Inséré le 3 juin 2008 News Logboek Enlevé le 3 Juillet 2008

KH unveils new kit

At this year's SMM exhibition in Hamburg, Kelvin Hughes (KH) launched SharpEyeTM,

which is claimed to be the mostevolutionary innovation in the marine navigation market

since the introduction ofcommercial radar- the 1940s

For 60 years radar haasd to use short high power pulses of microwave enerdgtéat contacts on the sea
surfaceSharpEyeTM changes all thatiasessence, KH has eliminated thagnetron and high voltage
modulator from its latest seriesraidar transceivers thus taking detection performance and reliability to a new
level.

A radical approach within thieansceiver enables mardormation to be extracted frothe radar returns
before being processed by the display,

allowing detection techniqueshich are normally only found imulti-million dollar military systems, to be
available in commercial marine radars.

The new SBand SharpEyeTMystem will detect targets in clutteng bdore conventional radar. It achieves
this through the use ofraonostatic pulse Doppler solid staBnsceiver, which uses the Dopéiect to determine
the target'svelocities. It features advancedise compression, which processeeived echoes mivelocity
bandsenabling it to separate the wanted targets from clutter.

With no items requiring periodreplacement, SharpEyeTMakaimed to be a truly 'fit and forgetchnology
reliability is maximised, maintenancensinimised and performanceegshanced to a new level, while#dn be
fitted to existing KH'sNucleus 3 and Manta systems.

In the SharpEyeTM radar tlselid state power amplifier hagpaak output power of just 170 \js contrasts
with typical maringadar systems in which the magjo@ has a 30 kW peak output. But the new system
produces more energy than the magnetron system, therefore exceeding conventional radar in detection
performance.

KH's wmn l:vlo concept.



It continuously measures key performance parameters, s&kfhagput power, VSWR, oscillatisrequencies
and receiver sensitivignd informs the operator that tiaglar is operating within its performance envelope. The
system automatically alarms if there is degradation in radar performarared removes the ad for theperiodic
performance checks.

"This revolutionary new systefrom Kelvin Hughes is a majégap forward for the marine navigation industry",
said KH's managing director Ron Nailer, "We are so confident oliaeility of this new technology &t we are
offering a lifetime guarantee in support of SharpEyeTM technology."

Not stopping there, KH has developed the world's first widescreen bridge using fiiame®igital TM common
coreprocessors, which was also shoatiSMM.

Looking forward to th@ew IMOstandards coming into effect in 2008, the new commorpeooessors will meet
therequirement for enhanceerformance in radar processang tracking. They have also besigned to be truly
multi-functional with the capability afnabling thelisplay of radar, chamadar + chart, HAP and much more.

Using the latest widescreen fianels, the new MantaDigitalThtidge comprises thremmpletely multi
functional displays, each panel is capable of showing digital charts,qaiiaing information or the neand
unigue dual PPI function.

The ability to display differergcales, orientations, motion modesl trail modes from the sanmadar sensor on
the dual PPprovides an added safety benefit for the mariner. On the maihé&@Ravigator will be able to use
the chart radar in marmgpnfigurations for his antollision and general navigatiodn the second PPI display,
locatedon the same screen, the operatabte have the range scale looking further out to asses riskrfilmthin
his planned track.

The MantaDigitalTM chart rad@s capable of being configured fmrany different users' preferences.

Processors are already availaldeECDIS, VDR and SYDR. The new KH chart radar will bavailable in
2007, to meet the nelMO standards. Extensive digitatocessing and clutteéeductionalgorithms are used to
exceed th@mew radar performance standardgyrove reliability and reducgervice interventions saving time
and reducing costs.

The new MantaDigitalTMVidescreen Brige has beedesigned to:

Reduce the operatonvgorkload by simplifying the use of radar.

Incorporate the newlantaDigital Chart Radar.

Provide Dual PPI displays dhe same screen.

Utilise truly multi-functionalscreens.

Integrate SharpEyeTNMechnology to maximisdetection and trackingapability.

Provide correlation of radand AIS for improved targétacking and collisiormvoidance.

Use the latest technology tacrease and enhance safetged including the use picture in picture
technology.

Greatly enhance reliability arrédduce through life costs lmging common core technolo@yhe radar



processor is designdd provide facilities for remotdiagnostics through a network modem link to
include:

Remote software uploador both primary radar applicatioand embedded software.

Remote diagnostic downloatbr configuration data, ruime parameters and recordediar data for
analysis.

Remote control of radar.

Remote download of totalperational hours (that is riime) for all components with limited life (for
example, ifmagnetrons are used).

Service call initiation (undeoperator control) automatic faulfinding and reporting

Revue TankerOperator 2006

KH obtains type approval

Guangzhou service station opened

Kelvin Hughes has gained Europeanstatey pe

navigation radar.

It was tested by QinetiQ, the UK's type approval authority. QinetiQ's Peter Goddard commented,
"Shar pEyeE i -statdskstem We have seensandlitredresents the latest in technology. It has
passed all the required tests dmad a noticeably sharper picture than an equivalent mageiseal

system".

Barry Wade, Kelvin Hughes' technical development manager said, "This is the first of our products makinc
use of the new SharpEyeE sol i d edtoetthre lasttheayearst e ¢ h
This new technology will revolutionise the radar industry, providing performance and reliability that has
previously only been possible with

multi-million dollar military systems.

"The technology in both its-Band and XBanddrmats has application not only for navigation but will play
an important role in security with its incorporation in VTS and coastal surveillance systems", he continued

The first deliveries of Shar pEyeE s yaiatioa and sewicec u r
capability, Kelvin Hughes has already secured global salésdarew system.
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Belgiansmake a come back

For example, 51% of the domesticatlgntrolled fleet now flies the Belgian flag and Antwerp Maritime



Academy expected a 20% increase in student intake by the end of this year.

Boosting the Belgian flag fleet are the large tankers manbgdgeuronav, which include two of the four
442,000 dwt ULCCS$ TI Asiaand Tl Europe This pair, together with at least three modern VLCCs, also
flying the Belgian flag, operate in the Tankers International pool, which is managed by Euronav.

Currently, theBelgian maritime legislation is being revamped aimed at increasing Belgium and in particula
Antwerp's attraction as a maritime centre. Among the initiatives is a revision of the Belgian seafarer labc
agreements, which should be in place by the endofédar.

In 2008, the Belgian Register is to be audited under the IMO voluntary scheme. It is also seeking electior
Group B from its present position in Group C.

The Belgian flag, totalling 4.1 mill gt, is ranked in the top 30 of IMO member states ifheet
terms of gross tonnage, while the Belg@mtrolled fleet is in the top 20.

The Belgian administration controls ship safety and working conditions for domestic seafarers. A number
measures taken by the authorities within theframework of the BY Sich Guidelines have enabled the flag
state to become more competitive, the registry claimed.

These include:

1) Tax measures aimed at supporting local businesses. The laws passed in 2002 and 2004 include a lum|
profit setting already in place in seakEU states (the socalled tonnage tax). Shipowners not willing to take
advantage of this system will be offered an attractive alternative tax regime.

2) The social security of EU shipowners are exempt from the employers' part of social security charges,
well as from part of the employees' social security charges. If special conditions are met, social soc
security charges of nelBU residents may be paid in the country of origin.

3) For seafarers employed on board-Edistered vessels, the shipownare exempt from paying the
withholding tax on professional income levied on seafarer wages, on condition that the seafarers concer
are Belgian tax payers.

Among the household names with oil and gas transport interests in Belgium areEastgon, Eurcav,
Exmar and Transpetrol. The largest in terms of ship numbers are Euronav and ExmaEastglo and
Transpetrol have representative offices in Belgium, the latter looking after commercial operations, includir
chartering.

Transpetrol controls five MPproduct tankers, two panama tankers, three LR product tankers and one
aframax/LR2 tankers. The newbuildings include another two aframax/LR2 types for deliver D9
and two LPG carriers for delivery in 2009.



Euronav

The largest Belgian tanker owner and manager is Euronav. As of the middle of this year, the compa
owned 17 VLCCs/ ULCCs, including two part owned and two under construction. Out of this total, the
305,688 dwtFlandre remained on long term charter to Tlotdhe rest were operating in the Tankers
International (TI) pool on the voyage market.

By the end of this year, the number of vessels in the Tl pool will number 46. Euronav has chartered anot
nine VLCCs, including the two 50% owned.

TI's Euronav parters include Essar, OSG, Petronas, Reederei "NORD" Klaus E Oldendorff, Sanko an
Shinyo.

As well as the large tankers, Euronav also manages 14 suezmaxes, plus another four on order. Another
aframaxes are bareboat chartered. Many of the suezmaxes el@sg;esome of which are operating to the
Quebec oil terminal on the St Lawrence River all year round.

All the owned vessels are manageehouse from Antwerp, Euronav's major shareholders (over 48%) are
listed as Saverco (the Saverys family) and TankiMmse assets were acquired in 2005.

Exmar

Exmar's main expertise lies in the management and operation of gas carriers, including LNGs, LPGs ¢
petrochemical carriers.

Most of the focus has been on the LNGcs, where Exmar has successfully develapgddtieation unit,
or LNGRV.

However, Exmar can trace its LNG history back almost 30 years since it agreed a long term charter of |
131,000 cu mMethaniato Distrigas in 1978. Moving on the end of the 1990s, Exmar saw an opportunity to
invest further de to a foreseen increase in demand and attractive newbuilding prices. This resulted in
series of 138,000 cu m LNGCs ordered at Daewoo. The first v&sazl|ibur, was delivered in October
2002 and she was followed by tB&celin September 2003. Joimgrtogether with Excelerate Energy and
using its Energy Bridge process to regasify LNG on board a vessel and discharge into a pipeline system,
first LNGRV, Excelsior was delivered in January 2005,followed by Eheellencen May 2005 and the



Excelerde in October 2006.

In conjunction with Excelerate Energy, Exmar has five more LNGRVs on order each having a capacity
150,900 cu m. These will be namégplorer, Express, Exquisite, ExpediandExemplar

As for LPG and petrochemicals, Exmar said @ntrates on the midsize sector with vessels

ranging from 22,000 cu m to 40,000 cu m capacity. The company also owns VLGCs and sen
refrigerated vessels.

Similar to the LNGs, Exmar has embarked upon a continuous newbuilding programme with two mol
VLGCs due for delivery at the end of this year and in early 2008.

In addition, Exmar has entered into a joint venture agreement to order @riegsurised LPG carriers for
delivery between November 2008 and July 2009.

In July of this year, Exmar annoted it had taken over the technical and crew management of two 20,00C
dwt chemical carriersMoyra andValerie

Exmar Shipmanagement was previously known as Tecto and through its previous affiliates, has expertise
gas carriers, tankers and large bularrers, as well as containerships plus floating storage and
accommodation units.

Apart from its headquarters in Antwerp, the company also has offices in Luxembourg, Germany, India,
Cyprus and Singapore
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EOLIENNES SUR LE Thornton Bank

C-Power NV is a Belgian company which stands for the development
and implementation of a farshore wind farm on the

Thornton Bank, 27 to 30 km in

the North Sea




Turbines 60 Repower 5 MW turbines
total capacity 300 MW
water depth 12 to 27,5 m
distance to the coast 27 tot 30 km
start construction May 2007
start production September 2008
Annual generation 1000 GWh
= Enough energy for the annual consumption of 600.000 inhabitants
Avoided CO2 emission 45000 tonnes/year (compared with the environmentally most friendly gas power
stations)
= the annual CO2 absorption of a forested area of 87,668 ha
= a strip of forest 15km wide along the entire Belgian coastline
= 4 x the area of public forest within tReemish Region
= 1/3rd of the Belgian renewable energy target by 2010

Geographical location within the international maritime area

Due to the relatively small area of Belgian territorial waters and the large number of limiting factors, th
range of possible locations for offsore wind power parks is severely limited.

After an evaluation of neahore projects and public decisioraking in this connection, ®ower has made
a firm decision in favour of a location outside the 12 mile zone.

After an indepth study the "Thornton Bank" has turned out to be the best choice of location for a farsho
wind farm.

On the maps below you can follaw stages how the location of the wind turbine park is situated in relation
to the other uses of the marine areas.

1. The international borders and the outline of the Belgian Continental Shelf (BCS)
2. The location of the Thornton Bank

3. Major international shipping routes

1. The international borders and the outline of the Belgian Continental Shelf (BCS)



2. The location of the Thorntonbank

The Thornton Bank is situated at a distance of about 30km off the coast

3. Major international shipping routes

The Thornton Bank is situated entirely outside major shipping routes
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Constructions phases

Specialised equipment and experience of maritime construction work is absolutely vital to the process of
building offshore wind turbine€-Power is able to benefit from the extensive experience of its shareholder
Dredging International.

1. Installation of the monopile foundation

The monopile is installed in a piling frame attached to thejgcglatform and driven down to the required
depth by means of a hydrohammer.

2. Installation of the transition piece

A transition piece between the foundation and the turbine tower allows for adjustment of the verticality of
the monopile and compensates for eventual damage to the topmosttpamité which has occured during
driving.

Attachment of the intermediate section to the foundation is done by means of the grouting technique



3. Installation of the tower and nacelle

The toweris made up of two or three segments. The nacelle is assembled onshore. Its main components &
the generator, gearbox, yaw and brake systems.

4. Rotor Transportation

The rotor, which consists dii¢ hub and the blades, is assembled onshore and transported to the offshore
location on a second jack up platform.

5. Rotor Installation

The crane, which is placed on the first platforrts lup the rotor and a second, smaller crane on the
transport platform guides the lifting movement by holding one of the blades.



Innovations : Energy transport

1. In the wind turbine

In the wind turbine the power that is generated is transformed to a voltage level of 33,000 volts
(33kV). The electric conponents of the REPOWER 5MW turbine are located in the rear part of the
nacelle.

IConvorter I |Gearbox | |0nboard-Crana I lRotorBearlngs | IHub ]

Transformer ] rGonorator

2. Between the wind turbines




Between the wind turbines a 36 kV cable network is laid with a total distance of 50,75 km for
transportation of the power that is generated to the offshore transformer platform

3. Offshore transformer platform

On the offshore transformer platform step-up transformation takes place to transform the power
that has been collected to a higher voltage (150 kV). This is necessary to limit wastage when
transporting power over longer distances.

4. The submarine cables

The two submarine cables (150kV), between the offshore transformer platform and the public 150kV
grid on land, are responsible for transporting the power that has been generated.
For the submarine part of the route (around 36km) the cables are buried in the sea bed.
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5. The Cable landing

Landing of the high-voltage cable will take place by means of directional drilling (30m below the dune
surface).
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The (two 3-fase 150kV) submarine cables are connected at the landing point with (six mofase
150kv) land cables which are connected underground, over a distance of 3,3 km each, to thgk&hs'
high-voltage switching station in Bredene.

Consequently no highvoltage pylons will be built for the G-Power wind farm.
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7. Grid connection

Connection of the landcables to the public 150kV electricity grid will take face at the 'Slijkens' high
voltage switching station in Bredene.
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A little bit of knowledge...

According to a preliminary report from the Special Board of Marine Inquiry investigating the
circumstances surrounding the sinking of the small tankeBolar 1*, the cause has been attributed to
the 'incompetence’ of the captain, and overloadg which led to the vessel's instability, writes Brian
Warshaw.

The 2,128 dwt tanker sank off Guimaras province in the Philippines, on 1 1th August this year, with two
members of the crew missing, presumed dead. It was said that oil seeping foargthtanks, had

damaged the fishing and tourist industries, and affected the lives of more than 41,000 people along the
coastline.

The vessel is still lying in 630 m of water, with what remains of the cargo of 2,000 cu m of intermediate fue
oil. A surveyusing a Remotely Operated Vehicle (ROV) was carried out for the International Tanker
Owners Pollution Federation (ITOPF), in order to locate the wreck and determine its condition.

It was Alexander Pope, in 1709, who wrote, 'A little learning is a dangéhg...' For the captain of the

Solar ], that certainly appears to be true. The board said of Captain Norberto Aguro, that he had a 'disablil
lack of adequate training.' His qualifications appear to have been a pilot's certificate for chemical tankers,
which lapsed in 2002, and he has never possessed a master mariner's certificate for oil tankers.

Intertanko has recognised that it must act to improve this picture, and has launched its 'Poseidon Challenc
publication, one plank of which is education d@radning. Writing in the publication on behalf of the

educators, Bill O'Neil, former IMO secretaggneral said, 'Education needs, in addition to formal

instruction, to keep seafarers abreast of technological changes, ashore and afloat. Emphasisty the prio
given to the human element and to their skills with continuous education and training.

Two UK education and training companies supporting the Poseidon Challenge are Seamanship
International, and Videotel Marine. Both companies work towards trainbevagy STCW level
assessments, and use a variety of training methods that include video, DVD, VEGEBDKPand Web
based programmes.

In an unattributed paper published earlier this year by Seamanship International, the author argued that
although early cmputerbased training (CBT) had not proved effective, changes in technology now ensure
that the information a modern seafarer needs can be achieved through this method. It is not just the
techniques of CBT that have improved, so too has the understafdiagnimg. It described first and even
second generation CBT as, ' ... often largely duHengaging and irrelevant...'

The experience of Seamanship International leads it to believe, '...that in the modern computer literate age
where many young sea@s are more at home with a Game Boy than a book, it is quite possible to make
relevant training materials that do not bore, that are in ehreatening way able to test and suggest

remedial actions that neither offend nor avoid issues.' It suggeshy/thisring the delivery or depth of the
message it is also possible to engage the older and more experienced seafarer.



Concern is expressed by the author that many current CBT programmes do not distinguish between the
requrements of different ranks, the specific needs of deckhands, and those with limited English language
ability. Providers should also recognise. '...that putting one or two visible 'foreign’ faces into a CBT packag
does not make it multicultural. It canollo very ‘white' and is more often than not patronising.’

The author offers a final message to shipowners and training providers. Make sure it's interesting and
relevant to trainee's needs. Keep it snappy, it's better to have several short moduleslénga one. Don't
be patronising, oveomplicated, or make it impossible. Make sure the results are useful and usable.

Despite the growth in CBT programmes, Seamanship retained a belief in printed material. Newly publishe
in June this year were two poclggfety guides aimed at new cadet officers and all deck seamen, especially
those whose first language is not English. The guides, issued under a joint imprint with Witherbys
Publishing, are for those working on either oil tankers, or chemical tankers.

Videotel's most recent programme is for putative ship's environmental officers, providing them with an
understanding of international law, as well as the practical aspects of everyday environmental practice. Tt
course is designed for seléirning, and comesn a CDROM divided into 10 modules, with individual test
papers for each module and a final overall course examination. It is designed to take the officer 40 hours 1
complete, although this can be extended by project assignments to be undertakehevithimge structure.

The Philippine Government's task force said the siphoning of the remaining oil from the sunken Solar 1 of
Guimaras may start in December or January when there are no scheduled typhoons during that period.

Experts need at least 30 45 days to complete the siphoning process. Authorities could not say how much
oil is remaining in the motor tanker, which carried two million litres of oil before it sank in bad weather.

The cost of the siphoning will be shouldered by the IOPC. Govatroffieials earlier said the Philippine
Government would be forced to cover the siphoning cost if the IOPC refuses to pay the expenses. It is
estimated that the siphoning process will cost

between $8 mill and $10 mill. The total cost to the P&l Club cbelds high as $30 mill.
TankerOperator Nov/ dec 2006
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Tank cleaning-a major challenge on board tankers

Tank cleaning is oneexample of teamwork between officers and crew and between the
engine room and deck departments**.

Achieving the ultimate goal of clean and accepted tanks depends on numerous aspects.tfuelard
condition of the tank lining, previous cargo, next cargvailability of cleaning agents, tank cleaning
equipment on deck and boiler water temperature and steam in the engine room. Most important, howeve
the knowledge/experience and the dedication of the crew to perform a proper tank cleaning task.

Achieving the ultimate goal of clean and accepted tanks depends on numerous aspectstypecaras
condition of the tank lining, previous cargo, next cargo, availability of cleaning agents, tank cleaning
equipment on deck and boiler watemperature and steam in the engine room. Most important, however, is
the knowledge/experience and the dedication of the crew to perform a proper tank cleaning task.

If, for some reason, the crew was not familiar with the previous cargo, or the tankglpeotedures used
did not lead to an acceptable result, there are several sources of information on how to proceed.

One of these sources is the Tank Cleaning Guide*, a book containing advice on the correct tank washing
procedures from one product to thteear. It must be born in mind that the resulting tank washing procedure
outlined is an average taking in different parameters, such as tank size, type of cleaning equipment and Iz
but not least the condition of the tank after discharge and before &akrg.

The Tank Cleaning Guide provides the user not only with tank cleaning procedures but also with propertie
of the particular substance to be cleaned. By following the advice, the user can familiarise him or herself
to why that particular cleaningrocedure has been suggested. Tank cleaning has everything to do with
melting point and boiling point temperatures, solubility and more. For example, the user will note that it is
no use cleaning a tank with a cleaning water temperature of 40 deg Ghehslgbstance's melting point is

45 deg C.

The next aspect of tank cleaning is initiating chemical reactions to remove the original subitance
example, the cleaning of oil like cargoes. A detergent is added to the tank cleaning water in order to



emukify the oil remnants and make it possible to remove them by using the water. Cleaning chemicals'
manufacturers produce a wide range of chemicals approved by the IMO, which is of the utmost importanc
If a cleaning agent is not IMO

approved, using suchpaioduct might have MARPOtelated consequences, such as discharging the slops
into a reception facility and an obligatory prash.

Generally tank cleaning chemicals are devils in disguise to tank linings. Tank coatings are only resistant tc
agressive claang agents to a certain degree and not every coating has the same resistance. For instance,
epoxy coatings' resistance differs a lot from that of inorganic zinc coatings. Also the concentration used is
critical.

It has been noted that generally the useledining agents is overdone. Users underestimate the effects of
tank cleaning chemicals, both in a positive and negative way. Positively by way of the same effect would
have been obtained if a smaller quantity of an agent was used, resulting Hingféedive tank cleaning.

The concentration listed in the manufacturer's instructions for use is often on the high end.

Understandable, because the supplier wants the tank to be clean if the cleaning agent is used; better safe
sorry.

Negatively, linkingup with the above, in a way that coatings are affected each and every time to a more or
less degree, resulting in a shortened life span of the tank coating. So minimising the used quantities of
cleaning chemicals saves money both immediately and intigerlm. Coating renewal is a high cost
maintenance item.

The biggest tank cleaning issue occurs when the initial tank cleaning procedure was not correct. The resu
of a wrongly chosen procedure are most difficult and sometimes even impossible to rEimegeeresults

may consist of greasy layers, discoloured stains or spots of high viscous cargo remnants impossible to
remove by standard cleaning. In some cases, the above can only be removed by hand, followed by, if
applicable, coating repairs.

Tank cleamg is inextricably bound up with inspection. As long as you don't see the initial condition of the
tank or the progress made (or not) after a part completion of a tankcleaning, it is hard, let alone impossible
suggest the proper way to go.

The Tank Cleaing Guide is based on general conditions. If these conditions differ, the procedure has to be
adjusted. A tank cleaning consultant needs experienced eyes to assist the ship's crew in getting the cargc
tanks clean. Some companies invite a consultant Tangzany the vessel in order to take advantage of the
knowledge and experience about this crucial element of transporting liquids in bulk. The supervisor will
suggest the type and quantity of cleaning chemicals to be taken on board, suggests the tagk cleanin
procedures to the captain and chief officer and perform intermediate inspections to check whether the effc
result in getting the tanks cleaner. Seldom is a procedure amended on the spot after an intermediate
inspection. In some cases a more intensarchg maybe suggested, in others shorten the time or minimise
the use of cleaning chemicals due to the positive intermediate results seen.

Improved technologies will not facilitate tank cleaning. Although modern tank cleaning machines, tank
coatings andank structures have a positive influence on the results, advanced techniques will also lead to
higher traceability of previous cargoes. Cargo owners of chemicals and vegetable oils in particular set hig|
standards as to the vessel's cleanliness. Togagifieations in the range of parts per billion (ppb) are not
uncommon where two decades ago the part per million (ppm) was the most accurate unit used. This meal
1,000 times more exacting and traceable situation.

Also cost cutting measures on board of the vessels and lack of cargo inspectors' knowledge and experien



ashore sometimes lead to over the top requirements fortank cleanliness. As a result, tank cleaning becom
even more extensive and therefore more egpe. Chartering departments should try to negotiate practical
requirements for tank cleanliness, without putting the cargo quality at risk. However, in a competitive
market these practical problems are often deferred.

Dr Verwey was founded in Rottgam in 1901 as a laboratory and superintedency concern specialising in
testing foodstuffs. Being located in Rotterdam, it did not take long for the laboratory to become involved in
the local shipping industry. As technology evolved, laboratories wereaatsick remnants of previous
cargoes to lower and lower levels.

*Tank Cleaning Guide, seventh edition is now available from Dr Verwey's Rotterdam-office

Tel +31 (0) 10 476 10 55; fax +31 (0) 10 477 35 6&al - sales@drverwey. nl **This article wagitten
by Fred Burgmeijer.

A superintendency division was established to assist tankers in cleaning their tanks to acceptable standar
Years of testing and experience gained on board vessels throughout the world led to the publication of the
first edtion of Dr Verwey's Tank Cleaning Guide in 1970.

Dr Verwey is now part of UBased Silliker Group, a leading international network of accredited food
testing and consulting laboratories.
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Lifeboat accidents addressed, or are they?

After years of indifference and neglect, lifeboats are finally being given their 15 minutes of fame,
comments Paul Easthaugh.

But it has aken many deaths and injuries to focus the eyes of the IMO and the flag states onto lifeboat
operations. The result has been the IMO's new Maritime Safety Circulars published on 1st July stipulating
how lifeboats should be maintained and operated andubeis trained. When these MSCs are adopted by
relevant flag state administrations they will become laws that tanker operators must obey.

Seemingly countless studies and reports have concluded that the lifeboats sitting benignly on your tanker
could be kilers in waiting. Swinging a heavy boat full of people out over the side of a ship and then
lowering it a considerable distance into what may be an inhospitable sea is possibly one of the most
precarious things seafarers can do during their careers. $msitting a dozen or more people in an

enclosed boat and allowing it to drop freely into the sea from a considerable height is the sort of fairgrounc
experience that people pay good money for on land.

The incorrect functioning of the launch mechanismethbr freéall or davit can have fatal consequences.
This might be caused by poor crew training or component failure due to inadequate maintenance. Whatev



the reason, it can have disastrous consequences yet an element of the shipowning commursisteds per
in treating its lifeboats as low priority accessories that impede their pursuit of profit. The changes to SOLA
now compel all shipowners to train their crews and maintain their lifeboats in a systematic and competent
manner and to do their utmosténsure that lifeboats are available for saving lives instead of taking them.

Maintenance dispute

Unfortunately one of the first consequences of MSC 1206 has been a dispute about who should be allowe
to carryout the maintenance. Lifeboat manufacturergehbeen saying, with some justification, that they
design their boats to be safe, manufacture them carefully, install them on board a ship professionally and
then hear nothing more until they are involved in an accident. The lifeboat manufacturerbargue t
shipowners are employing maintenance contractors who lack the technical knowhow needed to service th
lifeboats correctly. They consequently persuaded the IMO that lifeboat maintenance should only be
performed by the boat's manufacturer or by sonagmmoved by it. This stipulation was written into MSC

1206 and has been causing confusion and resentment ever since.

At first glance, this requirement makes sound sense but it overlooks the important fact that not all
maintenance contractors are cowbdgdact some of them have more technical expertise and experience
than the boat manufacturers themselves and have developed close and efficient working relationships wit
ship operators over many years. In denying shipowners the freedom to use suctocsntinaclMO has

created an opportunity for mmbnopolies that enable lifeboat manufacturers to control the availability,
pricing and efficiency of the maintenance services needed for a ship. What happens if a manufacturer's
representative is not availe when a ship needs its lifeboats maintained? What happens if an approved
agent has a commercial dispute with a manufacturer and loses its endorsement? What happens if an
approved agent breaks away from the manufacturer and starts to undercut its?chacheguestions

indicate a potential for acrimony that this important topic does not need.

Some lifeboat manufacturers have been going around telling shipowners that the changes to MSC 1206
mean that they must now use them to conduct their lifeboat mamte whether they like it or not. In many
cases this may not be a bad thing as the need for proper maintenance remains and

A frightening scenario

although reputable operators will want to follow SOLAS amendments to the letter their comhmetinicts
may also be reassured by knowing that they are not legally bindirigast, not until they have been
formally adopted by their ships' flag states. Because many flag states adopt IMO circulars as they stand
presumably assuming that thésevelders on the London embankment are infallittheir shipowners will



have to live with the consequences. However, until free fall lifeboat. However, around 50% of the
company's revenue comes from the safety maintenance services that it has bderggoomajor ship and
offshore platform operators for over 15 years.

IMO questioned

In that time, SCI engineers encountered a range of technical horrors that took them to the same conclusia
as the authors of a newly published report. Commissionecci@A from Jim Peachey and Simon

Pollard of Burness Corlett Three Quays consultancy, the report now questions the basic premise behind tl
IMO's SOLAS amendments. After a detailed analysis of lifeboat accidents it concludes that while correct
lifeboat maitenance is essential, the fundamental problem responsible for the majority of fatal accidents is
weakness in the design of-toad release mechanisms. It states; 'This study has found that many existing
ontload release hooks, while satisfying the curregulations, may be inherently unsafe and therefore not

fit for purpose.... We consider that the solution lies not in training or maintenance, but in radesigreof

the hook types involved.' Taking this opinion to its logical conclusion, it woyldathat the world's fleet
needs to replace the release hook mechanisms on nearly albdacinhed lifeboats.

Predictably, many lifeboat manufactur
dispute this and that happens the ow
retains his commercial freedom of choic

UK flagged ships, at least, can expect
benefit from a solid dose of common se
thanks to the Maritime and Coastgu
Agency (MCA) putting its own spin on tl
IMO's diktat. This has become apparen
MSN 1803, which introduces a provisi
for the MCA to approve ILSTOs
(Independent Lifeboat Servicing a
Testing Organisations) that ship opera
can use if they do not wish to do busin
with the lifeboat manufacturer. ILST(
will have to satisfy the MCA that the
have the technical knowledge &
experience to wi on the lifeboat:
whilealso operatina an effective traini

One of the first companies to benefit from these changes is Abdodsed Survival Craft Inspectorate

(SCI), which is in the unusual position of being both a lifeboat manufacturer and a maintenance contractol
Its prodicts include a range of open and enclosed lifeboats, fast rescue boats and the successful SC59FF
insist that poor maintenance is the root cause. SCI, however, having reached the same conclusion as the
report some four or five years earlier, took the initmeind addressed the problem by developing the
SafeLaunch diead hook. SCI rejected the design principle of the original Mills hook which is used in most
releases and introduced a new cam mechanism along with a range of unique features.

These include amdicator visible from outside the boat that shows the status of the release cams. This
means that if vibration or ship movement has caused a cam to shift so that it could be liable to release of |



