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DHS Adopts National Backup System to GPS 

Friday, February 08, 2008  

  

The U.S. Department of Homeland Security will begin implementing an independent national 

positioning, navigation and timing system that complements the Global Positioning System (GPS) in 

the event of an outage or disruption in service. The enhanced Loran, or eLoran, system will be a land-

based, independent system and will mitigate any safety, security, or economic effects of a GPS 

outage or disruption. The eLoran system will be an enhanced and modernized version of Loran-C, 

long used by mariners and aviators and originally developed for civil marine use in coastal areas. In 

addition to providing backup coverage, the signal strength and penetration capability of eLoran will 

provide support to first responders and other operators in environments that GPS cannot support, 

such as under heavy foliage, in some underground areas, and in dense high-rise structures. The 

system will use modernized transmitting stations and an upgraded network. 
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LNG Ship Disabled off Cape Cod 

Tuesday, February 12, 2008 

  

The Unified Command at Coast Guard Sector Boston is continuing to monitor and assist the Liquefied Natural Gas 

tanker Catalunya Spirit, which lost propulsion and became disabled and adrift east of Cape Cod Monday morning.  

Teekay Corporation, which operates the Catalunya Spirit, contracted four tugboats and three technical 

representatives to assist the tanker. The tugboats Freedom and Liberty arrived on scene with the tanker about 10 

p.m., Monday. The Freedom placed the Catalunya Spirit under tow, stopping the tanker's southeasterly movement, 

and is slowly heading west to a temporary offshore location, while conducting repairs.  

The tug Iona McAllister is also on scene standing by. The salvage tug, Atlantic Salvor, is expected to arrive at 1 p.m., 

Tuesday to assist as necessary.  

A Coast Guard marine inspector and two contracted technical representatives are on the Catalunya Spirit and an 

additional Coast Guard marine inspector is aboard the tug Liberty, which is on scene with the tanker. Today, an 

aircrew from Air Station Cape Cod is scheduled to transport a class society representative from Lloyds, and an 

additional technical representative, and additional Coast Guard personnel.  

Though the vessel has not suffered any structural damage or released any substance, as part of the response plan, 

Coast Guard Sector Boston has notified the National Strike Team and is helping to coordinate salvage and pollution 

response assets. Additionally, the Coast Guard Cutter Escanaba is on scene.  

The Maine Responder, the New Jersey Responder, and the Delaware Responder are en route to be available if 

needed.  
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The Massachusetts Department of Environmental Protection is assisting in the unified command, which continues to 

ensure comprehensive measures are in place to minimize risk to the marine environment and public safety in the 

event of an incident. 

 

  

 

 

 

 

 

 

 

Inséré le 22   Février  2008                     Logboek              News                   Enlevé le 10 Mars 2008 

 

 

Comme chacun le sait maintenant, tous les navires devront être équipés de VDR (voyage data recorder) en accord 

ŀǾŜŎ ƭŜ ŎŀƭŜƴŘǊƛŜǊ ŞŘƛǘŞ ǇŀǊ ƭΩ Lah όLƴǘŜǊƴŀǘƛƻƴŀƭ aŀǊƛǘƛƳŜ hǊƎŀƴƛǎŀǘƛƻƴύΦ  

9ǾƛŘŜƳƳŜƴǘΣ ŎΩŜǎǘ ǳƴ ƎǊƻǎ ǇǊƻƧŜǘ ǉǳƛ ǊŜǎǎŜƳōƭŜ Ł ŎŜƭǳƛ ǊŜƴŎƻƴǘǊŞ ǉǳŜƭǉǳŜǎ ŀƴƴŞŜǎ ŀǳǇŀǊŀvant avec le SMDSS en 

radio.  

Nous avons une chance dans notre cas, puisque tous les navires à passagers sont maintenant équipés et donc, un 

ŎŜǊǘŀƛƴ ƴƻƳōǊŜ ŘŜ ŦŀōǊƛŎŀƴǘǎ Ŝǘ ŘΩƛƴǎǘŀƭƭŀǘŜǳǊǎ ƻƴǘ ƭΩŜȄǇŞǊƛŜƴŎŜ ŘŜ ŎŜǎ ƳŀǘŞǊƛŜƭǎ Ŝǘ ƭŜ ǊƛǎǉǳŜ ǘŜŎƘƴƛǉǳŜ Ŝǎǘ ǘǊŝǎ 

faible.  

/Ŝƭŀ ǊŜǎǎŜƳōƭŜ ŀǳ {a5{{ ǇŀǊŎŜ ǉǳΩƛƭ ŜȄƛǎǘŜ ǳƴŜ ŘŀǘŜ ƭƛƳƛǘŜ Ŝǘ ǉǳŜ ǘƻǳǎ ƭŜǎ ƴŀǾƛǊŜǎ ŘŜ ŎƘŀǊƎŜ ŘƻƛǾŜƴǘ ŀǾƻƛǊ ǳƴ ±5w Ł 

bord, le marché est donc très large mais les fabricants ont a affronter quelques évidences. Ils devront produire une 

grande quantité ŘΩŞǉǳƛǇŜƳŜƴǘǎ Řŀƴǎ ǳƴ ŘŞƭŀƛ ǘǊŝǎ ŎƻǳǊǘ Ŝǘ ǉǳŀƴŘ ƭŀ ŘŀǘŜ ƭƛƳƛǘŜ ǎŜǊŀ ŀǘǘŜƛƴǘŜΣ ƭŀ ǇǊƻŘǳŎǘƛƻƴ ŎƘǳǘŜǊŀ Ł 

ǳƴ ǇŜǘƛǘ ƴƛǾŜŀǳΣ Ŝƴ Ŧŀƛǘ ŎŜƭǳƛ ŘŜ ƭŀ ŎƻƴǎǘǊǳŎǘƛƻƴ ŘŜ ƴŀǾƛǊŜǎ ƴŜǳŦǎΦ Lƭ ƴΩŜǎǘ Ǉŀǎ ŜƴǾƛǎŀƎŜŀōƭŜ ŘŜ ŎƻƴǎǘǊǳƛǊŜ ŘŜǎ ƎǊƻǎǎŜǎ 

usines pour les fermer dans trois ou quatre ans quand la fin du pic de production arrivera, la solution consiste à 

ǇǊƻŘǳƛǊŜ Řŝǎ ƳŀƛƴǘŜƴŀƴǘΣ ƭŜ Ǉƭǳǎ ǊŀǇƛŘŜƳŜƴǘ ǇƻǎǎƛōƭŜ ŀǾŀƴǘ ƭŀ ŘŀǘŜ ŎƻǳǇŜǊŜǘ ŀŦƛƴ ŘΩŞǾƛǘŜǊ ŎŜ ǇƛŎΦ   

Cette solution est possible seulement si les Armateurs comprennent ce point de vue et passent leurs commandes 

Řŝǎ ƳŀƛƴǘŜƴŀƴǘΣ ƛƭ Ŝǎǘ ŘŜ ƭŜǳǊ ƛƴǘŞǊşǘ ŦƛƴŀƴŎƛŜǊ ŘΩŀǘǘŜƴŘǊŜ ƭŀ ŘŀǘŜ ōǳǘƻƛǊ Ƴŀƛǎ ƛƭǎ ŎƻǳǊŜƴǘ ƭŜ ǊƛǎǉǳŜ ŘŜ ƴŜ Ǉŀǎ ǇƻǳǾƻƛǊ 

ƻōǘŜƴƛǊ ƭŜ ƳŀǘŞǊƛŜƭ Ł ǘŜƳǇǎ Ŝǘ ŘΩşǘǊŜ ƻōƭƛƎŞ ŘŜ ƭŀƛǎǎŜǊ ŘŜǎ ōŀǘŜŀǳȄ ƭŜ ƭƻƴƎ Řǳ ǉǳŀƛ ƧǳǎǉǳΩŁ ŎŜ ǉǳΩƛƭs remplissent les 

conditions de la réglementation.  

¦ƴ ŀǳǘǊŜ ǇǊƻōƭŝƳŜ ŎƻƴŎŜǊƴŜ ƭΩƛƴǎǘŀƭƭŀǘƛƻƴΣ ƭŜǎ ŜƴǘǊŜǇǊƛǎŜǎ ǎǇŞŎƛŀƭƛǎŞŜǎ Řŀƴǎ ŎŜ ǘȅǇŜ ŘΩƛƴǘŜǊǾŜƴǘƛƻƴǎ ƴΩƻƴǘ ǉǳΩǳƴ 

ƴƻƳōǊŜ ƭƛƳƛǘŞ ŘŜ ǘŜŎƘƴƛŎƛŜƴǎ Ŝǘ ƛƭ ƴΩȅ ŀ ǉǳŜ нп ƘŜǳǊŜǎ ǇŀǊ ƧƻǳǊ Η  

Il est aussi évident que Σ ǎǳƛǾŀƴǘ ƭŀ ƭƻƛ ŘŜ ƭΩƻŦŦǊŜ Ŝǘ ŘŜ ƭŀ ŘŜƳŀƴŘŜΣ Ǉƭǳǎ ƻƴ ǎΩŀǇǇǊƻŎƘŜǊŀ ŘŜ ƭŀ ŘŀǘŜ ŦŀǘƛŘƛǉǳŜΣ Ǉƭǳǎ ƭŜǎ 

prix auront tendance à augmenter pour les fournitures mais aussi pour les installations.  
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 QUE DIT L'IMO ?  

Le VDR est fait pour assurer une fonction de boite noire comme à bord des avions, enregistrant les informations 

vitales du navires par le biais de capteurs et aussi les conversations de la passerelle dans une boite blindée qui 

ǇƻǳǊǊŀ şǘǊŜ ŀƴŀƭȅǎŞŜ ǇŀǊ ƭŜǎ ŜƴǉǳşǘŜǳǊǎ Ł ƭŀ ǎǳƛǘŜ ŘΩǳƴ ŀŎŎƛŘŜƴǘ Ŝƴ ƳŜǊ Φ[Ŝǎ ǊŝƎƭŜǎ ŘŜ ƭΩLah ŜȄƛƎŜƴǘ ǉǳŜ ǘƻǳǎ ƭŜǎ 

ƴŀǾƛǊŜǎ ŀǳ ŘŜǎǎǳǎ ŘŜ оллл ǘƻƴƴŜŀǳȄ ŎƻƴǎǘǊǳƛǘǎ ŀǇǊŝǎ ƭŜ мŜǊ ƧǳƛƭƭŜǘ нллн ŘƻƛǾŜƴǘ şǘǊŜ ŞǉǳƛǇŞǎ ŘΩǳƴ ǎȅǎǘŝƳŜ ±5w 

homologué. 

tƭǳǎ ǊŞŎŜƳƳŜƴǘΣ ŘǳǊŀƴǘ ƭŀ тф ϲ ǎŜǎǎƛƻƴ ƭΩLah ŀ ŞŘƛǘŞ ǳƴŜ ƴƻǳǾŜƭƭŜ ǊŝƎƭŜ ζ {h[!{ w9D¦[!¢Lhb нл η Ŏƻncernant plus 

particulièrement les navires de charge de plus de 3000 tonneaux. Cette règle accepte le principe du VDR « simplifié » 

sur les navires existant et oblige à installer un VDR avec le calendrier suivant : 

· Les navires de plus de 20000 tx et au-delà, construits avant le 1er janvier 2002, au premier arrêt technique prévu 

après le 1er juillet 2006 et pas plus tard que le 1er juillet 2009. 

Les navires de plus de 3000 tx et au-delà, mais de moins de 20000 tx construits avant le 1er janvier 2002, au premier 

arrêt technique prévu après le 1er juillet 2007 et pas plus tard que le 1er juillet 2010.  

  

DU POINT DE VUE TECHNIQUE  

/ŜǘǘŜ ƴƻǳǾŜƭƭŜ ǊŞƎƭŜƳŜƴǘŀǘƛƻƴ {h[!{ ƳƻŘƛŦƛŜ ƭŜǎ ŀǎǇŜŎǘǎ ǘŜŎƘƴƛǉǳŜǎ ŘŜǎ ŜƴǊŜƎƛǎǘǊŜƳŜƴǘǎ ±5wΦ [ΩLah ŀŎŎŜǇǘŜ ŘŜǎ 

installations simplifiées, en retrofit, dans lesquelles on devra enregistrer les informations suivantes : 

· Date et Heure provenant du GPS 

· Position du navire provenant du GPS 

· Vitesse du loch 

· Cap du gyrocompas 

· Bruits ambiants de la passerelle par des micros à installer 

· Communications VHF 

· Informations radar 

· Informations AIS 

· Toutes autres informations qui sont délivrées dans le format IEC 61162 (NMEA 0183). 

Remarque : Les informations AIS, seules, pourront être acceptées dans la cas ou le radar ne peut pas techniquement 

ǊŜŎŜǾƻƛǊ ǳƴŜ ǎƻǊǘƛŜ ǾƛŘŞƻ ǇƻǳǊ ƭΩŜƴǊŜƎƛǎǘǊŜƳŜƴǘΦ  
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Cours Radio GMDSS 

Global Maritime Distress and Safety System 

 

Organisés par le Centre de Navigation de Plaisance de la Ligue Maritime Belge. 
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Le samedi 23 février de 09h30 à 12h00 et de 13h30 à 16h00 pour le cours théorique et le samedi 1er avril de 09h30 à 

12h00 et de 13h30 à 16h00 pour le cours pratique sur matériel réel et par groupes de 12 personnes. 

  

Cette formation donne l'attestation de suivi du cours permettant la participation à l'examen SRC organisé une fois 

par mois à l'IBPT Avenue de l'Astronomie, 14 à 1210 Bruxelles 

  

Les cours seront ŘƻƴƴŞǎ  Řŀƴǎ ƭŜǎ ƭƻŎŀǳȄ ƳƻŘŜǊƴŜ ŘŜ ƭΩ9tI9/ ǇŀǊ tƻƭ 

Degryse, officier radio, agréé par l'IBPT. 

  

Conditions de participation : ммл ϵ  

Paiement anticipatif au compte Fortis: 210-0313622-73 intitulé "Cours de Navigation-LMB" avec comme 

communication: Cours GMDSS et le nom du participant. 

  

Ne tardez pas trop, le nombre de place est relativement limité !! 

L'EPHEC est située Avenue Konrad Adenauer, 3 à 1200 ς Bruxelles 

  

En train et en metro 

· Descendre à la gare de Bruxelles Central 

· Prendre le métro de la ligne 1b - direction « Stockel » 

· Descendre à la station « Alma » 

A pied, en sortant de la station de métro, descendre tout droit jusqu'à l'EPHEC. 

En bus 

         La ligne de bus 42 vous mène dans les environs de l'EPHEC. 

  

Renseignements complémentaires : 

Daniel Mormont  - Direction et Secrétariat LMB - section CNP 

Avenue Prince d'Orange, 15 - 1420 Braine l'Alleud ς Belgique  

Tel :  +32 2 772 68 22 ou +32 2 385 07 87 - GSM : + 479 351 207 

Http:// www.lmb-cnp.net  -  E-Mail : lmb-cnp@skynet.be 
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Anglo-Eastern has launched a web-based online testing system as part of its pre-recruitment screening process for 

deck and engine cadets.  

The company currently recruits around four hundred deck and engine cadets worldwide for the 200 plus ships it 

manages.  

"Over 1500 applications are received by us each year," said Capt Pradeep Chawla, director for quality assurance and 

training at Anglo-Eastern.  

"The aim of introducing on-line testing is to standardise our recruitment procedures worldwide and to allow 

applicants to take the test from any part of the world, sitting at home or even in a cyber-cafe."  

The tests will cover Maths, Science and English. Reasoning Ability and General Knowledge modules, similar to those 

found in the American SAT (Scholastic Aptitude Tests), can be taken by students entering university.  

The new system offers instantaneous results, and can also compare the scores achieved by applicants in different 

countries, against the national and international averages.  

Peter Cremers, CEO of Anglo-Eastern Group, also commented: "With the worldwide shortage of officers continuing 

to grow, we have to compete with other industries globally to attract the best talent for the modern ships. This 

testing creates an opportunity for us to explore new crew sources worldwide."  

The web based 'Competency Management & Examination' testing platform was developed by Core Competency 

Marine Training, a New Delhi based software company, which has produced computer and web based training 

material for Anglo-Eastern in the past. 

  

(Feb  15  2008)  

 

 Inséré Juillet 2008                                      Comité                                 Enlevé le 16 mars 2008 
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Wednesday, January 23, 2008 

  

Fatigue assessment in shipping is vital in order to predict the structural durability of welded joints. Progress made 

during the past decade regarding different approaches was presented at the seminar "Local Approaches for Fatigue 

Assessment of Marine Structures" at Germanischer Lloyd headquarter. The seminar revived interest from engineers 

and research scientists from all around the world: 50 international experts took part in the seminar, coming from all 

over Europe and Asia. 

  

Fatigue experts from classification society Germanischer Lloyd, the Institute of Ship Structural Design & Analysis 

from Hamburg University of Technology (TUHH) and Fraunhofer Institute for Structural Durability and System 

Reliability LBF gave an extended overview about the assessment of fatigue behaviour of welded structures. The 

seminar focussed on nominal stress, hot-spot, notch stress and strain approaches as well as crack propagation 

calculations.  

  

In recent years, progress has been made in the application of fatigue and fracture assessment procedures facilitating 

safe and cost effective decisions in design, material specification and maintenance of structures.  

This technology has been applied to ships and other marine structures.  

Sophisticated procedures on how to deal with the avoidance of cracks in cyclic loaded structural components, the 

prediction of fatigue lifetime of marine structures and the verification of damages in view of appropriate repair 

measures were presented.  

  

The seminar was part of the European founded research project MARSTRUCT, a network of excellence with the 

overall objective to improve the safety, effectiveness, reliability, environmental behaviour and comfort of ship 

structures through the application of advanced structural and reliability assessment within design, fabrication and 

operation 
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A federal district court in Maine sentenced Petraia Maritime Ltd., late yesterday, to pay a fine of $525,000 and serve 

two years probation for violating the Act to Prevent Pollution From Ships (APPS), the U.S. Justice Department 

announced.  

Petraia had been convicted following a jury trial in May 2007 of failing to maintain a record of its overboard 

discharges of oily bilge waste, which it made without using required pollution control equipment, from the M/V Kent 

Navigator, a vessel that it owned and operated. Two chief engineers serving aboard the Kent Navigator had 

previously pleaded guilty to making false statements to the Coast Guard for their role in the attempted cover-up of 

Petraia Maritime's discharges of oily waste.  

The government's investigation began in August 2004, when the U.S. Coast Guard received an anonymous tip that a 

vessel bound for Portland, Maine, was illegally discharging its waste oil and bilge while at sea.  

The MARPOL convention, which is implemented into U.S. law by the APPS, limits the oil content of discharges from 

ships to no more than 15 parts per million.  

The Coast Guard inspected the Kent Navigator when it entered the port of Portland and found oily residue in piping 

that led to overboard discharge valves and inoperable oil pollution control equipment. The Coast Guard's 

investigation revealed that while the vessel was at sea, the ship's crew discharged waste oil tanks and bilge tanks 

directly overboard and also discharged the bilges in a way that circumvented the ship's oil water separator. These 

discharges, which numbered 13 over eight months, were usually in excess of 5,000 gallons each and resulted in the 

discharge of significant quantities of oil. In addition to entering port in Portland in August 2004, the investigation 

revealed that the Kent Navigator had entered the Portland port on numerous prior occasions.  

To conceal this illegal discharge activity, Petraia's employees falsified records in the ship's oil record book, making it 

appear as if the discharges were made using the required pollution control equipment when in fact they were not.  

The investigation was conducted by Special Agent Daniel Bradford, of the U.S. Coast Guard Investigative Service, 

with assistance from the Coast Guard Sector Northern New England, the Coast Guard First District Legal Office, and 

the Coast Guard Headquarters Office of Investigation and Analysis. The case was prosecuted by Wayne Hettenbach 

and Kevin Cassidy of the Environmental Crimes Section of the Department of Justice and the U.S. Attorney's Office 

for the District of Maine.  
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InterManager adds its voice against criminalisation of seafarers 

(Feb  15  2008)  

InterManager has thrown its weight behind the call for seafarers to be protected against unfair criminalisation in the 

event of an incident, following the recent joint initiatives by the ICS/ISF/ITF.  

At a meeting of the InterManager executive committee in London, the association said it strongly supported its 

ƳŜƳōŜǊǎΩ Ǉƻǎƛǘƛƻƴ ǘƘŀǘ ǎŜŀŦŀǊŜǊǎ ǎƘƻǳƭŘ ƴƻǘ ōŜ ƳŀŘŜ ǾƛŎǘƛƳǎ ƻŦ ŀ ǎȅǎǘŜƳ ǿƘŜǊŜōȅ ǘƘŜȅ ŀǊŜ ƛƴŎŀǊŎŜǊŀǘŜŘ ōŜŎŀǳǎŜ 

they are the only representatives of an owner in the country where the incident took place.  
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ά¢ƘŜ ǎƛǘǳŀǘƛƻƴ ƛǎ ŘƛŦŦŜǊŜƴǘ ƛŦ ǘƘŜ ǇŜǊǎon concerned is negligent because then they should be liable for their actions. 

.ǳǘ ǿŜ Ŏŀƴƴƻǘ ƘŀǾŜ ƻǳǊ ƳŀǎǘŜǊǎ ōŜƛƴƎ ǘƘŜ ǾƛŎǘƛƳǎ ƛŦ ǘƘŜȅ ƘŀǾŜ ŘƻƴŜ ŜǾŜǊȅǘƘƛƴƎ ǊƛƎƘǘ ƛƴ ŀ ǎƛǘǳŀǘƛƻƴΣέ ǎŀƛŘ 

InterManager president Ole Stene.  

InterManager was responding to a recent decision by South Korean prosecutors to file charges against the master of 

ǘƘŜ ΨIŜōŜƛ {ǇƛǊƛǘΩ ƻǾŜǊ ǘƘŜ 5ŜŎŜƳōŜǊ Ŏƻƭƭƛǎƛƻƴ ǿƛǘƘ ŀ Ǌǳƴŀǿŀȅ ŎǊŀƴŜ-ōŀǊƎŜ ǘƘŀǘ ǊŜǎǳƭǘŜŘ ƛƴ ǘƘŜ ŎƻǳƴǘǊȅΩǎ ǿƻǊǎǘ ƻƛƭ 

spill.  

The committee also took the opportunity to reiterate its position on another critical issue facing shipmanagers ς that 

of openness and transparency.  

InterManager said that it remained clear in its support of an open and transparent shipmanagement sector and said 

it would not tolerate any form of activity that involved unknown revenues or commissions.  

On 1st January this year, the organisation introduced a Code of Conduct which all InterManager members are 

ƻōƭƛƎŜŘ ǘƻ ǎƛƎƴΦ ¢Ƙƛǎ Ŏŀƭƭǎ ŦƻǊ ΨŜǘƘƛŎŀƭ ŀǘǘƛǘǳŘŜǎΩ ƛƴ ǘƘŜƛǊ ŘŜŀƭƛƴƎǎΣ ƛƴ ǇŀǊǘƛŎǳƭŀǊ ǎǘǊƛŎǘ ŀŘƘŜǊŜƴŎŜ ǘo their duties under 

the management contract. 
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During the night of Tuesday, February 4th salvor SMIT succeeded in freeing the grounded crane carrier Zhen Hua 10. 

It took four attempts to refloat the 300m giant and required three local harbour tugs and a German, 19000BHP 

(219TBP) anchor handling tug. 

The carrier broke loose from the anchorage near Hook of Holland early last Saturday morning. The master tried to 

navigate the vessel out of shallow waters near the coast against Force 10-11 winds and 7-8m waves, but ran aground 

despite the efforts. 

The Zhen Hua 10 is owned by ZPMC (Shanghai Zhenhua Port Machinery), a producer of container cranes. At the time 

of the accident the vessel was loaded with several container cranes and destined for Rotterdam. 

IVW (Inspectie Verkeer en Waterstaat) are currently investigating the accident. 

No personal injuries were reported. 

 

 

  

 

 

 

 

http://www.smit.com/
http://www.zpmc.com/
http://www.ivw.nl/
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tƻǳǊ ǘŞƭŞŎƘŀǊƎŜǊ ƭŜ ǊŀǇǇƻǊǘ ŘŜ ƭΩŀŎŎƛŘŜƴǘ Ŝƴ ŦƻǊƳŀǘ ǇŘŦΦ Σ ŎƭƛǉǳŜǊ ǎǳǊ ƭŜ ōƻǳǘƻƴ Ŏƛ-dessous.  

Voorlopig onderzoek naar de gronding van ms Zhen Hua 10 

Europoort, 2 februari 2008 

Datum 15 februari 2008 
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1 Inleiding 

De Inspectie Verkeer en Waterstaat, verder de Inspectie onderzoekt ongevallen 

en bijna-ongevallen vanuit het oogpunt van veiligheid. Het doel van het 

ƻƴŘŜǊȊƻŜƪ ƛǎ ƻƳ ƘŜǊƘŀƭƛƴƎ Ǿŀƴ ȊƻΩƴ ǾƻƻǊǾŀƭ ǘŜ voorkomen en lering te trekken. 
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Het onderzoek heeft niet als doel een schuldige aan te wijzen. Dit rapport betreft 

het voorlopig onderzoek en zal aan de Raad voor de Scheepvaart worden 

aangeboden, die kan besluiten om een nader onderzoek in te stellen. 
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2 Feitelijkheden 

2.1 Het schip en de bemanning 

naam schip Zhen Hua 10 

IMO nr 7917410 

Vlaggenstaat St. Vincent & the Grenadines 

Roepletters J8B3026 

Type schip Zware lading 

Kiellegdatum 1980 

Gross tonnage 37658 GT 

Hoofdmotor vermogen 12357 kW 

Lengte/ breedte 233m/ 39,35m 

ISM Shanghai Zhenhua Shipping Co. Ltd, 

Shanghai, China 

Klassebureau China Classification Society 

Ms Zhen Hua 10 is in 1981 gebouwd en opgeleverd als olietanker. In 2005 heeft zij een conversie ondergaan naar 

zware lading schip, speciaal gebouwd voor het transport van containerkranen. De hoofdmotor en ankers zijn hierbij 

niet vervangen. Op de dag van het ongeval werd er aan de vereisten zoals in het bemanningscertificaat gesteld, 

voldaan. Er waren 33 personen, allen Chinezen, aan boord. 

Figuur 1: sjorringen van de containerkranen aan dek 
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2.2 Reisgegevens 

Op 11 november 2007 is het met containerkranen beladen schip uit Sjanghai vertrokken. In Hong Kong zijn bunkers 

ingenomen, waarna de reis via Kaap de Goede Hoop en voor nogmaals bunkeren te Las Palmas naar Rotterdam is 

voortgezet. Het schip is op 1 februari 2008 op de rede van Rotterdam gearriveerd. 

2.3 Het onderzoek 

Na het veilig afmeren van het schip aan de nieuwe Euromax terminal te Rotterdam is op 5 februari 2008 de Inspectie 

aan boord gegaan voor een onderzoek naar het ongeval. Hierbij is er onder andere gesproken met de kapitein en 

hoofdwerktuigkundige. 

Datum 15 februari 2008 

Pagina 6 van 12 

Rapport Voorlopig onderzoek naar de gronding van ms Zhen Hua 10 

Transport and Water Management Inspectorate Netherlands 

3 Bevindingen 

3.1 Bevindingen aan boord 

Uit de verklaring van de kapitein blijkt dat tijdens de reis van Sjanghai naar Rotterdam zich geen problemen aan 

boord hebben voorgedaan, die later invloed hebben gehad op de stranding. De kapitein was ervaren. Hij werkte al 

langere tijd voor de rederij, en heeft de laatste twee jaar meerdere vergelijkbare reizen met containerkranen aan 

dek gemaakt. De stabiliteit van het schip was goed, de GM bedroeg 5,00 meter. 

Op 1 februari 2008 rond 07.00 uur verneemt de kapitein dat in verband met de voor zijn schip geldende  

windrestrictie van maximaal 5 Beaufort hij niet de haven van Rotterdam in kan lopen. Deze windrestrictie geldt voor 

dit soort schepen om gevaarlijke situaties op de Nieuwe Waterweg te voorkomen. De kapitein besluit ten anker te 

gaan en doet dit in samenspraak met de Havenautoriteiten in ankergebied 4. Omdat er al vier andere schepen in dit 

gebied liggen, besluit de kapitein aan de oostelijk zijde van het gebied te ankeren. Dit om te voorkomen dat met een 

eventueel krabbend anker en de westelijke wind, hij één van de andere schepen zou raken. De kapitein gebruikt 

beide ankers, met 10 shackles te water. Om 09.30 uur ligt het schip ten anker. De gekozen plek ligt ongeveer 5 mijl 

uit de kust. In verband met de harde wind, dan rond kracht 7, acht de kapitein het niet wenselijk het schip 

buitengaats gaande te houden, in plaats van te ankeren. Tijdens de reis naar Rotterdam was de snelheid van het 

schip bij windkracht 7 a 8 Beaufort op de kop al tot minimaal teruggelopen. 
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Op de ankerplaats werd er zowel op de brug als in de machinekamer wacht gelopen. De hoofdmotor heeft, zoals 

door de bemanning is verklaard de gehele dag gedraaid, om samen met de ankers het schip in positie te houden. 

Vanaf 20.00 uur die dag is de kapitein, samen met de derde stuurman als wachtofficier, continu op de brug. De wind 

begint toe te nemen. Rond middernacht, als de tweede stuurman op wacht komt, merkt men dat de ankers krabben 

en het schip niet meer op zijn plaats blijft liggen. De kapitein belt de machinekamer voor meer vermogen, wat er niet 

is, en roept Maas Approach op en zegt dat hij sleepboten nodig heeft. De eerste stuurman en  ootsman gaan naar 

het voorschip om de ankers te controleren. Beide ankers zijn door de grote krachten van zee en wind nog één 

shackle uitgelopen. Meer kettinglengte is er ook niet. 

Met een snelheid van ongeveer 2 knopen beweegt het schip richting de kust. De voorliggende koers van het schip 

tijdens het driften is overwegend westelijk. Men probeert de kop van de wind te draaien, maar dit lukt niet. Rond 

02.15 uur raakt het aan de grond en ligt het vast. De sleepboten arriveren kort hierna, gehinderd door golven van 4,5 

meter hoogte en de harde wind. 
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Figuur 2: De aan boord gebruikte zeekaart, met daarin door de bemanning bijgehouden positie, en uiteindelijke 

plaats van gronding. 

3.2 Meteorologische gegevens 

Van de periode dat het schip ten anker lag zijn de stroom, wind en golfhoogte egevens verzamelt. Hierop is duidelijk 

waar te nemen dat rond middernacht, het tijdstip waarop de ankers van de Zhen Hua 10 begonnen te krabben, de 

wind een maximale snelheid bereikte van die dag, van 20 m/s tot 22 m/s. Dit staat gelijk aan windkracht 9 op de 

schaal van Beaufort. De golfhoogte bereikte eveneens rond dat tijdstip een maximale hoogte van 4,5 tot 5,20 meter. 

De windrichting was vanuit west- noordwestelijke richting. De stroom was in noordnoordoostelijke richting met een 

afnemende snelheid van 0,65 m/s tot 0,5 m/s. 

De maximale stroomsnelheid was bereikt rond 22.30 met een snelheid van iets boven de 0,7 m/s. 
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 Figuur 3: windsnelheid in m/s. Bron: Hydro Meteo Centrum Noordzee 

 

 

Figuur 4: golfhoogte in meters. Bron: Hydra Meteoor Centrum Noordse 

 

Figuur 5: windrichting in graden. Bron: Hydra Meteoor Centrum Noordse 

Moment waarop het anker begint te krabben.  
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3.3 Na de gronding 

In de dagen na de gronding worden er verschillende pogingen gedaan het schip weer vlot te trekken. Pas nadat een 

sterkere sleepboot vanuit Duitsland ter plaatse is en er gedeeltelijk is ontballast, lukt het het schip los te trekken. De 

GM van het schip, na ontballasten is dan nog 3,00 meter. Dezelfde morgen, 5 februari meert het schip af aan de 

nieuwe Euromax terminal te Rotterdam, alwaar begonnen wordt met het lossen van de kranen. 
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Figuur 6: De Zhe Hua 10 afgemeerd aan de Euromax terminal. 

 Twee sleepboten helpen het schip in de wind voor de kant te houden. 

 

 

 

Een vertegenwoordiger van het klassenbureau, China Classification Society, is gelijk aan boord gekomen om 

mogelijke schade te beoordelen. Dit zal onder andere gebeuren door duikers het onderwaterschip te laten 

inspecteren. Er zijn geen lekke tanks geconstateerd en ook de hoofdmotor heeft naar het zich laat aanzien geen 

schade opgelopen. 
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4 Samenvatting 

Het onder de vlag van St. Vincent & The Grenadines varende schip Zhen Hua 10 is op 11 November 2007 uit Sjanghai 

vertrokken met een lading containerkranen aan dek. Op 1 februari 2008 rond 09.30 uur is ms Zhen Hua 10 te 

Rotterdam aangekomen. Er stond die ochtend een westenwind kracht 7 op de schaal van Beaufort. In verband met 

zijn hoge deklading en daardoor grote windvang gold voor ms Zhen Hua 10 een windrestrictie van maximaal kracht 5 

Beaufort. Dit betekent dat het schip de haven niet in mocht varen. De kapitein is hierop met zijn schip voor de kust 

ten anker gegaan. Rond middernacht konden de ankers en draaiende hoofdmotor het schip niet meer op zijn plaats 

houden. De westenwind was toen toegenomen tot kracht 9, met uitschieters naar kracht 11. Op 2 februari rond 

02.15 uur, is het schip nabij de Maasvlakte aan de grond gelopen. 

In de nacht van 4 op 5 februari is ms Zhen Hua 10 met behulp van meerdere sleepboten door bergers van Smit los 

getrokken en later die morgen afgemeerd aan de kade van de nieuwe Euromax terminal te Rotterdam. 
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5 Analyse 

De kapitein was van mening dat gezien de omstandigheden de gronding niet voorkomen kon worden. 

Uit het onderzoek blijkt dat de oorzaken van de gronding de harde westelijke wind, golfhoogte, locatie van de 

ankerplaats in combinatie met de windvang van de deklading containerkranen zijn. De stroomsnelheid heeft geen 

dominante rol gespeeld in tegenstelling tot de windsnelheid en golfhoogte die op het moment waarop de ankers 

gingen krabben maximaal waren. Het volledige motorvermogen inclusief het gewicht van de ankers inclusief 

ankerkettingen was niet voldoende om onder deze omstandigheden het schip op zijn plaats te houden. 
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De kapitein heeft in verband met het drukke scheepsverkeer en de wetenschap dat het schip met deze lading 

gevoelig is voor harde wind, niet gekozen om het schip buitengaats gaande te houden. De gekozen ankerplaats werd 

ingegeven door de angst van de kapitein met krabbende ankers een ander schip te raken. 

Hij koos hierom een meer oostelijke, maar een dichter bij land liggende positie. 

Toen de ankers gingen krabben en het schip door de wind werd weggezet, kwam het schip onder de kust en 

grondde. 

De kapitein heeft niet overwogen de ankers te kappen, het schip door de wind te draaien om zodoende snelheid te 

maken en van de kust af te komen. 
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6 Conclusie 

De Inspectie concludeert dat de keuze om ten anker te gaan en de gekozen ankerplaats weinig ruimte meer liet toen 

het schip eenmaal begon te driften. Met zijn keuze om in het oostelijk deel van de ankerplaats 4 te liggen, voorkwam 

de kapitein contactschade met andere schepen, maar liet hij weinig, naar later bleek, te weinig ruimte om nog iets te 

kunnen ondernemen om de gronding te voorkomen. De kapitein had dit kunnen weten, hij was ervaren en tijdens de 

reis naar Rotterdam was de snelheid van het schip bij windkracht 7 à 8 Beaufort op de kop al tot minimaal  

teruggelopen. Het lijkt er op dat het schip met een windgevoelige beladingstoestand waarvan nu sprake was, 

onvoldoende motorvermogen heeft om tijdens slecht weer veilig te kunnen ankeren. Echter dit verdient nader 

onderzoek. 

Het verdient hierbij aanbeveling naar de rederij en de Chinese maritieme autoriteit toe om te onderzoeken of de 

ankers en hoofdmotor zoals in het schip zijn geïnstalleerd tijdens nieuwbouw als olietanker, nog steeds toereikend 

zijn voor de huidige inzet van het schip in het transport van containerkranen. De Inspectie zal door deze rapportage 

bovengenoemde aanbeveling overbrengen naar de rederij en Chinese autoriteit. 

Verder dient het aanbeveling om de Rotterdamse havenautoriteiten op de hoogte te stellen van de bevindingen tot 

dusver. Zodoende kan overwogen worden om vergelijkbare schepen onder vergelijkbare omstandigheden geen 

toestemming te verlenen om ten anker te gaan. Alternatieven kunnen zijn, het schip gaande houden onder de 

Engelse kust of laten escorteren door een sleepboot. 

 

 Inséré le 26 février                                             Logboek   News                    Enlevé le 25 mars 2008 

 

By Raouf Kattan, Managing Director, Safinah United Kingdom 

{ƘƛǇǎΩ ballast tanks may present premature failure of their protective coating systems, which may lead to rapid 

corrosion of unprotected steel, making repair extremely difficult. The standard of coating applications in new-

buildings has therefore become the focus of international regulations.  
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One certainty in working on any maintenance or repair project is that, generally, the more you inspect, the more you 

will find. Thus any regulation that requires increased inspection is likely to result in increased maintenance and 

repair in due course. 

  

In December 2006 the IMO Maritime Safety Committee approved the Performance Standard for Protective Coatings 

(PSPC) for water ballast tanks on all new ships and of double-sided skin spaces of bulk carriers and the related 

amendments to SOLAS Regulations II-1/3-2 and XII/6, which will result in more focus on the surface preparation and 

application of coatings at new-building stage and in their subsequent inspection and planned maintenance 

ǘƘǊƻǳƎƘƻǳǘ ŀ ǾŜǎǎŜƭΩǎ ƭƛŦe. Although the amendments will apply specifically to new-buildings, in time they will have 

implications for the repair industry as well. 

The SOLAS amendments will apply to ships of not less than 500 GT for which the building contract is placed on or 

after мǎǘ Wǳƭȅ нллуΦ IƻǿŜǾŜǊΣ ǘƘŜ LƴǘŜǊƴŀǘƛƻƴŀƭ !ǎǎƻŎƛŀǘƛƻƴ ƻŦ /ƭŀǎǎƛŦƛŎŀǘƛƻƴ {ƻŎƛŜǘƛŜǎ όL!/{ύΩǎ /ƻƳƳƻƴ {ǘǊǳŎǘǳǊŀƭ 

Rules for Bulk Carriers and for Oil Tankers has required compliance for ships subject to those Rules (i.e., bulk carriers 

and oil tankers) which are contracted for construction after 8th December 2006. 

The essence of the regulation is to require ballast tank coatings applied at new-building stage to have a target of 15 

ȅŜŀǊǎΩ ǳǎŜŦǳƭ ƭƛŦŜ ōŀǎŜŘ ƻƴ ŘŜƎǊŜŜǎ ƻŦ ŎƻŀǘƛƴƎ ōǊŜŀƪŘƻǿƴ όǎŜŜ ōŜƭƻǿύΦ LŦ ǘƘŜ Ǉŀƛƴt consumption of ships is reviewed, 

then, typically, as a vessel approaches its 12th-13th year in service there is a steady increase in the demand for paint 

to keep the vessel maintained. Thus the 15-year target is, although possible, difficult to achieve. 

The implications for the ship repair industry could be either: 

  ς That the amendments work and that the guidelines for the preparation and coating of ballast tanks at new-

building do result in ballast tanks with coatings that have a 15-year useful life and hence result in a reduction in 

ballast tank coating work through the life of the vessel (given a 15-year life span the tanks will probably have to be 

refurbished once in that period as is the case in many ships now, although this may now take place at a later date). 

ς ¢Ƙŀǘ ǘƘŜ ŀŘŘŜŘ ƛƴǎǇŜŎǘƛƻƴ ŀƴŘ ŀǎǎŜǎǎƳŜƴǘ ƻŦ ǘƘŜ ōŀƭƭŀǎǘ ǘŀƴƪǎΣ ǿƘƛŎƘ ƘŀǾŜ ǘƻ ōŜ ƳŀƛƴǘŀƛƴŜŘ ƛƴ άƎƻƻŘ ŎƻƴŘƛǘƛƻƴέΣ1 

will result in an increase in work as inspections/audits lead to identification of more failures and hence an increased 

workload. 

  

The amendments 
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Broadly, the amendments set out a surface preparation regime and a coating scheme that have been selected to 

provide a 15-year useful life for the coatings in the ballast tanks. They also define the standard to be maintained in 

terms of the degree of coating breakdown. 

The amendments also identify the need for the owner to subsequently maintain the coating, although the means by 

which this will be achieved are not defined, and are likely to be the subject of further regulation some time in the 

future. However, shipowners will need to maintain a Coating Technical File (CTF) on board the vessel, which will 

record all work and be a repository of the information about any and all maintenance work carried out. This will be 

subject to audit by class on a regular basis. For ship repair yards this will mean that they must not only collect 

information but also store and retrieve it in a manner suitable for auditing by class when the CTF is reviewed. 

 Possible consequences for repair yards 

If the amendments have the desired effect of reducing failures in ballast tanks, then repair yards may expect a drop 

ƛƴ ǘƘŜ ŘŜƳŀƴŘ ŦƻǊ ŦǳǘǳǊŜ ōŀƭƭŀǎǘ ǘŀƴƪ ŎƻŀǘƛƴƎ ǿƻǊƪΣ ǎǘŀǊǘƛƴƎ ƛƴ ŀōƻǳǘ ŦƛǾŜ ȅŜŀǊǎΩ ǘƛƳŜΦ ¢Ƙƛǎ Ƴŀȅ ƴƻǘ ƻƴƭȅ ŀŦŦŜŎǘ ǘƘŜ 

repair yards but also those companies specialising in on-board maintenance using riding crews. At this stage it is 

ŘƛŦŦƛŎǳƭǘ ǘƻ ŜǎǘƛƳŀǘŜ ǘƘŜ ǘƻǘŀƭ ƳŀǊƪŜǘ ǊŜŘǳŎǘƛƻƴΣ ōǳǘ ƛǘ ǿƛƭƭ ǇǊƻōŀōƭȅ ōŜ ǎƛƎƴƛŦƛŎŀƴǘΦ Lǘ ƛǎ ǇƻǎǎƛōƭŜ ǘƘŀǘ ǾŜǎǎŜƭǎΩ ŎǊŜǿǎ 

will be encouraged to undertake regular preventative maintenance work to catch coating failures early. The results a 

crew can achieve will depend on the availability of crew and of course on the tanks and access, e.g., deck-heads, 

during the normal cycle of operation of a vessel. Alternatively, the volume of work may be reduced because 

shipowners will undertake regular planned maintenance rather than wait for significant failures to arise before 

taking action. 

Although the amendments introduce a more stringent regime for yards to meet in coating new-buildiƴƎǎΩ ōŀƭƭŀǎǘ 

tanks, there may still be a gap between what is stipulated and what can be achieved in practice. So if the 

amendments fail to have the desired effect the impact will be different. Failure of the regulation to improve the 

coating performance thǊƻǳƎƘ ŀ ǎƘƛǇΩǎ ƭƛŦŜ ǿƛƭƭ ǊŜǎǳƭǘ ƛƴ ƴƻ ǇǊŀŎǘƛŎŀƭ ŎƘŀƴƎŜΣ ōǳǘ ǘƘŜ ǘŀƴƪǎ ǿƛƭƭ ōŜ ǎǳōƧŜŎǘ ǘƻ ƳƻǊŜ 

regular inspections by classification societies, thereby raising the demand for coating work, as more and more 

defects are identified. This will of course result in increased work for yards and riding crews, but it is possible that 

coating solutions will be limited to those approved by the Annex I test as laid out in the PSPC (although this is not 

clear from the regulations), which may hit some of the smaller paint suppliers. The amount of work to be carried out 

will of course depend on the assessment of the degree of failure. As a standard, at the end of 15 years the tank 

ŎƻŀǘƛƴƎǎ ǎƘƻǳƭŘ ōŜ ƛƴ άƎƻƻŘ ŎƻƴŘƛǘƛƻƴέΣ ǿƘƛŎƘ ƛǎ ŘŜŦƛƴŜŘ ŀǎ ǘƘǊŜŜ ǇŜǊ ŎŜƴǘ Ǌǳǎǘ ǎǇƻǘǘƛƴƎ ƻƴ Ŧƭat surfaces and 20 per 

cent on edges and welds of the area under consideration, which could be part or all of a tank. The problem is that, 

although the percentage is defined, the assessment method will be subjective. Assessing percentage failure for 

coatings is notoriously difficult and the reader may wish to try this by assessing the degree of rusting on the two 

photos on this page as a percentage of the total area shown. 

Studies carried out by Safinah supported by work carried out by Muehlhan Surface Preparation AG show that 

assessment of such areas by different inspectors can lead to discrepancies of up to 400 per cent in the assessed 

percentage of rust spotting even amongst well-qualified and experienced paint inspectors. Attempts are being made 

to develop more objective assessment methods. 

Another question worth asking is what will happen at the end of 15 years. If by then the coating has reached the end 

of its useful life, then repairers could expect an increase in demand for ballast tank coating work and the challenge 

will be to develop the technologies to handle the work economically and efficiently within an ever-tightening 

environmental frame-work. 

Future regulation 
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The PSPC is to be followed by other regulations dealing with void spaces and cargo tanks, although no schedules 

have been announced, as well as a planned maintenance programme for management of the coating. 

Footnotes 

м άDƻƻŘ ŎƻƴŘƛǘƛƻƴέ ƛǎ ŘŜŦƛƴŜŘ ŀǎ ǘƘǊŜŜ ǇŜǊ ŎŜƴǘ Ǌǳǎǘ ǎǇƻǘǘƛƴƎ ƻƴ Ŧƭŀǘ ǎǳǊŦŀŎŜǎ ŀƴŘ нл ǇŜǊ ŎŜƴǘ ƻƴ ŜŘƎŜǎ ŀƴŘ ǿŜƭŘǎ ƻŦ 

the area under consideration, which could be part or all of a tank. 

Gard News 186, May/July 2007  

 OIL COMPANIES INTERNATIONAL MARINE FORUM 

 FACTORS INFLUENCING ACCELERATED CORROSION OF CARGO TANKS 
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The OCIMF mission is to be recognised internationally as the foremost authority on the safe and environmentally 

responsible operation of oil tankers and terminals. 

The Oil Companies International Marine Forum (OCIMF) is a voluntary association of oil companies having an interest in the shipment and terminalling of 

crude oil and oil products. OCIMF is organised to represent its membership before, and consult with, the International Maritime Organization (IMO) and 

other government bodies on matters relating to the shipment and terminalling of crude oil and oil products, including marine pollution and safety. 
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1.0 Introduction 

Corrosion of cargo tank structure is a fact of life when operating oil tankers in the harsh environment 

encountered at sea. The internal structure of the cargo tanks, often un-coated, is exposed to 

potentially corrosive gases, sea water, crude oil and oil products. 

The effect of this corrosion over a period of years is to reduce the material thickness and hence the 

strength of the structure. Classification Society design rules typically incorporate an allowance for 

corrosion that is based on a certain amount or degree of corrosion. Should corrosion proceed at an 



 
21 

accelerated rate greater than that allowed for in the design of the cargo tank structures and be 

allowed to continue unchecked, then a structural failure with consequent oil spillage, explosion or 

loss of the ship could be the result 

Individual tankers usually exhibit a unique, but controllable corrosion pattern. However, recent 

experiences of OCIMF members have indicated problems in new single and double hull tonnage 

from excessive pitting corrosion of up to 2.0 mm per year in the un-coated bottom plating in cargo 

tanks due, inter alia, to microbial induced corrosion processes. In addition accelerated general 

corrosion up to 0.24mm per year has been found in vapour spaces. This type of wastage and the 

increased rate of corrosion, which is much greater than that which would be normally expected, 

gives cause for serious concern. 

Recognising the potentially serious impact of marine incidents, the Oil Companies International 

Marine Forum (OCIMF), has carried out an investigation into the factors which may be influencing 

accelerated cargo tank corrosion. The results of this investigation and areas for further study are 

presented in this paper. Also included are practicable long and short term mitigating and remedial 

actions which may be considered as appropriate to reduce the rate of corrosion in the cargo tanks 

of oil tankers. 
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2.0 EXTENT OF THE PROBLEM. 

 2.1 Double hull tankers 

The normal corrosion rate of uncoated cargo tank deck plating is 0.10 

mm or less per year. However, annual wastage rates as high as 0.16mm 

to 0.24mm have been reported on ships less than 3 years old. This 

accelerated corrosion rate, which is approximately 2 to 3 times that  which 

would normally be anticipated, is sometimes accompanied by accelerated 

general corrosion of the vapour space steelwork. In addition to accelerated 

general corrosion, there has also been an increase in the incidence and 

severity of pitting corrosion in cargo tank bottom plating. In one specific 

instance a 150,000dwt tanker is reported as having an average pit depth 

of between 2.0mm & 3.0mm with a maximum pit depth of 4.0mm. This 

after only 2 years in service. 

In addition to the more conventional corrosion mechanisms, a possible 

contributory cause of accelerated corrosion has been microbial attack 

from bacteria in the cargo oil. It would appear that, as crude oil is often 

loaded at temperatures higher than ambient air and sea temperatures, 

during the loaded passage the temperature of the cargo tank structure is  

being maintained at higher levels than normal due to the insulating effect  

of the double hull spaces. 

Higher tank temperatures, coupled with residual water in the cargo tank 

can: 

¶ offer favourable conditions for SRB anaerobic bacteria to 
proliferate, and; 

¶ activate the formation of corrosive cells on the surface of the inner 
bottom. 

 2.2 Single hull tankers 

Excessive pitting corrosion in the un-coated bottom plating of single hull 

tankers less than 5 years old has also been reported. In one particular 

instance the average depth of pit was 2.0mm to 4.0mm with a density of  

around 200 to 400 pits/m2 and a maximum pit depth of 7.0mm. This 

pitting corrosion rate is significantly in excess of that which would 

normally be expected and has been attributed to microbial attack from 

bacteria in the cargo oil.  

 

2.3 Shore tanks 

Crude oil storage tanks are usually internally coated and this coating is 

generally very resistant to the breakdown due to the lack of frequent flexing 
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normally associated with the cargo tank structure on board oil tankers. However, 

shore tanks are not immune to the effects of microbial infection although the 

outcome tends to display itself as large bio-mass formations which can clog 

valves, pipelines and filters thus necessitating the tanks be more regularly 

cleaned out. 

 

 

3.0 TYPES OF CORROSION 

Corrosion in the cargo tanks of oil tankers can generally be classified as 

general corrosion, local corrosion, pitting corrosion or weld metal 

corrosion. 

3.1 General Corrosion 

This type of corrosion generally appears in tanks that are un-coated as a 

crumbly scale that is evident over large areas and which, when it is 

dislodged, exposes fresh steel to the corrosion cycle. General corrosion is 

allowed for in the design and construction of the oil tanker and an 

average value of in-service wastage is generally accepted as being 

around 0.1mm/year or less. Classification Society corrosion allowances 

would typically offer a useful life for structural members of around 20-25 

years. 

3.2 Local Corrosion 

Highly stressed structural components tend to "work" during alternate 

compression and tension cycles when the ship is in-service. Surface rust 

or scale on these components becomes dislodged during this flexing 

process, exposing bare steel to further insidious corrosive attack.  To 

further exacerbate the situation, as the material thickness diminishes,  the 

stress on the component is incrementally raised and the corrosion 

continues at an accelerated rate. Localised corrosion, in grooving form, 

occurs at structural intersections where water collects or flows. Grooving 

corrosion can also occur on the vertical structural members at the water 

flow path or on the flush sides of bulkheads in way of flexing of plating. 

3.3 Pitting Corrosion 

Pitting corrosion is a localised corrosion that is more commonly found in 

the bottom plating of tanks and horizontal surfaces or structural detail 

where water tends to accumulate. Bare steel plates in cargo tanks are 

often coated with black rust and a residual waxy oil coating from previous 

cargoes which tends to protect the metal surface from heavy corrosion. 

Localised breakdown of these natural tank coatings, particularly in  way of 

cargo bellmouths, or cleaning medium impingement areas, can quickly 
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cause very severe pitting where sea water collects and electrolytic and/or 

microbial induced corrosion can occur. Severe pitting corrosion creates a 

tendency for the pits to merge to form long grooves or wide scabby 

patches with an appearance resembling that of general corrosion. 

Extreme pitting corrosion in addition to causing loss of structural strength 

necessitating extensive and costly steel renewals can, if not adequately 

repaired, lead to hull penetration and a serious pollution incident.  

3.4 Weld Metal Corrosion 

 

Weld metal corrosion is an electrolytic action between the weld material and the base 

metal which can result in pitting or grooving corrosion. 

 

4.0 POTENTIAL CAUSES OF ACCELERATED CORROSION. 

OCIMF has examined a variety of causes of accelerated corrosion 

identified as possible contributing factors for a number of reasons,  

including: 

¶ evidence obtained when examining the vessel experiencing 
accelerated corrosion. 

¶ noting the cause to be one which normally contributes to 
corrosion. 

¶ differences in the design, materials, operating procedures and 
trading routes between those oil tankers experiencing accelerated 
corrosion and those which are not. 

These causes of corrosion in the cargo tanks include, inter alia: 

 4.1 Coating not applied 

When no protective coating is applied, general corrosion occurs across 

the full extent of the tank. However it is not un-common to identify 

particular areas within the tank where an increased corrosion rate can be 

found. This phenomenon is usually attributable to readily identified 

localised conditions, for example a cleaning medium direct impingement  

site or an area where mill scale has become detached.  

4.2 Excessive crude oil/water washing 

Crude oil cargoes can cause a waxy layer to form on the cargo tank steel 

structures and this layer helps to inhibit corrosion. However, washing 

mediums such as hot and cold sea water can remove this protective layer 

and thus allow the corrosion process to start.  The integrity of the 
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protective layer is also reduced by an increased frequency of crude oil 

washing. 

 4.3 High sulphur content of cargo oil 

Crude oils that contain high concentrations of sulphurous constituents 

can cause high levels of general and pitting corrosion when these 

components react with entrained or residual sea water to form acidic 

compounds. In addition, sulphur is cathodic by nature and can promote 

the formation of an active corrosion cell.  
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 4.4 Inert gas quality 

Inert gas should always have an oxygen content of less than 8% and at these 

concentrations the rate of corrosion of steel structure should be reduced. However, 

for corrosion rates to be significantly reduced, the oxygen content should be below 

1%. Sulphurous compounds, and soot in the flue gas, if not sufficiently removed in 

the water washing process, can also cause accelerated corrosion due to relatively 

strong concentrations of acid compounds being introduced into the tank along with 

the inert gas. If the quality of the inert gas is allowed to deteriorate due to in-attention 

or poor maintenance, then the corrosion rate may increase, particularly on the 

overhead surfaces in the vapour space of the tank where moisture tends to 

condense. 

 4.5 Inadequate Earthing/Grounding of Electrical Equipment 

Ineffective earthing/grounding of electrical equipment can lead to stray currents 

circulating in the steel work and these can increase the incidence and severity of 

pitting corrosion. 

 4.6 Localised coating defects 

Where the cargo tanks have been protected by a coating, local breakdown of this 

coating can lead to accelerated pitting corrosion due to concentrated electrolytic 

action in the area of the breakdown. 

 4.7 Material of Construction 

Modern construction techniques include the use of higher tensile steels and these are 

increasingly being manufactured using the Thermal Mechanical Control Process 

(TMCP). This steel is one factor which distinguishes new vessels experiencing 

accelerated corrosion from older vessels which have not. Accordingly TMCP steel is 

listed as a potential cause of accelerated corrosion until such times as it can be 

proven not to be a causal factor. 

4.8 Microbial attack 

A wide range of bacteria can exist in all areas of oil production facilities including 

the production plant, pipelines, the water injection plant, the reservoir and, of 

course, in the cargo tanks on board the oil tanker used to transport the oil. Most 

microbes produce corrosive acidic compounds. Optimal microbial proliferation 

and subsequent corrosion inevitably relates to a population of differing but 

mutually inter-dependent bacterial species rather than individual species. The 

bacteria most frequently associated with corrosion of steel are those that 

generate sulphides and these are commonly called sulphate-reducing-bacteria 

(SRB). Under favourable conditions these bacteria can produce prodigious 

quantities of sulphide which can precipitate out as metal sulphides, dissolved 

sulphide or hydrogen sulphide. 
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On board ship, when bacteria find a niche on a steel surface they can proliferate 

and a corrosion pit develop at the site. Evidence of microbial contamination is 

confirmed by the presence of bacteria in water samples taken from the bottom of 

the tank and the presence of active corrosion pits in the bottom plating. Generally, 

small lumps with a crust of scale over them are evident and underneath this crust, 

oily sludge and a few drops of water can usually be found. 

Pitting corrosion in tanks contaminated with sulphate reducing bacteria 

(SRB) is caused when a substantial aerobic1 population of micro-organisms 

inhabit the tank and create the conditions necessary for SRB proliferation. The 

environmental conditions preferred by SRB include zero dissolved oxygen, water 

and the presence of soluble organic nutrients. Aerobic micro-organisms use up 

oxygen and the oxygen deficient zone formed is anodic in relation to adjacent 

relatively oxygen rich zones thus causing anodic corrosion pits to develop. 

Temperatures above ambient suit most SRB and they are known to inhabit sea 

water and the produced water associated with crude oil from older reservoirs 

where the necessary nutrients for their growth may be 

found. Mesophilic2 SRB flourish at intermediate temperature ranges, 

i.e., between 20oC and 50oC and thermophilic3 SRB exist, and flourish, in much 

higher temperatures, i.e., above 50oC. 

A typical source of the organic nutrients necessary to sustain SRB would be the 

short-chain fatty acids normally encountered in many formation waters or the 

organic acids, carboxylic acids and alcohol produced by aerobic bacteria. 

1
Micro-organism that lives only in the presence of free oxygen.  

2
Favouring medium range temperatures. 

3
Favouring upper range temperatures. 
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During their life-cycle, the anaerobic4 SRB extract the oxygen from sulphates 

found in the cargo to oxidise their organic food source and form sulphides, 

including hydrogen sulphide. These sulphides may be re-oxidised to form acidic 

sulphates, e.g. sulphuric acid, during the ballast voyage when the cargo tanks are 

normally empty. This sulphate corrosion cycle requires the existence of aerobic Æ 

anaerobicÆ aerobic conditions. 

Experience would indicate that sufficient oxygen for the aerobic phase will be 

available even in an efficiently inerted cargo tank. The cycle is therefore self 

sustaining and continuous as the cargo tanks alternate between empty and 

loaded conditions. 

These corrosive effects may occur in isolation or be widespread at the same time. 

In any event, as previously indicated, the effect on diminution of scantlings can be 

quite dramatic with a normal acceptable annual corrosion rate being accelerated 

by several orders of magnitude. 

4.9 Sludge/Scale Accumulation 

It is not unusual for significant quantities of sludge and/or scale to be found 

accumulating in the bottom of cargo tanks. This debris from previous cargoes or 

dislodged corrosion scale can create an ideal breeding ground for bacteria and 

which can hide subsequent pitting damage. Accumulated scale/sludge also 

inhibits proper draining of tanks by blocking drainage holes and creating an 

uneven surface. 

4.10 Water in Cargo Tanks 

Residual water in cargo tanks can originate from a number of sources and when 

it settles out from the cargo can cause electrolytic or microbial influenced 

corrosion of structural components, particularly on after end tank bottom plating 

around the suction bellmouths where water tends to accumulate due to the trim 

of the ship. 

The most common sources of water in cargo include the following: 

¶ Condensate leakage from heating coils 

¶ Condensate water from inert gas 

¶ Residual heavy weather ballast 

¶ Residual wash water 

¶ Retained water due to ineffective draining arrangements 

¶ Water entrained in cargo 

¶ Water from the slop tank 

¶ Water leakage from adjacent ballast tanks 

4.11 High Humidity 

4
Micro-organism that lives only in the absence of free oxygen. 
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Excessive residual water creates high humidity conditions in the vapour space 

when the tank is loaded and across the whole tank in the ballast voyage 

exacerbating both the general and pitting corrosion processes. 

4.12 High Temperature 

The wing and double bottom spaces of a double hull tanker act as a thermal 

barrier which effectively insulates the cargo tanks from the cooling effect of the 

sea. Consequently, the cargo tank structure is less subject to temperature change 

reflecting changes in ambient sea temperature and tends to remain close to the 

cargo loading temperature. 

After cargo discharge, the steel structure remains at an elevated temperature for 

some time until such times as it is cooled by ambient air or adjacent ballast tanks 

being filled by water. The temperature differential between sea and cargo tanks 

during the ballast voyage has been reported as high as 150C. 

High temperatures lead to an increase in general corrosion. It has been reported 

that the corrosion rate doubles for every 100C increase in temperature. High 

temperatures can also lead to an increased bacterial growth rate and consequent 

increase in microbial influenced corrosion rates. 

Wing tanks of single hull tankers also provide an insulating thermal barrier for 

centre cargo tanks. 

4.13 Structural Flexing 

The optimisation of structural design and the use of high tensile steels has led to 

a reduction in the stiffness of the shipôs structural members. The result is an 

increased degree of flexing which contributes to the shedding of scale on vertical 

and inverted surfaces. The newly exposed steel presents a renewed opportunity 

for general corrosion to occur at an accelerated rate. 
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5.0 ASSOCIATED RISK 

 5.1 Oil Leakage 

Should the pitting and grooving corrosion process be allowed to continue without 

adequate remedial action being initiated, a pit could develop into a hole and result 

in the leakage of oil to the environment or into the double hull spaces. 

5.2 Steel Renewal 

As the corrosion process progresses, severely corroded areas can seriously 

affect the strength of the structure and may ultimately require extensive and costly 

steel renewals. 

 5.3 Structural Failure 

Should the pitting corrosion be allowed to continue without adequate remedial 

action being initiated then each pit could join up with its neighbour until such times 

as a fault line is formed in the structure. This will cause the material to be 

extremely susceptible to fatigue failure with attendant consequences. It should be 

noted that the fatigue life of structural components is reduced in proportion to the 

cube of the diminution of plate thickness. 
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6.0 AREAS FOR FURTHER STUDY 

A number of the previously identified possible causes of accelerated corrosion 

warrant further study to determine their relative importance to this issue. As it is 

possible that the phenomenon is the result of a combination of factors, it is 

suggested that the effects of some of the following factors may require to be 

considered simultaneously. 

 6.1 Temperature Profiling of Cargo Tank 

Additional monitoring and review of existing records should be carried out to 

establish the temperature profile of the cargo tank throughout the loaded and 

ballast voyages and its effect on corrosion rate. As this data will obviously vary 

considerably by trading area, the inter-relationship of steel temperature, trading 

area and incidence of accelerated corrosion should be examined. 

6.2 Corrosion Properties of TMCP Steel 

The corrosion characteristics of TMCP steel should be studied to determine 

whether or not they differ from steels manufactured by other methods. 

 6.3 Flexing of Steel in a Corrosive Environment 

The influence of the cyclical loading and deflection of steel structures on corrosion 

rates should be examined. The degree of deflection of newer high tensile 

structures vs. older mild steel structures should be quantified to determine 

whether the deflection contributes to the separation of scale. 

6.4 Crude Oil Washing 

The effect of crude oil washing on corrosion should be evaluated including: 

. the influence of a film of oil on steel; 

. The effectiveness of different types of crude oil washing 

machines, e.g., programmable vs. non-programmable; and 

. the impact of crude oil washing on rust scale separation from 

steel surfaces. 

 6.5 Coating Effectiveness and Microbial Influenced Corrosion 

The effectiveness of coal tar and pure epoxy coatings should be evaluated in an 

environment that includes microbial influenced corrosion. 
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 6.6 Inert Gas 

The composition and moisture content of inert gas should be examined to 

determine its influence on the corrosion rate as well as methods for decreasing 

the corrosive constituents of the gas. 

 6.7 Methods for Controlling Humidity in Inerted Cargo Tanks 

Methods for decreasing the humidity level in cargo tanks should be examined, 

including de-humidification of the inert gas. 

6.8 Crude Oil Source 

An effort should be made to determine if some crudes are more susceptible to 

creating accelerated corrosion than others. 
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7.0 REMEDIAL CONSIDERATIONS FOR EXISTING SHIPS. 

Although different ships with specific problems will undoubtedly require 

specialised attention to determine the best course of treatment to be 

used, the following remedial methods may be considered:  

 7.1 Enhanced inspection 

Should accelerated corrosion be suspected then an enhanced programme 

of tank inspection and corrosion data recording should be undertaken to 

determine trends and the criticality of the situation. In addition, biological 

samples should be taken during these inspections.  

 7.2 Pit filling 

A common repair method for pitting is to thoroughly clean or blast the 

surrounding area and fill the pits either by welding or with epoxy filler or 

by welding and over-coating with an epoxy paint or filler. It should always 

be borne in mind that localised damage to a coating can cause 

accelerated pitting corrosion to occur. 

7.3 Coating cargo tank vapour space and bottom plating 

Experience has shown that grit blasting and epoxy coating of the upper 

and lower areas of cargo tanks is effective in controlling corrosion. 

Should this course of action be adopted, an epoxy coating with anti -

bacterial properties should be employed. Surface sterilisation may also 

be necessary in the case of microbial induced corrosion. As with all 

coating systems it is imperative that this coating be regularly inspected 

and maintained as appropriate. 

7.4 Pitguard anodes 

Accelerated corrosion requires the presence of water and for this reason 

the installation of pitguard anodes, i.e. anodes which are only a few 

millimetres from the tank bottom, may mitigate the general and pitting 

corrosion process. It should be noted that anodes are only effective when 

immersed in water and may not be effective in inhibiting microbial 

influenced corrosion. Anodes should always be installed and maintained as 

per manufacturers recommendations. 
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7.5 Crude oil washing 

Crude oil washing can remove the protective waxy layer on steel surfaces thus 

exposing the steel to corrosion. However, effective crude oil washing may also 

serve to lessen the conditions that lead to corrosion. Consideration should be 

given to reducing the amount of deckhead and tank side washing whilst instead 

focusing the washing medium on the tank bottom to facilitate the flow and 

discharge of liquids and entrained solids. Attention should also be placed on 

reaching shadow areas in order to remove ódamsô formed by sludge and scale. 

 7.6 Reducing the temperature of cargo tank structure 

Elevated temperatures of the cargo tank structure of oil tankers may be conducive 

to accelerating general corrosion and the proliferation of microbes influencing 

corrosion. The temperature of the steel could be reduced by changing out the 

relatively warm ballast loaded alongside with cooler deep sea ballast on the way 

to the load port. Another consideration could be to replace the relatively warm 

inert gas in the cargo tank whilst at sea when the scrubber plant sea temperature 

is lower. 

 7.7 Biocide addition to the cargo tank bottom 

A broad spectrum biocide may be added to the bottom water in the cargo tank on 

an on-going basis to ensure that bacteria do not have an environment which will 

allow proliferation. It is highly likely that these biocides would be harmful to 

humans and the environment although some less harmful products may be 

available. A narrow spectrum biocide may be added to the bottom water on an 

on-going basis to ensure that SRB do not have an environment which will allow 

proliferation. 

 7.8 Bacterial conversion (nitrate addition) 

A nitrate rich chemical may be introduced to the bottom water in a cargo tank to 

divert SRB from reducing sulphate to the less harmful reducing nitrate type. Most 

SRB actually prefer nitrate to sulphate and relatively harmless nitrogen gas and 

ammonia are the resultant products of reduction, not sulphate. 

 7.9 Chemical control 

Chemical additives (alkaline) may be introduced to the bottom water to modify the 

pH beyond the range which facilitates the proliferation of SRB and to offer some 

protection against acidic corrosion. 
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8.0 NEWBUILD CONSIDERATIONS. 

 8.1 Design 

Careful consideration should be adopted at the early design stage to 

ensure that the "in tank" drainage is effective and capable of reducing 

retained water to an absolute minimum. Enlarged and/or additional well 

placed drain holes in the tank bottom structure wil l facilitate the removal 

of liquids from the tank, thereby lessening the amount of standing water 

remaining after cargo discharge. Enhanced flow rates resulting from 

improved drainage will also serve to reduce the deposition of solids 

entrained in the cargo. 

 8.2 Coating 

Consideration should be given to coating the entire internal surface of the 

cargo tank. If a decision is made to apply a coating to only a portion of the 

cargo tank then priority should be given to the cargo tank vapour space, 

bottom plating and all associated structural members. Surfaces should be 

grit blasted and coated with an epoxy coating which is light in colour.  

 8.3 Increased scantlings 

Cargo tank vapour space, bottom plating and bulkhead plating material 

thickness could be increased to accommodate increased corrosion rates. 

Consideration should be given to improvement in structural design such as 

reduced frame and longitudinal spacing to improve the stiffness of the 

structure and thereby reduce structural flexing. 
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Increasingly sophisticated electronic equipment has unquestionably reduced accidents and has  improved  the safety of vessel 

navigation. Some recent events have demonstrated, however, that the new equipment still involves all too familiar problems.  

For example, on November 7, 2007, the M/V Cosco Busan struck the San Francisco Bay Bridge, rupturing a fuel oil tank and 

reportedly spilling 65,000 gallons of bunker fuel into the Bay. It was alleged that both of the vessel's radars showed "signs of 

trouble" and that the pilot was "unclear" of the meaning of certain symbols on the electronic charting system.  

For a vessel involved in a casualty where the use of electronic navigation equipment is an issue, several legal considerations 

come into play. 

 

Among the questions a court may have to consider are: Was the electronic navigation equipment installed and functioning 

properly and were the vessel's watchstanders properly using the equipment? Was navigation equipment installed and 

functioning properly? In 2005, the Singapore Maritime Authority warned vessels flying its flag that many AIS systems were 

transmitting incorrect or incomplete data.  

This warning has been confirmed by several recent studies that have discovered that as many as 80% of all AIS messages may 

contain some error or inaccuracy. As with any electronic equipment, many of these errors result from improper installation or 

un-noticed malfunction of properly installed equipment.  

When deciding issues related to the installation of electronic navigation equipment, courts are apt to draw analogies to cases 

involving the use of radar.  



 

For example, a tanker collided with an unlighted partially completed oil and gas tower in the Gulf of Mexico. The court 

presiding over the ensuing litigation found the vessel was unseaworthy because its improperly installed radar was a 

contributing factor in the collision. To help guard against this type of problem, many radar manufacturers provide calibration 

procedures as a standard part of their installation procedure.  

This does not yet appear to be the case for more recent types of navigation technology such as AIS and ECDIS. As a result, 

most vessel operators simply receive an installation report from the technician installing the new equipment. 

The International Association of Lighthouse Authorities has suggested that "A correctly installed AIS unit should not need any 

further calibration to continue operating." While the IALA's statement is technically correct, it begs the question of how a 

vessel owner or operator can prove as a legal matter that the equipment was installed correctly in the first place. Without a 

calibration report following the installation of an AIS or an ECDIS, can a vessel owner demonstrate that it exercised the due 

diligence required to make its vessel seaworthy? Once it has been established that an electronic navigation system has been 

properly installed and calibrated, the problem remains of maintaining it in good operating condition.  

The failure to do so will frequently be deemed to be an improper navigation practice exposing the vessel involved in a casualty 

to a charge of unseaworthiness. In one case, a vessel was found unseaworthy where improper radar maintenance caused a 

radar failure that led to a grounding 

 

 The first step in maintaining navigation technology in good operating condition is to  monitor its performance.  

The failure to do so will frequently be deemed to be an improper navigation practice exposing the vessel involved in a casualty 

to a charge of unseaworthiness.  

In one case, a vessel was found unseaworthy where improper radar maintenance caused a radar failure that led to a grounding.  

The first step in maintaining navigation technology in good operating condition is to  monitor its performance. Thus, prudent 

navigators have long recognized the need to check their ARPAs against known targets, both during pre-underway checks and 

when opportunities arise at sea. This practice has been codified in STCW Chapter A-VIII/2 Part 3-1, which requires a watch 

officer to monitor the performance of navigational equipment to be used during the watch by performing operational tests at 

sea and prior to port arrival or departure. The same procedure should be considered for AIS and for an ECDIS that integrates 

ARPA and AIS data.  

The IMO has provided recommended guidelines to watch officers for checking the accuracy of AIS data. The guidelines 

include periodically checking AIS static data and dynamic data during a voyage to validate the accuracy of the information 

being transmitted. Owners and operators should consider updating fleet instruction manuals to include the checking and 

monitoring of AIS and ECDIS equipment in accordance with the IMO guidelines. 

Are watchstanders properly using navigation equipment? A vessel involved in a casualty has the burden of establishing that 

any failure to properly use its navigation equipment did not contribute to the casualty.  



 

For example, in referring to radar, a court has held that "A master has no more discretion to disregard this aid to navigation 

than he has to disregard the use of charts, current tables and  soundings. . . ." The maritime industry is currently engaged in a 

debate over the use of electronic navigation systems such as AIS and ECDIS for collision avoidance.  

The single court decision in the United States so far to focus on AIS called it a "notable development" that may affect the way 

vessels communicate in the future. That decision did not offer any guidance, however, on how courts will expect mariners to 

use AIS. Nevertheless, an analogy can be drawn to ARPA. The COLREGS make no mention of ARPA. Yet courts have found 

that the use of ARPA, if installed, is mandatory. Similarly, there is no mention of AIS in the COLREGs. But Rules 2(a), 5 and 

7(a) can be read as requiring the use of AIS for collision avoidance. Thus, it is not hard to imagine that a future court will find 

that AIS and ECDIS that integrate ARPA and AIS data constitute "all available means" and thus must be used for collision 

avoidance.  

Mariners must be completely familiar with the full capabilities of all the electronic navigation equipment they have on board 

and must fully incorporate its use into their watchstanding routines. The failure to do so will compound the likelihood that 

their vessels will be held liable in the event of a casualty that could have been prevented by the use of all the resources and 

equipment available to them. 
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We all know about the RNLI lifeboats and the US Coastguard, but also Belgium has had a more than 160 year 

tradition of lifeboat services. The difference with most neighboring countries is that the Belgian lifeboat service 

has always been a government service and will probably remain one. There is a thorough re-organization taking 

place in the Flemish Administration. Where maritime matters used to be a federal issue, since the last state-

reform in 1991 a lot of authority was transferred to the regional Flemish government. The lifeboats and their 

operations and crewing, used to be the responsibility of the pilot service, in itself a government service . 

  

"On 3 JAN 1843, the British vessel NELSON bound from Antwerp to London is in distress off the beach of Knokke. 

Six volunteers, being custom agents defy the treacherous surf and hurry in their rowing boat to the stricken ship. 

The lifeboat attempts to return to the beach and capsizes. One of the lifeboatmen, Jan Dezuger from Ostend 

drowns..."  

  

This is one of the many tragic stories typical for the early lifeboat service, being ill-organised and equipped with 

make-shift gear. The Belgian lifeboat service was actually founded in 1840 as a result of the Royal Decree of 30 

OCT 1838, though traces of established lifeboat stations are found as far as 1779.  

  



 

The Royal Decree of 30.10.1838 regulated the creation of lifeboat-stations in Ostend, Nieuwpoort, Blankenberge 

and Heist or Knokke. Each station should have one boat equipped with all necessary material and devices 

necessary for rescue operations at sea. 

The administration has been assigned to a permanent commission in Ostend, consisting of 7 members of which 

one is a functionary of "Bruggen & Wegen" (Bridges & Roads) appointed by the Minister of Public Works and the 6 

others assigned by the Minister of Home Affairs and Foreign Relations. The Royal Decree of 14.3.1840 put the 

lifeboat-service under the administration of the Pilotage. The Commission created as per decree of 30.10.1838 

was retained as an advisory body.  

Most of the lifeboat services rendered in those early days were entirely voluntary and the unsafe open boats 

were manned by either fishermen or local people having little experience how to handle those boats in the 

perfidious surf off our flat, sandy beaches. The alternation of shallow sandbanks stretching parallel before our 

coast and the deep channels between them can raise steep, deadly seas in storm conditions. The strong surface 

and under- currents are particularly treacherous for small boats and shipwrecked people.  

Thanks to this Royal Decree at last something was done with official backing and between 1840 and 1850 the 

following lifeboat-stations were created : Oostende (Ostend), Nieuwpoort, Heist, Knokke and Blankenberge. 

Intermediate look-out posts were set up as communication nodes between the actual lifeboat stations.  

Soon the boats were improved following the high rate of fatal accidents at sea by acquiring specialised craft built 

in more established 'life-saving' countries such as England, Holland and Germany.  

As pointed out before, the lifeboat-service has always been a governmental service, entirely state-owned and this 

implicates certain advantages and disadvantages. One advantage is the independence of voluntary and public 

gifts as this method of raising money would've been disastrous in Belgium. But on the other hand we all know the 

proverbial inertia of a governmental administration. Modernisation has always been a slow process in the Belgian 

lifeboat service.  

It was not until 1926 that the first motorboats were introduced. Nevertheless the rowing boats remained in 

service in joint- operation with the petrol engines.  

The extensive station 'string' along our small 60 km coast, is not that unusual as one has to realize it wasn't until 

after WWII that adequate telephonic communication abolished the intermediate stations. This isn't so funny if 

you realize that even at home in the late '60s when my father was a mechanic onboard the Ostend lifeboat, we 

were the first to receive a government paid telephone. One of this big, black beetle-looking things. We were one 

of the first in our street to have this modern apparatus. Before that a man in a service-car used to ring at the door 

whenever the lifeboat was to be manned.  

Back to 1936 when the beach-rowing boats were launched for the last time with strong Flemish horses or drawn 

by volunteers...  

Later LATIL-trucks were acquired to take over this ardous and dangerous task. The LATIL truck had 6 driving 

wheels and was provided with a 4,6 liter (4 cyl) petrol-engine M6 TZ of 76 HP at 2200 RPM. A special speed gear 

allowed two ratios of gearing each with 4 speeds plus reverse. A windlass was provided as well. The first LATIL 

was delivered 21 DEC 1936 in Ostend and entered service on 1 JUN 1937. The second truck was delivered in 1938, 

but both disappeared during the war. The 3rd LATIL truck order was cancelled in 1940. In 1946 three new LATIL 

trucks were ordered. The last one of these was sold to a scrap-dealer in 1973.  

  

 

 

 

 

 

 

 

 



 

A new period was inaugurated and owing to the mechanization, the quick and easy transport of the breeches-

buoy (aptly called 'va-et-vient' in French) and the line-throwing apparatus was made possible.  

  

 

 

 

 

 

 

 

 

 

 

 

 

 

The motor-lifeboat episode started successfully in 1926 with the MINISTER ANSEELE (Oostende) and the 

MINISTER BAELS (Zeebrugge). Both were built in 1926 at Henri Oltmanns Bootwerft in Motzen a/d Weser, near 

Bremerhaven. The design was entirely British more particularly the much praised Watson Cabin-type of the Royal 

National Lifeboat Institution. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 The RNLI had experience with motorboats since the turn of the century. The Watson type was a trustworthy boat 

in life-saving matters, a piece of advice which the Belgian government should better have remembered... 

Noteworthy is perhaps that these two motorboats were the only lifeboats ever built by German boatbuilders 

following a British design. 

  

 

 

 

 

 

 

 

 

 

 


