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Tanker market sails into 2022 headwinds

The 2005 JMU Ariake Shibuilding built 299998 t DWT MELENIA spotted anchored off
Singapore
The swift reintroduction of international travel ba ns to stem the spread of the Omicron

variant of COVID -19 has derailed the already faltering turnaround in rates and earnings
for the global tanker market.

In November it looked like a cold winter and rising international air travel in the New Year

would le ad along -anticipated recovery. Now, a hew coronavirus variant that first emerged

in South Africa in the final weeks of 2021 injects fr
listed tanker companies reported collective losses exceeding $400m over the July -through -

September period, after spot rates averaged the lowest in nearly three decades. Total

losses for the first nine months of 2021 surpassed $1bn.

The global pandemic shrank demand for oil and refined products T especially transport
fuels T curbing ¢ rude production and building inventories that reduced seaborne export

flows. Spot rates for most of the tanker fleet have been at or below operating expenses

for most of the past 15 months.

Earnings for the global fleet of some 15,000 tankers over 10,000 d wt that ship crude,
refined products and chemicals gained over November, returning many shipowners briefly

into the black during one of the seasonally strongest periods of the year. Rises halted on

the Omicron news. Qil prices plunged 20 percent in one day on fears the latest COVID  -19
variant will weaken demand, and by extension, volumes of crude and refined products for

shipment.

The silver lining to lower crude costs is that it may trigger further buying from China,

benefiting larger tankers. In the last hal f o f 2021, the worl dés | argest
shipments and relied on stocks as prices reached seven -year highs. July - through -
September crude imports into China were 13.8% down on the prior -year period, Joint

Organisation Data Initiative data show.

The Delta variant was already responsible for sluggish global jet fuel demand which lagged

the recovery seen in other transport fuels, which together comprise some 62% of oil
consumption. The International Energy Agency downgraded its forecasts for jet fuel and
kerosene prior in its November monthly report and noted demand will still be 20% below

pre - coronavirus levels by the end of 2022.



The Omicron variant will shave some of the 3.5m bpd of demand growth that the IEA had

originally forecast. Even unchange d, the total 99.6m bpd figure is still some 300,000 bpd

below pre -pandemic levels. The oil price trajectory, the pace at which OPEC return further

crude production to the market, refinery margins and
on crude and refine  d volumes available for shipment.

The fleet -to-orderbook ratio might be at a record low and scrapping of older tankers is

accelerating, but new deliveries of tankers will weigh on rates. Some 340 crude, product,

and chemical tankers above 10,000 dwt are sc heduled to be added to the existing fleet of

14,485 tanker s, according to data compiled by the ¢
Intelligence. About a third of 2022 deliveries are crude tankers of 60,000 dwt or above.

This suggests that while the fleet -to-orderbook is low, the supply of larger tankers is going

to rise at the same time as crude demand expands, at least offsetting some of the

anticipated gains.
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The BTU ATLANTIC  receiving bunkers off Gibraltar

EEXIi mpacts

An estimated 75% of the global tanker fleet will need to sail at slower speeds or apply

another form of carbon dioxide emissions abatement to meet global regulations and

metrics that begin in 2023, according to analysis from London shipbroker, Simps on Spence
& Young.



The Japan flagged 2011 MHI Nagasaki built 305206 t DWT OMEGA TRADER
The IMO agreed these new targets in June 2021. The technical measures in contained in
an Energy Efficiency Index for Existing Ships, known as EEXI. The EEXI is based on but is
different to a similar newbuilding design index that was introduced in 2013 and calculates
carbon emissions based on service speed, design speed and deadweight tonnage.

Non-compliance will most likely see shipowners sailing at a slower speed to lower
emi ssions, known as O6engine power |l i mitationsd or EF
comply will need to be assessed by class societies, the shipbroker said in its mid -year
review published in August, cirecaltinlgalal dirsgdédé.t anti al I
EEXI compliance is recorded on the vessel b6s air poll

be in place from the first survey ovember 2022.

Source: Lloydds Register
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La marine hollan dai se sous | 6Anci en
Régime et les officiers, ses heros

par Roberto Barazzutti
Communication dans le cadre de la délégation lle -de-France de la SFHM.

Dans une communication présentée en 2003 dans le séminaire de Patrick Villiers a

| uni versi a®,dlbebki mbdral it®s de | a cr®ation et de | a
frontieres des Provinces -Unies avaient été soulignées. Pour ce pays, petit par la taille,

|l 6environnement mar i time constitue un aspect g®ograp

capital. Cette relation avec | a mer atteint une ferveur 1
di sparu comme | 6ont attest® |l e succ s des mani festat.i
naissance de Michiel Adriaen de Ruyter.

Cette relation particuliére avec la mer s e retrouve d s | dorigine dans | 6i
qui se sont établis entre le pays et sa marine dés le XVlle siécle et le véritable culte qui

sbest cr®® envers ses officiers, et a conduit ~ |l a co

LES MI SSI ONS ET L 6DOF QA BELOTTE OU COMMENT LA
GUERRE SUR MER A DONNE NAISSANCE A UNE PUISSANCE
MARITIME



Plusieurs périodes sont a distinguer entre 1568 et 1713, chacune correspondant a une
définition précise et importante des missions de la marine de guerre hollandaise.

Dud®but de | a r®volte en 1568 ~ | 6instauration de | a
|l a marine hollandai se est de conqu®rir pui s prot ®ger
défini. La marine constitue en effet une composante essentielle dans le souléve ment des

Provinces -Unies. Ce sont les « Gueux des Mers » (Sea Beggars ou Geuzen), ces troupes

hétéroclites, composées de marins et de nobles hollandais, mais aussi de Francais,

ddAngl ai s et do6All emands, qui intercept enmndescbtess navi r e
espagnoles ou baltes, dans la Manche et la mer du Nord. Toutefois, leur expulsion des

ports anglais en 1572 par la reine Elisabeth marque un tournant pour la révolte. Les Gueux

des Mers se voient contraints de trouver une nouvelle base etils ettent leur dévolu sur le

petit port de Den Brielle au confluent de | 6Escaut et
du soulévement et quelque temps apres, le port de Flessingue, mieux adapté, ouvre ses

portes aux Gueux. Fin 1573, ceux -ci contrdlentles  estuaires de I'Escaut, de la Meuse et du

Rhin et, entre 1574 et 1578, Philippe Il perd les deux derniers ports loyalistes :

Middelbourg et Amsterdam. L'Espagne pour un temps ne dispose plus de ports dans cette

région. Guillaume d'Orange profite de cette s ituation pour réorganiser les Gueux des Mers

qui formeront le noyau de la marine militaire.

La reconquéte menée par le duc de Parme a la fin des années 1570 et au début des années

1580 a une double incidence sur la guerre sur mer. La capture en 1583 de Dun kerque et

de Nieuport, puis en 1585 de la ville d'Anvers, change la donne. L'Espagne dispose de

nouveaux de ports (Ostende sera repris aux Holl andai s
une présence maritime importante. Elle installe une flotte royale a Dunkerque (Armada

des Flandres) et favorise l'activité corsaire de cette ville et des environs, qui atteindra un

niveau jamai s connu. D s |l ors, Dunkerque constitue un
hollandaise en plein essor, non seulement pour la péche (entre 1585 et 1607, pas moins

de 258 navires de péche zélandais sont ramenés a Dunkerque) et le commerce, mais aussi

pour | 6industrie.

Face a la menace maritime hispano -flamande, les Néerlandais sont conduits a modifier leur

stratégie. En dehors du phénom ene des Gueux entre 1572 et 1585, la majorité des

missions de la marine hollandaise concernait le soutien des troupes terrestres (en 1574

soutien aux d®fenseurs de |l a ville de Leiden et en 15
la destruction des flottes espagnoles en 1573 dans le Zuyderzee. Ces missions étaient

menées dans un espace limité aux cétes et aux fleuves. Aprés les années 1585 -1588, ce

type de mission, sans dispara’ tre total ement, néest
de protection des  pécheries qui deviennent essentielles. La seconde réponse a la menace
dunkerquoise sera | 6accroi ssement de | a surveillance
| 6Escaut " Dunkerque. Entre 1587 et 1594, plusieurs e
tentent de bl oquer ou dodéattaquer Dunkerque sans grand suc
surveillent I es cttes flamandes et 26 | 6estuaire de |

de 215 navires dont les deux tiers sont devant Anvers. Par ailleurs, entre 1599 et 1604,

les galéres de Spinola basées a Sluis constituent une menace sérieuse car elles peuvent

servir pour d®barquer des troupes sur nodéi mporte quell
ce blocus condui't al ors au d®vel oppement dnbee scadr es

déintercepter | es corsaires sur |l es principales |igne
Généraux promeuvent la course notamment zélandaise dans une optique de « contre -

course ». Toutes ces opérations restaient toutefois confinées a la mer du No rd et la Manche.

Mais | a lutte va prendre de | dampl eur avec | 06i d®e de
des forces servant ~ prot®ger | e pays, l es Holl andai
joindre aux flottes anglaises pour participer en 1596 et 1597 aux raids sur Cadix et les

Acores. En 1599, de nouveau, les Acores sont pillées ainsi que les cotes africaines mais en

cette occasion la totalité de la flotte, soit 27 navires avec 8 000 hommes, est hollandaise.

En 1605 et en 1606, daioatenvoyées suelssccatas espagnoles et en
1607 se déroulera la célébre bataille au large de Gibraltar, porte de la Méditerranée, qui



se termine par une victoire hollandaise. Cependant, la lassitude et la fatigue des

protagonistes les aménent a signer la paix en 1609.

Aprés 1609, les missions de la marine militaire sont orientées vers la protection des lignes

commerciales et | a conqu°te doéun e pnif2il coastiteepselanni al . L a
Jonathan Irvine Israél, un cycle économique particulier da ns lequel les Hollandais tirent les

bénéfices de la paix pour renforcer leurs positions dans les eaux européennes, notamment
en Méditerranée. Devenant des acteurs majeurs, ils deviennent aussi des cibles pour la

piraterie. De nombreuses patrouilles sont me n®es jusquden Espagne tout a L
d®cennie 1610, ai nsi gue | 6escor t-¥15dneesacébsipartles e s bal ei
velléités anglaises et scandinaves. La lutte contre les Barbaresques améne également la

Marine hollandaise a participer en 1614 a la prise de La Marmora au Maroc, et aussi en

1617 au bombardement déoAl ger , sui vi de |l a destructic
plusieurs navires en |iaison avec | es Espagnol s. La
1621 va interrompre cette colla boration. La menace dunkerquoise ress
1629 et 1637 plus de 1 880 navires sont capturés par les corsaires dunkerquois ou les

navires de | 6Armada de FIl andr es, sans compter des <cen
Un exemple parmitantd ©6&autres : en octobre 1625 au | arge de | ¢
navires harenguiers seront détruits !

Les forces navales holl andai ses vont se concentrer s
dehors des op®rations coloni al es, udlqgaesflottesénll@Bh dai s nodar
1627 pour attaquer |l es cltes espagnol es, : Cadi x n
| 6exi stence de grandes batailles navales comme cel l e,
est une lourde défaite espagnole, quasi identique a celle de 1588 . Mais les Provinces -Unies

pratiquent aussi la politique de la canonniére. Suite a la décision prise par le roi de

Danemark déaugmenter |l es taxes | ors des passages du S
hollandaises interviennent en permettant aux flottes ma rchandes de franchir ces détroits

sans payer de droits, et aussi en entamant un blocus de ces passages.
La période de 1600 a 1650 est appelée par certains « The first global war at sea » 60. Les

compagnies commerciales servent de relais de la puissance nav ale et politique des

Provinces -Uni e s . Ell es repr®sentent des acteurs essentiel s
col oni al holl andai s qui survivra jusquben en 1975.
commerciales, la VOC (Compagnie des Indes Orientales hollan daises) en 1602 et la WIC

(Compagnie Indes Occidentales hollandaises) en 1621, conjugue des intéréts privés et

publics. Ainsi d s 1603, Il a VOC qui a en charge | 6es|
pour objectif, non seulement de commercer, mais aussi de contrtler | 6ensemb

commerce dans cet espace par la capture des comptoirs portugais et la perturbation du

commerce portugais. Les événements suivants illustrent cette politique agressive : en 1605

capture des Moluques, des iles Ternate, Amboine et T idore ; blocus du détroit de Malacca

en 1606 -1608 et de Manille en 1620 -1622 ; en 1624, capture de Formose qui restera

holl andai se jusqubéen 1662, de Mal ace 5% midskcéndel et de C

les comptoirs africains portugais en 1625 sans co mpter par ailleurs les opérations visant a

®l oigner et " interdire | 6i mplantation de comp-toirs al
1623.

La WIC agit guant " el |l e, dans | 6espace atlantique.
constitutifs de cette comp  agnie estla guerre de course, considérée comme le prolongement

du commerce. La premi re flotte arm®e en 1623 aura p
portugais au Br®sil et en Afrique. DOb6autres actions ¢
cellesmenéespar Pi et er Adriaensz Ita ou Piet Hein qui captur
déargent dans | a baie de Matanzas sur |1 61l e de Cuba e
caisses de |l a WIC et va permettre | a reprise lde son e
Br ®s i | deviendra hollandais de 1630 ° 1654, tandis qu
de Loanda seront pris en 1637 et en 1641. I'l's fournir

les plantations des colonies antillaises hollandaises et européennes.

La période de 1652 a 1713 voit la marine de guerre engagée dans des actions plus violentes
et fr®quentes qudauparavant. Cobdbest | a d®f ense de | a p:



(I 6Angl et er ¥l1654,d4665 1166y 2t 1672 -1674 ; la France en 1672 -167 8, 1688 -

1697et1701 -1713) et ®gal ement |l e souci ddbassurer |l a prot
et commerciaux. Cette période verra se dérouler de nombreux combats au large des Pays -

Bas dans | a mer du Nord et Il a Manche, aopémaons que dar
secondaires comme la Méditerranée, la mer des Antilles ou le golfe de Guinée. En temps

de pai x, cbest la lutte contre |l es Barbaresques et
prédominent. Cette période de plus de soixante années de conflits inten ses nbest pas sar
incidence dans |l a cr®ation, | engouement et | e do®vel
pas de ndi mporte quel h®r os maritime, cbest celle de

ORGANISATION ET STRUCTURE DE LA MARINE HOLLANDAISE

La République néerlandai se est une confédération de sept provinces souveraines qui

partagent des finances communes, une armée, une marine et une politique étrangeére. Elles

déleéguent leurs pouvoirs aux Etats -Généraux de La Haye. Aprés quelques dissensions

initiales provoquée par u  ne tentative de centralisation plus grande, la décision est prise le

13 aolt 1597 de créer cing amirautés séparées, une décision provisoire qui restera en

vi gueur jusqubéen... 1795 ! Ces cing amiraut®s sont ®t
(Middelbour g), de Hollande (amirauté de la Meuse la premiere et plus ancienne a

Rotterdam et cel | e d 6Rieskrdehet NardejkyartiahéHodrn) et Frise

(Dokkum) . Pour ®viter toute jalousie entre |l es ville
Généraux décid ent en 1593 de fixer |l e si ge de | 6amiraut®
alternance trimestrielle. Cette organisation navale déconcentrée qui résulte des rivalités

entre | es provinces et entre |l es principalesuvill es d

la coordination de la flotte.

Chaque amirauté est composée de neuf & douze conseillers nommés par les Etats -
Généraux sur proposition des Etats provinciaux. Une des particularités réside dans le fait

que ces conseillers peuvent provenir de villes de la m éme province ou extérieures. Par
exempl e, pour | 6 a mArieskand ter®hetdNeordéviensirtier, les onze conseillers
proviennent des villes de Hoorn, Enkhuizen, Amsterdam, Alkmaar, Monnickedam,
Medembilick et des provinces de Zeeland, Frise, Utrecht, Ge Iderland et Overijssel.

Les amirautés ne sont pas égales entre elles. Celle de Hollande est la plus riche, celle de

la Frise la plus pauvre. Chaque amirauté dépendait pour ses revenus des taxes et assises

indirectes prélevées dans sa province ainsi que dan s | 6es pa cterresfrd quiven o

dépendait (taxes et revenus sur les flux commerciaux ; les navires et les charrettes). Les

ressources sont en corrélation avec la croissance économique de la province.

Léadmini stration se trouve edeauelues cerdainés desrégenssetl e contr 1|

de nobles. Ces derniers vont dodaill eurs pendant | ongt
et ce nbest quodapr s 1654 que | a marine hollandai se v
ses propres bateaux. Les liens entre Mars et Mercure vont se relacher davantage encore

du fait du mouvement dobéaristocratisation des <cl asses
celle de 1654 -1713, va faire une part plus belle aux administrateurs ; elle va devenir une
affaire de professionnels . Il en est ainsi pour les officiers.

HEROISATION ET CULTE DES OFFICIERS : LA CONSTRUCTION DES

« ZEEHELDEN » AU XVlle SIECLE
La popul ati on holl andai se participe activement aux
mani festation doéun pat r inehaissam.Elle sutoes événenaehts godoea | i s

a la presse (notamment le Mercure hollandais), mais aussi du fait de la proximité de ses
cotes de certaines batailles : par exemple en 1673 Schooneveldt. Les Hollandais participent

au retour des expéditions, que celles - ci soient victorieuses ou non. Le 8 septembre 1628,
Piet Hein capture les galions espagnols dans la baie de Matanzas a Cuba. Il ne sera de
retour aux Pays -Bas qubéen janvier 1629, mais | a nouvelle ®

novembre 1628. Des le 17 no vembre 1628, un journal publiait un récit élogieux de cette
action. Lors du retour, Piet Hein et son vice amiral Hendrik Cornelisz Lonck sont fétés



dignement par les Etats - Généraux. lIs sont invités a des banquets donnés en leur honneur
par des municipalit és et de nombreux pamphlets sont publiés. En ao(t 1665, apres son

p®riple qui | 6a emmen® de | a M®diterran®e vers | 6AfTri
victorieux ° Delfzijl. Cbest un retour triomphant par
pertes ont ®t® faibles. Cette victoire redonne du bau
Lowestoft. Plusieurs milliers de Hollandais se dirigent vers le port pour saluer ce

personnage et le féliciter pour son action. Par contre, la méme population pouvait réa gir

parfois violemment " la suite dbébune mauvaise nouvel
accus rent Johan Evertzen do6°tre |l a cause de | a do®&f ai
l orsqudil d®bar qua. Néboublions pas que fltassagsn@nd pens|
puis massacré avec son frere lors du début de la troisieme guerre anglo -hollandaise face

aux défaites subies sur terre et sur mer61.

La popul ation séidentifie aux h®ros qui sont popul ai
sont le symbole de laréussite sociale. Trés peu ont des origines nobles excepté Wassenaer

van Obdam, van Gent et Kortenaer. D6éorigine plut®t mo
par | eur m®rite, | eur volont® et | eur ®tat sdérmuwnice | e
héros ?

Comme dans 6fuvre doHom r e, il néy a pas de h®ros s
surtout62 ! Des officiers comme Jan Meppel, mort en 1669, ou Adriaen Banckert, mort en
1680, néatteindront pas ce statut dacelCc@rélsgrompal gr ® | e
est une exception. Il est le fils de Martin Tromp qui était surnommé « Bestevaert », le Cher

P re, et il sbest fait une sacr ®e r®putation. Léactio
ce soit une bataille, mais parfois aussi une es carmouche peut faire | 6affair
qgue | 6essentiel est de se distinguer et de d®fendre |
de Livourne de 1653, Jan Van Galen est tu® dans | 6a

permet de faire partie des héros.

La nation, via les Etats -Généraux, reconnait et récompense ces actions sous diverses

for mes cha" " ne en or, m®daill e, choppe ou | ampe en
des rentes pour les veuves ou des emplois, comme pour le fils de Tjerk Hiddes de Vri es qui

nait le lendemain du déces de son peére et recoit un traitement de capitaine de vaisseau

soit 360 florins annuels. Il mourra a 23 ans dans un combat contre ... Jean Bart. Apres la

victoire de Schooneveldt, les Etats de Hollande donnent des lettres de rente de 6 000

florins & De Ruyter et pour les autres officiers de 1 000 & 4 000 florins.

Ces r®compenses ne sont qudun aspect de cette h®r o}
construction du héros est politique. Toute une propagande, une politique de

communica t i on, sont mises en place par | 6i mage, | 6or al €
possible la population. Rappelons que les Pays - Bas sont un haut centre culturel et artistique

. de grands peintres, des penseurs et des scientifiques tels Spinoza, Grotius, H uygens,

Vondel , Rubens, Rembrandt . . . Cbdest un grand march® d
publiera de nombreux journaux protestants et pamphlets contre Louis XIV. De nombreuses

gravures, poemes, libelles, feuilles volantes, portraits sont affichés et d istribués. Il existe

des séries de peintures commandées par les Etats -Généraux ou certaines provinces
repr®sentant l es officiers g®n®raux ayant particip®
aux tableaux de Van de Velde et autres peintres sur les victo ires hollandaises.

Cette popularité de certains officiers est instrumentalisée. Michiel de Ruyter est appelé «

Rechterhand van de staaten &, la ¢ main droite de |6
cette renommée qui permet a De Ruyter de devenir command ant en chef. Cbdest I
of ficier qui, provenant dbdéune province rivale (Zeel ar
une autre amirauté, celle de Hollande. De Witt stimule cette popularité en faisant paraitre

certaines correspondances. Il existe alors un culte de Cornélis Tromp et de De Ruyter. Cela

se matérialise par des gravures, des impressions de portraits, des médailles en argent faits

par des artistes connus comme Willem van der Velde le Jeune ou Jan Lievens le Jeune, un
poeme par le prince des poet  es, Joost van den Vondel. Apres le raid de Chatham, dans
chaque amirauté, on accroche le portrait de De Ruyter réalisé par Ferdinand Bol. Quand a



Tromp, son image est diffusée dans les boutiques a tabac et son nom est utilisé par des
auberges, signe aussi  de sa popularité.

La population hollandaise baigne alors dans la culture gréco -latine. Ell e sden i mpr
donne a ses héros un surnom provenant de la mythologie greco -latine : Aert van Nes est

| 6Aj ax Holl andai s ; De Ruyt er endificdtiona [@apultdre®yre¢qéeAc hi | | e. (
est renforc®e par | 6i d®ol ogi e qui se d®gage. Ces h®ro
service de | 6£tat, m°® me soi l existe des rivalit®s pr
sacrifient pour | 6tithad @refune @naRtriadn hCoel | andai se qui noé

cherche et se crée des personnages qui symbolisent les valeurs de la République. Pour
garder en mémoire cela, pour fédérer cette candeur populaire, pour se souvenir, rien de

mi eux qubdune t embet eumedbijqui ndbest pas sans transmet:t
QUELQUES HEROS MARINS

Le premier qui a eu |l a qualit® de h®ros mariti me, co
bataille de Gibraltar en 1607. Selon |l es t®moignage
hommes. Ce't engagement tot al arrive aux oreill es de I
développement de pamphlets, de poémes, de portraits. Un tombeau est érigé le 5 juin

1607 a Amsterdam aux frais des Etats -G®n ®r aux, cbest |l e premier cas,

d 6 Or a n g luiaawaia bénéficié de ce traitement. Sur le tombeau, figure une épitaphe
et une représentation de la bataille. Plusieurs peintures sont réalisées a postériori de la

bataille. Celle de Vroom co%te 6 000 florinsSudd®poque
|l e tombeau doéHeemskerck, figurent son casque, son ®pe
|l 6a tu®, comme une relique.

Le second h®ros, nous | 6avons d® " rencontr® : cbest
reconnu par les Etats -G®n ®r au x, m° noma &d mehéd poartieicompte de la WIC.

Une compétition entre les Etats Généraux et la WIC se crée pour la possession des
symboles et des signes de cette victoire, comme les drapeaux ennemis par exemple. Piet

Hein décede en 1629 dans une campagne contre | es Dunkerquois. Sa tombe se trouve a

Delft. Ses armes, ses armures et signes de commandement dont déposés. La procession

sera suivie par 585 proches et pr s doéun millier de g
qubében 1638 suite 7 un ate-G®Hh BFr auxnt kF damiesa Ett® et Il a b
Delft. Il sera financé en définitive par VOC. Le tombeau est en marbre, réalisé par Pieter

de Keyser, déune c¢c®l bre famille de scul pteurs, gui

dOEr asmeb64.

Le troisieme héros et non des moindres, cbest Maerten Tromp.
dans deux confrontations majeures. Le 18 février avec une flotte de 10 navires, il met en

déroute 22 navires dunkerquois leurs causant la perte de 1 800 hommes. Il recoit des

Etats - Généra ux et des Etats provinciaux de Hollande des chaines en or. Louis XlII, roi de

France, le récompense aussi car il empéchait ainsi les Espagnols de recevoir des renforts :

il est fait chevalier de | 6ordre de Sai ntuiéhvorehel . Qu e
une troisiéme chaine en or. La seconde confrontation est la plus célébre. Elle a lieu le 21

octobre aux Dunes ou les Espagnols perdent prés de 7 000 hommes. Cette bataille a une

signification particuli re. El | e meleseduk dunérdde 6 h®g ®mo n
| 6Europe ainsi qubdaux pl aBnass.d 6Gorevsats iuonne dveisc tPobaiyrse |1 mp
marine hollandai se qui depuis 1627 ndavait pas r®alis
apparait alors comme la force militaire maritime en Eu rope.

Cette victoire des Dunes est suivie de récompenses financieres, de la frappe de médailles

comm®mor ant cette rencontre et de festivit®s banqgue
XlI'l'l anoblit Maerten Tromp. Des di zatimpiméed@ellemages et
de Salomon Sauvery montre un combat entre | e navire
espagnol, ®v nement qui nbéa jamais eu lieu ! Les amir
de cette bataille comme les gravures faites par Balthasard Flor isz van Berckenrode. Tromp

meurt le 10 ao(t 1653 dans un combat contre les Anglais. Son corps sera transporté avec
soin a La Haye. Lors de son enterrement le 5 septembre, il est emmené avec ses armes et
ses attributs de héros marin (son drapeau, ses gants en fer, son heaume, ses éperons de



chevaliers et son épée). Il est porté par ses pairs, suivi par les membres des Etats -

Généraux, les différentes structures étatiques et sociales, les magistrats, les officiers

administratifs et militaires, des bourgeois et le reste de la population. Il est amené de la

Haye a Delft, salué quatre fois par des tirs. Une femme écossaise se dit contente de sa

disparition : la population saccage sa maison. Il existe plusieurs portraits réalisés par

différents artistes destinés au X amirautés ou a des particuliers. Un buste de marbre est

réalisé par Rombout Verhulst : Tromp est représenté sur son tombeau avec des tritons,

des figures marines. Les Etats -Généraux promettent 10 000 florins (120 000 livres

tournois) a la famille pour ex écuter le tombeau. Celui  -ci est terminé en 1658, la veuve ne

sera pay®e qubden 1661 mais elle percevait toutefois ¢
amiraut ®s ddéAmsterdam et de Rotterdam (60 et 20 flori

Jan Van Galen est | 6un desneanges,  ohD®taetsgqgde mammanc
ne faisant pas partie des officiers généraux, figure dans cette galerie de héros65. Sa mort

en 1653 a Livourne a lieu dans des conditions « héroiques ». Il lutte contre des forces

supérieures et réalise un geste « h éroique » : une canonnade le blesse pour la seconde

fois, ses proches | 6emm nent dans | dentrepont o% | e |
jambe. Il Dboit un verre de vin et sdé®crie que |l es ¢ T
leur canonnade. Il se lé  ve alors et se fait mener sur le pont ou il continue le combat. Il

mourra des suites de ses blessures une semaine plus tard. En reconnaissance de sa

vaillance et de son courage, les Etats -Généraux autorisent la publication de sa vie et

I 6 ®di f i c a tomlmeren ndatbre teeminée en 1656 par Rombout et Keyser.

Witte de With est un personnage patrticulier. Il est populaire malgré son sale caractére. Sa

mort en novembre 1658, est suivie de | a parution de n
peu de temps aprés p  ar ses proches66. Il aura droit a une sépulture qui ne sera terminée

gudben 1669 et dont |l e co¥%t sO6® vera °~ 4 000 florins
G®n®raux et 1 000 par | 6amiraut® de Rotterdam. Le mon
entrain de so6®t ablir. ! y a@a un gisant avec des ar mes, [

inscriptions latines et des images de Neptune et de Mars.

Avec la seconde guerre anglo  -hollandaise, les premiers a étre héroisés sont deux nobles.
Le premier est Jacob van Wa  ssenaer Obdam, le vaincu de la bataille de Lowestoft. Cette
rencontre est une cuisante défaite hollandaise provoquant un scandale politique et une
immense émotion parmi la population. Une enquéte est menée pour connaitre les
coupables de cette défaite. Cor nelis Tromp dirige la commission et blanchit Johan Evertzen

mais | a raison do6f£tat en d®cide autrement : il est d
cette défaite proviennent des instructions données a Van Wassenaer Obdam, ainsi que des

manifuvres qeucei caeviauiit transmi ses aux capitaines qui I
combattre dans de gros affrontements. Van Wassenaer
of ficier g®n®r al déorigine noble © d®c®der dans cette
Kortenaer. Tous |l es deux b®n®f i ci eront ddéun c®notaphe. P
ddObdam, |-6®n®t aux donnent une somme de 12 000 florir
| 6accord de Il a famille est |l e jeune Eggers. L6Tuvre
nouveauté,la pr ®s ence dobéun baldaquin (le seul pr ®c®dent est
dit le Taciturne). Des figures allégoriques représentant la Bravoure, la Prudence, la

Vigilance et |l a Fid®lit® entourent | e corps. Le c®not

florins aux Etats -Généraux. Il est réalisé par Rombout qui le termine en 1669. Il est
classique avec le héros dont la téte repose sur un canon et les pieds sur un casque avec a
cOté ses armes.

Les Etats -G®n ®r aux nodédont pas, seul s, | Bfnhctéemasi mardescpep
avaient pas | e monopole : cbdbest aussi un espace occup
pas oublier | 6exi stence dbébune <certaine rivalit®, VOi
Hol |l ande et cell e de Zenelparnids.e [pbaor’ |leas dE®Rcaitssi ode Zeel a
tombe pour les fréres Cornelis et Johan Evertzen décédés a la suite des combats de juin et

a o Yt 1666. Cbest une premi re pour | a province qui di

mais aussi une premiére dans la conception du tombeau : le cénotaphe accueille les deux



fr res clte 7 clte. La commande né6éa | ieu qubéen 1680
Verhulst. Le tombeau sera terminé en 1685 et payé par la famille.

LE PLUS GRAND DES HEROS : MICHIEL ADRIAEN DE RUYT ER
De Ruyter meurt le 29 avril 1676 dans un combat contre la flotte francaise. Son corps
arrive au large des cotes hollandaises le 30 janvier 1677. La nouvelle de son déces

provogque un choc dans | e pays, | a popul ati otfiprend r a
déune p®riode avec |l a mort de ¢ | 6Achill e Holl andai s
1676 de | a r®alisation déun tombeau dédhonneur et prop
débute une procession qui sera saluée sur son passage, par tous les forts et les navires.
Léarriv®e ~ Amsterdam a |lieu |le 16 f®vrier. LO&i nhumat
gants, les armes, les armures, les casques, les signes de commandement sont apportés.

Le corps est porté par ses pairs et suivi par les repr®sentants de | 6£tat, [
proches, |l es ambassadeur s, |l es consuls du Danemar k e
bourgeoi s, la foule. .. plusieurs centaines de gens.
626 florins, somme qui aurait da étre r églée par les Etats Généraux mais qui le sera en

realit® par |l a famille et | édamiraut ®. Le tombeau est
commenc® en 1677 et ne sera achev® quben 1681, dur @
différend survenu entre Rombout et la famille qui se verra contrainte

la somme de 5 122 florins. Le cénotaphe comporte des inscriptions latines, une description
des services de De Ruyter et de la bataille, un gisant, les armes du défunt et tous les
symboles de son comma ndement. De son c6té, la famille méne une action afin que la

popul ati on, l a nation se souviennent de cet homme et
peu de temps apr s doune i mmense biographie commenc®e
documents que luila issera consulter Engels de Ruyter.

La famille est ainsi un ®| ®ment tout aussi capital da
|l e voir dans |l e cas de De Ruyter. (! néest pas | e s
Etats - Généraux pour se plaindre de ce qgue | don ne reconna’t pas | 6acti
frére. Les Etats -G®n ®r aux donnent raison °~ sa plainte et demat
de sbébex®cuter, ce qui sera fait par |l a r®alisation db
La question que | 6historaoiem pe®urpmpwei etsdausden dsoanvt pas
m° mes ®gards. Apr s | e facteur ¢ bataille e, | 6i mpo
|l 6officier sert constitue wun autre facteur. Ainsi C
doAmsterdam et de Rot t emaisenDars te$ autce® amirautges, iinfe®t, la

plupart du temps, avoir ® ® |ieutenant g®n®ral . Le su
Lbexi stence doéune compd®etiddr rivaiités emra kes vdles etdes Eglises

nbdest pas nenkplsise: Obdam est enterré a Utrecht et van der Zaan a Dordrecht,

soit hors de | 6amiraut ®, ce qui constitue une except
tombeaux des héros entre la Oude Kerk a Amsterdam et la Sint -Laurenskerk de Rotterdam

est forte. Et toutes les amirautés ne sont pas assez riches pour pouvoir financer des

d®penses ®l ev®es. En Frise, il nbébexiste pas de tombe
tous ces personnages ndont pas |l a m°me envergure nat.
Tromp seront les seuls a atteindre méme une renommée quasi internationale. Celle -ci ne

di mi nue dobéaill eurs pas par |l a suite, preuve en est, |
personnages. Selon les décomptes effectués dans les catalogues des images et pe intures

de Muller et Van Someren des années 1880, pas moins de quarante officiers de marine ont
été représenté rien que pour le XVllle siecle. De Ruyter est en téte avec 45 images

dépassant de peu Maerten Tromp avec 44. Beaucoup de celles -ci sont visibles dans les

mus ®es de Rotterdam et déAm
En guise de conclusion, |l a construction de | &6£tat nat|
est 7 mettre en parall le © celle de | a France et de

relation entre la popul  ation et cette institution, notamment depuis la Révolution. Rien de
comparable ne semble exister en ce qui concerne la marine. Certes, la France a rendu
hommage a certains de ses officiers mais bien plus tard, au XVllle ou au XlIXe voir au



début du XXe siéc le, notamment comme lors des hommages nationaux rendus a la
dépouille de Jean Bart.
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Notes

59 Rappelons que les seuls débarquements sur Walcheren auront lieu en 1809 par les
Anglais, et en 1944 par les Alliés. Le premier sera un échec pour les Anglais, mais pas le

second.

60 Titre d'un chapitre de Jan Glete de son livre, Warfare at Sea 1500 -1650. Maritime
Conflicts and the Transformation of Europe, Routledge, 2002, 231 p.

61 Une description dramatique en a été faite par Alexandre Dumas, dans son roman La

Tulipe noire de 1850.

62 La premiere bataille mar itime des Hollandais a eu lieu en 1214 devant Damiette et la
dernieére en 1942 dans la mer de Java sous le commandement de Karel Doorman.

63 |1 y a certes | e mythe ancien des Bataves, vaill a
pour | 6dacqui sintendesterred | € ma
6 4 Pour une description du tombeau, voir Ronal d Pr

Zilvervloot. Biografie van Piet Hein, éditions Arbeidpers, 2003, le chapitre 6.
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GreenSteam: making Al analytics acces sible

GreenSteam scientists have spent the last 12 months improving the clarity and accuracy
of Al analytics for ship performance insights. The company has launched two new solutions
to improve access to high quality, high -frequency Al -driven data.

One of two major challenges shipping companies face today when looking to optimise
vessel performance is acquiring clear, accurate and trustworthy data. A second challenge
is knowing how to gain knowledge from that data to improve vessel performance.

According t o GreenSteam CEO Simon Whitford, while the data for improving ship

performance exists, understanding what this data means for vessel performance is a

fireci pe for confusion, 0 he noted during a webinar O6AN
vesseldata & data collectiondé [ 1] held on March 23 and ho
platform, VPO Global. He explained that there are 17 critical parameters that significantly

affect vessel performance and in order to make noticeable improvements on the

performance of the vessel, these parameters must be fully understood.
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According to GreenSteam, there are 17 key parameters that affect the performance of a vessel,
but plotting just six of these is already a “recipe for confusion”

For owners and operators, it can be an overwhelming task trying to make sense of high -
frequency, complex data sets. Moreover, identifying the impact of natural variables such

as weatherand s ea temperature versus manmade decisions like course and speed, versus
biological influences such as hull and propeller fouling, is an additional complexity that

needs navigating to better understand vessel performance.

The image demonstrates the complexity of trying to understand these 17 variables their
impact on vessel performance. The graph only plots six of the 17 parameters over a 12 -
hour time period but is already complex to look at. Adding more variables into the graph

only exacerbates this. Mr Whitf ord likened this situation to 17 people from different
countries speaking different languages at the same time, trying to communicate but

without much success.

Greensteam has spent 13 years trying to master this complex subject and believes that Al
is esse ntial to managing this kind of data and in finding patterns that can makes sense of
the data.

Non - artificial intelligence (Al) methods can be used, but the GreenSteam CEO says these

solutions fAcannot handl e anything quit ¢ofiltleiokt®O t hes e

per cent of the data in an attempt to make the data manageable. This changes the problem

you are trying to solve and doesn6é t give you
Mr Whitford noted that until now, the world of vessel performance man agement has been
split into two parts. One is manual noon reports and the other is automated high -frequency
data collection, of which currently only makes up a small proportion of the fleet.

According to GreenSteam, a major problem is that a lot of manual are misreported, which

in turn holds back the accuracy of Al models. Mr Whitford noted that some of the 17
variables are more susceptible to misreporting
fuel consumption is obviously subject to some biases he re. o

cl

17

a

C

AThe overall problem is that aqualityVessel datalarethativee | | i gence

necessities. Thatés clear. The problem is that
Nothing is simple. With all the problems in inaccuracies of noon re ports, it looks like for
the moment, we' re tied to relying on autolog data, which expensive and difficult to install.

And then, since Al models are so data sensitive, it takes them quite a while to see enough

data to get to know and understand vessel perf ormance. This means the waiting time for
good results is about 90 days. o

Mr Whitford went on to say that while this is possible for an owner operator that has the

time to wait to ensure they have the highest accuracy of vessel specific models, for most

vessels that are on a short  -term time charter, this 90 day wait time is too long.

C



He believes that Afartificial intelligence is essenti
wor kabl e approach to understanding vessel performance
In 2019, Gree nSteam began a project to bring clarity and accuracy of Al analytics to every

vessel across the world fleet. The first challenge they looked at was how to cut the time to

get a decent Al model to one third of typical 90 -day time period, making it suit -able fora

much wider group of ships. The second challenge | ook
Whitfordbés own words, finoon reporting of the data neece
increase frequency accuracy and make reporting transp
The result was the launch of two new applications T a hybrid Al model and an app called

GreenSteam Capture.

The hybrid Al mod el is based on 13 years of GreenSte
various types of vessels and segments. Data scientists across the UK, Denmark and Poland

have brought the hybrid model concept to life in the last 12 months. The hybrid Al model
learns not only from the vessel specific data, but also takes more broader lessons and
gui dance from vessels that have prevrimously used Green

The hybrid model can deliver Al clarity after just 30 days of good data. The model makes
very few assumptions; instead it continuously searches for patterns in the data to predict
the power required from various inputs on the vessel.

The c¢ompan yndnew tecanology, which it started working on in September 2019 is
called GreenSteam Capture. The initial question that started off this project was how to
get accurate vessel data, especially fuel consumption data, without manual entry from any
gauge or metre on every vessel. The solution also aims to increase the frequency of data
collection.

GreenSteam Capture is a downloadable app, which a seafarer can use by simply pointing

it at a metre which captures the image and converts it to data. It also provid es task lists
to remind the operator when readings are required. Every reading is date and time stamped

for accuracy. The app can read any metre on any vessel and can be used worldwide.

The app also triggers smart alerts so that onboard or onshore personne | can make timely
decisions. Operational teams are alerted to investigate when thresholds are breached, so

that remedial action can be taken. For example, if the hull is underperforming, intervention

can be arranged to precent additional fuel consumption.

AiThe key factor about GreenSteam Capture is it wvalid
every metre. With our new hybrid model, which gives clear, accurate Al analytics after 30

days of good data, and GreenSteam Capture, which provides three to four times as much

data as noon reports, we have taken a good step towards democratising data collection for

al |, and making Al analytics available to every ves
expl ained. iwWe donot need equi pment 0 n baurapatiénce and we

waiting for good results. o
ns
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2021 Was a Year of ANRessurect
Vessels Deemed Obsolete Just a Couple of
Years Back

Vessels classes deemed out of favor and obsolete a few years back , made their glorious

return during 2021, riding the wave of favorable market conditions, both in the dry bulk

and the container segments. In its latest weekly report, shipbroker Intermodal noted that

fiback in early June 2021, t hrdedwihahevell bknowkouates © i nsi ght



AA rising tide Iifts all boats. o0 Today, comparing the
turned on dry and container during the pandemic it is interesting to see how the sizes

deemed Aobsol eted or iout dhave gedodmedand how mvesting in  u s
shipping can be more basic some times than we tend to

According to Intermodal 6s SnP Broker , -kMwnandforamos Papad
long time popular 28k dwt BC was by most classified as outdated durin g the market ds
downcycle over the previous 5 years. On the container segment, the panamax and post -

panamax ships were deemed un -fixable and there were many of them around 10 years of

age that got sold close to demo levels back in 2017 -2018. During the abov e period, along

with the panamax post panamax ships, the 1700 I 2200 feeders were also sent to the

beach frequently. A lot of them were sold strictly for demolition as the thinning of the fleet

was necessary based on the liners and charterers for the read; ustment of the supply -

demand balance. But there were a lot of them circulated for further trading before

eventually sent to scrap yards. Where | am going to with this is that these ships were

passed by some but others did buy some of those un -fixable ships purely because they

were priced around demo | evel so.

The 2017 built 81237 t DWT STEFANOS

iShip owners bought ships at a bad mar ket purely beca
very cheap. So, it was a matter of confidence and buyer reflex. These buyers did not

anticipate that a 10 -12 year old ship that could actually be scrapped at the time to be

valued north of 50 million in 3 years time or that she would be making 100k pd for 90s

days or 50k for 3 years. The buyers purely acted on
money from a ship bought at scrap levels then maybe you should do something else. This

is a rather tough and in many ways unfair concept and one can and will argue th at these

sort of bets/gambles can be placed by owners with the financial capacity to subsidize such

assets, which is true. But if you ask the buyers of those ships they will tell you that it was

not a gamble. They bought a ship at demo levels and with the potential to trade her maybe
for another 10 years, so the long -term investment horizon in shipping does count. They
got lucky indeed but luck some times is nothing more than acting when the opportunity

appearso, Papadimitriou noted.


https://www.flickr.com/photos/33438735%40N08/51818346438

iAiThi s was n o tontheecentainay sefjment. Buyers went after 28k dwt that where
not priced at demo levels, but they had a significant discount compared to the rest of the
Handysize segment. Again nobody anticipated what would follow in 2021 but the idea of
buyi ng a dhigeverdibit is considered outdated paid up in this highly cyclical
business. | guess this is what makes shipping so special and even though it is an open
industry, it is not for everybody.

Thank goodness! o, Intermodal 6s analyst concluded.

Source : Nikos Roussanoglou, Hellenic Shipping News orldwide
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Silver celebrations as The Navigator
publishes its 25th issue

The Nautical Institute is celebrating a special
milestone for The Navigator, the free magazine
-5 7| aimed at maritime navigators around the world.

LN S T

The new issue, which is published this month, is
the 25th edition of the award -winning publication
launched in 2012.

Articles include a look back at a few of the top
tips shared in past editions, an interview with
Senior Vice -President of The Nautical Institute
and distributor of The Navigator, Captain André
LeGoubin FNI, a collage of reader photographs
and letters and a reminder of some of the
technology articles written by Dr Andy Norris
FRIN FNI on behalf of the Royal Institute of
Navigation.

David Patraiko FNI, Director of Projects for The

Nauti cal Institute, sai d: AThe Navigator was origin:
professional navigator recognised the importance of navigating. It has gro wn beyond its
original brief, however, as i tds not just navigators

company directors and engineers have enjoyed it too.
"As we hit our 25th issue, | would like to take the opportunity to thank our volunteer

distributo r s, wi t hout whom we coul dnét afford such an ente
have done from getting so many copies onboard ships around the world. | would also like

to thank the International Foundation for Aids to Navigation (IFAN), supported by Trinit y

House and Steamship Mutwual, for their generous fundin
The Navigator is produced by The Nautical Institute with support from the Royal Institute

of Navigation. Itis available as a free pdf or as a digital magazine via The Nautical Ins titute

website and dedicated app. Printed copies are distributed alongside The Nautical Institute's
membership magazine, Seaways, and through missions and maritime training
establishments. Click HERE to read the latest copy of The Navigator today.
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https://www.nautinst.org/resource-library/publications/navigator.html

Where automation ends and autonomy
begins

As the marine industry increases its use of automated processes, and atrtificial

intellige nce matures, the time is ripe for a clearer understanding of when an
automation system becomes an autonomous one, writes Dr. Kalevi Tervo,
corporate executive engineer and global program manager at ABB Marine &

Ports.

Navigation on autopilot

Automation s ystems rely on clearly defined logic, mathematical models and algorithms to

gui de their actions. An example is a shipb6s autopil ot
according to a predetermined setpoint i such as true heading at 90 degrees. The autopilo t

senses the vessel ds heading using a gyrocompass, anal

and desired heading and adjusts the rudder angle accordingly.

Mathematical models and algorithms can be designed to enable a conventional automation

system to handle v ery complex tasks, but the technology is only as sophisticated as the

inputitreceives 1Tit cannot O6thinkd for itself. 1 f the actual
the plan, the system is missing these inputs as well as the capability to analyse tho se, and

therefore is unable to respond appropriately. As a result, human intervention is required

to bring the operation to a successful conclusion.

For instance, if the vessel is on course to collide with another ship, the ability to understand

therisk a nd adj ust course in |line with the rules of t he
perception, understanding and decision -making capabilities. So, while a standard

automation system can sense, analyse and act based on existing input, it lacks the ability

to reco gnise and comprehend unexpected threats and present solutions to deviate from

those inputs and mitigate the risks associated with the situation.

An autonomous system, by contrast, simulates these human faculties within the scope of

a particular operation. An autonomous navigation system would be able to perceive
another ship, interpret the threat and change course to prevent a collision in a safe and
efficient manner. However, in the foreseeable future even an autonomous system would
require a human in the loop to complement the operation in a collaborative manner. In
fact, the combination of human capabilities and experience, and autonomous technology
can do a better job together than any one of the two could do alone.

ADBE Marina’ rnntenl

Automated a  uxiliaries



Autonomous and automation systems are not only used for vessel navigation; the
technology is also deployed in auxiliary machinery such as cranes. An advanced automated

(but not autonomous) crane can adapt its behavior depending on factors such a s the length
of a rope or the mass of a load. The effects of these variables are relatively simple and can

be described with mathematical modeling.

Again, however, if the automated crane was presented with an unforeseen obstacle

preventing it from hoisting the load, it would rely on the intervention of a human operator.

An autonomous <crane, on the other hand, could operc
presented an obstruction and find an alternative path by which to move the load. Again,

the human supervi  sor would be on hand to intervene if necessary.

The distinction between automation and autonomy, then, lies in the presence, or absence,

of the decision -making cycle that includes perception, understanding and problem -solving.
In short, a system can be con sidered autonomous where technology steps in to handle

multi -sensory perception and interpretation of the current situation based on previous

experience or learned concepts to apply spontaneous problem -solving.

It is worthwhile to note, however, that auton omy is not about an d6all or nof
A system that begins to compl ete or exieundefstandiagny aspec
i problem -sol vingd | oop can be considered to have aspects

fact that such a system is ab le to partially or fully execute tasks which, by contrast, would
be only done by human in an automation system.

The far end of the spectrum

Although autonomous systems can mimic certain cognitive processes and take action

towards a favorable outcome, toda y their abilities are limited to specific tasks T like
navigating a ship or controlling industrial machinery. A fully autonomous system,
regardless of the context of its application, would apply humanlike creativity, judgment,

learning and knowledge to sol ve any number or any type of problems in any context.

Today, 6generic Al 6 does not exi sti,atleastdi hbeforethes | i kel y
technology with the ability to learn any type of application emerges without context - specific

tailoring. And e ven then, humans will remain key for supervising the vast majority of

shipboard activities. Yet, even in its current stage of maturity, autonomy is a valuable tool

which is easing the physical and mental burden on shipmaster and crew and which T

already 1 is changing the roles of those working on board ship for the better, safer and

more efficient operations. And even when the level of automation increases, we will always

need competent crew working alongside the technology.
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Developments at OCIMF

In its May, June and July newsletters, OCIMF reported on finding a pathway with climate
change, West Africa piracy government initiatives, and concerns about marine loading arm
maintenance, and much more

Recently things have been quite quiet in the Middle East, but you will be aware of the
terrorist attacks on two tankers over the past few days [late July 2021], Mercer Street in

the Arabian Sea and Alberta in the Red Sea i resulting in the deaths of two seafarers on
Mercer Street, 0 said Rob Drysdale, managing director of
ficondemnation from various <countries has followed ar

escalation in the region. | sincerely hope that the situation is not allowed to get out of
control .o



Climate ¢ hange

For climate change initiatives, fithere is so much goi
difficult to track what has already been done, what is being done today and what still needs

to be done, o0 Mr Drysdale said.

OCIMF is reviewing what role it wi [ take in greenhouse gas emissiof
cannot be involved in everything, so we need to focus our collaboration efforts where we

can best bring value for our members and for the mari
fiNew fuel s, whet her carbop, garbarrneutral @ detocarbdn, are going to

be a big part of the solution.o

iThe technical chall enges are huge, in fact, technic
have any chance of catching up with the ideas for new fuels and hitting the deadl| ines set

by I MO for 2050 | et alone the aspirational targets al
ioOne of the problems not yet fully appreciated is the
fuels on bunkering, storage and handling onboard. o
OCIMF hasjoined a fASafety of Future Fuelsodo working group in
the ATogether i n SafEpsytogetoedrsdfeiyinio/b n  ( This group is doing

a Strength, Weakness, Opportunity and Threat (SWOT) analysis of various fuels, and risk

assessments.

West Africa piracy

OCIMF noted that the first meeting between the Nigerian government and the Inter

Regi onal Coordination Centre (1 CC) Yaound® was hel d ¢
Maritime Co llaboration Forum / Shared Awareness and De -confliction (GOG -MCF/
SHADE) . 0

The Yaoundé Interregional Coordination Centre in partnership with NIMASA (Nigerian
Maritime Administration and Safety Agency) and the Nigeria Navy chaired the meeting.

i Thi s igelandmaik in the j ourney to addressing maritime piracy, kidnap and ransom
in the region. There is still a lot to do, but with the collaboration of all stakeholders | am

confident of success, 0 said Rob Drysdale, managing di
The Director G eneral of the International Chamber of Shipping (ICS) made the following
remar ks at the meeting. iRegi onal coast al states are

law enforcement, judicial processes, and military capabilities to establish maritime security
in their waters.

iAmong these, Nigeriabs Deep Blue project is notable.
promising project in the region right now and has the potential, over time, to be a game
changer to the fight against piracy. o

OCIMF alsosaiditwa s pl eased about Nigeriabs fiDeep Bl ued mar it
is a significant investment in military and law enforcement infrastructure to secure its

maritime domain and address the ongoing piracy issue
i Managed b yerian Maitini¢ Safety Agency (NIMASA), the multi -agency project will

significantly increase maritime security in the region. A central command and control

centre based in Lagos will oversee a network of integrated assets including two special

mission vesse Is, two special missionlong  -range aircraft, 17 fast  -response vessels capable

of speeds of 50 knots, three helicopters and four airborne drones, providing 24/7 cover for

the region. These complement the Yaoundé ICC structure offering real capability to bot h

Ni geria and the region. o

AOClI MF hopes Deep Blue assets, coordinated with the
programmes through the mechanism of the GOG -MCF/SHADE, will seriously impact on the
ability of pirate groups to prey on merchant shipping

IACS meeting


https://togetherinsafety.info/)

OCIMF joined an International Association of Classification Societies (IACS) meeting on Jul

19-21, for an update on progress on working groups, in
event in Autumn. The three parties represent shipowners, shipya rds and class, discussing

design, construction and operation of new and future ships.

Themes of the discussion were decarbonisation, human -centred design, design safety and

digitalisation. There were updates on fire risks due to leakage from low pressure f uel pipes,

and on the joint industry working group on anchoring equipment.

Mooring equivalency

OCIMF has initiated and is funding a joint industry project to study the performance of
mooring systems, in order to see how alternative mooring systems compare . The project
is being led by research institute MARIN.

Examples of alternative mooring systems are vacuum pads and magnets. There have been
growing safety concerns about conventional (rope based) mooring systems due to injuries
after ropes have snapped.

AOCIMF supports the application of new technology when its safety and reliability can be
demonstrated, 0 OCI MF said.

The MARIN led project will also identify the most important data to analyse, when assessing
a mooring system.

Root cause investigations

At t he IACS meeting, OCIMF presented an update on an IMO submission to MSC 104 to

amend the Casualty Investigation Code to mandate root cause investigations.

This follows OCIMF6s analysis of an -CR@nstltincidggt i on r ep
(collisio n between a tanker and bulk carrier off Shanghai in 2018 with 32 casualties). The

analysis showed a lack of evidence related to human factors were identified during the

investigation.

SIRE 2.0 inspector training
OClI MFb6s SIRE 2.0 traini EGATA acorgdited imypertors eegan With tRe

first course successfully conducted from 19 -23 July.

Each course consists of a segment on human factors and non -technical skills, delivered by
industry experts, and has segments on technical skills as well as a focus on Ethics and
Code of conduct.

Online courses are being held weekly in different time zones to facilitate the transition of
existing SIRE inspectors to the SIRE 2.0 programme, which will commence on 1 April 2022.

Website / annual report
In July, OCI MF rolled out a new website at ocimf.org . The content is now available in nine

|l anguages. il believe it is much more intuitive than
you to navigate, 0 said Rob t@rysdal e, managing direc
The 2021 OCIMF Annual Report, covering activities throughout 2020, is now available to

download from the website at OCIMF - Oil Companies International Marine Forum - Annual

Reports

Marine Loading Arm failure

OClI MF noted that the UKYsEMeauthven@@HSEfehas issued a
after a catastrophic failure of a Marine Loading Arm (MLA) at a UK terminal.

This was found to be due to lack of lubrication, leading to a failure of the pivot.

In its report, the HSE Alert referenced OCIMF do cuments 1 the SIGTTO/OCIMF Jetty

Maintenance and Inspection Guide 2008 and OCIMF Design and Construction Specification
for Marine Loading Arms 2019.


http://ocimf.org/

OCIMF is currently revising the Jetty Maintenance and Inspection Guide and will take into
account immediate  findings for inclusion into the revision of current guidance for MLAs, it
said.

California berth emissions

OCIMF has joined a workshop organised by DNV, related to their technology assessment
of emissions control regulations being considered for vessels at berth in California.

The full name of the regulations is A2020 amendments
(CARB)Ocean -Goi ng Vessels at Berth Regulation. o

Over 40 stakeholders joined the workshops, representing ports, terminals operators,

shipping ¢ ompanies, equipment vendors, trade organisations, Classification Societies, as

well as oil companies (OCIMF).

The discussion included understanding requirements for shore power technology,

categorising the finoveltyo | evel danfg criichl eigke @QIMF | nv ol vec
provided input on engineering, operational and safety aspects in connecting shore power

to tankers. A future step will include assessing threats and risks.

Infrastructure

OCIMF participates in a number of working groups from the World Association for
Waterborne Transport Infrastructure (PIANC).

This includes working groups on design and assessment of marine oil, gas and
petrochemical terminals; design and
assessment of marine single point mooring and multi point mooring facilities ; design of
fender systems; criteria for acceptable movement of ships at berths; mooring bollards and

hooks; met ocean related risk in construction of marine works; and inspection,
maintenance and repair of waterfront facilities.

OCIMF members provide expe rtise from the oil and gas sector, in operations, inspection

and maintenance of infrastructure.

Tanker Accident Database

OCIMF encourages tanker operators to register with the Tanker Accident Database, so they

can submit reports about accidents, which are then anonymised, so that OCIMF /

Intertanko is only able to read about the accidents, not the company involved.

The database is operated by an independent company, MIS Marine, on behalf of OCIMF

and Intertanko, but with OCIMF / Intertanko not having any a ccess to the data collection

area.

Data can only be submitted by vessel operators holding a Document of Compliance.

The way the system maintains anonymity is by having two separate digital systems. The

data is entered into a first system, all information t hat could possibly identify a company

is stripped away, and then it is added to a second system.

The data is used for statistical analysis, trending and benchmarking.

iDespite being l aunched during a gl obal pandemic n
registered a nd begun submitting data.

The more companies that join them the better the data
information is at https://www. tankeraccidentdatabase.org/ British Standards Institute

OCI MF has joined the HAMariti me WaertkesBotishcStanmdawdst t ee CB/ 5
Institute.

It monitors European and international activity in equivalent work areas, particularly

Eurocodes and optimisation of UK influence.

It oversees the BS 6349 series of standards that provides guidance on the planning, desi gn,

construction and maintenance of maritime structures.



STS hoses guidelines

OCI MF has a new paper, AiGui delines for the Handling,
Testing of STS Hoses. 0 It is designed to be used toge
and ISGOTT. It is available from download from its website.

Meetings

The Environmental Functional Committee met on July 2, to finalise the committee
environmental plan, to review progress on emerging risks, and to review recent IMO
meeting briefs on greenhous e gases.

The Human Factors Functional Committee met on June 23, looking at an information paper
on the human factors element for the TMSA, due to be published in Sept 2021,

contributions to SIRE 2.0 including human factors training and a review of human fa ctors

related questions.

OCIMF held a meeting of its executive committee on Jun 9 -10. Topics included a strategy

implementation update; in -depth di scussion on OCIMFb6s draft Envir
resourcing; update on SIRE 2.0 progress; 2021 financial projection versus approved

budget; principal and Functional Committee updates. The next meeting is scheduled for 1

December 2021 in London.

OClI MF6s Maritime Security Committee held a meeting ol
of OCI MF6s Ri sk @éndconmpketmg new dguidamae forithe Employment of PMSCs

(Private Maritime Security Contractors); reviewing the Indian Ocean High Risk Area.

The Programmes Committee met on June 15, making decisions on the Vessel Inspection

Programme (VIP) project that will deliver SIRE 2.0, new criteria for becoming a Programme

Submitting Company, review of work experience requirements for applicant inspectors,

launching of the revised Programmes policies, procedures and user guidance, and

launching of the Programmes Partic ipants Code of Conduct.

Barge inspections
The European Barge Inspection Scheme (EBIS), which has been running by oil and

chemical companies since 1998, was transitioned 1intoc
(SIRE) programme on 1 January 2021, to create a si ngle barge inspection scheme within
Europe.

There has been-EBn SAOQOClaMB i ti on Taskf-&EBISelmspedtiond a fABI (
Wor ki ng Groupodo managing the change.

Half of EBIS members are now approved by OCIMF to commission 1Q -EBIS9 inspections
within the SI RE programme.
This article is a summary of OCI MF&6s newsl etters for

ison ocimf.org

TankerOperator
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What does demurrage cover?

The Court of Appeal has handed down an important judgment in K Line PTE Ltd v. Priminds
Shipp


http://ocimf.org/

The Court of Appeal has ing (HK) Co Ltd (Eternal Bliss) [2021] EWCA Civ 1712 in which it
overturned a first instance decision as to when an owner can claim damages f or delay, as
well as demurrage.

Demurrage provisions provide an agreed or liquidated figure for the damages payable for

detaining the vessel beyond the agreed | aydays.

of income during this overrun and demurrage is often thought to be a pre -estimate of this
loss, binding on both the owner and the charterer. What is the position if the owner also

suffers an entirely different type of loss? Can the owner recover this as well or is the owner

bound by and limited to t he agreed demurrage rate?

Such losses can arise in two different situations. It may be that the charterer has
committed two breaches of contract 1 failure to load or unload within the laydays and
another separate breach. If this is the case and the loss fl ows from the separate breach,
the loss is recoverable. However, what if there was only one breach? That was the situation

that the Court had to assume had happened in this case.

In previous cases and articles, there have been two schools of thought i one o f which
considered that demurrage covered all losses and the other that it only covered the claim
for the loss of use of the vessel during the detention.

The background facts

The owner chartered the vessel to carry soya beans to China. After tendering not ice of
readiness at the discharge port, the vessel remained at anchor for 31 days because of
congestion and lack of storage space. Once it started discharging, the cargo receiver

alleged that the cargo was caked and mouldy. They demanded security and event ually the
cargo claim was settled for approximately $1 million. Could the owner recover this sum

from the charterer for breach of their obligation to discharge the vessel within the laydays?

The Commercial Court conducted an exhaustive review of the author ities. It held that
damages could be recoverable in addition to demurrage, even where there was only one

breach of contract if the nature of the damage suffered by the owner was of an entirely

different type to the loss of use of the vessel as a freight -earning chattel during the period
of detention.On appeal, the Court of Appeal unanimously overturned this decision. The

Court of Appeal stated that it was open to parties expressly to agree that demurrage

covered all or only some of the losses flowing from a breach of the laytime obligation.
However, its task was to decide what the term
those involved in shipping in a case such as this one, where there was no express statement

as to what was covered by the term.

Similarly to the Commercial Court, the Court of Appeal reviewed the key decisions but took

a different view and decided that those authorities and the text books did not provide a

decisive answer. The Court of Appeal, therefore, approached the issue as a matter of
principle. It decided that unless the contract indicated otherwise, demurrage covered all

losses. Therefore, if the owner sought to recover damages in addition to demurrage arising

from delay, they had to prove a breach of a separate obligation.

Decisions for decision
The Court of Appeal came to this view for a number of reasons including the following:

1. The owner6é6s construction would deprive the

certainty that liquidated damages clauses are intended to provide and which a void
disputes of this nature. Therefore, if the parties want only certain losses to be
covered, they should use clear words to say so.
2. Any other decision would inevitably lead to arguments as to whether a particular
loss was or was not of a type covered by the clause.

3. Insurance, including P & | insurance was part of the costs of running the vessel and

Typic

fidemur

demur |

the consequence of the ownerdés interpretation wo

unliguidated liability for cargo claims from the owner who has insured against it to
the charterer who has noto.



4. Allowing the appeal would produce clarity and certainty while leaving it open to
individual parties or industry bodies to stipulate for a different result if they wished
to do so.

We may not have heard the last of this ma tter as the owner is seeking to appeal the

decision to the Supreme Court. If the decision is not disturbed, it is likely to provide

certainty as the Court of Appeal predicted. However, it will be interesting to see whether,

in future, owners or BIMCO take up the Courtés invitation to stipul
of demurrage in their voyage charterparties and whether charterers will accept this. The

decision may also lead to owners arguing that other breaches of charterparty have been

committed, including breaches of implied terms.

Source: Baltic Exchange
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2021 carrier bonanza could presage a crash
of the ocean titans in 2022

By Gavin van Marle

Reading supply chain industry tea leaves has become near -im possible over the past couple
of years. Nonetheless, the first missive from Fiata this year contains some notably spikey
wording, which suggests 2022 will see increasing opposition to the growing influence of

cash -rich box shipping lines outside their core business.

-

HAPAGS&s 2016 Hyundalds0BETEMh L MSRAH t arriving in Singapore from

Ningbo (China )

Newt onés third | aw of motion contends that, when two
force to each other, but in opposite directions. This may b e one of the cornerstones of his

theory of gravity, but it has also been applied in other fields of academic research, including

economics and, after | i n-emprafihsurgep, tha gghssare phat there mi ¢

will be a substantial backlash from their principal customers/ partners

freight forwarders.

Fiata said: iThe recent notice to user-BaeskGrouhe freig
and its integrated services which restricts access for international freight forwarders in

man y economies through shifts from contracted arrangement to spot rates, raises serious

concerns as to significant changes in business practice and the long established lex

mercator in the shipping industry.In purely business terms, freight forwarders are cur rently



in a weak position. Capacity remains exceptionally tight and, in any case, it is up to the
shipping lines to assign their capacity however they wish.

Secondly, the highly fragmented nature of the freight forwarding sector almost precludes
any co -ord inated response in the same way, for example, that the liner shipping alliances
were able to address the anticipated contraction in volumes during the early days of the
pandemic through blank sailings.

Necessity being the mother of invention, the best reco urse for forwarders to strengthen
their position will be through the law, and the Fiata statement focuses on the special
privileges many shipping companies have enjoyed for decades: the block consortia
exemption in Europe, various state subsidies that from time to time have staved off
bankruptcies and so oné

Fiata director general Dr St®phane Graber said: fAThes.
been accelerated and facilitated by the pandemic, have resulted in significant unanticipated

profits by 06t hmensde tthfeew ability to determine the viahbi
services in a now highly disrupted and volatile marke

to make price differentiations, which impacts free market competition. It is highly
regret table that these profits are not better used to invest in decarbonisation and a more
sustainable maritime industry. AThe protection affor
of economiesd antitrust/anticompetiti vegpastaadgnus!| ati on i
now be questioned in all jurisdictions as to shipping line marketplace domination,

competitive neutrality and price setting, o he added. (
carriers have been sailing close to the wind for a number of yea rs, but the lack of legal

action can be explained by the fact that, for most of
money. Now that they do, the lawyers are suddenly far more interested, and The Loadstar

knows several cases claiming antitrust infringemen ts by carriers that are in pretty

advanced states of preparation.

Source : the loadstar
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Les sous -marins Belges d'autrefois

par le Lt. Colonel hbre (R) Paul EYGENRAAM

La plupart des Belges !l'ignor ~ ent : seuls quelques vétérans de la premiére guerre mondiale

le savent ; il fut le temps ou la Belgique était bel et bien titulaire d'une flottille de sous -
marins modestement composée de deux submersibles. C'était au lendemain de la premiere

guerre mondial e. LaForce Navale d'aujourd'hui s'appelait le Corps des Marins et Torpilleurs

(CTM). Un corps issu du Dépét des équipages.

Les Alliés de I'époque, en vertu des dispositions du traité de Versailles, se partageaient la

dépouille de la Marine Impériale Allem ande dont la puissance avait dangereusement
menacé les flottes réunies de la France, de I'Angleterre et des Etats -Unis. Les grands
vainqueurs prirent la plus large part du butin laissant les miettes aux petits.

Déja en 1914/18 I'Allemagne de Guillaume I, dans le but d'affamer I'Angleterre en
compromettant son ravitaillement d'outremer; accorde une attention particuliere a la
guerre sous -marine qui en était encore a ses débuts. En 1917 plus de six millions de tonnes
furent coulées. Les importations britanni gues tomberent de 54 a 26 millions de tonnes.
Ces circonstances dramatiques suscitérent entre autres le raid de Zeebrugge mené en avril

1918 par I'amiral Keyes.

En 1940/45 le llime Reich d'Adolf Hitler fit 'lui aussi appel a la méme stratégie. L'animateur
en fut le trés nazi amiral Doenitz mort en 1980 et qui termina sa carriere comme



successeur du chancelier Hitler & la téte de I'Etat Allemand. Pendant la premiére guerre

c'est I'amiral von Tirpitz ministre de la marine impériale de 1898 a 1916 qui non seul ement
créa la flotte allemande de haute mer, 0 exemple suivi au moment du réarmement
hitlérien par I'amiral Raeder, 0 mais encouragea également la mise en chantier d'une
redoutable escadre «d'U Boten».

Lendemain de défaite

Au lendemain de la défaite des a rmées du maréchal Hindenburg et du général Ludendorff,
une commission navale interalliée que présidait le grand ami de la Belgique que fut I'amiral

Keyes nous attribua un choix de batiments de guerre allant du remorqueur fluvial au
torpilleur de haute mer en passant par... deux sous  -marins ! De quoi faire démarrer une
marine militaire au départ de 9 petits torpilleurs, 5 grands, 3 remorqueurs, 2 vedettes de

riviere, 1 poseur de mines, un batiment de service, 40 vedettes poseurs et chasseurs de

mines...et | es deux U boten en question du type moui

de 5000 tonnes, amarrés a Portsmouth.

Ce butin de guerre ne tarda pas a devenir un cadeau empoisonné ayant ses partisans et

ses adversaires. Il divisa 'l'opinion publique belge . Les uns faisaient écho aux débats des
premiers temps de la Belgique indépendante lorsque la Marine - Royale fut créée en 1831
afin de permettre a la nation de disposer d'une flotte de guerre au méme titre que les
Pays-Bas. Les autres, confirmant le propos de Léopold Il sur les petits gens aux vues
étroites, jugeaient trop élevée la facture de I'entretien du matériel et du personnel. lls

étaient d'avis qu'en cas de guerre, 0 jugée d'autant plus improbable que la Société des
Nations promouvait I'utopie poli tiqgue du désarmement, 0 les grandes puissances alliées
veilleraient sur l'intégrité de nos cotes, la navigabilité de nos voies d'eau et de nos routes
maritimes internationales. Bien entendu, les parcimonieux I'emportérent. Le 9 juillet 1926

un arrété suppr imait en date du 31 mars 1927 le Corps des Torpilleurs et Marins (CTM)

créée le 19 novembre 1919 sous le nom de Détachement des Torpilleurs et Marins.

Le sort de nos sous -marins

Entretemps, qu'étaient devenus nos sous -marins ? Les premiers 'dans I'histoir e de la
Marine Militaire Belge! En fait la flottille des submersibles belges était mort -née, malgré
les efforts des autorités pour lui insuffler vie. Efforts louables mais incomplets. En effet,

dés 1919 l'enseigne de vaisseau de 2me classe Delande, a l'ori gine sous -lieutenant
auxiliaire au 21 me de Ligne, effectua un stage a I'Ecole des sous -mariniers francais. Sa
formation achevée, il regut I'ordre de se rendre & Portsmouth, avec un équipage de fortune,

pour y réceptionner les deux submersibles accordés a la Belgique. Officier consciencieux
et réaliste, Delande s'empressa de faire remarquer que le métier de sous -marinier ne
s'improvise pas, a fortiori avec des marins d'eau douce ignorant tout de la vie en mer. Il

exigea des intéressés un entrainement spécia | d'autant plus nécessaire que les batiments
attribués a notre pays n'apparaissaient pas de premier choix. Le commandement
n‘abandonna pourtant pas la partie L'enseigne de vaisseau de 1lére classe Pinay,
initialement lieutenant de réserve au 3me chasseurs, et huit marins sélectionnés pour leurs
connaissances des moteurs diesel, furent envoyés en France pour y faire I'apprentissage

des techniques de conduite des sous -marins. Pinay, aprées I'écolage a Toulon et un stage a

bord du «Néréide» obtint son brevet d'a ptitude avec la plus grande distinction. Cet officier
possédait autant de caractére que de matiére grise. Sa conduite a bord du sous -marin lors
de difficultés dans le Golfe de Gascogne lui valut la Iégion d'honneur.

Efforts louables mais vains
En attendan t des équipages qualifiés, les deux sous -marins se détérioraient chaque jour

un peu plus. Faute d'entretien journalier |l a roui

lorsque la Belgique disposa enfin de marins capables d'amener les batiments & bon port
leur état de délabrement était tel que les 'indispensables réparations se chiffraient a

eur

e



450.000 fr. Le gouvernement rechigna. Aprés quelques controverses la décision fut prise
de renoncer aux submersibles et les mettre a la ferraille.

Le triste sort des  éphémeéres sous -marins belges de 800 et 500 tonnes du lendemain de la
premiére guerre était scellé pour toujours.
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nSietas and i1ts ships (Pal

BOOKREVIEW

Recently Coastal Shipping Publica tons publ i shed a SietwandiistsHipse A

(Part1) o, written by Bernard McCal |l . The shipyard of J
best -known in northern Europe. It was founded in 1635 and from its inception, the
company was continuously owned by th e founding family until April 2014.

From the mid -1959s a decision was made to classify the vessels according to types. A
numerical scheme began with Karin in 1958. This scheme still continues to the present

day. In this book Bernard McCall concentrates on cargo ships, but other types also appear
to illustrate the variety of ships that were built.It has been realized that two volumes will

be needed to cover all the various types.

fiSietas and its ships 0 (I SBN1-993787 -01-0) is a hardback book of 96 pages,
lavishly illustrated. The price is £16.50 plus £1.50 UK postage and £3.00 overseas postage.
Ordering via all good bookshops, or directly via the publisher, Coastal Shipping, 400 Nore

Road, Portishead, Bristol BS20 8EZ, UK. TellFax: +44(0)1275.846178,
www.coastalshipping.co.uk , €-mail: Bernard@-coastalshipping.co.uk.

Alternatively, it can be purchased at all good bookshops.
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The way ahead for automation

Working with the maritime industry to foresee the training needs and standards

of the future, Seabot XR&ds Gordon Meadow and | for Bie
T whatever happens in automation and digitalisation, th e future of shipping is

al most certainly 6écrewed. 06

Though it is seen in some quarters as an inevitable, or even desirable, side effect of
digitalisation, an overall reduction in the number of seafaring jobs is far from certain.
Crucially, while it is anti  cipated that certain functions will relocate to shore, this will not
inevitably lead to a loss of jobs, according to expert Gordon Meadow, founder and CEO of
Seabot XR.

Having recently announced project partnerships with a range of maritime sector partners

including the Royal Navy, The UK MCA, Fugro, the National Oceanography Centre (NOC)

and Ocean Infinity, Seabot XR is leading the discussion into how digitalisation will change

i ratherthanreplace 1T mari ti me competencies over theSeaBoxt decad
XR is developing training standards for a new type of multiskilled maritime labour force,

capable of working above the surface, and below it using marine robotics and smaller

vehicles, 0o Mr Meadow told Digital Ship.


http://www.coastalshipping.co.uk/
mailto:Bernard@coastalshipping.co.uk

iThe focus i s on lyitegraingiofméwadchnalogye to increase the capability

of todayds crews. There wild/l of course be new algorit
safety, navigati on, propul sion. There may even be gr
increased invol vement of drones in ship inspection, repair,

But what about seafaring jobs? AThinking about reduc
before the horse, o said Mr Meadow. #Alf you replace a
really removing h uman error, because currently, all algorithms are either written by
humans, or wuse human experience as their raw material, their input.

iltds easy to point at something |ike the Ever Given
humans from the khuaéeven happén again. But thatds a ki
by a culture and an approach to safety management that other industries have moved

past. I n shipping, we generally only hear about thin;¢
the near -misses, the cr ises averted due to quick  -thinking, on -the -spot decisions by well -
trained, experienced crew. oo

Gainful employment

The main benefit of automation will be to remove the
the equation. fAThe fact i #ledddwa drewsvavdythevlastS@yeare ady whi

I f somebody is there, itdés because they need to be th
that youdl | have someone standing around doing nothirt
t he mai n engi nedfourpeopledo pltitoun e

iwWe are talking about things I|Iike running a watch. )
sometimes for hours at a time, often at night, keeping your eyes peeled for an obstacle

that i1isnd t on the chart, ttihrag, 900 d9n Hetr e&xindgt .of Th enteé
thing that a machine could do, with the right sensors
t get bored or distracted., It can act as an advanced navigation system, collating data, and

presenting it intuitively when human intervention is required. Ultimately you will still need

a human in the loop, on the bridge, or sitting in a shoreside command centre.

iwWe take the human brain for granted, but itdés mor e
made. There are things algorith ms are good at T number crunching, processing, boring

tasks 1T and things a brain is good at i lateral thinking, creativity, problem -sol ving. Let s
say you have 12 ecfomphuetseer s ugprera shi p, and one of t hel

into a tank to clean off the toxic residues. Really? Is that how you want to deploy your
most valuable asset?0

First things first

Foundati onal to Seabot XRb6s thinking, Mr Meadow expl
where, unlike in shipping, all new technology is designed to fit with two standardised

cockpit layouts, allowing automation to well outpace that in maritime. If for Bielecki, Seabot

XR chief operat ing officer, brings experience from the aviation industry, including as a

commer ci al pil ot and thinkave can prejty nouahpruleaout the ide@d bf a

fullyfunctioning autonomously enabled ship, that never requires human intervention, never

makes a mistake, and never mal -functions, o he told Digital Ship. A
what wedve s een withs highleetof seandardisation, rigorous testing, we still

havendt managed to iron out the Kkinks.

AiThat s what you saw with the Boeing 737 Max, -which Kk
19. In both crashes, the manoeuvring system jammed open the fla ps and put the plane

into a dive, and the flight crew were unable to regain control from the system. That is what

we call a design -i nduced error. ltés the sort of thing that
developer goes above the heads of the folks actually fly ing the plane.

ilf youdbre going to develop a system, you have to ha
design stage, and programmed them for every eventual.
in practice what you are looking at is a kind of trial -and-errorperiod. Well, thatods

great when youbve got a VLCC, or an LNG carrier. I n t



expensive for you to have a crew on hand, either on deck or on shore, who can step in if
something is about to go wrong. o

Myriad benefi  ts

Instead, as the technology proves itself, Mr Meadow envisions a future in which vessel
functions are controlled, monitored, and managed through autonomous systems and
decision support, whether from deck or shore.

iWwWe wil| buil d our t canlsetused far losggrsrtd éomger peridds between
human intervention, to perform tasks better suited to repetition and labour intensive
functions, or to circumvent the potential for dangero

twins will see technical  experts having to fly to vessels less frequently, extending the time
between yard visits, and see advances in remote pilotage. But someone has to design,
build and maintain the digital twin, retrain the pilot, and help the technical expert to use
the syste m to get what they need to do their job.

AiBut the bigger picture is even more exciting than t
connected infrastructure matures, we will see people working in the maritime sphere for

whom the sector has previously been closed off. Not many ships have wheelchair access,

for example, mission control centres will. Here, you could afford to be more flexible with

wor king hours, too, have more sensible sleep/work sch
possibility of crew goi  ng home at the end of their shifts, experiencing family life -thatds a
huge benefit for recruitment, and for the | ongevity o

Identifying and teaching the competencies to support the greater use of more advanced
technology will result  in a paradigm -shift, and far from eliminating jobs, could benefit crew
and shipping lines alike, Mr Meadow added.

AiFor me, the most exciting possibility is that the t
blindness, 0 he said. i Some & wake dlongside rthee vgenéral wi | | I i v
popul ation, and wedl | be much harder to ignore. Il 6m r
people will see shipping for what it is ithe arteries of the world. o
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| t 6 s o f 96icantaiael ships are waiting
to dock at SoCal ports

By : Greg Miller, Senior Editor

In addition to 40 waiting close to shore, another 56 farther out

There were 40 container ships waiting for berths within 40 miles of the ports of Los Angeles

and Long Beach on Friday. But there were also 56 container ships waiting farther out to

sea, putting the actual tally at an all -time -high of 96, according to new data from the

Marine Exchange of Southern California. The Marine Exchange has just unveiled its new

me thodology for counting container ships waiting outside the 40 -mil e Ain porto zone.

A new queuing system has been in place since mid -November that encourages container

ships to wait outside of a specially designated Safety and Air Quality Area (SAQA) that

extends 150 miles to the west of the ports and 50 miles to the north and south. This has

sharply reduced the number of ships closer to shore, leading to suggestions that efforts to

tackle port congestion are cutting into the offshore queue d a misconception that should

be dispelled by the Marine Exchangedés new counting m
waiting offshore on Friday, there were 31 container ships at terminal berths, bringing the

grand total to 127, at or near an all -time high. The total number of container ships either

at berths or waiting offshore continues to rise: It is up 25% from the beginning of

November, 41% from the beginning of October and 79% from the beginning of September.



The new queuing system reser ve sonitscalchlated tire ofarpvalt i n | i ne
(CTA), as opposed to the previous first -come, first -served system that entered a ship in

the queueing list when it came within 20 miles of the ports. The CTA is derived from when

a ship would have hypothetically arrived fr om its last port of call, as calculated by the

Pacific Maritime Monitoring System. The ship can then wait anywhere it wants outside the

SAQA 8 even on the other side of the Pacific & knowing it has a spot saved in line based

on its CTA. Capt. Kip Louttit, executive director of the Marine Exchange of Southern

Californi a, said in his daily report on Friday, AThe
container - ship backlog for the ports of Los Angeles and Long Beach was approved by the

working group this mornin g. o

The methodol ogy, he explained, is to Atake the tra
anchored or loitering inside 40 miles of the portso
and slow -speed steaming across the Pacific outside the SAQA whose CTA is bef ore the time

of the report.o (Prior to Friday, American Shipper us
the total queue.)The new queuing system was designed to improve safety and air quality,

not reduce the number of ships i n t heincepaseduthe. It doe
backlog, either. The recent rise in the overall number of ships waiting at sea is in line with

the historical pattern. «Sanity check: The container -ship backlog was 86 on Nov. 16 when

this new queuing system started and 10 more today is re asonable, o said Louttit
ships in the queue had an aggregate capacity of 732,263 twenty -foot equivalent units. In

2020, the customs value of imports to the Port of Los Angeles averaged $43,899 per TEU.

Assuming ships are at or near capacity, and car go values are in line with |

i mplies there is roughly $32 billion of cargo in Sout

Source : freightwaves
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Ammonia -fuelled newcastlemax project
makes headw ay

An innovative ammonia  -fuelled newcastlemax bulker design from Anglo - Eastern Technical
Services (AETS), a technical consulting arm of Hong Kong -based shipmanagement giant
Anglo - Eastern, has been granted approval in principle (AIP) by American class soci ety ABS.



The dual -fuel 210,000 dwt ship design is said to sacrifice no cargo space by using deck -
mounted IMO Type C tanks under the accommodation block on each side of the vessel.

AETS has designed the system for retrofit to existing vesse Is as well as ammonia -fueled
and ammonia -ready newbuildings.
iThe transition to alternative fuels is an unavoidabl

net -zero propulsion technologies. Having in place advanced alternative ship designs of

equivalent saf ety as conventional vessels will facilitate the rate of adaptation. We are proud

to be a first mover at this critical juncture of dec
Bjorn Hojgaard, CEO of Anglo - Eastern Univan.

Earlier this year, Anglo  -Easternbeca me t he first shipmanager to join |
joint study framework aimed at advancing ammonia as an alternative marine fuel. The

study group was first launched in June with 23 founding member companies and has since

grown to over 30 participants. Members include CMA CGM, FMG, Genco, Maersk, Rio Tinto

and Vale, as well as class societies DNV, Cl assNK an
Solutions, amongst others.

ABS also recently moved to support the adoption of ammonia as a marine fuel with the
publication of guidance for the design and construction of ammonia -fueled vessels.

AiAmmonia is a fuel with high potenti al as a soluti ol
decarbonize their operations. ABS is committed to supporting its safe adoption by the

industry and is working with forward -thinking companies such as AETS to develop the

systems the industry will require, 0o added Christopher
and CEO.
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Singapore start -up unveils pla  ns for ground -
breaking drone technology



Singapore  start -up F-
drones announced earlier
this year its success in
| raising seed capital to
further develop large scale
autonomous drones for
maritime logistics. Digital
| Ship  spoke  with  Mr.
Yeshwanth Reddy, CTO and
co-founder of F -drones to
l find out how the
investment will help the
company develop a new
ground -breaking drone
capable of transporting
100kg over 100km.
F-drones is developing a new drone technology that will be capable of | F-drones is  the first
delivering 100kg loads across a 100km range company in the world to
provide 24/7 commercial
Beyond - Vision -Line-Of-Sight (BVLOS) drone deliveries to ships. It is currently in the
middle of expanding its drone delivery services and has devised an 18 -month roadmap to
develop and commercialise its technology. The first step in the roadmap is to conduct test
flights on the Hyp erlaunch, a drone that is able to lift 5kg over 50 kilometres T significantly
more than any other dr on e 6-drones engpasbtd tcomreircialise thiso d ay . F
technology in the next several months.

Once completed, F -drones will pursue development of it s next -generation drone, the

Hyperlaunch Heavy (HLH). This will be a fully electric and autonomous proprietary drone

capable of delivering 100kg payloads over 100km. Following the completion of

documentation and certification work, the HLH is expected to | aunch in around 18 mor
time and will mark a significant milestone in drone capabilities.

Design and technology

Both the Hyperlaunch and the HLH are based on F -drones6 proprietary design
drones will each have two wings and eight motors to facilitate vertical take  -off. The aircraft

will be capable of performing a complete 90 -degree rotation to cruise like an aeroplane.

iSuch an innovation in the design has enabled us to ¢

payloads over longer distances t han any other option out there, 0 Mr
Ship.

ioCur drones do not have any single point of failure,
every component. In the unlikely event of two rotors failing for example, the system can

still safely complete it s delivery mission. o

The current drone technology can withstand winds up to 50 kilometres per hour, giving an
80-90 per cent uptime in locations with very high winds and stormy weather. F -drones is
currently planning all future drones to be fully operat ional in all weather conditions.

The current technology also features a traffic light system that changes from red to green,
alerting crew onboard the vessel when it is safe to approach. This enables crew to simply

pick up or drop off their items without h aving to operate the drone in any way, as this is
all done by experienced operators onshore. The drones also feature multiple onboard
cameras to identify the surrounding environment and potential risks. According to Mr
Reddy, F -drones is looking at develop  ing a computer vision technology that is capable of
identifying the safest spot for a drone to land on.

It is also possible for multiple drones to be operated by a single operator. This reduces the
time needed to deliver several packages to a single vessel . AThe aim with the Hype



and Hyperlaunch Heavy is to cut down delivery ti mes
confirmed.

The drones feature rechargeable and switchable batteries, enabling quick and timely

battery changes. Going forward with the HLH, Mr Reddy admitted they wild.l h
bit more creative on how to swap these batteries as t
F-drones is currently working to minimise the size of the components with the goal of

producing compact drones that are able to fitinto s mall spaces, while retaining the heavy

payload needed to transport large items such as vessel spare parts.

Funding and development

The seed capital round, which was led by ship manager Eastern Pacific Shipping (EPS), will
enable F -drones to spend the next 18 months preparing HLH for operation, and following
that to continuously advance the technology.

F-drones6 relationship with EPS extends baawkwas o Novem

selected to join the Eastern Pacific Accelerator Powered by Techstars, a programme that

helps start -ups to develop their technology and bring it t
most important thing for us was to do some of the flight tests and to understand the

operational requirements. We di dndt inkddhe grogtatnme, t ec hnol o

we just had an idea and the passion, but EPS trusted us and they let us leverage their
resources to do some of the initial trials. We couldn't have imagined how we would have

done our initial trials without the active involvement of EPS . The accelerator has acted as
a catalyst to our development from both a solution building angle and from an industry

net work point of view.oo

Following involvement in the EPS programme, F -drones became the first company to
secure a permit and complete comm ercial drone deliveries to vessels. From then on, the
company started to gain significant traction. iW® vVve

this half because now we have the resources to go ahead and commercialise, expand and
advance the technology. 0

Expanding footprint

As part of the roadmap, Mr Reddy envisions rolling out the drone technology to at least

four additional ports beyond Singapore. ifWe have ide
be operational in including Panama, Gibraltar, UAE and Sr i Lanka. Wé re quite advanced in

terms of our discussions with the local authorities and shipping companies and so wé re

really hoping to be operational in these ports | ater

Wider global expansion of the drone technology will in some part be de termined by

regul ation, which Mr Reddy sees as a bit of a bottle
avail able and ready, but the regulation and societal
For F-drones, a major advantage is that the technology operates o ver water, making it

inherently safer than similar technology operating over land. According to Mr Reddy, this

has led to promising conversations with various regulatory authorities. Moreover, as the

first company in Singapore to deliver drone technology f or maritime operations, F  -drones

has worked in close collaboration with authorities to make the technology safe and

effective.

Partnerships

F-drones is now | ooking for some fAgame changing partn
side as well as the technology side. o0 This includes shipping compa
regional presence to enable the start -up to rapidly commercialise the technology. The

ultimate goal is to establish a strong range of partnerships that will facilitate a global

network of drone deliveri  es to improve shipping and port efficiency.

On the technology side,F -dr ones is on the | ookout for Apartners w
of the curve. We are already working in partnership on the computer vision side, autopilot

development, propulsion systems , airframe manufacturing, and much more. We are



focused on building the best drone delivery solution for maritime logistics and as is the
case with most big tech start -ups or companies, we need such partnerships to be able to
bring out the best in each oth er. o

Mr Reddy noted that the funding awarded to F -drones has provided an assurance to its

current and potenti al partners to go ahead and take t
a | ot of confidence that people wild.l be able to trust
Mr Reddy co nfirmed that since establishing F -drones, feedback has been positive and there

has been an overwhelming amount of excitement for the opportunities the technology will

bring. ASince day one we could see the support, and

progressed. More and more people are showing confidence in what we are doing. One of
the testimo nials to everything is that the major investors who have invested in our last

round are all from the shipping industry, so they know the industry in and out and we feel

this is a testimonial to what we are trying to solve.
Moving forward post - pandemic

Despite the global pandemic, the start -up has seen fistrong traction, not
but around the world where people are actually looking forward to us in troducing this

technology, 0 Mr Reddy told us. One of the bottlenecks
borders. fAiWebve been slightly hampered by the fact th

or expand our physical presence. 0
F-drones is determined to advance its drone technology to meet some of the major
shipping and operational problems in Singapore, and

that by the end of the year we will have out together a fantastic solution, just in time to
expand globallywhen t he pandemic subsides. 0

DS

Inséré20/02/ 22 DOSSIERNIeve20/03/ 22

Decarbonisation and shipping: alternative
fuels

As shipping pivots towards greener operations, and opportunities to increase ship efficiency
decrease (as they inevitably must), a majo r issue the industry must get to grips with is
fuel transition.

Shipping is heavily reliant on fossil fuels, and the huge majority of ships globally are
powered today by hydrocarbon based fuel oils, albeit with some variation in grade and
specification. Bu rning this fuel releases large quantities of carbon dioxide into the
atmosphere, which significantly contributes to its insulative properties and to global
warming and climate change. Fuel oils have found favour in the marine industry, and
almost all other industries, due to their high energy density, wide availability and the
relative ease with which they may be stored, transported and handled. Although care is
certainly needed, and fuel oils are not without inconveniences and difficulties, we live in a
world almost universally well adapted to handling these. Replacing ubiquitous and
convenient fossil fuels is a challenge, which all industries face. However, some dimensions

of the challenge specific to shipping include:
- limited storage capacity on board s hips coupled with, in some cases, long distances
between land based refuelling stops

- the necessary proximity of fuel storage and human living quarters on board ships
- uncertainty (in some cases) as to schedule and future ports of call and a preference t o]



retain flexibility as to port calls (i.e. to be able to fuel anywhere globally)
- limited storage capacity ashore at ports and terminals

Alternative fuels T candidates

The industry has by no means agreed on a shortlist of alternative fuels. However, in order
to illuminate some of the considerations at play, we take a quick look below at some pros
and cons of three future fuel candidates:

Hydrogen

Pros: speed and ease of refuelling; green production by way of electrolysis powered by
renewable energy is p  ossible; suitable for use in fuel cells; already produced in substantial
volumes for use in the chemical industry; falling cost of renewable energy may lower green
production costs.

Cons: currently produced mostly from fossil fuel sources; green production currently
expensive; low energy density, requiring 8 x more volume than fuel oils for equal power

output, and consequent storage capacity issues; must be kept at -253C to be stored as a
liquid; highly combustible and explosive, giving rise to safety issue s; combustion produces
nitrous oxides; fuel cells not currently capable of powering large vessels; large capital
investment needed for storage and refuelling infrastructure for shipping.

Ammonia

Pros: speed and ease of refuelling; green production, using green hydrogen and renewable
power for the conversion process, is possible; conversion process relatively cheap and
uncomplicated; already produced in substantial volumes for the chemical industry;
handling issues in relation to marine transportation are a Iready well understood; higher
energy density than hydrogen; storage requires refrigeration only.

Cons: highly toxic; the conversion process requires an additional input of energy compared

to green hydrogen; requires energy input for refrigeration; less en ergy dense than fuel
oils, requiring larger storage capacity and/or more frequent refuelling; large capital
investment needed for storage and refuelling infrastructure for shipping.

Methanol

Pros: speed and ease of refuelling; low cost for conversion of e xisting engines; minor
modifications to existing storage and bunkering facilities only; widely traded, well
understood and already available in some ports for bunkering; biodegradable, with a lower

impact on the environment in the event of spillage; more e nergy dense than hydrogen and
ammonia; relatively clean burning with low levels of SOx and NOXx; liquid at ambient
temperatures, no need to heat or cool.

Cons: lower energy density than fuel oil, requiring larger storage tanks and/or more
frequent bunkering ; low flash point represents a fire risk; toxic when inhaled, ingested or
handled; increased corrosion risks; large capital investment needed for more widespread

storage and refuelling infrastructure for shipping

Can one fuel serve all needs?

Whilstearly di al ogue and vigorous specul ation on thi

might replace fuel oils in the future, discussion more recently has swung towards
embracing a future in which multiple fuels wil
transition.

As the ongoing machinations of the International Maritime Organisation (IMO) testify,
accomplishing a single solution for shipping globally is challenging, and even if the industry

were to agree to switch to a single alternative fuel, it is not practically possible to flick the
switch overnight. Changing fuel means huge investments in fuel production, infrastructure

and supply chains, retrofitting of ship engines and storage and bunkering facilities,
modification of fuel tanks and fuel delivery systems, retraining of crew and terminal staff,

topi
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adjustments to contracts, and reappraisal and recertification of equipment and processes.
It requires foresight, planning and collaboration extending beyond the shipping industry.
It also requires fuel availa  bility, at scale and at a viable price.

Consequentl vy, shipping finds itself in a classic ©6ct
understandably be reluctant to initiate the refitting of their vessels (or to order new vessels
built to burn different fuels) whilst ever an alternative fuel is unproven at scale, not globally

available, and comes with the high price tag that vast infrastructure projects tend to

generate. Meanwhile, if there is no demand signal from shipping, energy producers will be

slow to ori entate their efforts towards creating shore side availability of alternative fuels

and to start producing at sufficient scale to supply those sites. The solution to moving

beyond this impasse, seems to be emerging, as is true in relation to other aspects o f the
decarbonisation landscape, at a more local level. Not all shipping operations are the same

and neither are all ships. Needs, and the capacity for compromise, therefore vary
significantly across the industry. A ferry running between the same few ports on a regular
schedule, and never at sea for more than a few hours, can utilise an alternative fuel option

which would be simply unworkable for a vessel tramping the deep seas, away from port

for weeks at a time and not always knowing which port it will ar rive at next. As recognition
of this reality spreads, owners and operators are increasingly looking to find a solution that

is right for their fleet and its activity, rather than waiting for a one -size - fits -all solution,
and pockets of new practise are now emerging around the world in the form of trials, and

one to several ship experiments.

Keeping the big picture in mind

Two important considerations for the industry to keep in mind throughout its transition to
alternative fuels, are that:
the objective of  reducing greenhouse gas emissions from shipping exists in the context of

an urgent need to reduce greenhouse gas emissions from all human activities; and the

move to alternative fuels in industries other than shipping is an opportunity for shipping to

dow nsize, given that a large percentage of the cargo it carries (some put it as high as

40%) is fossil fuel.

In relation to both of these considerations, a critical question of any new fuel for shipping
is: how green are its credentials?

Displacing emissions  up the production chain, so as to burn a clean fuel on the ship, which
has nonetheless emerged from a polluting production process, will do little to halt the
climate crisis. Equally, where an opportunity exists to recreate the fuel production and
supply ¢ hain, using fuel that has been unnecessarily transported around the world, instead
of generated in facilities close to the source of demand, will be an incomplete answer to
the emissions emergency.

Just as the blending of fuel oils to achieve a reduced sul phur content led to an increase in
output of black carbon patrticles, sparking a debate about whether there in fact was a net

benefit to reducing sulphur levels in marine fuels, the widespread use of alternative fuels

in the marine industry may give rise to unforeseen adverse consequences. Being aware of
that possibility, and approaching the issue with as broad a view as possible, should help to

reduce the risk, although accomplishing this means keeping the big picture in mind at all

times.

Conclusion

As th ings stand at present, it appears that the transition to alternative fuels for shipping is

likely to be led by industry participants, rather than regulators, and that the future is likely

to be diverse. A variety of fuels may be deployed across the industr y with not all sectors,
or even ships within sectors, utilising the same fuel and possibly even with some ships

utilising multiple fuels, and fuel supplements such as wind and solar power,
aboard.Production and upstream pollution, and the emissions of comb ustion products other
than CO2, will be factors for consideration when selecting alternative fuels and at some



point the industry may start to downsize, as a result of a global drop in demand for fossil

fuels. This may go hand in hand with older fossil fue | burning (and carrying) vessels
naturally reaching their end of life, and could lead to a spike in ship disposals, as vessels
become economically and environmentally obsolete. A new era of ships and shipping
dawns.

Source: Hill Dickinson, By Rachel Hoyl and, Senior Associate
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| MO Designates May 18th as 0I
Day F or Women 1 n Maritinm

By : Mike Schuler

-
-

The UN International Maritime Organization has adopted a resolution to designate May

18th a s International Day for Women in Maritime. The resolution was adopted by the IMO

Assembly, the international shipping regulatorods hi gl
session currently being held from December 6 -15. The day of observance will celebrate

women in the industry and is intended to promote the recruitment, retention and sustained

employment of women in the maritime sector, raise the profile of women in maritime,

strengthen | MO6s commitment to the United Nattoi ons Su:¢
achieve gender equality and empower all women and girls), and support work to address

the current gender imbalance in maritime.

The maritime industry is historically a male -dominated industry.

According to the BIMCO/ICS 2021 Seafarer Workforce Report, w omen represent only 1.2%

percent of the global seafarer workforce, with the report estimating there are 24,059

women serving as seafarers, which is a 45.8% increase compared with the 2015 report.

But the IMO has been making a concerted effort to help the i ndustry move forward and

support women to achieve a representation. The | MOb
established in 1988, takes a strategic approach towards enhancing the contribution of

women as key maritime stakeholders.

The proposal to establish an International Day for Women in Maritime was approved by
| MO6s Technical Cooperation Committee (TC) in Septemb



the | MO Counci l during its meeting in November.

further efforts to achieve SDG 5 on gender equality, oGenaal Kitack MO
Lim.

ilt i s a p e-onfaetionttotfe @019 tloeme of empowering women in maritime and

the Assembly resolution adopted in 2019. | am pleased that the Member States have joined

in the call to a chieve a barrier -free environment for women, so that all women can

participate fully, safely and without hindrance in the activities of the maritime community,
including seafaring and shipbuilding.o

Source : gCaptain
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'De maritieme geschiedenis van Baasrode'

De  "Scheepswerven  Baasrode"
zijn één van de mooiste industrieel -
archeologische plaatsen van
Vlaanderen. Niet zo heel lang
geleden waren de Scheepswerven
Baasrode nog gedoemd om te
verdwijnen, m aar dankzij de
volharding van enkele idealisten én
een herziening van de houding van
de overheid werd hun voortbestaan
verzekerd. De werven
zijn sinds 1993 integraal beschermd, en voor het grootste deel eigendom van de Provincie
Oost - Vlaanderen.

In het boek 'Maritieme geschiedenis van Baasrode' ontdek je de bewogen historiek van
deze uitzonderlijke plek.
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Het Gentse kofschip "Loochristy"

Kofschepen of koffen kwamen in de loop van de 18de eeuw in de vaart in de Lage Landen,
waar ze voornamelijk als kustvaarder gebruikt werden. Zij hadden een lengte van 16 tot
30 meter en een draagvermogen van 100 tot 300 ton.

iThi
Secr ¢



Ets uit G. GROENEWEGEN, Verscheide soorten van Hollandse vaartuigen . Rotterdam,
1786 -1801.

U, zoals vele anderen, leerde op de lagere school de vuistregel, dat op het einde van een
werkwoord in het verleden deelwoord een T dient geschreven te worden, als de stam van

dit werkwoord eindigt op één van de letters uit het wo ord A't kof schip", Vel en
hebben nooit geweten wat dit woord kon betekenen wij stonden er niet bij stil 0 en
doorgaans dacht men dat A't kofschip" een kunstmatige
de spraakkunst onthoudbaar en het woord uit spree kbaar te maken.

Mis hoor ! Een kofschip, kortweg Akof" genoemd, is wel
waarmede een scheepstype aangeduid wordt, dat in de Lage Landen en in Duitsland

voorkwam van in het Begin van de 18de eeuw tot in de tweede helft van de 19e eeuw.

Deze schepen waren kustvaarders die allerlei vrachten vervoerden tussen de Europese

havens, van Archangel tot Odessa, alhoewel sommige een reis over de Atlantische Oceaan

niet te gewaagd vonden. In acht genomen dat deze schepen van 16 tot 30 m eter lang
waren en een draagvermogen van 100 tot 300 ton hadden, blijken zij toch zeer stoere
zeeschepen geweest te zijn. Deze afmetingen kunnen ons wel een beetje verwonderen,

want wij zijn de dag van vandaag aan andere cijfers ge woon. Doorgaans stellen  wij ons de
vroegere zeilschepen veel groter voor dan ze in werkelijkheid waren. De juist genoemde

cijfers. vertellen U echter dat zij dikwijls kleiner waren en minder vracht konden vervoeren

dan een hedendaagse kleine binnenvaarder.



Plan van een kofschi p. De hoekige vorm gaf een naar verhouding (mot laadvermogen,
maar was oorzaak dat het schip een deel van zijn zeewaardigheid inboette en veel drift
had. Het. gepiekte achterschip heeft dit nadeel ten dele verholpen. Dit 18e eeuwse plan
stelt een schip van 75 voet lengte voor. Antwerpen, Nationaal Scheepvaartmuseum. (afb.
2)
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Kofschepen kwamen in de vaart in het begin van de 18e eeuw in vervanging van de oudere
fluiten en katboten 0 vreemde namen voor een scheepstype (afb. 1). De kof groeide u it
tot één van de populairste vrachtschepen voor de kleine vaart, de zgn. kustvaart. Het type
moet ontstaan zijn in Nederland en wel in Friesland waar het, evenals later in Groningen,

gebouwd en ontwikkeld werd. Naderhand werden ook koffen gebouwd in Dordr echt en
kwamen de schepen eveneens in gebruik in Duitsland waar ze van stapel liepen in Bremen,
Danzig, Elsfleth en elders. Ook in Belgié kwam de kof in de vaart en zij werd gebouwd te
Antwerpen, Brussel, Boom, Baasrode, Mechelen -en Oostende (afb. 2). Vel e Belgische

rederij en telden koffen onder hun schepen, zo ook de Gentse rederij N.J. De Cock, Fréres.

Deze rederij, gesticht in de Hollandse tij d, was de grootste van de Zuidelijke Nederlanden.

Te Antwerpen was zij vertegenwoordigd door een bijhuis onder leiding van Nicolas De Cock.
Tussen 1830 en 1833 weken enkele schepen ais gevolg van de Belgische Revolutie uit naar
Rotterdam. De vloot van De Cock bestond in 1830 uit volgende schepen:

- de dri emastbark AAd | e",

- het vol schip AAuguste", n;
- de dri emastbark ADe Cock™",

- het vol schip ADel phine",

- de bijlander -Amis",ADe u x 80 ton;
- de schoenerkof ADi om de" ,

- het vol schip AFanny",

240
343
150
392

300
286



- de schoener kof AFr®d®rica", 300

- het vol schip -, AHor t 8B s e ton;

- het vol schip AJava", 560

- de bijlander AJohanna", 70 t on; de. k of Al o
- de dri emastbark -August®,L o ui s 260 ton;

-de bijlander -AngélidaMar i a 98 ton;

- de kof APaul ine", 226

- de kof ATheodore", 170

-het volschip AVasco da Gama", 348 ton.

In 1833 echter kwam één van de gebroeders De Cock, Theodore, terug naar Belgié en
associeerde zich te Antwerpen met een andere firma onder de benaming Bisschop -

Basteyns et N.J. De Cock. Enkele tij d later vestigde de re derij N.J. De Cock Freres zich

opnieuw te Gent. In 1847 telt de vloot volgende schepen:

- het vol schip AEmanuel ", 851

- de dri emastbark -Louisa",AMa r i 201 ton;

- de driemastbark ATheodore", 282
- de kof AAugusta", 239

- de kof Afgide", 2t6n8

- de schoener kof AlJoseph", 145

- de schoenerkof ALoochristy", 281
- de schoenerkof APairnyr", 252

- Een gal joot van 400 t on, AGaston", wa s

Het is wel merkwaardig dat de reders één van hun schepen doopten met een
aardrijkskun dige naam en dan nog van een kleine gemeente, waar de andere schepen

meestal een persoonsnaam droegen. De reden hiervoor was een gevoelskwestie. De familie

De Cock was name lijk afkomstig van Lochristi waar zij 's zomers woonde in het
buitenverblijf Rozela ar. Dit buitenverblijf bevindt zich op dezelfde plaats waar voorheen

het kasteel van Lochristi stond, reeds vernoemd in 1287 ais eigendom van de St. -
Baafsabdij te Gent, maar in 1797 ten gronde afgebroken als gevolg van de Franse
Revolutie. Een aantal leden van de familie De Cock ligt begraven in de kerk van Lochristi

waar zich achter het koor een wit marmeren graftombe bevindt.
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Onze schoenerkof
we voor het eerst
Veritas" in 1840. Het Registre Veritas
vermeldt alle  schepen die onder de
technische controle van dit
classificatiebureau gebouwd werden.
Wi j l ezen er dat
1839 gebouwd werd te Antwerpen,
voor rekening van N.J. De Cock te
Gent. De tonnenmaat bedroeg 281
ton. Een andere Bron deelt ons mede

\ dat de kief van het schip gelegd werd
e op 20 januari 1839 op de werf van
Louis Lecarpentier, gelegen aan het
AStoketsel" t e
zuiden van de stad ter hoogte van de
huidige Cockerillkaai. De
scheepsbouwer P.L.L. Lecarpentier
(1790 -1866) was e en Fransman uit
Cherbourg die in 1810 in bevolen
dienst naar Antwerpen kwam ais
scheepsbouwer op de werven van
Napoléon. Na de val van de keizer
bleef hij ais zelfstandig

' scheepsbouwer te Antwerpen en
e richtte er twee scheepswerven op,
€én ten noorden en éé n ten zuiden
van de stad. Na 1841 dreef hij de
werven samen met zijn zoon Louis
Victor (1814 -1877).

De ALoochristy" I i
1839 van stapel.

met de Belgische koopvaardijvioot. Teneinde de scheepsbouw te stimuler

Na 1830 was het zeer pover gesteld
en loofde de

jonge Belgische staat een premie uit die evenredig was met de tonnenmaat van het schip.

Ook de ALoochristy"
bedrag van 8430 fr. voor neergeteld.

Uitgereed voor de eerste reis m
Oostende op

genoot van deze maatregel

onsterde men de bemanning van elf koppen aan te
6 december

1838 Aom te vaeren

op

of wilde vaart. Het schip gaat op zoek naar een vracht, in welke haven deze dan ook te

vinden is en naar welke bestemming d

eze vracht dan ook moet vervoerd worden. Eenmaal

daar aangekomen wordt weer vrachtgezocht voor een andere haven. Zo vaart het schip
zonder vaste reisroute, fading innemend waar deze aangeboden wordt. De eerste reis ging

door onder bevel van de Zweedse kapi
stuurman was de 23
Cornelis werd in
was een Duitser uit Emden, de boo

1842

tein Nicolas Doflij uit Gateborg, 36 jaar oud. Zijn

-jarige Gentenaar Francis Cornelis, gage 76 fr. per maand. Deze
ALoochristy"
tsman een Oostendenaar, de kok stamde uit Zeestermue

kapitein op de

( ?), vier matrozen woonden in Oostende, de vijfde in Heist. De lichtmatroos was een

Antwerpenaar.

de

ALoochri
aan i

n

S 1
h e

ALooc

en

Ant wer pen,

er

avontuur

en
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Herstellings - en onderhoudswerken aan een kofschip. Hiervoor werd het gekield of
gekrengd, d.i. op een ondiepe plaats ten dele omvergetrokken, zodat men het
onderwaterschip kon bereiken vanop een werkvlot. (afb. 4)
Ets uit G. GROENEWEGEN, Verscheide soorten van Hollandse vaartuigen. Rotterdam,
1786 -1801.

Lang was het schip niet weg, wan t op 6 februari 1840 monsterde men opnieuw te Oostende
Voor een reis haar Mantanza, tegenwoordig genoemd Matanzas, gelegen aan de noordkust

van Cuba, ten oosten van Havana. Deze reis ging eveneens door onder het bevel van
dezelfde kapitein, maar één van de Oostendse matrozen was ondertussen tweede
stuurman geworden en de Antwerpse lichtmatroos matroos. Deze laatste verdiende nu 45

fr. in plaats van 40 als lichtmatroos. Alle andere bemanningsleden waren nieuwe
elementen. Zes en een halve maand later was het schip klaar voor een kort reisje van
Oostende naar Liverpool, maar op 22 november 1840 monsterde men een nieuwe
bemanning aan voor ABrasilien" (afb. 3) 8 zlneygageapi t ei n
blijft geheim & maar de eerste stuurman verdiende nu al 97,35 fr., de tweede 76,19 fr.,
de timmerman 71,95 fr., de bootsman 52,91 fr., de kok eveneens 52,91 fr., de vijf
matrozen ieder 45 fr. en de lichtmatroos 42,32 fr.

De ALoochristy" was dus wel degelijk ®Benweamaar deze kIl ¢
zeggen d regel matig de oceaan overstaken tussen de Akl ei
wateren, feitelijk hun normaal werk -terrein. We vinden het schip in het Registre Veritas

terug onder de rederijvlag van N.J. De Cock Fréres tot in 1862. In april 1862 wordt h et

schip van de hand gedaan aan de Gentse rederij Van den Kerckhoven -Van Dooren. Jaren

tevoren o.m. in 1847, was een Van den Kerckhoven kapi
De Cock Fr res. Het is niet bekend of de fchristpgant van

dezelfde persoon was als deze kapitein. Het is niet helemaal onmogelijk, want het was niet



zeldzaam dat een kapitein tijdens zijn loopbaan een schip bij elkaar vaarde en van zijn

spaarduiten zelf een vaartuig kocht en uitbaatte, hetzij als kapitei n-reder, hetzij als reder.

Wat er van zij, de ALoochristy" bleef voor deze reder
bedrijf geweest te zijn staat het schip dit jaar voor het laatst in het Registre Veritas

vermeld. Wat ervan geworden is weten wij niet, maar de ouderdom wijst er op dat het

schip gesloopt werd en in rook is opgegaan als brandhout (afb. 4).

Wel k soort vracht heeft een schip zoals de ALoochri st
ruim vervoerd?

In de meeste gevallen was een bepaalde vracht wel karakteristiek voor een bepaalde
haven. Schepen zoals de kofschepen vervoerden zowat alle producten die de Europese

markten en nijverheid verhandelden. Uit de vrachtlijsten die we nasloegen in eigentijdse

dagbl aden als ALI oyd An vijnaste gaan'watiosn. knfsckeepen doali d e |
vervoerden. De & ookvaAN.JbBe«pck " d staato.m.vermeld meteen vracht

van 586 kistets suiker uit Cuba, naar Antwerpen gebracht in 1859. Andere koffen brachten

rogge uit Rusland aan, zout uit Cadiz, w ijn uit Bordeaux, kolen uit Wales, stokvis en
levertraan uit Bergen in Noorwegen en ook teer uit Noorwegen of Zweden, lijnzaad, tabak

en bout uit Riga, tarwe en mais uit Odessa, marmer uit Livorno, ijzer en gent uit Stockholm,

solfer uit Alicante, witte ze ep en amandelen uit Marseille, kolen en slijp stenen uit
Newcastle, groene erwten uit Hamburg en lijnkoeken uit Altona, vislijm en potas uit St. -
Petersburg, koffie rechtstreeks uit Haiti, maar ook als transitwaar uit Londen, naast wol,

katoen, colzazaad, e nz. Naast deze massavrachten, waarvan de meeste in balen, zakken

en vaten verpakt waren & tegenwoordig zijn vele ervan stortgoederen 0 werden ook
stukgoederen uit alle windstreken geladen. Daar de luiken van deze schepen zeer beperkte

afmetingen hadden kon  den enkel weinig omvangrijke vrachten geladen worden. Daarom

konden ijzeren balken of planken en bomen niet door het gewone luik aan boord genomen

worden. Schepen die regelmatig deze vracht vervoerden, waren hiervoor uitgerust met

een laadpoort, een zgn. h  outpoort die zich naast de achtersteven bevond. Hierdoor kon

men lange stukken in het schip schuiven en in langsscheepse richting stouwen.

Misschien kan het de lezer interesseren wat de "ijzeren zeeman op houten schepen" zoal
te eten kreeg? Uit de monsterr ollen van 1839 -1840 lichten wij artikel VI:

Art. VI. Een ieder zal zich te vreden moeten houden met het rantzoen, hier nevens bepaeld,

te weten: 2 Ib VLEESCH, 1 Ib. BOTER, 1 Ib. SPEK, 1 Ib. STOKVISCH, 5 1/2 Ib. BROOD per
week; en by gebrek aen boter 1 1/2 musje zoete olie.

Dock indien, (dat God verhoecle) door eenig toeval, het zij van eene lange reys of andere
oorzaken, by den Kapiteyn en verdere officieren, noodzaekelyk geoordeeld word het
gemelde rantzoen te verminderen, zal een ieder der ekwipagie verp ligt zyn, zich daer mede
te vreden te houden, op verheurte van al deszelfs te goed hebbende gagie, ton voordeele

van de reedery, en op poene van arbitraire korrektie.

Kommentaar overbodig!

Een monsterrol van de ALoochristy" teierbetdriBgdmidet oon't no
toestand, zonder dat het menu bepaald luxueus werd:

Art. 6. Een ieder zal zich tevreden moeten houden met het wekelyksch rantsoen, hier

nevens bepaeld, te weten:

2 kil. gezouten vleesch of 1 kil. 50 versch vleesch. 0,50 spek.

0,25 st ockvisch.
0,50 boter en by gebrek 0,20 liter zoete olie.

3,00 brood.
1,25 gort of ryst.
1,25 groene of witte erwten.

0,75 grauwe erwten of bruine boonen.

In geen geval zal het scheepsvolk aenspraek noch vergoeding kunnen eischen, voor de
mindere gebruikte  of overgeschotene levensmiddelen van het bepaeld rantsoen.



Doch indien (dat God verhoede) door eenige toeval, het zy van eene lange reis of andere
oorzaken, by de kapitein of verdere officieren, noodzakelijk geoordeeld wordt het gemelde
rantsoen te vermin  deren, zal een ieder der ekwipagie verpligt zyn, zich daer mede te vrede
te houden, op verbeurte van al deszelfs te goed hebbende gagie ten profyte van de kas
der noodlydende en gebrekkige zeelieden.

In dat geval het te min ontvangen, zal by terugkomst hie r te lande, voor zoo verre namelyk
voor zoodanige artikelen voor dewelke niet geheel of gedeeltelijk anderen in de plaets
gesteld zvn, aen de officieren en manschappen in geld worden uitbetaeld, naer de pryzen

van den dag.

Na de bombardementen van Algiers, in 1815 uitgevoerd door een gecombineerde Engels -
Hollandse vloot is de zeeroverij in de Middellandse Zee zo goed als uitgeroeid. Toch is de

veiligheid op zee in de eerste helft van de 19e eeuw nog niet volstrekt. Talrijke
koopvaarders voeren nog geschut a an boord en in de monsterrollen worden nog altij d
voorschriften opgenomen, die bindend zijn voor de bemanning. Men vermeldt er nog altijd

Arovers", Tees zeerover s, in arti kel X1

Art. Xll. Indien het, onverhoopt, mogt
gebeuren, dat het schip door roove rs, of
anderen, by den, Kapiteyn voor vyanden
herkend, wierd aengevallen, zal een ieder
gehouden zyn, naer zyn best vermogen,

het schip te helpen beschermen en tegen

den vyand te verweeren, zoo als braeve
officieren en matroosen betaemd, zonder
elkanderen lafhertig te verlaeten: en wie
hier in naelaetig mogt zyn, zal aengemerkt
worden als eerloos en infaem, en
verbeuren nog daer -en-boven al zyne
maend -gagien en goederen, ten profyte
van hun die zich dapper gekweten hebben.

En zullen die genen, welke in zood aenig
gevegt, gekwetst of verminkt mogten
worden, voor scheeps rekening worden
genezen en verpleegt.

De scheepskanonnen werden echter niet
N2l wan oan 102 eenur kel i bl tuib %) enkel tegen eventuele zeerovers gebruikt
Intwerpen, Nationaal Scheeposarimuienm. F [ maar o.m. ook voor het geven van
signalern en het afschieten van

reddingslj nen. Het geschut van de ALoochristy" ddemnuder de 00
nog 0 was het gebruikelijk bij feestelijke gelegenheden of plechtigheden vreugdeschoten

af te vuren. In het AJournal de Bruges et de hda Provir
bericht (vrij vertaald uit het Frans) :-Pt@e&ezGentmor gen W
het huwelijk ingezegend van de heer De Jaegher, Gouverneur van Oost -Vlaanderen met

mejuffrouw Louise De Cock. De huwelijkszegen werd aan de echtelingen gegeven d oor

Monseigneur de bisschop. Ter gelegenheid van het huwelijk waren alle schepen die in de

haven gemeerd waren feestelijk bevlagd en vanop het s
werden voortdurend kanonschoten afgevuurd..." Mejuffrouw Louise De Cock wa s namelijk

de dochter van één der gebroeders De Cock. Het hoeft dus geen betoog dat de rederij die

dag in feest was . De ALoochristy", die toen juist i

pl echtigheid met het nodi ge Afeest | awht@éen'vroljkee onder st
aangelegenheid met los krui tussen de Gentse huizen te knallen dan zijn hachje trachten

te redden door met scherp op zeerovers te schieten.

Zeelui hadden in deze dagen niet bepaald een goed( faam, overigens niet geheel ten

onrechte. Er w aren hee wat rabauwen onder, die bel noch duivel vreesden Nochtans werd

elke dag op de schepen gebeden onder leiding van de kapitein, tenzij er een geestelijke



aar boord was, wat enkel op grotere schepen het geval was Deze bidstonde was eveneens
verplicht zoals blijkt uit artikel XVII van de monsterrol:

Art. XVII. Vermits het alle

‘| menschen getaemd God
te loven en te danken, zoo

| zal ook een ieder verpligt

zyn, de  dagelyksche
gebeden met eerbied by
te wonen.

Hoe zag een kofschip eruit
(afb. 5) ? Een afbeel ding

van de ALoochristy" kennen wi,|j niet, al zou het ons ¢
in Gent een por tret van dit schip hangt. Het was in die dagen te Oostende en te Antwerpen
een zeemansgebruik scheepsportretten te schilderen en wel op glas. De be velvoerende

kapitein bestelde, als souvenir, een scheepsportret bij één van de gespecialiseerde

volksschilders. Deze produceerde dan een afbeelding van het gewenste schip en gebruikte

daarvoor een zeer speciaal procédé dat in Belgié grote populariteit geno ot: het églomisé -

of achterglasschilderen. Het scheepsportret werd in spiegelbeeld op de achterkant van een

glasplaat geschilderd. Honderden van deze schilderijen werden door vreemde kapiteins

meegenomen en men vindt ze nu terug in talrijke privé - en openb are verzamelingen in

vele delen van de wereld vooral in Amerika, Scandinavié en Duitsland. Maar ook onze

reders en kapiteins bestelden dergelijke scheepsportretten, o.m. de kapitein van de kof

AJoseph" van de rederij N.J. De sqeaankogélikflabookds) . Het | i
ALoochristy" afgebeeld werd. Wat er van zij, het hier
kan ons een beeld van het wuitzicht van de ALoochristy
van hetzelfde type was, alleen kleiner.

Kofsch epen waren stoergebouwde koopvaarders met massieve vierkante kop, een vrij
sterke zeeg (langsscheepse bocht) en een hoog achterschip met ronde kont (excuus: is nu
eenmaal de vakterm). Aanvankelijk voerden alle koffen zwaarden, d.z. grote
segmentvormige pla nkenborden, waarvan er één bevestigd was aan ieder scheepsboord
ter hoogte van de grote mast. Door een zwaard te laten zakken kon men het zijdelings
afdrijven onder druk van de wind en de stroom enigszins beperken, d.i. men kon de drift
tegengaan, zodat he t schip beter de gewenste koers kon volgen en bovendien scherper in
de wind varen. In 1735 was er echter een Friese kofschipper, later scheepsbouwer, Hylke
Jansz. Kingma, die een grotere en diepe kof liet bouwen in Liibeck. Dit was de eerste kof
zonder zwaa rden. Deze zwaardloze koffen werden echter met een gepiekt (scherp, S -
vormig) achterschip gebouwd, waardoor de romp een grotere zijdelingse weerstand
verkreeg en dus minder drift had. Ook het voorschip werd lichtjes gepiekt. Toch bleef de

kof nog altijd ee n schip dat veel wraak (neiging tot afdrijven) had, wat bij slecht weer en
aan lager wal de ondergang van vele van deze schepen voor gevolg had. Onderstaand
zeemansrijmpje is dan ook veelbetekenend voor de zeilkwaliteiten van deze schepen:

Koffen un Snzac ken
siind Waterbacken



Prunkers op de Ree
und Dwarsdrivers op See.

Toch was de kof een zeewaardig schip, dat zwaar weer kon verdragen zij het niet altijd
geheel  comfortabel want een variante op het vorige rijmpje  zegt:

Koffen en smakken
zZijn waterbakken
Hoekers en buizen

zijn zeemanshuizen

waarmede bedoeld werd dat de eerste twee veel water overnamen en bij wijze van spreken
bij stormweder onder de golven doorgingen in tegenstelling met de vishoeker en de
haringbuis, waarvan gezegd werd dat men op zijn kousen over dek kon lopen.

Het eenvoudige tuig, dat grote zeilmogelijkheden bood en aan betrekkelijk weinig slijtage
onderhevig was, maakte van de kof een voordelig schip. Zij kon gevoerd worden met een

kleine bemanning, die naargelang de aard van de reis van vijf tot twaalf man telde. De
klassieke kof voerde een zgn. anderhalfmasttuig dat aanvankelijk bestond uit een gewone
paalmast met een grootzeil en een razeil en een bezaanmast op het achterschip. Later

werd de mast -verlengd met een steng waaraan een t opzeil kon gevoerd worden. De
boegspriet was in vele gevallen voorzien van een lopende kluiverboom (verlengstuk van

de boegspriet) en droeg vier stagzeilen. Deze tamelijk uitgebreide tuigage bood vele
mogelijkheden in allerlei weersomstandigheden. In de de rtiger jaren begon men de
voorheen vaste steng te vervangen door een schietende. Het oude anderhalfmasttuig werd

toen ook vervangen door een schoenertuig. De kleine bezaanmast werd verlengd, meer

naar voor geplaatst en kwam midden in de roef. Het kleine be zaanzeil werd vervangen
door een groter en aangevuld met een topzeil. De grote mast kreeg een volgetuigd
brikstuig met vier raas en tussen beide masten werden nu ook één of meer driehoekige
stagzeilen gehesen, terwijl bovendien ook lij -zeilen konden bijge  zet worden (langwerpige
zeilen die bij gunstig weer en niet te harde wind op spieren uitgezet werden naast de
razeilen, dus aan de buitenkant ervan (afb. 7). Het invoeren van deze schoenertuigage

ging ook gepaard met een wijziging in de verhoudingen van de romp. Waren de
verhoudingen lengte:breedte vroeger 3:1 dan werden deze nu vergroot tot 4,4:1. Deze
wijzigingen kwamen de snelheid en het laadvermogen ten goede en verhoogden de
zijdelingse weerstand, waardoor ook de drift verminderde.

KOFSCHIP of KOF .
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De romp van een kofschip was gewoonlijk als volgt ingedeeld: in het voorschip het
volkslogies met vaste kooien en kasten. Onder dit verblijf trof men vaak dé leggers met

water en brandhout aan, nodig voor de reis. Het ruim strekte zich uit over de ganse
overblijvende lengte en breedte van het schip, behalve een kleine ruimte in de achterpiek

die als kabelstelling voor het touwwerk bestemd was. De kajuit was ook achter in het schip

en stak voor een deel in het ruim en voor een deel boven dek. Hier v erbleef de kapitein,

heel dikwijls vergezeld van zijn gezin, kinderen inbegrepen. In de kajuit waren eveneens

vaste kooien en kasten naast een Ageheim gemak" (W.
bezaanmast een roef waarin zich een kombuis (keuken) bevond en te vens logies voor de

stuurlieden en een ruimte voor waarloze zeilen en victualién (voorraad). Bij stormweer
werd deze roef extra vastgesjord aan ringbouten in het dek. Ervoor was een luik waarop
de boot stond in een paar schragen (afb. 8).

Gezichtophetd ek van een model van de kof ADe Stad Ant wer
bevindt zich de kajuit voor de kapitein en zijn familie; voor de bezaanmast staat de roef

waarin het kombuis (keuken) en de slaapkooi voor de stuurman ondergebracht waren.

Daarvoor isde b oot vastgesjord boven het luik. V66r de grote mast: is het luik dal toegang

geeft tot de verblijven van de bemanning. In de kop van het schip ligt het spil en staat de

beting vo, de boegspriet. Dit model werd door de Stad Antwerpen geschonken aan HH. KK.

HH. Peins Albert en Prinses Paola ter gelegenheid van hun huwelijk in 1959. (afb. 8) - Foto:

L. Veroft.






Wfbeelding van cen smakschip
of ysmak op een tegeltableau
Makkum (Friestland)
18¢ eenw. De smak wevd
de ,zuster der kof" genoemd
Het svas eon kleiner schip
mel ecen eenvoudiger Iuigage
De remp is gebonwd met
eon  bennegar', een
dricboekige opening op bet
achrerschip, wagrboven de
bezagnmail ttaat. (afb. 9)
Antwerpen,

Nationaal Seheepraartmusenm
Fore: L. Veroft

Nog even een paar gegevens over scheepstypen die nauw met de kof verwant waren en

er soms wel mee verward worden: de smak en de galjoot. De smak o weer zo'n gekke
scheepsbenaming werd de Azuster der kof" genoemd. He
een laadvermogen van 70 tot 140 ton, een platboomd, ondiep schip dat verder weer

verwant was met de Friese tjalk. Smakken voeren vooral tussen Lissa bon en de Oostzee

en zij waren bijzonder geschikt voor de Waddenvaart en ander ondiep vaarwater. Zij

vertoonden zich ook op de binnenwateren. De bemanning telde van vijf tot zeven man.

Uiterlijk kon men de smak al dadelijk van de kof onderscheiden door de bouw van de

romp. De smak had namelijk een Ahennegat" of Astaats

het boord van het schip boven het achterschip zo gebouwd is dat er op die plaats een
driehoekige opening ontstaat waardoor de helmstok steekt. Op dit hennega t staat een
kleine bezaanmast. De smak voert tevens een lichtere tuigage o.m. maar één topzeil en

maar Brie stagzeilen (afb. 9).

Het verschil tussen een kof en een galjoot is minder opvallend. De kof zou volgens sommige
19de -eeuwse vakmensen meer zeeg hebb en (meer langsscheepse bocht) en op de






