fleet 33. 

"The Inmarsat Fleet 33 terminals provided us with active antennas, which was a great development 

for us," says Mr de Groot. 

However, the company soon realised that the implementation of Fleet 33 would not fully live up to 

its expectations. Instead of achieving a better data transfer rate and a drop in costs by using more 

powerful hardware, the data transfer rate only amounted to half of the projected value (9600 baud), 
and the costs increased. 

"Our vessels had a lot of e-mails to transfer, especially our 12 new vessels that are still within the 

guarantee period and the communication costs of the company eventually amounted to between 

US$600- ¦{Ϸммлл ǇŜǊ ƳƻƴǘƘΣέ aǊ ŘŜ DǊƻƻǘ ŜȄǇƭŀƛƴs. 

In order to solve the problem of the increased costs the shipping company decided to use the MPDS 

(Mobile Packet Data Service) available with the satcom system. 

"We did not fully believe in this technology and had some doubts," recalls Mr de Groot. "This is why 

we chose to test the solution carefully." 

After carrying out a trial period with two different software suppliers to manage the satcom link, 

Reederei Wessels decided to implement the Dualog Connection Suite, which would be used to block 
unwanted traffic and compress data. 

As Mr de Groot notes, the Dualog system offered higher data compression than the company had 
ŜȄǇŜǊƛŜƴŎŜŘ ǿƛǘƘ DƭƻōŜ ²ƛǊŜƭŜǎǎΩ D//Σ ŀƴŘ ƘŜƭǇŜŘ ǘƘŜ ŎƻƳǇŀƴȅ ǘƻ ǊŜŀŎƘ ƛǘǎ ŘŜǎƛǊŜŘ Řŀǘŀ ǘǊŀƴǎŦŜǊ 

rate. 

ά/ƻƴǎŜǉǳŜƴǘƭȅΣ ǘƘŜ ƳƻƴǘƘƭȅ Ŏƻǎǘǎ ǿŜre decreased to between US$400-US$500 (including Dualog's 

ƳƻƴǘƘƭȅ ǎƻŦǘǿŀǊŜ ŦŜŜύΣέ ǊŜƳŜƳōŜǊǎ aǊ ŘŜ DǊƻƻǘΦ 

ά¢ƘŜ 5ǳŀƭƻƎ /ƻƴƴŜŎǘƛƻƴ {ǳƛǘŜ ǎƻƭǾŜŘ ƻǳǊ ŎƻƴƴŜŎǘƛƻƴ ǎǇŜŜŘ ǇǊƻōƭŜƳ ŀƴŘ ǘƘŜ Ŏƻǎǘ ƛǎǎǳŜ ǘƻ ƻǳǊ Ŧǳƭƭ 

satisfaction. In addition, the implementation has brought a number of further advantages for us." 

Among these benefits is the Dualog.net interface, which allows the shipping company to change 

settings on board its vessels remotely. This is particularly useful for the synchronisation of folders, for 
example for the Skysails Fuel Performance Monitor. 

http://dualog.net/


"For us it is very important to be able to monitor when the vessel was last connected, for example in 

order to send or receive e-mails, and whether the task was successfully completed," notes Mr de 

Groot. 

άLƴ ŀŘŘƛǘƛƻƴΣ ǿŜ Ŏŀƴ ǎŜŜ ŀƭƭ ŎƻƴŦƛƎǳǊŀǘƛƻƴ ŎƘŀƴƎŜǎ ŀƴŘ ǳǇŘŀǘŜǎΣ ǎǳŎƘ ŀǎ ƳƻŘƛŦƛŎŀǘƛƻƴǎ ƻŦ ōƭŀŎƪ ŀƴŘ 

ǿƘƛǘŜ ƭƛǎǘǎΦέ 

Through the Dualog.net office interface, staff at Reederei Wessels can monitor pending e-mail 
messages for all vessels individually, with information such as sender, size of the e-mail and date and 

time when the message was sent all available. 

ά¢Ƙƛǎ ŦǳƴŎǘƛƻƴ ŜƴŀōƭŜǎ ǳǎ ǘƻ ƛŘŜƴǘƛŦȅ ǎƛƎƴŀƭ ǇǊƻōƭŜƳǎ ŦǊƻƳ ǘƘŜ ǎŀǘŜƭƭƛǘŜ ŜǉǳƛǇƳŜƴǘΣέ ŜȄǇƭŀƛƴǎ aǊ ŘŜ 

Groot. 

ά²Ŝ ƘŀǾŜ ŜǎǘŀōƭƛǎƘŜŘ ŀ нл-minute turnaround time for Dualog operating vessels to fetch their e-

mails. If a message is pending for a longer time than that, we know that something must be wrong 

ŀƴŘ Ŏŀƴ ǎǘŀǊǘ ƭƻƻƪƛƴƎ ŦƻǊ ǘƘŜ ŎŀǳǎŜΦέ 

Next generation 

Although satisfied with Fleet 33 at the time of the implementation, Reederei Wessels did not stop 

looking for further improvements and modernisation, and the latest change in hardware has been to 

introduce Inmarsat FleetBroadband, which was on two previously used vessels in 2009/2010 and on 
its new built vessels in 2011. 

"We are very happy with this solution and it is working smoothly," says Mr de Groot. "With 

FleetBroadband we have a better network quality that we used to have with Fleet 33. This is 

something that is very important for us." 

!ƳƻƴƎ ǘƘŜ ŀŘǾŀƴǘŀƎŜǎ ƻŦ ǘƘŜ CƭŜŜǘ.ǊƻŀŘōŀƴŘ ǎȅǎǘŜƳΣ ŦǊƻƳ aǊ ŘŜ DǊƻƻǘΩǎ Ǉƻƛƴǘ ƻŦ ǾƛŜǿΣ Ƙŀǎ ōŜŜƴ 

the ability to use IP protocols, creating better connectivity to other systems, such as the Skysails Fuel 

Performance recording equipment, as well as the possibility of using a public IP address, which is 
especially important for remote support. 

The FleetBroadband solution also offers included data volume contracts, which Reederei Wessels felt 

was necessary in order to keep the data consumption under control, as well as an option to 

introduce SIM-card cut off limits to prevent runaway costs. 

However, Reederei Wessels has found that the implementation of the FleetBroadband solution has 

also had certain disadvantages. 

Mr de Groot has found that the IP handset blocks one LAN port, necessitating the creation of 

network groups ς a complication that Reederei Wessels would rather have done without. The fact 
that the connection is always available also requires staff to be disciplined with their internet usage, 

as there is no internal protection. 

ά¢ƘŜǊŜ ƛǎ ƴƻ ŦƛǊŜǿŀƭƭ ƛƴǎƛŘŜ ǘƘŜ CƭŜŜǘ.ǊƻŀŘōŀƴŘ ǘŜǊƳƛƴŀƭΣϦ ŜȄǇƭŀƛƴǎ aǊ ŘŜ DǊƻƻǘΦ ά²Ŝ ǿŀƴǘŜŘ ŀ 

protection that we could configure to block ports and protoŎƻƭǎ ǘƻ ƻǳǊ ŜȄŀŎǘ ǎǇŜŎƛŦƛŎŀǘƛƻƴǎΦέ 

Lastly, the shipping company says that Inmarsat's pricing policy, under which it says it is charged for 

1/4 MB for every connection that is initiated from a FleetBroadband terminal, has significantly 

ŎƻƴǘǊƛōǳǘŜŘ ǘƻ ǘƘŜ ŎƻƳǇŀƴȅΩǎ ŎƻƳƳǳƴƛŎŀǘƛƻƴ ŎƻǎǘǎΦ 

Flexible hardware firewalls 

To mitigate one of the issues it has had since installing the FleetBroadband solution, Reederei 

Wessels decided to install hardware firewalls, filtering devices that block certain unwanted traffic. 
There were a number of particular requirements the company had when choosing a system to 

manage this process. 

"The worst example of hardware fire-wall technology is if the unwanted traffic goes through the 

satellite before it is blocked," says Mr de Groot. 

http://dualog.net/


"This is when we are charged for what we do not want. With the solution that we have now all 

unwanted traffic is blocked immediately before it even goes up to the satellite and only certain 

designated communication, for example e-mails to the office, is allowed to pass through." 

"For the moment we only want to allow e-mail traffic to be sent from the vessel." 

The shipping company chose Lancom and Stonegate devices for the firewall system, despite the fact 

that they are not maritime-specific technologies. 

"Even though shipping business is not their core discipline and thus outside the companies' default 

setup environment, the support was excellent," says Mr de Groot. 

ϦLƴ ŀŘŘƛǘƛƻƴΣ ǘƘŜǎŜ ƳŀƴǳŦŀŎǘǳǊŜǊǎ ƎƛǾŜ ǳǎ ǘƘŜ ƻǇǘƛƻƴ ƻŦ ǊŜƳƻǘŜ ǎǳǇǇƻǊǘ ŦǊƻƳ ǘƘŜ ƻŦŦƛŎŜΦέ 

The Lancom model 1751 UMTS combines the hardware firewall with a routing function. The routing 

unit detects UMTS/GSM networks and automatically switches when coverage is available. This way, 

the vessel can avail itself of additional network coverage in ports. 

The device has an extra slot to connect an additional external antenna, which has proven useful 
where coverage is patchy in port. 

The Lancom unit can also be combined with an additional piece of hardware for Public Spot support, 
and is used to provide the crew with wireless connectivity. 

"Before, the crew had to stay in one place when communicating with their loved ones," says Mr de 
Groot. 

άbƻǿΣ ǘƘŜȅ Ŏŀƴ ƳƻǾŜ ŀōƻǳǘ ŀƴŘ ƘŀǾŜ ƳƻǊŜ ǇǊƛǾŀŎȅΦ ¢Ƙƛǎ ƻǇǘƛƻƴ ƛǎ ǾŜǊȅ ǿŜƭƭ ǊŜŎŜƛǾŜŘ ŀƴŘ ǿŜ ŀǊŜ 

happy to be able to offer it." 

The downside with the Lancom system is the fact that the virtual private network requires remote 

control, with a direct connection to the firewall and a public IP address, which the shipping company 

finds costly on FleetBroadband and GSM. 

The Stonegate FW315 unit is similar, with the main difference being the support of GSM/UMTS Wi-Fi 

sticks by default. 

"Another huge benefit," explains Mr de Groot, "is that we have very close contact to the 

manufacturer, Stonegate. If we want to introduce changes or if we need additional hardware sticks 
the support is always available for us." 

Both firewalls are remotely managed centrally, from the Reederei Wessels office. 

ά¢Ƙƛǎ ƛǎ ŀ ƘǳƎŜ ǘƛƳŜ ǎŀǾŜǊ ŀǎ ƛǘ ŀǾƻƛŘǎ ǎŜƴŘƛƴƎ L¢ ǎǇŜŎƛŀƭƛǎǘǎ ƻǳǘ ǘƻ ǘƘŜ ǾŜǎǎŜƭǎΦ LƴǎǘŜŀŘΣ ǿŜ ŀǊŜ ŀōƭŜ ǘƻ 
modify all rules and policies frƻƳ ǎƘƻǊŜΣέ ŜȄǇƭŀƛƴǎ aǊ ŘŜ DǊƻƻǘΦ 

{ƻƳŜ ǎƳŀƭƭŜǊ ǾŜǎǎŜƭǎΣ ŎǳǊǊŜƴǘƭȅ мс ƻŦ ǘƘŜ ŎƻƳǇŀƴȅΩǎ пр ǎƘƛǇǎΣ ǳǎŜ ǘƘŜ 5ǳŀƭƻƎ 5ǳŀŎƻǊŜtǊƻ CƛǊŜǿŀƭƭ 
instead of the two hardware firewalls. This software creates an internal and an external network, 

which are connected through Dualog IP Control. 

The advantage of this completely controlled network is that only selected traffic, for example e-mail, 

is transferred to certain IP addresses. 

"We can choose exactly which traffic we want to allow to be transferred to the external network, 

where it is sent via Inmarsat FleetBroadband; all the other traffic is automatically blocked," says Mr 

de Groot. 

ά¢ƘŜ ǊŜŀǎƻƴ ŦƻǊ ƻǳǊ ǳǎƛƴƎ 5ǳŀƭƻƎ 5ǳŀŎƻǊŜtǊƻ CƛǊŜǿŀƭƭ ƛǎ ǘƘŀǘ ǘƘŜ ƛƴǎǘŀƭƭŀǘƛƻƴ ŀƴŘ ŎƻƴŦƛƎǳǊŀǘƛƻƴ 

requires less time than the hardware firewall solutions with integrated router. Another very simple 
reason is that the smaller vessels that use the Dualog solution, in contrast to our other vessels, very 

rarely sail close to the office and it was therefore easier and cheaper to simply send out the software 

ǊŀǘƘŜǊ ǘƘŀƴ ǘƻ ǎŜƴŘ ŀ ǘŜŎƘƴƛŎƛŀƴ ƛƴŎǳǊǊƛƴƎ ŜȄǇŜƴǎƛǾŜ ǘǊŀǾŜƭƭƛƴƎ Ŏƻǎǘǎ ǘƻ ƛƴǎǘŀƭƭ ŀ ƘŀǊŘǿŀǊŜ ŦƛǊŜǿŀƭƭΦέ 



Over the course of its modernisation project, which has continued for just under a decade, Reederei 

Wessels has equipped its vessels with a satellite communications solution that it is functional and 

sufficient to meet its current needs. 

IƻǿŜǾŜǊΣ ŀǎ ǘƘŜ ŎƻƳǇŀƴȅΩǎ ƳƛƎǊŀǘƛƻƴ ǘƘǊƻǳƎƘ ǘƘŜ ǾŀǊƛƻǳǎ ǎŀǘŜƭƭƛǘŜ ǎȅǎǘŜƳǎ Ƙŀǎ ǎƘƻǿƴΣ ǘƘŜ ƴŜŜŘ ŦƻǊ 

shipping companies to keep continually modernising and optimising never ends. 

ά¢ƘŜ Řŀǘŀ ǾƻƭǳƳŜǎ ŀǊŜ ǊƛǎƛƴƎ ŎƻƴǎǘŀƴǘƭȅΣέ ŎƻƴŎƭǳŘŜǎ aǊ ŘŜ DǊƻƻǘΦ 

άLŦ ƛǘ ǿŀǎƴϥǘ ŦƻǊ ǘƘŜ ŀŘǾŀƴŎŜŘ ǘŜŎƘƴƻƭƻgy on board and the need to offer a decent communication 

solution to our crew in order to retain them, we would still need higher data volumes in order to 
ŦǳƭŦƛƭ ǘƘŜ ƴǳƳŜǊƻǳǎ ǊŜƎǳƭŀǘƛƻƴǎ ǘƘŀǘ ŀǊŜ Ŏƻƴǘƛƴǳƻǳǎƭȅ ŜǾƻƭǾƛƴƎΦέ 

ά²Ŝ ǿƛƭƭ ŎŜǊǘŀƛƴƭȅ ŦǳǊǘƘŜǊ ŎƻƴǘƛƴǳŜ ǘƻ ŀŘǾŀƴŎŜ ƻǳǊ ǎƻƭǳǘƛƻƴǎ ƛƴ ǘƘŜ ŦǳǘǳǊŜΦέ 

 

  

Inséré le 22/ 01/14  BOEKEN  LIVRES  Enlevé le 22/ 02/14 

Cruisen op de Middellandse Zee 

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

.ƛƧ ŘŜ .ŜƭƎƛǎŎƘŜ ǳƛǘƎŜǾŜǊƛƧ [ŀƴƴƻƻ ǾŜǊǎŎƘŜŜƴ ǊŜŎŜƴǘ Ψ/ǊǳƛǎŜƴ ƻǇ ŘŜ aƛŘŘŜƭƭŀƴŘǎŜ ½ŜŜΩΦ IŜǘ ōŜǘǊŜŦǘ ŘŜ 

allereerste Nederlandstalige Michelin gids over dat onderwerp. Deze Michelingids beschrijft een 

zestigtal aanlegplaatsen, verespreid over de prachtige westelijke en oostelijke kusten van de 

Middellandse Zee. De handige gids, uitgegeven op klein formaat, moet de beperkte tijd van de 
cruiseganger in de aanloophavens maximaliseren. Waarom zou u gewoon aan boord blijven? Met de 

gids ontdekt u de mooiste steden en bezienswaardigheden in de buurt van de plaatsen waar u 

aanmeert. Het boekje staat garant voor de mooiste bestemmingen voor een boeiende excursie 
vanuit 58 havens aan de Middellandse Zee. Deze gids biedt een handig adresboekje voor elke 

aanmeerplek: hoe komt u er? Waar gaat u eten of een glas drinken? Welke souvenirs neemt u mee 

naar huis? Het werkje biedt verder handige stadsplattegronden op basis van de beproefde 

Michelincartografie. Kortom, alle praktische informatie die u nodig heeft om uw reis voor te 
bereiden. Plant u een cruise op de Middellandse Zee? Wel, dan mag deze gids zeker niet in uw 

bagage ontbreken!  

άCruisen op de Middellandse Zeeέ όL{.b ф туфплм плслнпύΣ ǿŜǊŘ ŀƭǎ ǎƻŦǘōŀŎƪ ƻǇ ƪƭŜƛƴ 

vestzakforƳŀŀǘ ǳƛǘƎŜƭŜƎŜƴΣ ǘŜƭǘ оло ǇŀƎƛƴŀΩǎΦŜƴ ƪƻǎǘ мсΦфф ŜǳǊƻΦ !ŀƴƪƻǇŜƴ ƪŀƴ Ǿƛŀ ŘŜ ōƻŜƪƘŀƴŘŜƭ ƻŦ 

rechtstreeks bij Uitgeverij Lannoo, Kasteelstraat 97, B 8700 Tielt. Tel +32(0)51/42.42.11, Fax 
+32(0)51/40.11.52. Meer info op www.lannoo.com en www.ViaMichelin.nl. 

 

 

Inséré le 26/ 01/14  NOUVELLES  NIEUWS   Enlevé le 26/ 02/14 

Maritime NZ give way rules challenged 

Lives of crew on small boats could be at risk because Maritime New Zealand has wrongly interpreted 

international collision regulations, according to two master mariners. Former Wellington 
harbourmaster Richard Culleton and former pilot and ship's master John Brown said Maritime NZ's 

interpretation of collision regulations flew in the face of what New Zealand nautical schools were 

teaching ships' officers. It was also at odds with what international nautical schools taught mariners 
and what Norman Cockcroft ς the man who co-authored "the bible" of collision avoidance rules ς 

said about the regulations. At issue is Maritime NZ's opinion that collision regulations and maritime 

rule 91.16 for New Zealand harbours means small boats must give way to those of more than 500 

http://www.viamichelin.nl/


tonnes. "That is like suggesting all cars must always give way to trucks. It is not what the rules say," 

Mr Culleton said.  

International rules stated that, when a large power-driven boat met a sailing boat and there was the 

risk of a collision, the yacht was supposed to keep clear, but the power-driven boat was ultimately 

required to keep out of the way of the yacht, he said.  

MNZ's interpretation could work if that was what all mariners were taught, or if the agency clearly 
spelled out its opinion, but it was not the way the regulations were written. "It is highly unlikely 

foreign ship masters interpret the rules the way MNZ does. They would have been taught by Captain 

Cockcroft's book ς this means New Zealand is out of step with internationally accepted regulations," 

Mr Culleton said.  

"By telling 400,000 small boaties they must give way to larger vessels, MNZ is effectively saying might 

is right on the water. That's not what the regulations say at all." Fudging internationally accepted 
rules could cause a "crucial loss of time" for the master of a big ship to avoid a collision, putting the 

lives of crew on small boats at risk.  

"Of major concern to us is that we have approximately 25 interpretations of the rules, including ones 

from collision rule tutors at the New Zealand Navy school and the three main nautical schools, all of 

which are contrary to that of MNZ," Mr Culleton said. "We cannot find any interpretations anywhere 
that back up MNZ." An exchange of correspondence between Mr Culleton and Maritime NZ and The 

Dominion Post and Maritime NZ has failed to find common ground on the issue.  

Maritime NZ was asked to explain who should give way in a narrow channel when the risk of a 

collision had developed between a yacht and a 500-tonne ship. Ad Feedback Questions were put to 

director Catherine Taylor and chairman David Ledson. MNZ's final response was that the overriding 
principle of the rules was that ships' masters should do whatever was required to avoid a collision.  

Maritime NZ said "no rule can envisage every possible situation" and "analysing a theoretical 
scenario on paper" was different from operating on the water where other factors could influence a 

master's interpretation of the rules. It declined an invitation to meet to see if there was 

misunderstanding on the different interpretations of the rules, saying "from time to time individuals 
may take a different view. MNZ and Mr Culleton have agreed to disagree. We therefore consider the 

matter closed." Mr Culleton said he had never agreed to disagree and nor did he or Mr Brown 

consider the matter closed. Source : The Dominion Post 

  

 

Inséré le 28/01/ 14  DOSSIER  Enlevé le 28/ 02/14 

Uitlaatgas wassen met water 
Scrubben helpt ! 

Vanaf 1 januari 2015 mag er in ECA-gebieden nog maar een zeer kleine hoeveelheid zwavel worden 
uitgestoten. Dat betekent duur bunkeren ófop zoek gaan naar alternatieven zoals LNG. Maar 

uitlaatgas kan ook worden nabehandeld in een uitlaatgaswasinstallatie. Een dergelijk apparaat wordt 

een scrubber genoemd. © Paul Steenhoff 

Wie denkt dat 'scrubben', het wassen van uitlaatgas, een nieuwe technologie is, heeft het mis. "We 

passen deze techniek al ruim veertig jaar toe", zegt Peter Zoeteman, managing director Inert Gas & 
Exhaust Gas Cleaning van Alfa Laval Aalborg Industries Nijmegen. "Bij tankers die gevuld zijn met 

olieproducten, ontstaan tijdens het lossen explosieve gassen. Om explosies te voorkomen wordt 

inert gas (zuurstofarm gas, red.) toegevoegd. Dit zuurstofarme gas is eigenlijk gereinigd uitlaatgas 
van de motor. Om deze gassen te reinigen, passen we een scrubber toe. 



Door een relatief eenvoudige aanpassing van Biproces, kunnen we ook de zwavel uit de uitlaatgas 
sen wassen. Het is dus geen nieuwe technologie maar een nieuwe toepassing van een al bestaand 


