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Tuns, Tons, and Tonnage 

The net tonnage is a measurement of the earning capacity of the ship. Gross tonnage with subtractions 

made for non-cargo spaces, such as crew's quarters, ships' stores, engine rooms, bunkers, etc. The terms 

"gross register tonnage" and "net register tonnage" refer to the respective tonnages as shown on the ship's 

official government certificate of registry. As a unit of weight, a ton is usually denominated as a long ton 

(2,240 pounds) or a metric ton (1,000 kilograms or 2,204.6 pounds). The short ton (2,000 pounds) is less 

frequently used in the maritime industry. The most common tonnage measurement utilized for ships with 

regard to weight is deadweight tonnage (DWT). Deadweight tonnage is the weight of water displaced by 

the hull of the ship.  

Some say that we owe our modern system of measuring ships, at least in part, to Julius Caesar and the natural 

thirst of the British peoples. Through efforts initiated by Julius Caesar in 54 B.C., portions of the British Isles 

were integrated with the European mainland. Regular trade developed. One of the products produced on the 

European mainland that was in short supply in Britain was wine. The British peoples gradually developed a 

prodigious thirst for wine and it came to be imported in large quantity. The usual means for shipping wine 

was in wooden casks called "tuns". A tun was basically a barrel, but was much smaller in circumference than 

is common nowadays. The tun was relatively easy for one person to handle and was easy to stow in the hold of 

ships of the day. Gradually, ships began to be graded by how many tuns they could carry. Somewhere in this 

evolution, the spelling - as applied to the capacity of ships - changed to "tons". Also, as transport became more 

sophisticated and mechanized and as ships became larger, the old-fashioned wine cask or tun fell out of use. 

As a matter of interest, the original barrels used to transport oil were built to hold 42 U.S. gallons (they 

were actually constructed to hold whiskey). They, too, have fallen into disuse, replaced by the 55-gallon 

drum, but the measurement unit survives. Now, "ton" is used by the maritime community to measure both 

cubic capacity and weight. The ton as a unit of weight developed independently of the ton as a unit of capacity 

and originated ashore. As a unit of cubic capacity, a ton is equivalent to 100 cubic feet. The two most 

common tonnage measurements for ships with regard to capacity are gross tonnage and net tonnage. 

Gross tonnage (GT) is the carrying capacity of the ship's hull (generally below the upper deck). Net 

tonnage (NT) is the calculating the tax or duty to be assessed against ships calling in their ports. When the 

United States Government was established, the Constitution specifically provided that Congress had the power 

to lay and collect taxes, duties, imposts, and excises. Further, the Constitution specifically prohibited the 

various states (without the consent of Congress) from laying "any Duty of Tonnage". The Customs Service 

(now called Customs and Border Protection) is charged with assessment and collection of tonnage taxes and 

light duties. Both the tonnage tax and light duty (or light money) are assessed based on the ship's net tonnage, 

as well as its registration and the location from which it arrives. Exemptions are provided for ships 

registered in nations that grant reciprocal exemptions for U.S. ships. Nations and at least two international 

waterways (the Suez and Panama Canals) developed over time different methods for computing tonnage 



as a measurement of capacity. After all, you could hardly go through the exercise of stuffing tuns into 

every newly-built ship to determine its tonnage. The methods became very complex (sometimes called 

fantastical) and were only understood by specialists called admeasurers. In an effort toward uniformity, the 

International Convention on Tonnage Measurement of Ships, 1969 was developed under the auspices o f  

the In ternat ional  Mar i t ime Organization (IMO). The Tonnage Convention established uniform princi-

ples and rules with respect to determination of tonnage on ships engaged on international voyages. The 

Convention is generally forward-looking. Thus, ships predating adoption of the Convention are 

allowed to retain their old tonnage measurements for twelve years in the absence of a major rebuild. Even 

after twelve years, pre-existing ships may retain their old tonnage measurements for the purpose of 

application to them of relevant requirements under other existing international conventions. The U.S. 

legislation and regulations adopting the Tonnage Convention for ships of the United States provide details 

on whether the new convention tonnage measurement or the old regulatory tonnage measurement is to be 

utilized by pre-existing U.S. ships to determine application of various international conventions and U.S. 

laws. The matter can quickly get very complicated, particularly with regard to such things as the 

International Safety Management (ISM) Code and the Global Maritime Distress Safety System (GMDSS). 

Technically, both are part of the Safety of Life at Sea (SOLAS) Convention, but they are treated as new 

requirements for purposes of application of the Tonnage Convention. The United States now has four sys-

tems for measuring tonnage of ships. In addition to convention tonnage, a ship of the United States may be 

eligible for measurement under the regulatory system, the dual tonnage system, or the simplified 

measurement system. The dual tonnage system is basically a grandfather clause for U.S. ships built before 

September 29, 1965, when the regulatory system became controlling for most domestic purposes. The 

simplified measurement system is available to vessels that are either not self-propelled, under 79 feet in length, 

or operated for pleasure only. The drinking habits of the British peoples have thus laid the basis for an 

extremely complex system or systems of maritime regulation that no one person (clearly not this writer) 

fully understands. 

Maritime Reporter & Engineering News Feb 2005 
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Fainaôs master died 

 

SSG-GÖTEBORG. The International Merchant Marine Registry of Belize has now confirmed that the 

master of the hijacked ro-ro vessel Faina, the Russian Vladimir Kolobkov, has died of a heart attack, reports 

Tradewinds. The Belize-flagged Faina, carrying 33 Soviet-built T-72 tanks, other weapons and spare parts 

for armoured vehicles, was seized by pirates off Somalia on Thursday. The pirates are demanding a ransom 

of USD 20 million, according to information received. After the death of Vladimir Kolobkov, Fainaôs crew 

now consists of 17 Ukrainians, two Russians and a Latvian. 

In an interview with the New York Times, the pirates holding Faina deny that three of them have died in a 

gun battle on board the vessel. Information about the gun battle has circulated in international media. 



The second hijacked MISC vessel, the chemical tanker Bunga Melati Dua, and its crew of 38 men, have 

now been released. MISC has reportedly handed the pirates a USD 2 million ransom, writes Lloydôs List. 

The vessel was seized in the middle of August in the Gulf of Aden. Recently, MISCôs vessel Bunga Melati 

Lima and its crew of 41 were released. The vessel had been hijacked in the Gulf of Aden on August 31. A 

ransom of USD 2 million was reportedly paid for their release. 

 

Published: 01.10.08 13.58 

Confusion over hijack ship ñshootingsò 

  

A SPOKESMAN for the Somali pirate gang who have hijacked the Ukrainian-owned, Belize-flag cargo ro-

ro vessel Faina has denied the pirates have fought among themselves with three being shot dead. The report 

that a ñmutinyò had broken out among the pirates came from Kenyan sources but has not been confirmed. 

The US Navy which has a destroyer stationed close to the Faina, now anchored off the Somali coast, has 

said it has no knowledge of a firefight on board.  

Meanwhile InterManager, the International Ship Managersô Association which represents a worldwide fleet 

of more than 2,500 oceangoing ships and some 100,000 crew, has joined in the general shipping industry 

condemnation of ñthe lack of a co-ordinated international effort to tackle the escalating piracy problem in 

the Gulf of Aden.  

With more than 200 seafarers now being held hostage off the coast of Somalia, some of whom are 

associated with its members, InterManager says it is calling for a targeted military response to protect crews 

and ships operating in the region. It is also issuing its members with advice to help them support their ships 

which are obliged to sail the perilous Gulf of Aden and along the East African coastline.  

InterManager general secretary Guy Morel said: ñIt is unacceptable that our crews are obliged to face this 

kind of danger while their ships are carrying essential goods, including food and commodities, to all the 

worldôs people.ò  

Calling for an increased, high-profile military presence in the region to protect shipping traffic, Mr Morel 

said: ñWhat we need now is some meaningful action which will protect our mariners and act as a deterrent 

to the pirates. It is no good saying ships should protect themselves. Historically the military has always 

protected merchant vessels during times of conflict. Now is the time for them to do much of the same ï 

whether that be in the form of increased patrols or protected convoys. We cannot allow this situation, which 

gets worse by the week, to continue while our crews and their families suffer.  

He added: ñIt is unclear why more swift action has not already been taken when the UN has obtained from 

the Somalian Government the right to pursue pirates in its territorial waters.ò  
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              Seafarers drive up operating costs 
(Oct  3  2008)  

 

Ship operating costs surged over 11% per cent last year, a leading shipping consultancy said. 

OpCost 2008, accountant Moore Stephensô ship operating cost benchmarking tool, showed an annual 

average increase of 11.2% in total operating costs in 2007, the financial year covered by the survey. 

This was mainly due to higher crew costs. 

The tanker index increased by 16 index points (11.1%) on a year on year basis, Moore Stephens said, behind 

containerships, but ahead of the drybulk sector. 

Moore Stephens partner, Richard Greiner explained, ñThe average crew wage rise over all ships was over 

10%. We also saw stores going up by an average of 16%, down a little from the sharp 20% rise last year but 

still significant. Most of that rise was down to a sharp increase in lube oil costs.ò 

Owners continued to spend more on repair and maintenance, with costs in that category going up an average 

of 12%, although there was significant variation across vessel types. Insurance also increased by around 7%, 

down on last yearôs increase. 

Greiner said, ñThis year we have over 24% more ships included in our sample, meaning we derive the data 

from the actual costs experienced by over 1,800 ships in service. Owners see the benefit to themselves of 

submitting their accounts for inclusion. They help improve the data, and they help themselves by being able 

to see clearly how they are doing in managing operating costs compared to their peers. 

ñNext year we hope to add an LPG carrier type to the database, and perhaps an LNG carrier type as well. 

We hope owners with ships in those sizes and types will join in with us,ò Grainer said. 

Running cost information is obtained on a confidential basis from Moore Stephensô shipping clients and 

from other shipowners and shipmanagers who submit accounts for inclusion. 

OpCost is claimed to be widely used for benchmarking running costs, the preparation and ongoing 

monitoring of business plans and in forensic accounting 

(TankerOperator Oct. 3rd) 
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   Hausse des peines pour pollution : Les 

armateurs français satisfaits 
  



Avion de la marine en mission de surveillance maritime  

crédits : François Robineau - Dassault Aviation 

 

  

La semaine dernière, l'Assemblée nationale adoptait un amendement visant à renforcer considérablement les 

peines encourues par les capitaines de navires pollueurs. Après la loi Perben (2004), élaborée sans véritable 

concertation avec les professionnels, Armateurs de France se félicite, cette fois, d'avoir vu ses remarques 

prises en comptes. Au sein du projet de loi sur la responsabilité environnementale, qui inscrit dans le droit 

français le principe du « pollueur - payeur », le législateur a souhaité renforcer les infractions liées aux 

pollutions marines. Mais, dans un premier temps, les armateurs n'avaient pas été consultés et c'est à la 

surprise générale qu'ils ont découvert, fin mai, le projet de loi, au moment où il était présenté au Sénat. 

Eudes Riblier, président d'Armateurs de France, s'était ému dans les colonnes du Monde d'un certain nombre 

de dispositions, jugées particulièrement dangereuses pour les compagnies nationales. C'était notamment le 

cas pour les poursuites pénales à l'encontre de capitaines français hors des eaux territoriales, ou encore des 

amendes liées à la valeur du navire et de la cargaison. 

  

Jusqu'à 15 millions d'euros et 10 ans de prison 

 

« Pénaliser les voyous, nous y avons toujours été favorables. Mais il ne fallait pas se tirer une balle dans le 

pied. Il ne faut pas faire des règlements franco-français et même européano-européens car la mer ne connaît 

pas cette géographie. Ces questions doivent être solutionnées au niveau des instances internationales et la 

France, qui a une influence dans la communauté maritime, doit les porter », explique Eudes Riblier. 

Inquiets, les armateurs français ont fait savoir au rapporteur de la loi les risques que le texte pouvait 

comporter. « Il nous a écouté et a compris que nous ne voyions pas d'obstacle à ce que les pénalités soient 

relevées, même à 15 millions d'euros ». Cette peine entre dans le cadre d'une action pénale et à pour but de 

punir une faute, non d'indemniser les victimes. Au civil, c'est-à-dire pour la réparation des dommages 



engendrés par une pollution, un dispositif international, le FIPOL, est déjà en place. « Ce dispositif a un gros 

avantage. Il suffit de trouver une pollution, et pas forcement son origine, pour que tout le monde soit 

indemnisé », précise le président d'Armateurs de France. 

 

Des peines graduées en fonction de la gravité de la faute 

 

L'organisation patronale s'est également battue pour que les capitaines ne soient pas tous traités à la même 

enseigne, sans distinction entre la faute intentionnelle et la négligence, voir l'accident. « Il ne fallait pas 

pénaliser de la même façon un comportement fautif et ce qui peut arriver aussi : de la malchance. On peut 

avoir un marin qui a fait son travail, rencontre une avarie et, par une succession de malchance, il y a 

pollution. Je ne dis pas qu'il ne faut pas pénaliser, mais il faut graduer les choses », explique Eudes Riblier. 

Le député UMP Alain Gest a, par conséquent, déposé un amendement visant non seulement à déconnecter le 

montant de la peine de la valeur des navires et de leurs cargaisons, mais aussi à échelonner les peines. 

Suivant le texte, pour une imprudence ou une négligence, le capitaine encourra 600.000 euros d'amende. 

Cette peine est portée à 7.5 millions d'euros pour faute caractérisée avec violation des règles, à 10.5 millions 

d'euros pour faute caractérisée avec violation des règles et dommages majeurs. Enfin, pour une faute 

intentionnelle, le plafond de l'amende est relevé à 15 millions d'euros, contre seulement 1 million jusqu'ici. 

De plus, si l'infraction intervient dans les eaux territoriales françaises, des peines de prison de 2, 5, 7 et 10 

ans sont associées aux différents cas. Initialement, il était envisagé de pouvoir prononcer des peines de 

prison au-delà des 12 milles pour les commandants français. Cela revenait à pénaliser les officiers français 

plus que leurs camarades étrangers, ce qui n'était pas très encourageant en matière de recrutement, aberrant 

sur le fond et surtout contraire au droit international. Une telle disposition serait en effet directement entrée 

en opposition avec la convention de Montego Bay, interdisant aux Etats signataires de prononcer des peines 

de réclusion en dehors de leurs eaux. 

 

Amende indexée sur la valeur de la cargaison : De quoi faire sauter la 

banque 

L'un des plus gros risques du projet initial résidait aussi dans l'idée d'indexer le montant de l'amende sur la 

valeur du navire et de la marchandise transportée. Or, bien que pavée de bonnes intentions, cette idée 

risquait surtout, selon Eudes Riblier, « de favoriser les navires poubelles avec des cargaisons de déchets ». 

En effet, les propriétaires de ces bateaux dangereux mais sans valeur n'auraient encouru que des peines 

relativement faibles. Les propriétaires de très grosses unités, comme des supertankers ou des porte-

conteneurs géants, se seraient quant à eux retrouvés avec des amendes pouvant atteindre des sommes 

délirantes. Le danger, pour Eudes Riblier, aurait été de voir les assurances refuser de prendre le risque de 

couvrir des navires et, par effet ricochet, de voir les banques cesser de financer des constructions de navires 

en Europe. Car, avec une valeur marchande moyenne de 10.000 dollars par boite, un porte-conteneurs de 

8000 EVP (Equivalent Vingt Pieds, taille standard du conteneur), c'est 800 millions de dollars de 

marchandise sur le pont, sans compter le prix du bateau. « Vous imaginez devoir payer trois fois la valeur de 



la cargaison ? On arriverait à des niveaux d'amendes inassurables et ne pouvant être couverts. Après 

quelques affaires comme celles-là, il n'y aurait plus eu d'armateurs sérieux. Personne, en effet, n'accepterait 

le risque de faire sauter la banque pour une négligence, comme une simple vanne restée ouverte ».  
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Various News :  Somalia & Others  

Ten prisoners on Absalon in legal doldrums 

The ten prisoners on board the frigate Absalon, working in the Gulf of Aden, seem to be a huge legal 

problem for the state of Denmark. The question of what do with the prisoners was raised after they were 

detained last week. There seem to be three options for them: the prisoners could be taken to Denmark for 

prosecution and most probably imprisonment, or they could be released without any charge. The third option 

is to extradite them to Somalia, but that is not really an option as Somalia does not have any law and order, 

which means that the prisoners could be tortured or even executed. That would be against the Danish 

humanitarian policy, as the government never extradites persons that risk their lives. There is a strong 

political unwillingness to take them to Denmark as months or years in prison could be seen by some as a 

luxury holiday for the pirates. The crew on Absalon have learned a lesson and when the ship intercepted 

another pirate boat, they took their weapons and let the pirates sail back home. 

 
Published: 23.09.08 16.12 

Absalon captures 10 pirates in Gulf of Aden 

The Danish frigate Absalon seized two speed boats in the Gulf of Aden yesterday. The boats and their crew 

of ten persons are now in custody on board the Absalon, where the Danes are trying to identify them. The 

two boats, which were observed by the Absalonôs armed Lynx helicopter, contained a large amount of 

piracy equipment like handguns, automatic rifles and rocket launchers. The boats were boarded and arrested 

the crews arrested. Equipment for boarding larger ships was also found in the two boats. This is the first 

time that presumed pirates have been captured by a naval force. 

Despite the fact that two boats now are out of action, piracy continues with two new vessels hijacked. The 

Hong Kong registered parcel tanker Stolt Valor, 25.500 DWT, was hi-jacked on Monday in the Gulf of 

Aden some 38 nautical miles off Yemenôs coast and sailed to Somali waters with a crew of 18 Indians, two 

Filipinos, and one from Bangladesh and one from Russia. The Stolt Valor is the 12th vessel hijacked since 

July 20. The vessel is owned by Japanese Central Marine but is on a time charter to Stolt Tankers. 

The Greece-based Navigation Maritimeôs bulk-carrier Centauri, 19,556 DWT, was hijacked on Thursday, 

200 nautical miles off Mogadishu, TradeWinds reports. The vessel has a crew of 25 persons. 

Published: 18.09.08 13.50 

European owners demand more muscles against pirates 

European Community Shipownersô Association urges Europe to show more muscles against the pirates in 



the Gulf of Aden and off Somalia. The shipowners want more naval vessels, also armed with appropriate 

authorisation for direct action against the pirates. The call came in connection with a first meeting with the 

EU Naval Co-ordination Cell that recently was established. 

Pirates are now operating further from land, east of Somalia. According to IMB, four vessels have been 

attacted, and two were hijacked, 230 nautical miles from the coast. The IMB presently advises ships to pass 

250 nautical miles from the coast, but is now concidering to increase this security distance. 

Published: 23.09.08 15.48 

UN adopts new resolution for anti-piracy work  

 

SSG-GÖTEBORG. The UN Security Council has adopted resolution 1838, by doing so the continued 

deployment of international navy forces to fight piracy off Somalia is sanctioned. The resolution ñcalls upon 

States interested in the security of maritime activities to take part actively in the fight against piracy on the 

high seas off the coast of Somalia, in particular by deploying naval vessels and military aircraft.ò 

   The Security Council is ñgravely concerned by the recent proliferation of acts of piracy and armed robbery 

at sea against vessels off the coast of Somalia, and by the serious threat it poses to the prompt, safe and 

effective delivery of humanitarian aid to Somalia, to international navigation and the safety of commercial 

maritime routes, and to fishing activities conducted in conformity with international lawò 

   In June the UN Security Council approved a resolution allowing member countries to send warships to 

fight piracy off Somalia ï if there was a agreement between participating countries and the Somalian interim 

government. This resolution had a time limit of six months, the newly adopted resolution has no time limit. 

  

Published: 08.10.08 13.49  
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Hijackers release óIreneô 

(Oct  10  2008) 

All the crew of of the Japanese-operated chemical tanker óIreneô, which was hijacked while transiting the 

Gulf of Aden north of Somalia on 21st August, were freed by their suspected Somali captors.  

The Philippine Department of Foreign Affairs (DFA) confirmed that 15 Filipinos were released on 8th 

October, in apparent good physical condition.  

It was thought that a ransom of $1.6 mill had been paid to the vesselôs captors.  

When hijacked, the Panamanian-flag vessel had a total of 19 seafarers on board. óIreneô was heading 

towards Fujairah.  

"The pirates disembarked and the ship sailed away. Its crew members are safe," Abdulqadir Muse Yusuf, 

assistant fisheries minister for Somalia's northern region of Puntland, told Reuters, without elaborating. 



India seeks to release hostages 

(Oct  10  2008) 

 The Indian National Union of Seafarers (NUSI) and the ITF have been involved in trying to secure the 

release of the 18 Indian seafarers held hostage on board the óStolt Valorô in Somalia.  

NUSI general secretary Abdulgani Serang has been contacted by the seafarers on board óStolt Valorô who 

expressed apprehension about their safety and have sought an immediate cessation of the hostage crisis.  

The union has written to the Indian secretary, Ministry of Shipping, informing him about the state of the 

seafarers trading in the area. NUSI had already hinted to the Government about a possible boycott call by 

the union if the situation does not improve.  

This could have far reaching effects on the national and international trade and can seriously harm the 

economy of India.  

Mrs Seema Goyal wife of óStolt Valorôs captain has also taken up the issue with various ministries and other 

relevant authorities.  

The Indian shipping fraternity is disturbed by the inaction of the Government of India (GOI) in coming to 

seek a positive solution to this impasse and to ensure safety of Indian seafarers trading in those areas, the 

union said.  

A petition addressed to the Prime Minister has been submitted to the DGS seeking government involvement 

in the issue.  

The 25,269 dwt chemical tanker with 22 crew on board, 18 Indians , two Filipinos , one Bangaldeshi and 

one Russian, was hijacked by Somalian armed pirates operating in the Gulf of Aden.  

The 2003-built, Hong Kong-flag vessel was Japanese owned, on timecharter to Stolt Tankers, and managed 

by Fleet Management.  

She was heading south through the Gulf of Aden, on her way from Houston to Mumbai, when she was 

boarded and hijacked on 15th September. The tanker was carrying phosphoric acid and lubricating oil.  

Goyal told the ITF that ''we were told'' by the representatives of the shipowners and the manning company 

that delivery of fresh water and medicine to the hostages was being arranged, but when she received calls 

from the ship, the seafarers denied receiving any fresh supplies of food and fresh water.  

Conditions on board were claimed to be deteriorating as the moral of the hostages plummeted, with some 

crew members falling sick and frustration levels increasing at the sluggish pace at which negotiations are 

being carried out by the owner Central Marine and ship managers Fleet Management.  

IMO and industry bodies discuss piracy issues 

(Oct  10  2008) 

 Due to the escalating piracy activity off Somalia, a meeting took place during the morning of 10th October 

chaired by the IMO, involving the heads of the four shipping industry bodies making up the Round Table 

(BIMCO, ICS/ISF, INTERCARGO and INTERTANKO), and also involving the International Transport 



Workersô Federation (ITF).  

The meeting was called by the IMO secretary general and was aimed at exploring common approaches, in 

addition to measures already taken, to address the increasing number of piracy attacks off the coast of 

Somalia and, in particular, in the Gulf of Aden.  

Almost 12% of the worldôs crude oil shipments pass through the Gulf of Aden as does other energy type 

cargoes, container and general bulk traffic, as the area gives direct access to the Red Sea and Suez Canal.  

In the face of the recent alarming deterioration in the situation ï both in the number of attacks, hijackings 

and hostage takings and the ferocity with which they are carried out ï and in the light of some 13 vessels 

and over 200 seafarers reportedly now in the hands of pirates, the meeting identified a number of key issues 

that needed to be addressed in order to alleviate the situation and further safeguard shipping, the IMO said in 

a statement.  

Sustained co-ordination between all naval forces operating in the area currently and in the future was called 

for as were clear rules of engagement that would enable military units to intervene effectively to protect 

shipping; and for an extension, for an adequate duration, of the mandate given in United Nations Security 

Council resolution 1816 (2008) enabling states co-operating with the Transitional Federal Government of 

Somalia to enter the countryôs territorial waters and use all necessary means in order to repress acts of piracy 

and armed robbery at sea, consistent with relevant international law.  

This mandate is due to expire on 1st December, that is, six months after the adoption of the resolution on 

2nd June 2008.  

The meeting also agreed on a number of specific measures to be taken by the IMO secretary-general and the 

participating organisations, individually and collectively, to mobilise support and action from all sides in a 

position to assist.  

Without adequate and co-ordinated protection for shipping, the current situation might cause ship operators 

to avoid transiting through the Gulf of Aden, using the Cape of Good Hope instead, which would lead to 

increased shipping costs and, in turn, possible negative consequences for global trade ïand, in the final 

analysis, the consumer ï at a time when all nations are making efforts to address the current global financial 

crisis.  

In this respect, the group said that they were encouraged by the UN Security Councilôs adoption, on 7th 

October, of resolution 1838 (2008), which called upon states interested in the security of shipping to deploy 

naval vessels and military aircraft to actively fight piracy off the coast of Somalia.  
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 Marine Royale  



Lorsque, le 26 septembre 1830, le Gouvernement Provisoire eut délié du 

serment prêté au roi Guillaume, tous les militaires belges qui servaient 

dans l'armée hollandaise, il y eut trente-deux officiers de marine belges 

qui quittèrent la Marine Royale Néerlandaise pour se mettre au service 

de la toute nouvelle Belgique. Abandonnant la proie pour l'ombre diront 

certains, la sécurité pour l'incertitude certainement. Il s'agissait de 

quatre `kapiteinsluitenant-ter-zee" (capitaines de frégate) huit 

luitenanten-ter-zee' (lieutenants de vaisseau), huit `vaandrigs-ter zee' 

(enseignes de vaisseau) et douze `adelborsten 1 ste klasse' (aspirants de 1 

ère classe).  

Réflexions à propos de sa date óde naissance   (I I I)  

 

Nous en connaissons un qui resta en Hollande, malgré son désir de rentrer. 

Il s'agit de Paul Crombet, professeur de mathématiques et de navigation à 

l'Institut Naval à Medemblik. Il était né natif de Namur (3 août 1786), fils d'un conseiller à la cour d'appel de 

Liège, et il entra le 12 messidor de l'an XIII au service de la Marine française. Il fit partie de la flottille de 

Boulogne et combattit les alliés à Bergen-opZoom où il enleva, avec ses marins, un drapeau du régiment de 

la garde royale écossaise, fait d'armes pour lequel Napoléon le fit chevalier de la Légion d'honneur. Après la 

chute de l'Empire Crombet entra dans la Marine des Pays-Bas. L'Amirauté le tint éloigné de son pays 

d'origine et le fit participer à des campagnes en Méditerranée, en Grèce et en mer Baltique, et le chargea 

d'une mission scientifique en Russie. En 1830, âgé de 44 ans, il avait le grade de capitaine de frégate. Il 

refusa sa naturalisation hollandaise et le gouvernement belge lui conseilla d'attendre, mais il attendit si bien 

qu'il devint commandant de l'école navale de la KNIVI* et fut nommé contre-amiral. Il resta en Hollande 

jusqu'à sa mise à la retraite, qu'il vint passer d'ailleurs à Namur. 

En attendant, le Département de la Marine prit forme. Il était constitué de trois divisions: 

1) la direction de l'Administration et des Ports,  

2) la direction du Génie maritime et  

3) la Direction de la Marine (nous dirions aujourd'hui `l'opérationnel'), le tout sous la supervision du Conseil 

Général de la Marine.  

  

C'est en juin 1831 qu'eurent lieu les premières nominations et qu'on officialisa les affectations des officiers. 

Le Lieutenant de vaisseau Schokeel reçut le commandement de la Région maritime du Rupel, en cumul de 

celui des brigantins et de la place de Boom. Il fut chargé de la défense terrestre et fluviale de cet important 

chantier qui possédait un bassin pouvant contenir à flot une vingtaine de petits bâtiments de guerre, tels des 

corvettes, des bricks, des goélettes etc., chantier qui pouvait être considéré avec ses ateliers et ses magasins à 

l'égal d'un arsenal de 2ème classe. De son ressort étaient également le canal de Willebroek, les forts Ste-



Marguerite et St-Bernard. Schockeel est gantois et il a 

tout juste 31 ans. Aspirant sur les frégates Minerve et 

Diana, puis enseigne sur la frégate Kenan Hasselaer et 

ensuite sur le brick Panter pour une campagne aux Indes 

occidentales, il fut mis en non-activité lorsqu'éclata la 

révolution belge. Rentré au pays il fut mis à la disposition 

du gouvernement belge. Le Régent le nomma lieutenant 

de vaisseau et il fera une une brillante carrière à la 

Marine Royale. Connu comme un loup de mer accompli, 

excellent officier, énergique, il était impitoyable envers 

les arrivistes et les incapables, ce qui n'empêcha pas qu'en 

reconnaissance de ses mérites il obtint dès 1834 l'Ordre 

de Léopold et, en 1835, la Légion d'honneur. C'est lui qui 

leva avec l'ingénieur Gras et Mr Fleury-Duray, une 

compagnie de marins pour garnir les défenses et les 

fortifications du Rupel. C'est le Lieutenant de vaisseau 

Petit qui commanda cette Compagnie de mariniers (elle 

prit plusieurs noms successivement); il eut comme adjoint 

l'Aspirant Hoed et fut remplacé à la tête de cette compagnie par le Capitaine Claeys (celui de la 

Raymonde!) lorsqu'il reçut le commandement de la canonnière n° 3.  

 

Ces derniers étaient composés comme suit: 1 lieutenant de vaisseau: commandant; 1 enseigne de vaisseau: 

second; 1 aspirant de I ère classe: 3ème officier; 1 aspirant de 2ème classe en stage pratique; 1 offiier 

d'administration (appelé agent comptable); 1 maître d'équipage; 1 contre-maître (second maître); 1 maître 

canonnier; 31 matelots; 4 mousses; 1 cuisinier et 4 mariniers commandés par un caporal. En tout 49 

hommes. Ils devaient être un peu à l'étroit sur un bateau de 25 m de long, lorsqu'on se rappelle que sur nos 

dragueurs MSC de 41 m, il n'y avait que 39 hommes d'équipage. Eyckholt est anversois, il a 25 ans. Formé à 

la KNM, où il entra à l'âge de 16 ans, il fit service sur la frégate Minerve, puis sur la corvette Pallas pour une 

campagne de cinq ans aux Antilles. Mis en disponibilité lors de la révolution belge il rallia notre marine dès 

Petit était Français. Né en 1804 d'une vielle famille calaisienne, il était officier de la marine marchande. 

Résident en Belgique il prit fait et cause pour les Belges et publia dans les journaux des articles virulents à 

l'encontre du général Chassé, qu'il accusait d'inhumanité haineuse envers les Belges .. Il participa avec 

l'ingénieur Gras à un commencement d'exécution de leur plan de fabrication des brûlots destinés à être lâchés 

sur les navires hollandais du blocus. Il fit une belle carrière à la Marine Royale où il commanda 

successivement la canonnière n° 3, le brick La Caroline, la goélette Louise-Marie et le brick Duc de Brabant. 

Après la dissolution de la Marine en 1862 il commanda nos premières malles de la ligne Ostende-Douvres et 

devint commandant-directeur de ce service. De mars à juin 1831 les brigantins étaient en construction et le 

Lieutenant de vaisseau F. Eyckholt fut nommé commandant du Les Quatre Journées. Il fut chargé 

de la surveillance et de la  bonne marche des travaux. Les équipages furent constitués et mis à l'instruction.  



les premiers jours de sa formation et y fut nommé lieutenant de vaisseau. 

Les brigantins Le Congrès et Les Quatre Journées furent lancés le 8 juin 1831. Le 21 juillet suivant le roi 

Léopold ter prêta serment et le 2 août l'armée hollandaise passa à l'attaque. 80.000 hommes déferlèrent sur 

la Belgique! Guillaume d'Orange ne s'encombra pas de déclaration de guerre; il ne reconnaissait d'ailleurs 

pas ce nouveau pays et il voulait coûte que coûte reconquérir ces territoires qui lui appartenaient par 

convention internationale. L'armée belge fut battue à plates coutures en dix jours à peine et le Roi faillit se 

faire prendre au milieu de son armée encerclée.  

 

 

Les Hollandais saisirent alors tous les bateaux marchands qu'ils purent trouver, à savoir trois galiotes et une 

patache qu'ils ramenèrent en triomphe dans leurs eaux. Après coup ils furent bien obligés de les rendre à 

leurs armateurs! De son côté la garnison hollandaise de la Citadelle fit un raid sur les postes tenus par les 

Belges. Ils s'emparèrent du fort Ste-Marie, détruisirent le fortin de Kiel et celui devant Burght, et 

enclouèrent les canons; ils ravagèrent par la même occasion le village de Kallo et mirent le feu à 47 fermes 

dans les environs. Cela les rendit encore plus sympathiques!! A l'écluse du Hazegras deux canonnières 

hollandaises, la n° 41 et la n° 42, engagèrent le feu avec un poste belge. Celui-ci riposta si bien qu'après 

plusieurs heures de combat la n° 41 s'échoua et son équipage dut l'abandonner après y avoir mis le feu. 

Les grandes puissances prirent peur et intervinrent. On envoya le maréchal Gérard et les troupes françaises 

séparer les belligérants et les forcer à accepter une trêve. L'action de l'armée française, appuyée par la 

Grande-Bretagne, imposa une suspension d'armes, qui devait durer six semaines, pour permettre des 

négociations. Connaissant le roi Guillaume on s'attendait à une reprise des hostilités et on s'attela d'urgence à 

renforcer nos positions autour d'Anvers et de Boom; la construction de canonnières fluviales fut hâtée et, dès 

septembre, elles furent lancées et remorquées jusqu'à Bruxelles pour y recevoir, bien à l'abri des coups de 

mains ennemis, leur gréement et leur armement . 

La Conférence de Londres, réunissant d'urgence les représentants des Grandes Puissances ðAngleterre, 

Prusse, Autriche, Russie et France (le Conseil de sécurité de l'ONU de l'époque)ð nous imposa le Traité des 

Sur l'Escaut Chassé ne resta pas inactif non plus; lui et sa 

flotte hollandaise passèrent à l'offensive le 5 août. Le 

kapitein-luitenantter-zee Koopman, commandant la flottille 

du blocus d'Anvers, donna l'ordre à deux de ses navires à 

vapeur ð des pyroscaphes comme on disait à l'époqueð, 

remorquant trois canonnières, de remonter l'Escaut jusqu'au 

Rupel afin d'attaquer l'arsenal de Boom et d'y capturer les 

brigantins et les brûlots. Buisson creux pour les 

Hollandais car les brigantins avaient été déhalés à Bruxelles 

et le chantier fut trop bien défendu par les marins belges. Le 

Suriname, le Zeeuw et les canonnières essuièrent un feu 

nourri venant des berges, faisant quelques blessés.  



XXIV articles. Traité funeste pour la Belgique: le Limbourg fut coupé en deux et Maastricht, Venlo et 

Roermond nous furent enlevés; le Luxembourg de langue allemande fut octroyé à titre personnel et en 

compensation au roi Guillaume; la Flandre Zélandaise nous échappa une fois de plus et tout l'Escaut 

maritime resta aux mains des Hollandais. Anvers fut à nouveau coupé de la mer comme au temps des 

guerres de religion, à moins de soumettre ses navires et leurs marchandises à un péage au profit des 

Hollandais, et aucun navire militaire ne put entrer à Anvers, qui ne pouvait à jamais redevenir un port 

militaire. La Belgique fut déclarée `neutre à perpétuité' et sa neutralité garantie par les cinq puissances. On a 

vu d'ailleurs ce qu'en fit l'Allemagne 83 ans plus tard! Eh bien, vous savez quoi? Le roi Guillaume refusa de 

signer ce traité ... et c'était reparti! Il exigeait le retour pur et simple des provinces dissidentes de la Belgique 

et espérait une contre-révolution que ses espions lui présentaient comme probable. Il refusa de quitter 

Anvers et les forts avoisinants, et la flotte hollandaise accentua encore son étreinte. Les Puissances exigèrent 

son retrait et lui accordèrent jusqu'au 2 novembre pour quitter la place. Comme, le 10 novembre, il n'avait 

toujours pas exécuté les résolutions de la Conférence de Londres, elles bloquèrent tous les navires hollandais 

qui se trouvaient dans leurs ports. Une flotte franco-anglaise, alliée pour l'occasion, vint patrouiller devant 

les ports hollandais, tandis que la France fut priée de faire remonter ses armées en Belgique. Le 15 

novembre le maréchal Gérard marcha sur Anvers, avec une armée de 5 divisions d'infanterie, 5 de cavalerie 

et 1 d'artillerie, forte de 130 canons. Les Belges ðarmée et marineð étaient priés de s'abstenir de toute 

intervention dans cette action punitive. Les Français ouvrirent le feu le 4 décembre, Chassé tint bon pendant 

18 jours de bombardement intense puis capitula le 23 décembre. 63.000 coups de canons furent tirés, les 

Français eurent 765 tués, dont 51 officiers, et 1.025 blessés; les Hollandais, toujours économes, n'eurent que 

124 tués et 400 blessés. Le kapitein-luitenant Koopman refusa toutefois de se rendre et tenta de descendre le 

fleuve à la faveur de la nuit. Il fit embarquer ses équipages et chargea ses biens les plus précieux à bord de 

ses meilleurs navires, abandonnant 5 de ses canonnières qu'il incendia, mais le vent tourna, la marée monta, 

tant et si bien qu'il ne put aller plus loin que Doel où il dut se rendre. Dès le lendemain la flottille belge, qui 

était remontée de Bruxelles, prit la place encore occupée hier par l'ennemi et les marins se mirent à renflouer 

les canonnières abandonnées et sabordées par Koopman. Ce qui porta du coup l'effectif de notre Marine à 2 

brigantins, 4 canonnières-goélettes et 6 canonnières fluviales ex-hollandaises, soit 12 unités navigantes 

servies par 600 hommes d'équipage, mariniers compris. Le roi Léopold les passa en revue depuis les berges 

et les remparts du fort de Kallo le 9 juin 1833.  
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 'Eindbestemming Harstad?' 

Een tentoonstelling gewijd aan het belgisch poolschip «  BELGICA  » 

Van 20 mei 2008 tot en met 11 november  
  

  



'Eindbestemming Harstad?'  

 

Het wrak van de zuidpoolvaarder Belgica ontdekt op de bodem van een Noorse baai. 

 

Tot en met 11 november 2008 loopt op het provinciedomein Raversijde de tentoonstelling 'Eindbestemming 

Harstad?' over de Belgica, het onderzoeksschip waarmee het team van Adrien de Gerlache eind 19de eeuw 

naar Antarctica reisde en er gedwongen overwinterde. Deze reis staat opnieuw volop in de belangstelling. 

 

Het wrak van de Belgica werd echter teruggevonden op de bodem van een Noorse baai, nabij de stad 

Harstad. De tentoonstelling schetst een beeld van de levensloop van de Belgica, de poolreis en de 

doelstellingen ervan, maar werpt vooral licht op het maritiem archeologisch onderzoek van het scheepswrak. 

 

 

Routeplanner: 

www.viamichelin.be of www.mappy.be  

 

Openbaar vervoer: 

www.delijn.be of www.nmbs.be 

 

 

 

 

 

http://tools.emailgarage.com/Pub/I7gaAQAAAAA~/lUPTAymlL0iNSOAllnQ-yA~~/Html/GotoLink.ashx
http://tools.emailgarage.com/Pub/I7gaAQAAAAA~/Rumo5OV1C0eWmwy7W9osag~~/Html/GotoLink.ashx
http://tools.emailgarage.com/Pub/I7gaAQAAAAA~/FRtgk0BdXEStkQ0ggOuy1A~~/Html/GotoLink.ashx
http://tools.emailgarage.com/Pub/I7gaAQAAAAA~/4syXxdfUdE6lvZu2QowdoQ~~/Html/GotoLink.ashx
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October 3, 2008 

Indictments brought in pollution case 

  
Here's another in the dreary procession of "magic pipe" cases, containing allegations of all the usual 

elements--including bypassing the OWS and lying to the Coast Guard. 

Two foreign companies that own and operate the Cypriot flag chemical tanker Nautilus (IMO No. 9150767), 

were yesterday indicted in federal court, along with the ship's Chief Engineer, were indicted today in federal 

court for covering up discharges of oil-contaminated waste at sea.  

United States Attorney Michael J. Sullivan and Rear Admiral Dale G. Gabel, United States Coast Guard, 

Commander, First Coast Guard District, announced today that Consultores de Navegacion, S.A., a Spanish 

company, Iceport Shipping Company Ltd., a Cypriot company, and Chief Engineer Carmelo Oria, age 52, of 

Spain, were charged in a superseding indictment with one count of conspiracy, one count of violating the 

Act to Prevent Pollution from Ships (APPS) by failing to maintain an accurate ship record concerning the 

disposal of oil-contaminated waste, and one count of making false statements to United States Coast Guard 

authorities regarding the pumping of oil-contaminated waste overboard.  

In addition, Consultores and Iceport Shipping were charged with one count of falsifying records with an 

intent to impede the administration of a federal agency matter and one count of obstruction of justice.  

The Equasis data base shows that Iceport is the registered owner of the vessel and that Consultores is the 

ship manager. The 1998-built, 26,794 gt Nautilus is the sole vessel in the Iceport fleet according to Equasis. 

Consultores shows up as the ship manager for five other Cyprus-registered chemical/products tankers.  

The superseding indictment alleges that between June 2007 and March 2008, Consultores and Iceport 

Shipping, acting through Oria and senior engineers on the M/T Nautilus, directed subordinate engine room 

crew members to use a metal pipe to bypass the M/T Nautilus's Oil Water Separator and instead discharge 

oil-contaminated waste directly overboard.  

In particular, the superseding indictment alleges that on two occasions in August 2007, a Ukranian chief 

engineer of the M/T Nautilus directed the discharge of pollution overboard, and that on March 18, 2008, 

Oria directed the discharge of pollution overboard.  

Thereafter, alleges the indictment, on March 22, 2008, in the port of Boston, Massachusetts, the Defendants 

made and used a false Oil Record Book that failed to disclose prior discharges into the ocean of oil-

contaminated waste by the M/T Nautilus. The Defendants are alleged to have knowingly maintained an Oil 

Record Book that failed to disclose the overboard discharge of oil-contaminated waste without the use of the 

ship's pollution prevention equipment. The superseding indictment further alleges that, on March 23, 2008, 

the Defendants falsely stated to United States Coast Guard authorities that, among other things, Oria never 

ordered the pumping of oil-contaminated waste overboard. If convicted, Consultores and Iceport Shipping 

face a statutory maximum fine of $500,000 on each of the five counts or, alternatively, twice the gross gain 

resulting from the offenses. If convicted on the conspiracy charge, Oria faces up to five years imprisonment, 



to be followed by three years of supervised release and a $250,000 fine. If convicted on the APPS charge, 

Oria faces up to six years imprisonment, to be followed by three years of supervised release and a $250,000 

fine. If convicted of the false statements charge, Oria faces up to 5 years imprisonment, to be followed by 

three years of supervised release and a $250,000 fine.  

The case was investigated by the U.S. Coast Guard, Sector Boston, Coast Guard Investigative Service, New 

England Region. It is being prosecuted by Assistant U.S. Attorney Linda M. Ricci of Sullivan's Economic 

Crimes Unit and Special Assistant U.S. Attorney Christopher Jones of the United States Coast Guard First 

District Legal Office.  
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  Fedra crew rescued as vessel breaks up 

 

By Brian Reyes in Gibraltar - Saturday 11 October 2008 

  

Fedra: broke in two off Europa Point in Gibraltar  

THE crew of a cargo ship that ran aground in Gibraltar was plucked to safety in a perilous nighttime rescue 

by Gibraltarian and Spanish emergency services last Friday. 

Defying extreme gale force winds, a Spanish maritime rescue helicopter airlifted five men from the bow of 

the 24-year old bulk carrier Fedra as it lay pinned by pounding waves at the base of sheers cliffs in Europa 

Point.  

  



 

  

But the savage weather played havoc with the helicopterôs engine, forcing the pilot to make an emergency 

landing and leaving teams on land to find another way of getting the men off the ship. 

Using a crane positioned on the cliff edge above the bow, Gibraltarian rescuers rigged a cradle that was 

lowered to the seafarers below. In small groups throughout the night, they were hauled up wet, shivering and 

terrified. 

At one point, with 11 men still on board, the operation had to be suspended as the storm intensified.   

 "We thought we were going to lose them," said one exhausted rescuer. "But at around 7am, we had a small 

weather window."  

"We knew this was the only chance they had." 

In a dramatic end to the operation, all remaining 11 men were winched to safety in one hoist. The men, 

mostly Filipino sailors, were treated in hospital but were later released and taken to a local hotel.  

 

By mid Saturday morning the Liberian-flag Fedra had been ripped apart by the sea, the vessel torn in two 

close to the accommodation block. 

Both sections of the ship remained trapped against the cliffs, heaving and hammering violently in the 

pitching seas. 

The Fedra was one of two weekend casualties in this region, which was battered by a force 11 gale for much 

of Friday and Saturday. 

In nearby Algeciras, the Liberian-flag bulk carrier Tawe ran aground and sustained hull damage, leaking fuel 

oil onto nearby beaches. 

http://www.lmiu.com/lmiu/vessels/overview.htm?vesselID=202371


There were 22 seafarers on board but tugs were in assistance and the situation appeared stable.  

Over in Gibraltar, the focus now is on a salvage operation to remove the wreck of the Fedra, which could 

pose a danger to navigation if either section breaks free of the rocks. 

But no action is likely until after the weekend, when the weather is expected to ease significantly. 

The Fedra ran aground after suffering engine failure on Friday morning and dragging its anchor until it 

came perilously close to the shore.  

All through Friday afternoon, tugs laboured to secure towlines to the crippled vessel but these repeatedly 

failed. Efforts to repair the shipôs engine also proved futile. 

The 36,000-tonne ship was empty at the time of the casualty and is believed to be carrying only a small 

amount of fuel for its own consumption. 

According to the EU shipping database Equasis, it is managed by the Greek company Dilek Shipping.  

 

The ship has a chequered port state control background and was last detained in August by Chinese 

inspectors who found 18 deficiencies, including three retaing to its propulsion systems. 

The grounding, which happened just metres from where the New Flame foundered just over a year ago, will 

once again renew calls for tighter controls on shipping in the area. 
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Piraterie : L'US Navy renforce ses moyens autour du 

cargo Faina 

 

 

http://www.lmiu.com/lmiu/vessels/overview.htm?vesselID=260301


  

La marine américaine a indiqué hier que plusieurs de ses navires avaient rejoint le destroyer lance-missiles 

USS Howard, posté à quelques encablures du Faina, détourné le 25 septembre par des pirates somaliens. 

Cinq bâtiments militaires encercleraient désormais le cargo, survolé de manière quasi-permanente par des 

avions et des hélicoptères. Si Washington indique vouloir régler « pacifiquement » la crise, il n'est pas 

question pour les Etats-Unis de voir débarquer à terre le matériel militaire contenu dans ce bateau, exploité 

par Kaalbye Shipping Ukraine. Toujours mouillé à quelques milles du village côtier d'Hobyo, à 500 

kilomètres au nord de Mogadiscio, le Faina renferme dans ses cales un chargement très sensible, comprenant 

notamment 33 chars d'assaut T-75 et des armes légères. Ce matériel militaire devait, selon l'Ukraine, être 

livré à l'armée kenyane. « Nous maintenons une surveillance vigilante sur le navire et restons sur place 

pendant que les négociations se poursuivent », indique le contre-amiral américain Kendall Card. Vingt 

marins du Faina sont toujours retenus à bord, l'équipage ayant déploré la perte de son commandant, un 

Russe, décédé suite à un malaise. 

 

Réclamant une rançon de 20 millions de dollars, les pirates se sont par ailleurs violemment opposés sur la 

conduite à tenir. Une fusillade a éclaté mardi, faisant 3 morts dans les rangs des ravisseurs. 

  

 

 



  

Putting a human face on the cost of Somali piracy, Fifth Fleet released photos showing the ship's crew of 

MV Faina standing on the deck following a U.S. Navy request to check on their health and welfare. The 

photo is dated October 3. 

The Faina's crew (at the time of its September 25 hijacking) consisted of 17 Ukrainians, three Russians and 

one Latvian, including a 14-year-old boy. On September 25, Viktor Nikolsky, first mate on the Faina, said 

that Vladimir Kolobkov, the ship's Russian captain, had died from a hypertension-related stroke.  

During the month of September, a total of 374 people of all nationalities were held by pirates off Somalia 

and the highest held at any one time was 339, estimates Danish security firm Risk Intelligence of Vedbaek.  

The Belize-flagged Faina is carrying a cargo of Ukrainian T-72 tanks and related equipment.  

Purportedly, the tanks were intended for the Government of Kenya, though this has been called into question 

in the Kenyan news media.  

Meantime, Andrew Mwangura of the Seafarers Assistance program, the first to come forward with news that 

the pirates claimed to have documents showing the tanks were headed for Sudan, was arrested late on 

Wednesday and charged with making inflammatory statements. He was was also charged with possession of 

four joints of bhang (marijuana)--"a charge that elicited cynical laughter among those in court," according to 

the Nairobi newspaper The Nation. The reason for the laughter may relate to the fact that Mr. Mwangura's 

surrender to the police was arranged by another newspaper, The Standard, and he was driven to the police 

station by deputy director of the Kenya Human Rights Commission, Mr. Hassan Omar Hassan. His lawyer, 

Mr. Francis Kadima, argued, that it was unlikely that his client would bring bhang with him to a police 

interrogation.  

The judge ruled he should be held for five days in prison while further investigations were made.  

Mr. Mwangura has frequently been helpful in putting shipowners and journalists in touch with pirates. This 

has led to suggestions that his contacts with the pirates may be suspicious. If so, as this profile in The 

Scotsman indicates, he doesn't seem to be getting much from the connection. 

 

  



 

  

Admiral to shipowners: Hire security teams!  

Vice Adm. Bill Gortney, Commander, Combined Maritime Forces, is suggesting that the shipping industry 

consider hiring security teams to protect vessels against Somali pirates,  

Since the inception of the Maritime Security Patrol Area (MSPA) on August 22, Combined Task Force 

(CTF) 150 has helped deter more than a dozen attacks in the Gulf of Aden. However, criminals have still 

successfully targeted several vessels in the region.  

"The Coalition does not have the resources to provide 24-hour protection for the vast number of merchant 

vessels in the region," says Admiral Gortney. "The shipping companies must take measures to defend their 

vessels and their crews."  

The Maritime Security Patrol Area was established in support of the International Maritime Organization's 

(IMO) call for international assistance to discourage attacks on commercial vessels transiting the Gulf of 

Aden.  

The MSPA is a geographic area in the Gulf of Aden utilized by Combined Maritime Forces to focus their 

efforts against de-stabilizing activities. These activities include, but are not limited to: criminal activities, 

drug smuggling operations that support terrorist and violent extremist organizations, and human smuggling. 

Coalition forces patrol the MSPA, which is not marked or defined by visual navigational means, on a routine 

basis.  

Initially under Canadian Commodore Bob Davidson's leadership, CTF 150 ships are now commanded by 

Danish Royal Navy Commodore Per Bigum Christensen.  

"Coalition maritime efforts will give the IMO time to work international efforts that will ultimately lead to a 



long-term solution," said Vice Adm. Bill Gortney, Commander, Combined Maritime Forces. "This is a 

problem that starts ashore and requires an international solution. We made this clear at the outset --our 

efforts cannot guarantee safety in the region. Our part in preventing some of these destabilizing activities is 

only one part of the solution to preventing further attacks."  

"Mariners must remain vigilant," said CTF-150's commander, Commodore Christensen. "A ship's master 

and her crew are the first line of defense for their own ship."  

This fact has been highlighted by merchant mariners who have been able to take effective proactive 

measures to defend their vessels. Such measures have included deterring attacks simply by keeping a sharp 

lookout for suspicious small boats operating in the vicinity of their ships, increasing speed and maneuvering 

to avoid small craft, and even repelling would-be boarders with water from fire hoses.  
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Ballast  Free Ship:  Will it Work  ? 

Recent Testing Indicates the Ballast -Free  Ship Concept Can Also 

Provide Fuel Savings  

By Michael G. Parsons, Arthur E Thurnau Professor, University of Michigan & Miltiadis Kotinis, Assistant 

Professor, SUNY Maritime College  

 

Model-scale testing of a Seaway-size bulk carrier has shown recently that when optimally designed the 

Ballast-Free Ship concept can also yield a significant reduction in the propulsion power required in the 

ballast condition. The Ballast-Free Ship concept was invented at the University of Michigan in 2001 to 



provide a new way to address the problem of the introduction of Non-indigenous Aquatic Species (NIS) 

through ballast water transfer across the globe. Professor Michael Parsons and then Ph.D. student Miltiadis 

Kotinis developed the concept, with assistance from other department colleagues, and this initial work was 

reported at the Annual Meeting of the Society of Naval Architects and Marine Engineers (SNAME) in 2004. 

In the Ballast-Free Ship concept the traditional ballast tanks are replaced by longitudinal trunks that run 

from bow to stern below the ballast waterline. Pairs of these trunks are flooded in the ballast condition and 

are left open to the sea. This can be viewed at reducing the buoyancy of the vessel rather than adding weight 

as occurs in traditional ballasting. There would be three trunks per side on a Seaway-size bulk carrier. The 

natural pressure distribution that develops around a hull at speed produces a positive relative pressure at the 

bow and a negative pressure at the stern. This pressure differential is used to drive a slow flow through the 

trunks so that they always contain "local water." The trunks and openings are sized so that the water in these 

trunks is swept out every hour or two to meet the environmental objective, but not increase the resistance of 

the ship significantly in the ballast condition. This prevents the ballast water transfer of NIS across the 

globe. In order to place sufficient volume in the ballast trunks to reach a safe storm ballast draft, the inner 

bottom must be raised and the hull must be made deeper to provide an equivalent bale capacity for the ship. 

Thus, the concept is really only practical for new construction. A Seaway-size bulk carrier would have its 

innerbottom at about 2.4 m above baseline and be 1 m greater in depth. The added steel weight and the 

buoyancy lost in the flooded inlet and outlet plena at the bow and stern, respectively, can be easily be offset 

by a slight increase in the fullness of the hull. This ensures that the operating draft is not increased. When 

the vessel completes the ballast voyage, the trunks are isolated using sluice gates or large disk valves and 

then pumped dry using conventional ballast pumps. The outboard two trunks on each side would also 

contain isolation valves at each cargo hold bulkhead. These would be closed in the full load (trunk empty) 

condition to provide adequate protection in the case of grounding or collision. 

The build-up of sediment in the trunks results in lost cargo capacity and IMO Regulations require that this 

be removed from ballast tanks to reduce the possibility of transporting benthic NIS within the sediment. 

With the higher inner bottom it will be easier for the crew or contractors to keep the ballast trunks free of 

sediment. To further facilitate this cleaning, the transverse web frames are cut away from the outer shell 

plating except for the narrow clip that is used to provide tipping stability for the bottom longitudinals (see 

accompanying midship section). 

  



 

  

This removed material is not needed structurally since the aspect ratio of the bottom panels is long enough 

between webs that the stress condition is independent of the longitudinal span. This approach will further 

facilitate the cleaning and draining of the ballast trunks. It also saves steel weight and eliminates weld length 

to help offset the greater weight and work content needed by the deeper hull. 

In the initial NOAA National Sea Grant sponsored work with the Ballast-Free Ship concept as reported in 

the 2004 SNAME Annual Meeting and Transactions, the concept was applied to an existing model in the 

University of Michigan Marine Hydrodynamics Laboratory, a 23 knot LASH vessel design. This was 

selected because of research budget limitations and unfortunately compromised the value of the initial proof-

of-concept hydrodynamic testing. The stern of the hull was modified to be more conventional and resistance 

and propulsion tests were conducted with the Ballast-Free Ship concept installed. Because of the scaling 

differences between the internal flow (Reynolds scaling) and the external flow (Froude scaling), the trunks 

were not modeled in detail for this testing. Instead, the Froude-scaled amount of internal flow was pumped 

through tubing using a precision metering system and vane pump. The purpose of these tests was to establish 

the effect of the trunk flow on external resistance and propulsion of the hull. The internal flow was verified 

by Computational Fluid Dynamics (CFD) studies that established the pressure differential on the trunks and 

then applied this pressure differential to detailed models of the internal trunks. 

The initial proof-of-concept resistance tests showed that opening the trunks to the sea would increase the 

resistance of the hull by about 2.2%. The trunk flow was crudely discharged normal to the hull, which 

greatly disrupted the boundary layer and wake entering the propeller disk. This significantly reduced the 

operating efficiency of the propeller. As a result the power required to propel the ship in the ballast 

condition was increased even higher to about 7.4% for a flow rate corresponding to a change of trunk water 

once every two hours. This disappointing result was used in the resulting economic study and while this was 

within the capacity of the existing engine, it resulted in a significant fuel penalty. The initial work concluded 

that "It is expected that further hydrodynamic optimization would eliminate most, if not all, of this added 

power penalty" (Transactions SNAME 2004).  



In an effort to better address the ship power requirement with the Ballast-Free Ship concept, Professor 

Parsons and SUNY Maritime Assistant Professor Kotinis were able to secure three sequential years of 

funding from the Great Lakes Maritime Research Institute (GLMRI) beginning in 2005. GLMRI is a 

National Maritime Enhancement Institute administered as a partnership between the University of 

Minnesota, Duluth and University of Wisconsin, Superior. It is sponsored by the U.S. Department of 

Transportation, Maritime Administration. With this support, a Seaway bulk carrier was designed based upon 

existing vessels that service the Great Lakes through the St. Lawrence Seaway. This is the type of vessel that 

represents the greatest threat to the Great Lakes for the introduction of additional NIS. This is not a Seaway 

max vessel, but represents a typical Salty that enters the Lakes (Table 1). A 5 m wooden model of this vessel 

was constructed during the first year of the effort. 

During the second year of the effort, the model was used in a series of model tests in the University of 

Michigan Marine Hydrodynamics Laboratory. 

 

  

The baseline hull was tested for resistance and propulsion in the unmodified state. The hull was then 

modified to include the Ballast-Free Ship concept inlet and outlet and the metered pump was installed to 

simulate the internal ballast trunk flow. To maximize the pressure input to the trunks, the 1 m full-scale 

circular inlet was placed in the tip of the bulbous bow at 25% of the design waterline. Two stern discharge 

ports were studied: one close to Station 17 at 45% of the design waterline, roughly corresponding to the 

location of the forward engine room bulkhead, and the other close to Station 19 at 30% of the design 

waterline, roughly corresponding to the location of the aft engine room bulkhead. These discharges were 

placed at about 10 degrees to the hull surface tangent to minimize the boundary layer disruption. 

The required delivered power (input to the propeller) in the ballast condition is shown in the accompanying 

graph. The design ballast speed is 15.5 knots. With the discharge near Station 17, the required delivered 

power was reduced by 7.3%at this speed. 



 

With the discharge near Station 19, the required delivered power was reduced by 2.1%. The discharge 

near Station 17 is near optimum and would also be preferred from an arrangements standpoint since it would 

not be necessary to extend the large trunks through the engine room. The discharge at the higher location 

tends to produce a more uniform inflow to the propeller disk similar to a Mitsui duct. This allows the 

propeller to achieve a higher behind-the-hull efficiency resulting in the power reduction even though the hull 

experiences a small resistance increase. The full results of these tests were reported at the 2007 Annual 

Meeting of SNAME and included in the recently released 2007 Transactions of Society. 

One of the confounding issues present in the recent experiments was the use of a stock propeller in the 

propulsion tests. In is typical practice in early design propulsion tests, prior to having a detailed propeller 

design, is to use a stock propeller from the laboratory's propeller library in lieu of building a custom 

propeller for the design. Since this propeller is not optimized for the particular hull, but the best selection 

possible from the library, it may not be an optimum match for the particular hull. It remains to be established 

whether or not this was the cause of part the remarkable power reduction experienced in the tests. It might 

be that the ballast trunk flow discharge caused the stock propeller to operate closer to its optimum point than 

was present in the baseline situation. To address this issue, a custom propeller is now being designed for the 

vessel in its full-load condition. A model of this propeller will be manufactured and then used in additional 

tests to be conducted in the summer of 2008 to clarify this issue. These results will be reported later in the 

fall. 

The propulsion power reduction found in the 2007 testing would result in significant fuel savings in the 

ballast condition. This is in addition to the benefits of eliminating the need for costly ballast water treatment 

equipment when ballast water exchange is eventually phased out by IMO regulations. An economic study of 

a vessel operating between Rotterdam and Duluth, arriving in ballast and then returning with grain, has 

shown that the use of the Ballast-Free Ship concept rather than filtration and W treatment would result in a 


