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Career at sea !!!

IMAGE AS A CAREER’

The image of seafaring as a car eer umestarigsshavingfast p o
men catching crabs, there is a real maritime blind spot when young people think of careers to enter.

We need to therefore cultivate a positive i mag:¢
fatigue and abandoned seafarers do little to add to the glamour quotient!

EMPLOYMENT SECURITY

Many in shipping still remember all too vividly how little job security there can be, and the perception of
many seafarers remains that shipping companies are always looking for cheaper options. The race to find the

next high volume,cut-pr i ce manning —gol dll mine, does | ittle
comes around there won‘'t be | ay offs again.
Perhaps —once bitten, t wi ce s hy llallolv pessdnnel $olbatmsne a t

part of the wider industry — not just a commodity for today, discarded when convenient tomorrow.

ABSENCE FROM FAMILIES

Working away means, well, workingaway -t hat i s the nature of the be
we must act to lessen the pain of such isolation.

Access to the internet is of course an answer, and slowly web facilities are being given to seafarers. We have
to remember though, the speed of advancement ashore when it comes to electronic socialising and
networking is moving so fast that this sluggish, and occasionally begrudged roll-out sees us actually moving
backwards in real terms.

To lessen the damaging effects of isolation we need to make sure this matter is tackled as a matter of
priority. Thereisno use compl aining about a |l ack of peopl
today feel the need to communicate, and to connect —we must make sure they can do just that.

LIVING CONDITIONS

As seafarer s
yes.

st oc k r iosligigy condii@s? Seems theraresveel id, incredsbty,i | |

With ship detentions still citing cockroach infestations, dreadful food and diabolical accommodation and
with the I TF still having to fight thoeeinerdarrst bu

POSSIBILITY FOR SHORE LEAVE

Ha, the first rule of shore | eave.ywou do not t
seeing the world is the stuff of Conrad and Hemingway - sadly just stirring stories of a past age.

From draconian port states, to punishing schedules there is seemingly no real room today for the niceties of
shore | eave. I f you get it make the most of it



trouble. Perhaps a saunter round a shopping mall wi || suffice? Doesn‘t sol
sea, and see the malls (if you are lucky).

INITIAL INTRODUCTION INTO SHIPPING

This is a vital step — many countries, rather puzzlingly keep the realities of shipboard life from their young
trainees until the last possible moment. Students go through years of shore based schooling before boarding
actual ships, then there is surprise when they leave in droves after having taken two or three years of rather
expensive education.

The introductionto shipsneeds to be faced early, and with a |
| eads very nicely onto..

CAREER PLANNING

Today this is the |l ynchpin of enlightened empl
stressed from day one until retirement day. People coming into shipping need to be welcomed, supported

and resourced — they need to know that their progression is paramount, and working in tandem with their
employers they will be able to make the career journey they want to embark on.

Signing people up and slinging them on a ship is not the long-term answer. Do you know where that young
third mate will be in five years? Do you care? Do you have a plan? If not the chances are he or she will be
either long gone from your company, and perhaps even sadder, may have left the industry altogether.

SALARY

Money, money, money..at the end of the day it r e
king when every vestige of a good job has been stripped away.

Make people happy, give them the support and encouragement they need and want — spread a little
enjoyment ...and perhaps people may not make | i ke

EMPLOYMENT CONDITIONS

Who do you work for? Seems a simple enoughofque
management and manning are sometimes longer than those attached to the anchors.

Conditions of employment are important for the way people react to their role and of their desire to stay or
move onwards.
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DEME équipe sa filiale Tideway d'un troisieme navire "fall-
pipell

Le groupe anversois de dragage et de travaux hydrauliqgues DEME, filiale commune de Ackermans &
van Haaren (AvH) et de CFE, a annoncé ce mercredi aprés Bourse avoir commandé un nouveau navire de

type « fall-pipe » pour sa filiale offshore Tideway. Le navire aura une capacité de chargement de 19.000
tonnes.

Br uxel | es Lq droupE anverso)s de dragage et de travaux hydrauliques DEME, filiale
commune de Ackermans & van Haaren (AvH) et de CFE, a annoncé ce mercredi apres Bourse avoir
commandé un nouveau navire de type « fall-pipe » pour sa filiale offshore Tideway.

Le navire aura une capacitt dechar gement de 19. 000 tonnes. (!
Operated Vehicle), un appareil commandé a distance, avec un stabilisateur de houle, qui pourra aller
chercher de | a roche jusqu‘a 2.000 meos.res de pr

Il est le troisieme de type « fall-pipe » au sein de la flotte de Tideway. Il devrait intégrer cette derniére
au premier trimestre de 2011.

Precise positioning

A fallpipe vessel drops stone into position using a fallpipe. The stone is pushed into the fallpipe on
board the ship as the ship sails over the place where the stone has to be placed. The end of the fallpipe is
only a few meters over the destination and it is positioned precisely using a remote-controlled positioning
system.

Boskalis has two fallpipe vessels: the Seahorse and the Sandpiper. The Seahorse can be fitted with an A-
frame located on the stern and an ROV-steered clamshell grab, making it possible to dredge down to depths
of 1,000 meters.

Enormes tuyaux flexibles pour aller au o
fond de la mer Remote control positioning du tuyau au fond de la mer



navire embarque

Positionnement du navire Positionnement du tuyau au dessus du fond.

Positionnement du tuyau ° Schéma du déchargement des roches des cales.




Déchargement des roches sur les tuyaux a recouvrir.
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DEME (Avh/CFE) signe un contrat de 390 millions d'euros a
Dubai

DEME, la filiale détenue a parts égales par Ackermans & van Haaren et CFE, a signé un important contrat
pour I'élargissement et I'extention du port Rashid a Dubai aux Emirats Arabes Unis. Le projet a une valeur
de 390 millions d'euros et comprend la création de terrain gagné sur la mer et sur lequel le promoteur
immobilier Nakheel développera des logements et des infrastructures de loisirs pour 200.000 personnes.
Bruxelles (L'Echo) - DEME, la filiale détenue a parts égales par Ackermans & van Haaren et CFE, a signé
un important contrat pour I'élargissement et I'extention du port Rashid a Dubai aux Emirats Arabes Unis. Le
projet a une valeur de 390 millions d'euros et comprend la création de terrain gagneé sur la mer et sur lequel

le promoteur immobilier Nakheel développera des logements et des infrastructures de loisirs pour 200.000
personnes.

Le projet se déroulera en plusieurs phases sur une période de 2,5 ans. Le projet sera réalisé en association
momentanée avec Boskalis.

Prot Rashid est le plus vieux des deux ports que compte Dubai
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Saga: Zeebruuge & Publigaz & Suez et Fluxys

Fluxys étend le potentiel de Zeebrugge

Les méthaniers, des navires transportant du gaz naturel liquéfié (GNL), pouvaient déja decharger leurs
précieuses cargaisons au terminal de Zeebrugge. Désormais, ils pourront aussi y effectuer des chargements,
annonce ce jeudi Fluxys, le gestionnaire du réseau de transport de gaz en Belgique. Le hub de Zeebrugge
voit donc son potentiel commercial amélioré.

Bruxelles (L'Echo) - Les méthaniers, des navires transportant du gaz naturel liquéfié (GNL), pouvaient déja
décharger leurs précieuses cargaisons au terminal de Zeebrugge. Désormais, ils pourront aussi y effectuer
des chargements, annonce ce jeudi Fluxys, le gestionnaire du réseau de transport de gaz en Belgique. Le hub
de Zeebrugge voit donc son potentiel commercial amélioré.

"Les services de chargement de GNL sont de plus en plus demandé:
utilisateurs du terminal de mieux saisir les opportunités commerciales sur le marché du GNL : si le prix du

GNL est suffisamment élevé ailleurs dans le monde, les clients du terminal peuvent charger du GNL a
Zeebrugge pour le transporter, par bateau, vers un autre marché de consommation”, explique Fluxys dans un
communiqué.

FIl uxys LNG peut accueillir jusqu‘a 110 méthani e
déchargée et conservée en stockage tampon pendant quelques jours, en attendant que le GNL soit regaze€ifié
pour étre injecté dans le réseau en fonction de la demande des utilisateurs du terminal.

Le tarif régulé pour le service de chargement de GNL comprend un montant fix e de 75. 00
chargement et un montant variable de 0,1 € par

Les nouveaux méthaniers ou les méthaniers remis a flot apres avoir subi un entretien peuvent également étre
chargés, précise Fluxys. Le terminal offre a cet effet des services spécifiques de préparation au chargement a
un tarif régul é de 544 € par heure.
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Zeebrugge: la guéguerre entre GDF Suez et Publigaz

Le président de Publigaz n'a pas apprécié les déclarations de Mestrallet sur Zeebrugge.

Le président du holding public Publigaz, Daniel Termont, n'a visiblement pas apprécié les propos de Gérard
Mestrallet, le patron de GDF Suez, qui menace samedi dans "Le Soir" et "De Morgen™ de quitter le terminal
gazier de Zeebrugge si I'Etat belge met un terme au contréle du géant énergétique sur le terminal gazier. "Je
ne suis pas impressionné. Si cela n'est pas possible avec Suez, d'autres groupes utiliseront le terminal®, réagit
le président de Publigaz. "Si, par une loi, on nationalisait Zeebrugge, notre hub sera ailleurs. Et le trafic a
Zeebrugge baissera. Ce qui ne correspond pas a notre préférence”, avait déclaré Gérard Mestrallet.

GDF Suez dispose pour I'neure de 60 pc des parts du terminal gazier, contre 30 pc pour Publigaz, qui
souhaite que la participation de GDF Suez soit rabaissée. Daniel Termont plaide pour que les communes
disposent d'une majorité des parts dans Fluxys, le gestionnaire du réseau de gaz naturel en Belgique. Daniel
Termont, par ailleurs bourgmestre socialiste de Gand, a refusé au début du mois d'apposer sa signature au
bas d'un préaccord avec GDF Suez. Dans ce contexte, Daniel Termont juge les propos de Gérard Mestrallet
inadaptés. "Ce n'est pas une facon de negocier. Si telle est I'attitude de Suez, alors nous en tirerons nos
conclusions. Si ce n'est pas possible avec Suez, d'autres groupes utiliseront le terminal”, conclut-il.

Gérard Mestrallet s'est aussi prononcé sur la "golden share” (action avec droit de veto) que réclame le
gouvernement belge dans GDF Suez. Elle "n'est pas prévue, a ce jour, par la législation francaise, indique
Gérard Mestrallet. Les deux Etats se parlent et sont convenus de se concerter sur des sujets pouvant avoir un
impact conséquent sur la Belgique. C'est une démarche pragmatique", ajoute-t-il.

Pas de cadeau

Il s'est également exprimé sur la contribution de 250 millions que le gouvernement Leterme entend faire
payer a Electrabel, filiale de GDF Suez. "Nous attendons qu'il y ait plus de clarté”, dit-il prudemment.
Interrogé sur le méme sujet par le "Tijd", Etienne Davignon, administrateur de GDF Suez, indique pour sa
part que GDF Suez ne peut pas "faire un cadeau de 250 millions d'euros au gouvernement belge"”, tout en
précisant que les négociations ne sont pas tres avancées. (D'aprés Belga)
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Publigaz protege le terminal de Zeebrugge et se renforce dans
Fluxys

01/08/2008 08:52
Publigaz, la holding des communes belges, entend bien se garder le contréle de Fluxys. Dans cette optique,

elle exercera son droit de préemption sur des participations que Suez avait prévu de revendre a une société
d'investissement britannique.

Mercredi, la holding communale Publigaz concluait un accord avec l'italien Eni, réglant leurs rapports
réciprogues au sein du négociant gazier Distrigaz. Publigaz abandonnait ainsi le droit de préemption qu'il



détenait sur les 57,25% de participations que Suez avait prévu de vendre & Eni. Aujourd'hui, chaque situation
ayant ses caractéristiques, Publigaz a annoncé qu'il n‘agirait pas de méme a propos des 12,5% de parts dont
Suez doit se débarrasser au sein de Fluxys.

Dans le contexte de sa fusion avec Gaz de France (GDF), le groupe énergétique Suez se voit en effet
contraint par la Commission européenne de céder une partie (12,5% sur 57,25%) de ses parts dans Fluxys.
Les communes, qui possedent déja, via Publigaz, 32,5% du capital de Fluxys, disposent d'un droit de
préemption jusqu'au 3 septembre sur ces 12,5% que Suez a convenus de céder a la société d'investissement
britannique Ecofin Limited. Le volet Fluxys est délicat car il concerne également le sort, pour le moins
stratégique, du terminal gazier de Zeebrugge.

Bétonner la nonprivatisation de Fluxys

Trop important pour Publigaz. "Il ne fait aucun doute que nous allons exercer notre droit de préemption”, a
déclaré jeudi Christian Viaene, le secrétaire général de Publigaz. Une décision devrait intervenir a ce sujet
lors d'un conseil d'administration prévu le 24 ao(t prochain. Publigaz souhaite encore reprendre les
négociations interrompues avec le patron d'Electrabel (GDF Suez) Jean-Pierre Hansen afin, entre autres, "de
pouvoir reprendre cette part aux mémes conditions que celles proposées a Ecofin®. De son c6té, le président
de Publigaz Daniel Termont avait indiqué mercredi soir "vouloir un accord le plus rapidement possible". "Ce
n'est pas bon d'attendre trop longtemps", avait-il expliqué.

En cas d'exercice de son droit de préemption, Publigaz posséderait 45% du capital du gestionnaire du réseau
de gaz natur el Fl uxys. Une position qui I ui per
Mais pour bétonner Il'affaire, le gouvernement fédéral travaillerait ces temps-ci a l'adoption d'une loi
interdisant a toute société privée de posséder plus de 24,99% du capital de Fluxys. Dans ce cas, GDF Suez
serait contraint de diminuer encore davantage sa participation dans Fluxys, ouvrant ainsi la porte a une prise
de contr6le de la société, et du terminal gazier de Zeebrugge, par Publigaz, laquelle est une société publique.
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Aanvaring

De VlIaamse 6Loodsboot 76 werd zondagmorgen om 1
de 230 meter |l ange bulk carrier 6Spirit of Ri o€
volledig vernield en de bemanning door elkaar gegooid.



De Dienst Autonoom Beheer Vloot van de Vlaamse overheid heeft het voorval opvallend stil weten te
houden, maar zondagmorgen om 1.20 uur is op zee een ramp vermeden. De Vlaamse Loodsboot werd bij het
beloodsen van de bul kcarrier _Spirit of Riof ei
230 meter |l ange schip _Spirit of Riof

De loods was net aan boord gezet, opdat het koopvaardijschip door de Schelde richting Antwerpen zou
kunnen varen. Op dat moment maakte het vrachtschip een plotse wending en ramde de loodsboot vooraan de
stuurboordzijde. De schade aan de loodsboot is enorm. De voorsteven is vernield, de ruiten werden uit de
brug en patrijspoorten ges bipwpeer werddeebemanaingsvel dosr v e
elkaar geschud, maar raakte niemand ernstig gewond. De kustwacht stuurde de sleepboot Zeehond uit om de

| oodsboot naar de haven van Oostende te assist
waar de kapitein en bemanning worden verhoord. De loodsboot ligt in de haven van Oostende aangemeerd,

in afwachting van het herstel.

De afdeling Vloot heeft nu nog maar twee loodsboten ter beschikking. Mocht één daarvan om welke reden
ook wegvallen, dan komt het beloodsen onder de huidige vorm ongetwijfeld in de problemen. © inwest

e
T



http://www.inwest.be/nl/nieuwslijn.php?id=1381
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Mandatory ECDIS and BNWAS edges closer

(July 25 2008)

Tankers of 3,000 gt and above constructed on or after 1st July 2012 will have to be fitted with ECDIS
and Bridge Navigational Watch Alarm System (BNWAS) should the latest recommendations be
approved by the | MO6s MSC at i t-Decantbart(Ma=88)t i ng i n Novembe]

The sub -committee on Safety of Navigation agreed at the beginning of July to put the draft regulations
through under SOLAS Chapter V (Safety of Navigation) at its 54th session (NAV 54).

If approved by the MSC later this year, the regulations wi Il go through to MSC 86 to be held in May
2009 with a view to adoption.

Tankers engaged on international trades would then have to follow the timetable, which will be 1st July
2012 for new vessels, while those built before that date would have to be fitte d no later than their first
survey on or after 1st July 2015.

Administrations may exempt ships when they will be taken permanently out of service within two years
after the implementation date specified.

NAV 54 also agreed on an amendment of existing reg ulation V/19.2.1.4 to reflect that ECDIS is an
acceptable alternative to nautical charts and nautical publications, yet retaining the proviso that in a
number of cases (for example ships not on international voyages, ships exempt from the carriage
requirem ents because they were to be taken out of service permanently and cargo ships on
international voyages but below the agreed tonnage limit), it could be appropriate to use only nautical

charts and nautical publications.



To assist shipowners and operators i n the implementation of the new requirement, the sub -committee
agreed a dr aft SN/ Circul ar on 6Transitioning from pap
information systems (ECDIS) navigationé6.

Meanwhile, the draft amendment to SOLAS regulation V/19 w ill require carriage of a BNWAS,
complying with IMO performance standards, on ships of 150 gt and over with a phased carriage
requirement for existing ships, as follows;

A Ships of 150 gt and upwards constructed on or after 1si1

A Shi ps Oogtan®aved €onstructed before 1st July 2011, not later than the first survey after 1st
July 2012.

A Ships, of 500 gt and upwards but | ess than 3,000 gt, c
the first survey after 1st July 2013.

BNWAS is re quired to be in operation whenever the ship is underway at sea.

Also agreed at NAV 54 was a draft strategy for the development and implementation of e -navigation,
including a draft framework for the implementation process for the e -navigation strategy alo  ng with a
timeframe, for submission to MSC 85, with a view to approval together with a policy decision on its
implementation.

The draft strategy defines e -navigation as the harmonised collection, integration, exchange,
presentation and analysis of marine information on board and ashore by electronic means to enhance
berth to berth navigation and related services for safety and security at sea and protection of the
marine environment.

(TankerOperator 26 July)

]
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Gas carrier explosion kills eight

July 25 2008)

Eight people were reported dead and another four injured following an explosion on board a gas tanker
at Perama.

Seven of the dead were members of the maintenance team and the eighth was a member of the crew,
according to a statement from the Greek Merchant Marine Ministry.

The Panama -flagged Magnus Carriers -managed OFriendshipgasdéd was |lying a
repairs when an  explosion caused a fire, trapping crew and maintenance workers.

The fire began while a repair crew were laminating with the use of an open flame, the ministry claimed.

Three people, including the captain, were initially taken into custody as part of a p reliminary
investigation into the causes. Another two people are being sought.

The following day, about 1,000 shipyard workers and supporters marched to protest against safety
standards at the yards, gathering outside the ministry, the Athens News Agency reported.

Police used teargas to disperse the gathering after some protestors attempted to break down a security
fence.

Perama shipyard workers also started a three -day strike in response to the blast, protesting what they
claimed were poor safety condit ions at the shipyard.



Last July, two workers were killed while carrying out repairs on a ship at Perama. The deaths prompted
dockworkers to stage a 24  -hour strike to protest against the lack of safety conditions.
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Dengers of worldng in enclosed spaces on boare ships highlighied

(July 25 2008)

There has been long -standing concern regarding the risks to seafarers working in enclosed or confined
spaces on board ships.

This issue has been heightened due to several recent high profile incidents, warned law firm Lester
Aldridge LLP.

This month, MAIB issued a Safety Bulletin with recommendations in response to these incidents, which
are currently under investigation. None involved tankers.

However, Le ster Aldridge said it was imperative to identify the legal obligation on shipowners, manager
and industry bodies to prevent injuries or fatalities from occurring.

The Merchant Shipping (Entry into Dangerous Spaces) Regulations 1988 defined a dangerous spa ce as
an enclosed or confined space that may be exposed to vapours or is depleted of oxygen and would risk

the health and safety of crew. This includes cargo holds, pump rooms, ballast tanks, cofferdams,

bunker tanks and fresh water tanks. The Regulations impose the following duties:

Employers to ensure that procedures for entering and working in dangerous - spaces are laid down,
and on the master to ensure those procedures are observed,;

Dangerous spaces to be identified and the entrance kept closed wher ever - possible;

The Master of tankers or gas carriers of 500 gt and over or any other ship - of 1,000 gt or over should
conduct regular drills simulating the rescue of a crew member from a dangerous space;

Employers should ensure that an oxygen meter or other testing devices are - available and in good
working order.

The penalties for breach of the regulations vary depending on the severity. Minor breaches, for

example failing to conduct drills, might result in a £500 fine. Failing to ensure safe procedu res are in
place and enforce those procedures may result in a fine of £2,500 on summary conviction and/or
imprisonment for a term of two years. It is a defence to show all reasonable precautions were taken

and due diligence exercised to avoid the breach oc curring.

These provisions were reflected in the IMO Recommendations for Entering Enclosed Spaced Aboard

Ships which were adopted in 1997. The recommendations further outline preliminary assessment
procedures, ensuring proper authorisation of those enterin g enclosed spaces and specifying the
readings to be obtained prior to entry.

Shipowners, employers and managers should take heed of the relevant regulations and ensure proper
procedures are in place. The law from said. Masters should adopt good practices in terms of identifying
dangerous spaces and guaranteeing those crew with authorised access have the proper experience,

training and equipment.

_—
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Oil record book violation angers US court

TankerOperator Revue (Aug 15 2008)

An article appearing in Maritime Advocate should dispel any ideas that the US is going soft on seafarers and
their managers.

The US Court of Appeals for the Fifth Circuit has reversed a lower court's dismissal of criminal charges
against Kun Yun Jho and Overseas Shipholding Group (OSG) in a dispute over failure to maintain an oil
record book. Jho had served as chief engineer

Earlier, the lower court (the US District Court for the Eastern District of Texas) had dismissed charges
against Jho and OSG that alleged that both the chief engineer and the company had knowingly failed to
maintain an oil record book on board the vessel.

The case was significant primarily because of the court's decision that international law - specifically the
United Nations Convention on the Law of the Sea (UNCLOS) and the 'law of the flag' doctrine - does not
supersede the authority and jurisdiction of the US to prosecute pollution-related incidents by foreign-flag
vessels, which occur outside US waters if the foreign-flag vessels subsequently call at US ports and have
maintained inaccurate oil record books.

The appeal court concluded that the lower court had "erred in construing the criminal conduct alleged
against Jho and OSG to have occurred 'outside US waters." It also concluded that neither the 'law of the flag
doctrine' nor UNCLOS limited the US government from exercising jurisdiction to prosecute violations of
US criminal laws committed in its ports.

Commenting in a Maritime Developments Advisory, US law firm Blank Rome said, "This decision now
provides judicial approval for US government criminal prosecutions of owners, operators and crew members
of foreign-flagged vessels for alleged MARPOL violations that occur on the high seas.

"In broader terms, the US government now has the confirmed authority to prosecute MARPOL/APPS (the
Act to Prevent Pollution from Ships 33 USC 1901) violations, at least in relation to falsified oil record
books, no matter where the actual alleged pollution incident and false oil record book entry occurred.

"Similar issues to those raised in this decision are also before the Court of Appeals for the Second Circuit in
the matter of United States v lonia Management. The court of appeals in the Jho/OSG matter cited the
district court decision in the lonia case, where the court held that the essence of the violation was 'not the
pollution itself, or even the oil record book violation occurring at that time, but the misrepresentation in
port.'

—Absent conflicting deci sions in the pending
clarification by the US Supreme Court on these issues, reliance on the so-called 'International Law' defences

of the 'law of the flag doctrine' or UNCLOS is unlikely to be a successful defence strategy in future criminal
APPS prosecutions in the United States,” Blank Rome warned.
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Le transport et la distribution du gaz

Le transport et |l a distribution du gaz nature
importantes que dans le cas des produits pétrolier s . Eu égard a |l a nature d
investissements en cause, sont apparus dans les pays concernés, des monopoles locaux ou nationaux, et des
structures de marchés fortement régionalisés.

Pourtant, ces deux aspects du secteur gazier- reglementation et régionalisation- sont en pleine mutation.
L°*une des raisons est que désormais un vent de
efficients rentables.

Pour appréhender les mutations en cours sur le marché et les évolutions prochaines, il semble indispensable
de saisir le role essentiel du transpainsi que ses modes de fonctionnement.

L‘industrie du gaz est notamment en Europe a u
| * économi e.

# (! 0) 4 2 YWdATpPACTUEL BUMARCHE

Pour comprendre | ‘“état du marché gazier
caracteéristiqgues de | *"acheminement du gaz, qui
structure des marches.

Sia | eur source il y a une certaine similitu:i
que dans celui de leur production, les conséquences qui en découlent sur le transport sont trés différentes.

l nvesti ssements él e eténangue de souplesse contiautast de gpdramatrds quii dnte
contribué a une dynamique différente de celle du pétrole, et a entrainé une réaction au plan étatique quelque
peu différente.

Il nous faut donc en premier lieu analyser les différents maillons de la chaine de transport de GNL
qui est toujours <calquée sur un schéma wunifor
réglementaires qui par contre sont tres hétérogenes.

Al LOUNI FORMI TE DANS LOARTI CULATI ON DE LA CHAI NE GNL

Rappelons des a présent que le trafic de GNL représente environ 25% des échanges gaziers internationaux,
qui eux sont en constante augmentation.

Les aspects principaux de la chaine sont sa haute complexité et sa haute technicité. Tous ses maillons
doi vent par flapotreneefinidnce gptimale. t i c u



Cependant , |l orsque | “on parle de chaine GNL, | €
le pays. Cela étant, la phase de transport nécessite une réelle attention au regard de sa place toute
particuliére.

1/ Des maillons parfaitement articulés.

En résumé, la chaine comprend trois étapes :

*La liquéfaction : I'L y a une usine de | iquéfaction de mé

a |l a cb6bte c'est a di r eCetje inBastructura permgi que le gazdnatwemdoitt r q
refroidit afin de réduire son volume de prés de
du méthanier plus rentable, notamment dans la mesure ou la capacité de chargement de ces derniers est de

plus en plus grande, Qquéte au gigantisme | égit.i

et d‘une distance au moins égale a 3000Km.

Une fois liquéfieée, | e gaz est st ockédddmvwirsNodss r
que le chargement dure entre 12 et 15 heures.

*Le transport : Le transport s‘effectue a une pression
|l “équilibre, |l e lIliguide mis sous cette pression

—160°C. De plus, tout un dispositif est mis en place lors du transport pour éviter toutes sur-pression et fuites

accidentell es. En outre, sachant qu* il y a ft ouj
cette quantité de GNL est récupérée pour étre utilisée comme combustible pour la propulsion ce qui évite par
ailleurs une montée en pression des cuves. Notons enfin que de nombreux problémes sont posés par la
manutention des du GNL, car son état physique (ébullition) est instable et que les basses températures
rendent les métaux et alliages tres fragiles ; par e x e mpll°@ deviemt auecantacedu méthane

cassant comme du verre. Toute fuite de liquide doit étre évitée.

L‘'on comprend que | es méthani er s eftechgologieeda pointp a r |
permettant de concilier sécurité et rendement.
a permis tant en-Unranmncetqwe’ awcRayasmeour | eurs

En effet, au plan structurel, différentes techniques de transport se sont mesurées sur les chantiers
navals :Technigaz, Gaz Transport, le procédé Moss-Rosenberg, et SPB Chantier IHI, se sont livrées au fil
des années une rude bataille proposant chacun un certain type de cuve.

(I semble désormais que |l a victoire dans | 'ing
techniques francaises de transport dite « cuves intégrees a membrane », utilisées dans le monde par 50
navires , soit prés de la moitié de la flote mondi al e( qui compte aujourd
licences sont utilisées par 28 chantiers navals



*L_e terminal méthanier

La cargaison est aspirée par les pompes principales pour étre refoulée dans le collecteur liquide puis vers la

terre. Un résidu de GNL est gardé au fond des cuves afin de les maintenir en froid pendant le voyage sue

lest. Le méthanier est relié a quai par cinq bras de chargement, quatre pour la phase liquide et un pour la

phase gazeuse. Cette phase critique pendant laquelle le navire est soumis a des mouvements exterieurs (vent,
courants..) est surveill ée notamment par des mic
|l e navire des |l imites admissibles, | * ar ro@-terred e s
Enfin, les installations du terminal doivent aprés réception du méthanier, assurer le stockage transitoire, la

regazéei fication, | *“odorisation et | émi ssions s

La France compte deux terminaux méthaniers : En service depuis 1972, le doyen des terminaux méthaniers
se situe a Fos-sur-Me r et réalise une capaciteé d°émission
accroitre les performances, sa rénovation par un systeme ultra performantestprévu e pour | “an 2

Plus récent est celui de Montoir-de-Bretagne, premier port méthanier européen, réalisé par Gaz de France en
1980 pour accroitre | es i mportations en prove.
réalise un débit maximal de 52.800m3 par jour de GNL et totalise une émission de 10 milliards de m3 de

gaz naturel soit prés de 17.3 millions de m3 de GNL par an. Réunis ils totalisent une capacité de stockage de

plus de 500.000m3 de GNL par an.

Investir dans une chaine GNL
{ en milliards de dollars ) de mve‘hﬁ‘" totay

o= LNG A;:: ?
J )

S‘I'O(:KAGE 0,4 a06 'mm ,% :

TERMINAL DE RECEPTION Centrale électrique

2/ La place du transport dans la chaine

Vu | i mportance des infrastructures existant en
aisé de comprendre que | a place du transpomd me
Partant de ce constat, Il semble intéressant de veérifier cette prépondérance par une illustration quantitative .

(I s' agtidntdeom cdeitedset ipteadase transport, sinon par |
moi ns dan snduco@ gufranspod, ipasametres qui paraissent incontournables pour confirmer sa

place et la portée.



*tarif du transport difficile & déterminer.
Dans sa définition stricte, le mot tarif signifie un bareme de prix rendu public.

1 e st d iédief concrateineat ladrale mamétaire du transport du gaz principalement car les tarifs

de transport ne sont que tres rarement publ i és
la part du prix du transport, au sein du prix finaAlmoyen pour | e consommateur .

le prix final ne fait pas apparaitre en son sein les différents codts correspondants aux différentes étapes (prix

au puit, acheminement, I|iquéfaction, expédition

Cependant , rapHiquailpustrantda part des différents colts de transmissions dans les livraisons de
GNL en Bel gi que, publi é par | * Agence I nternat:.
environ a 70% du prix de gros moyen soit plus de 40% du prix donné au consommateur final.

Ce qu‘ il faut retenir de cet exemple c‘est que
part quantitative correspondant au transport sous forme GNL est un pourcentage important du tarif final.

Enréalittonconst ate que |l e tarif strict du transport
transport de GNL, dépendant de chaque maillon d

*Tent ative do6é®valuation du co%t du transport.

La constante dans notre évalwuation est que | e
s‘agisse d‘ailleurs du gaz acheminé par gazoduc
titre de comparaison, toutes les études r ével ent que s on facteur supélidur aedx t

Au seul stade de sa liquéfaction, le transport du GNL codte entre 4 et 6 fois plus cher que le péEole

ef fet, l e codlt dexpédition gaz bufionpituéisw le sootinent g i s
correspond environ au cod0t d‘une énergie équiyv
globe.

Lecoltdel dusi ne d ereprésantgan ®byenrepil os de | a moiti ® ade
engager po u r mettre en place une chaine GNL. En re
nouvell es l i gnes pui sque toute | “infrastructur
construction des i nst al | a tnétiamduscoltdaterrainedesaéglamentations € g i
relatives a |l a sécurité, du prix de |l a main d*c
i représente en moyenne 4% des dépenses d' équi

Lecodtd e | 6 e »d4peRddde l& distanne mais surtout du volume a transporter. Ces deux facteurs
influent sur | e nombre et sur |l es dimensions d
ci bl é. En raison des éeéconomies d‘ éc helesldecouvriopde pr
grandes distances et de contenir d‘importants v
25.000 et 50.000 m3 couvrent la Méditerranee; pl us de | a moiti & des meét ha

moyenne comprise entre 125.000 et 136.000 m3 et desservent le marché Japonais, qui détient 14 terminaux
sur les 27 terminaux existant et dont les importations de GNL représentent 96% des approvisionnements en
gaz naturel



Illustrant cette course au gigantisme pour optimiser le transport, les constructions récentes entrent dans cette
derniere catégorie et leur prix moyen est de 250 millions de dollars. Il est important de signaler que les colts
fixes d'exploitation et dentreti en pérelisrs dentéileh a n
semblable en raison des normes trés strictes a respecter concernant le personnel et les réparations, et se
situent entre 5 et 8 millions de dollars par an. De méme, il faut compter les codts variables associés au
Voyage c:tommdtibleafraigportua@es, etc.

Enfin, les colts de construction des terminaux de réceptam aussi exorbitants, mais varient en
fonction des travaux d°'aménagement nécessaire:

avec les multiples réglementations locales etc.. . . gue | “on peut gr ossi er ¢
dollars pour une capacité de 10 milliards de m3 de gaz naturel par an, soit 17.3 millions de m3 GNL.

Ainsi, | “addition de tous eane duprixdidak ds gaz, @éme stdaes nt e
|l “i ndustrie gaziere, | e transport dans son ense
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Two tankers hijacked in the Gulf of Aden

Aug 22 2008)

The piracy situation in the Gulf of Aden off Somalia has escalated during the past week as two tankers and a
bulk carrier were reportedly hijacked.

The first hijacking occurred last Wednesday when the MISC-managed _Bunga Mel at i
oil and with a crew of 39 crew on board was boarded, according to MISC.

She was sailing to Rotterdam from Dumai with a crew of 29 Malaysians and 10 Filipinos, MISC said and
was carrying 32,000 tonnes of crude palm oil, worth $2.5 mill.

"MI SC regrets to inform that its chemical/ palr
unknown pirates at 14.09 GMT on 19th August,” the company confirmed in a statement.

Just a day later, a Japanese tanker and an Iranian bulk carrier were also hijacked in the same area, bringing
the number of ships attacked in the Gulf of Aden in the past month to six, the Kuala Lumpur-based
International Maritime Bureau's (IMB) Piracy Reporting Centre said.

Thelapanese controlled vessel was identified as
had a crew of 19.

The IMB has called upon the United Nations to take urgent action to stem the number of incidents in the
area.



KUALA LUMPUR, Aug 22 (Bernama) -- MISC Bhd has been informed that there has been a casualty
onboard the 32,025-tonne tanker, Bunga Melati Dua, involving one of its Filipino crew members during the
boarding of the vessel by the hijackers.

"We are unable to confirm this incident. We are informed that the remaining crew members are safe,” MISC
said in a statement Friday.

£ Jtashipphioto.dk

The Bunga Melati Dua is the fourth vessel to be hijacked in the area in the past month. The Thai cargo
vessel Thor Star and a Nigerian tug, Yenegoa Ocean, were seized last week. The bulker Stella Maris was
attacked and hijacked on July 20.

The tanker is insured through the UK Mutual Steam Ship Assurance Association (Bermuda) and and classed
by Lloyd's Register.
MISC attacks press coverage ( Sept 14)

MALAYSIAN shipping company MISC has criticised the press coverage of the hijacking of two of its
tankers, the Bunga Melati Dua and the Bunga Melati 5. Specifically MISC has denied media reports based
on a reported phone call from a crew member on one of the vessels that the crew were running out of food.

A MI SC statement says: —We refer to the articl



list of MT Bunga Melati Dua and MT Bunga Melati 5 published in the newspaper is incorrect. MISC did not
release the crew listing. The publication of the crew list has caused severe distress to the families of the crew
member s. |

MI SC president and CEO Dato Shamsul Azhar Abb:
members have expressed their concern over the speculative and adverse reports by the media and both MISC
and the families request that the media refrain from such speculative and adverse reporting. MISC would
like to highlight that the safety of our crew is our utmost priority and we are doing all we can to secure their
safe return as early as possible. We would like to once again plead with the media to be more sensitive with
its reporting so as not to jeopardize the lives of our crew by speculating, sensationalising or inaccurate
reporting. Weal so appeal to the media to be sensitive t

According to the MISC statement, negotiations with the hijackers of both vessels are ongoing and all crew
onboard the two vessels are -“Hsaflg asmdysar e—Tihrerre
food on board the vessel s. |

Pirates have seized two vessels - a Japanese tanker and an Iranian
bulk carrier - off the coast of Somalia, in the latest of a spate of
hijackings.

The vessels were taken within an hour of each other on Thursday morning in the Gulf of Aden, a busy

shipping lane close to the coast of lawless Somalia.

Noel Choong, of the International Maritime Bureau, said there had been no communication with either boat.
He said a multi-national naval force in the area had been informed.

The hijackings come just two days after a Malaysian oil tanker with 39 crew was captured in the same area.

'Stop this menace'
The Japanese-operated tanker and Iranian carrier were taken between 1000 and 1100 local time (0200-0300
GMT) on Thursday, Mr Choong told reporters.

YEMEN RECENT HIJACKINGS 20 July: Japanese-owned bulk carrier MV Stella Maris Last
Gulf of Aden week: Thai cargo ship, the MV Thor Star, and Nigerian tug boat, the MT
Yenegoa Ocean Tuesday: Malaysian palm oil tanker Thursday: Japanese tanker

ETHIOPIA and Iranian bulk carrier

Indian
Ocean
SOMALIA

OMogadishy |

The Japanese vessel is said to be carrying 19 crew, but the numbers aboard the Iranian ship are unknown.

He said a naval force - run by a US-led six-nation coalition - was in the area and an operation was
"ongoing".

"In 48 hours, three ships have been attacked and hijacked by armed pirates. It is coming to a very dangerous



stage," said Mr Choong, according to AP news agency.
"We urge the United Nations and the international community to take serious action to stop this menace."

The Gulf of Aden, which connects the Red Sea and the Indian Ocean, is one of the world's busiest shipping
lanes.

But it runs past the coast of Somalia - which has not had a functioning national government since 1991 and
has suffered continuing civil strife.

Including Thursday's attacks, six vessels have now been seized in this zone since 20 July.
Negotiations are said to be continuing to secure the release of the dozens of crew now being held.

The UN Security Council permits international warships to enter Somali waters to combat the problem - but
the long coastline remains virtually unpoliced.

Inséré le 12 Septembre 2008 News Logboek Enlevé le 20 Septembre
2008

Frontline tanker attacked

IMO number : 9317157

Name of ship : STELLA MARIS
Call Sign : 3ELD7

Gross tonnage : 30046

Type of ship : Bulk Carrier
Year of build : 2007

Flag : Panama
Status of ship : In Service

Last update : 2008-05-15



(Sep 12 2008)

SSG-GOTEBORG. Frontline‘s suezmax tanker Front |l

in the Gulf of Aden on Saturday, reports Fairplay. However, a helicopter from the international Task Force
150 was sent to the scene and managed to ward off the pirates. It is unclear whether the Bahamas-flagged
Frontline VVoyager, built in 1992, sustained any damage. According to IMB, International Maritime Bureau,
none of the crew members were injured. The Frontline VVoyager continued on its voyage to China loaded
with a cargo of crude oil.

Task Force 150 claimed that its Danish warship, the Absalon, came to the rescue of the MISC-owned
vessel Bunga Seroja Satu in the Gulf of Aden during the weekend. MISC has already had two vessels seized
in the area, the Bunga Melati Dua and the Bunga Melati 5, but the company denies that the Bunga Seroja

Satu, was attacked and | ater on rescued, report

A week ago, the Kuala Lumpur-based IMB Piracy Reporting Centre said that the situation in the Gulf of
Aden was on the verge of spiraling out of control, Yemen's Minister of Transport, Khalid Al-Wazir, now
says Yemen is willing to host a regional centre for combating piracy. A memorandum of understanding will
now be signed together with 20 other countries in the region as well as IMO, reports Yemen Times.

Inséré le 15 Septembre 2008 News Logboek Enlevé le 20 Septembre 2008

BBC Trinidad sails free

SOMALI pirates have released the multi-purpose ship BBC Trinidad company following the payment of a
ransom. The owner of the Antigua and Barbuda, German-based Beluga Shipping, says all 13 crew members
are safe and well and that the ship is on its way to Muscat.

There are also unconfirmed reports that the Japanese controlled tanker Irene has also been released but the
ICC International Maritime Bureau, contacted this morning, said it was unable to confirm the release.
Rumours are also circulating that an Iranian ship may have been released but again no independent
confirmation is available.

Meanwhile the Hong Kong Shipowners Association (HKSOA) has followed the cue provided by the
International Chamber of Shipping and issued a statement says that it continues to be disturbed by the



incidence of violent attacks against shipping in the Gulf of Aden by pirates operating from Somalia.

Supporting calls in an a internal ICS document to push the issue into the public arena, HKSOA says: In
particular, we are concerned by the apparent inadequacy of the protection being provided by the Coalition
navy forces operating in the vicinity, notwithstanding the mandate they now have from the United Nations
Security Council to take action against the pirates. Our Association has concluded that the underlying
problem is that many of the military forces
by their governments, presumably due to a lack of political will. We are deeply shocked by the significant
increase in co-ordinated and violent attacks in the Gulf of Aden against innocent merchant ships, by pirates
operating out of Somalia.

]
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La Marine belge

Un long périple...

Aprés la bataille de Waterloo en 1815, la Belgique est rattachée au Royaume des Pays -Bas et les
marins belges sont intégrés dans la flotte hollandaise.

La révolution éclate en septembre 1830. L'armée hollandaise est
repoussée vers la frontiere actuelle, mais se réfugie clans les deux
Ci-dessus: bastions d'Anvers et de Maastricht. Une escadre h ollandaise bloque

La goélette ‘Louise Marie’,  |'Escaut et entrave toute activité commerciale
acquise en 1840.
Musée Royal de FArmée



La Marine Royale

Voulant réagir face a cette situation, le Congrés décide le 15 janvier 1831 de créer la Marine royale
belge. Il ordonne la construction de deux brigantins (navires a deux mats analogues au brick, gréant
des huniers carrés), lui portent les noms de ‘Congres' et 'Les Quatre Journées'.

La Maorine Regale séuyme
s conmenieres capiury
st IEscaut par Ul
frangarse aux Hollamdars,
Arclioes ZRP

Aprés la prise de la citadelle I'Anvers par I'armée francaise qui la restitue a la Belgique le 31 décembre

1832, la Marine Royale réarme les canonnieres (petits navir es armés de un ou de plusieurs canons)
capturées sur I'Escaut. Ainsi équipée, la Marine va s'occuper principalement de missions de garde

péche, de contrdle des eaux territoriales et de répression des fraudes

En 1845, la Marine royale
acquiére le brick «  Duc de
Brabant »

Mus ®e Royal de | d6Ar

Dés 1834, elle préte des équipages aux armateurs afin de restaurer notre trafic maritime et nos
relations commerciales avec les colonies. Avec l'acquisition en 1840 de la goélette (batiment Iéger a
deux mats et a voiles auriques ou triangulaires ) 'Louise Marie' et du brick "Duc de Brabant' en 1845, la
Marine met le cap vers des horizons plus lointains.

Ces navires contribueront a promouvoir le commerce maritime et a soutenir la politique d'expansion
coloniale encouragée par notre souverain.

La ligne maritime Ostende -Douvres est inaugurée et les premiéres "malles -poste" sont confiées aux
officiers et marins de la Marine Royale.



Les premaives “malles-poste”
sont confiees aux officiers el
marins de la Marine
Ronale pour effectuer la
ligne maritime Ostende-
Dowures.

Corps des Torpilleurs et Marins

Mais en 1862, le gouvernement renonce a une marine militaire. Elle sera remplacée par un e marine
d'Etat.

La Belgique n'a plus de Marine lorsque la Premiére Guerre mondiale éclate. Il faut donc improviser, car
nos navires marchands sont la proie des sous -marins allemands, et nos eaux cétieres sont truffées de
mines.

Un dépdt des équipages est créé a Gravelines. Nos marins servent a bord des dragueurs de mines
francais de la 6e Escadrille, basée a Calais. lls fournissent aussi les équipes des pieces d'artillerie qui

arment nos navires marchands. En 1918, le Traité de Versailles attribue a la Bel gique une partie des
navires capturés par les Alliés. Le Corps des Torpilleurs et Marins recoit 11 torpilleurs et 26 dragueurs

de mines qui seront regroupés a Bruges. Une flottille du Rhin est créée pour la surveillance du fleuve,

de Cologne a la frontiere hollandaise.

Lors de la seconde Guerre
mondiale, les officiers et
mariny de fa Section Belge
de la Reyal Navy réarment
enilye qutves la corvelle
‘Buttercufy”

Arehives ZSIIRP

Corps de Marine

Un croiseur francais, le 'd'Entrecasteau’ sert de base flottante a Bruges.

Malgré cela, la Marine est a nouveau supprimée en 1927, pour des raisons budgétaires.



Lorsque la Deuxieme Guerre mondiale éclate, la Belgique est dé pourvue de marine de guerre. Il faut
au plus vite rassembler du personnel et des moyens. Le Corps de Marine va entre autres assurer avec

succes la recherche et la destruction des mines dérivantes qui infestent nos eaux cétiéres. Malgré ses
ressources limit ées, cet embryon de marine détruira plus de 250 mines.

En mai 1940, le Corps de Marine participe a I'évacuation de la Belgique, et surtout de Dunkerque, en
France. Il prend ensuite part aux opérations de la Marine francaise jusqu'au 25 juin 1940, date a
laquelle nos navires seront internés en Espagne. Seul le P16 parvient a s'échapper et a rejoindre
I'Angleterre, ou il servira de patrouilleur sous le nom de « HMS Kernot  ».

Section Belge de la Royal Navy

Une poignée d'irréductibles rejoint la Grande -Bretag ne pour poursuivre la lutte aux cotés des Alliés.

Des septembre 1940, une Section Belge de la Royal Navy est créée a l'initiative du lieutenant Victor
Billet, de la Marine d'Etat. Les officiers et marins de cette Section arment deux corvettes (navires de
guerre intermédiaires entre le brick et la frégate), les "Buttercup' et "Godétia', une escadrille de
dragueurs de mines M MS, la 118e escadrille, ainsi que trois patrouilleurs: les 'Phrontis’, "Electra’ et
"Kernot d.

Nos deux corvettes prendront part aux con vois de I'Atlantique jusqu'en décembre 1944. Elles seront
aussi présentes devant les ctes de Normandie dés le premier jour du débarquement.

La | 18e escadrille de dragueurs de mines rentrera a Ostende en octobre 1944. Elle entame aussit6t le
dragage des p asses navigables devant nos cotes afin de préparer le débarquement dans lile de
Walcheren. Nos dragueurs participeront ensuite au nettoyage de I'Escaut, avant d'entrer a Anvers le 28
novembre 1944, & la téte du premier convoi de ravitaillement.

Sila plus grande partie de nos marins a servi dans la Section Belge de la Royal Navy, un grand nhombre
d'officiers, de sous -officiers et de matelots a également été embarqué a bord de batiments de tous
types de la Royal Navy.

Ce sont ces mémes marins qui, rentrés au pays, vont TfTuvrer ~ |l a renaissance
Belgique ayant recouvré sa souveraineté, elle est responsable du déminage et du balisage des voies

navigables dans ses eaux territoriales. Elle doit aussi démagnétiser les navires marchands qui

pén etrent dans ses ports.

D'autre part, les missions assurées avant la guerre par I'Administration de la Marine reprennent aussi
toute leur importance: garde -péche, surveillance cétiére, sauvetage en mer et répression des fraudes.

"Considérant qu'il existe so  us la dénomination 'Section Belge de la Royal Navy' un Corps naval belge
dont les officiers et marins accomplissent du service militaire."

La Force navale



"Que l'intérét de la Nation exige que ce Corps soit doté d'un statut national."
"Sur la proposition d  es Ministres des Communications, de la Défense nationale et de I'Intérieur."

"Article premier: A partir du 1 février 1946, la 'Section Belge de la Royal Navy' constituera la Force
navale avec les volontaires et les miliciens désireux d'y servir."

C'est ain si que débute I'Arrété portant constitution d'une marine belge, signé le 30 mars 1946 par le
Prince Charles, Régent du Royaume.

La mission (le cette jeune marine restera inchangée jusqu'a nos jours: "mettre a la disposition de la
Nation les moyens navals n  écessaires pour contribuer, en tout temps, a la sauvegarde (le nos valeurs
essentielles et a la défense des intéréts vitaux du pays et de ses alliés.

A ses débuts, la Force navale arme des navires recus par nos alliés, ou récupérés des Allemands. C'est
le cas du TVA "Kamina", qui servira entre autres a transporter le bataillon des Volontaires de Corée ou

encore les troupes belges vers le Congo. Plus tard, il sera reconverti en navire de soutien logistique et

en navire -école.

La jeune Force va s'agrandir au fil des ans. Ses nouvelles acquisitions sont axées sur deux
composantes principales: l'escorte, avec l'achat de 6 "Algérines" , et la lutte contre les mines, avec

I'acquisition de 5 dragueurs de mines océaniques "MSO" (Mine Sweeper Ocean) et de 26 dragueur s de
mines cbtiers "MSC" (Mine Sweeper Coast). Elle fait aussi construire 16 dragueurs de mines de petits

fonds "MSI" en Belgique.

Le Groupement Logistique et le Centre de Dragage de la Force navale s'établissent a Ostende, res -
pectivement sur les rives Es  t et Ouest du port. La ville cotiere est également choisie comme lieu de
construction de I'Ecole de la Guerre des Mines, dont le Prince Albert pose la premiére pierre en 1956.

Le Groupement Instruction prend ses quartiers a Sint -Kruis (Bruges).
Les grands changements

Mais pour conserver son efficacité, la Force navale se doit de renouveler son matériel. La mise hors
service du "Kamina" prive la Marine de navire de commandement et de soutien logistique. La
construction du "Godetia" en 1965, et du "Zinnia" en 1966 solutionnent ce probleme.

Afin de renouveler la composante 'escorte’, le gouvernement marque son accord en 1970 pour la
construction de quatre frégates. Le "Wielingen", le "Westdiep", le "Wandelaar" et le "Westhinder" sont
opérationnels a partirde 1~ 979.

Dans le domaine de la lutte contre les mines, les techniques et le matériel évoluent rapidement. La

chasse aux mines, une technique qui fait appel au sonar pour localiser et identifier les mines, semble

offrir de nouvelles perspectives. Deux MSC et ci ng MSO sont transformés en MHSC (Mine
Hunter/Sweeper Coast) et MHSO (Mine Hunter/Sweeper Ocean) pour développer cette technique.

La lutte contre les mines progresse encore avec l'acquisition du P.A.P. (poisson autopropulsé). Elle
connait son heure de gloi re avec la construction et la mise en service de 10 nouveaux chasseurs de
mines tripartites (CMT) a partir de 1985.

La Force navale se concentre de plus en plus dans la nouvelle base navale de Zeebruges. Elle maintient
cependant I'Ecole de la Guerre des Mi nes a Ostende et le Groupement Instruction a Sint -Kruis.

Malgré le développement considérable de la chasse aux mines, le dragage n'en demeure pas moins une
technique indispensable. Les dragueurs et le matériel actuels accusent leurs 40 printemps et doivent

donc étre renouvelés. Le gouvernement a donné son accord en 1995 pour le développement d'un
nouveau systéeme de dragage (STERNE) et pour la construction de quatre nouveaux dragueurs de

mines modernes. Ceux -ci permettront & la Marine d'envisager l'avenir av ec confiance et d'entamer le
troisieme millénaire avec des moyens opérationnels particulierement efficaces .



Le MHSO “Dufour”, un

navive qui a et .’w,hs/m 1t
pomr déroe /Hfl;.‘r'l la tei )rl.'.'/'nz'u
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UKHO goes digital

The United Kingdom Hydrographic Office (UKHO) is making a play to
really push take-up of Electronic Navigational Charts with the launch
of the Admiralty Vector Chart Service (AVCS), which it claims is the
_most compnehehsnveandoquality ENC

The United Kingdom Hydrographic Office (UKHO) has launched its new flagship digital chart product, the
Admiralty Vector Chart Service (AVCS).

UKHO says that AVCS will provide the international mariner with "an integrated global set of Electronic
Navigational Charts (ENCs)," schemed in folios along major shipping routes and covering the world's top

ports, and including improved ordering, flexible licensing and integrated updating services.

The Organisation also says that the service will provide access to carriage compliant ENCs from a single
'value added' source, to overcome the present requirement to carry, maintain and use a mix of ENC, Raster
and paper charts drawn from multiple sources.

Mike Robinson, UKHO Chief Executive, commented: "AVCS provides, for the first time, truly credible
worldwide ENC coverage for the international mariner, and, with the value the UKHO can add, will become
as synonymous with ‘quality and safety' as the Admiralty world paper chart series is today."

While UKHO seems to be very optimistic about the potential of this new initiative, the problem of
incomplete ENC coverage, on a global basis, is still a major issue in the uptake of these kinds of services,
and it remains likely that it will take many years before all necessary ENCs for globally trading companies



will be available.

The definition of "credible worldwide coverage" that UKHO is using in this case may differ from that of
some of its customers, especially considering that UKHO has been unable to reach agreement with China to
include its charts in the service, despite the wealth of shipping trade conducted through its waters.
Negotiations are ongoing, so it is hoped that this matter will be resolved in the future.

Despite the gaps in ENC availability, AVCS does provide access to all previ ously available ENCs, and
"exclusive access" to a significant number of new ENCs, produced by the UKHO in co-operation with many
of the world's Hydrographic offices. The UKHO has also worked with many Hydrographic Offices to
improve consistency, to ensure that newly produced coverage seamlessly sits alongside existing coverage.

With this in mind, UK National Hydrographer, Rear Admiral lan Moncrieff, is confident in saying that
AVCS represents the world's "most comprehensive, consistent and quality ENC coverage.”

"This has only been possible through the co-operation and support of Hydrographic Offices around the
world," he said.

AVCS comprises only of official ENCs produced by government Hydrographic Offices, so seafarers can be
certain that any information contained in the folio is fully compliant with SOLAS legislation for use within
Electronic Chart Display and Information Systems (ECDIS).

UKHO says it is making a concerted effort to eliminate
the barriers to take up of ECDIS with the launch of AVCS

Maintaining up-to-date ENCs is an essential part of this compliance, so UKHO will also be launching an
updating service alongside AVCS, which aims to make chart amendments more easily applied in the future.

Trials

Testing of the system has produced favourable reviews from both commercial shipping users and the
UHKO's military customers.

Sea trials of AVCS were carried out on six commercial vessels, one Trinity House vessel and two UK Navy
vessels - including the oil tanker MT Supremity; aframax oil tanker MT Rio Genoa; chemical tanker Vedrey



Fram; container vessel MV CMA CGM Rose; P&O cruise ship Ventura; and Navy vessels HMS Illustrious
and HMS Manchester.

Captain Constantin Zaharia, master of the 29,000 tonne container vessel CMA CGM Rose, noted: "(With
AVCS) you have always the vessel's position against everything around, including the targets, which is very,
very important when you need to make a decision quickly in congested areas... | can tell you that | fully trust
the system."

Lt. J D S Beedle, navigator of HMS Manchester, also said: "Transit and Regional folios provide safe
navigation from port to port and when operating in a specific operational footprint... Port folios ensure that
permits can be ordered once and deployed at relatively short notice."

Oliver Kautz, of Ocean Shipmanagement GmbH, commented "We are very satisfied with AVCS. The trial
has shown that a full ENC coverage is possible.....moreover, operational benefits have been brought to our
attention by the crew. It was very convenient that the whole chart outfit has been provided in only one pack-
age, which makes it very easy to maintain on board."

UKHO is keen to see this service act as further encouragement to the maritime industry to start making the
switch towards ENCs, while UKHO CEO, Mr Robinson, took a swipe at private, unofficial chart
manufacturers, saying they would no longer be needed with systems such as AVCS.

"With AVCS on the bridge, not only can paper holdings be reduced significantly, but also unofficial,
privately produced 'aids to navigation' can also finally be put back where they belong on a SOLAS vessel -
that is, 'back in their boxes' and nowhere near an ECDIS," he said.

However, despite trumpeting its own version of "credible worldwide coverage”, UKHO admits that this is
only the first phase of the development of the overall service.

In addition to extending coverage to include all of the top 2,000 ports in the world later this year, from the
approximately 1,000 available currently, the UKHO says it will "enhance" the service by starting to
incorporate the benefit of its global paper chart series.

"AVCS will soon provide the mariner with the 'best of both worlds' - the power and utility of digital charts,
backed by the reliability, quality and integrity of Admiralty paper charts," said Mr Robinson.

Despite this intention to include paper charts in the service, UKHO says that it is a "strong supporter" of the
use of ENCs, pointing to international studies that have shown that the use of ENCs in ECDIS improves the
safety of mariners, helps protect the environment and delivers tangible cost savings.

"In providing a global ENC service to the international mariner, integral to which is the provision of the
benefit of the UKHO's charting capability, we are making a concerted effort to overcome the barriers of cost,
coverage and consistency in the ‘take up' of ECDIS to drive towards digital navigation which is widely
accepted offers a safer future for shipping,"” said Mr Robinson.

"This launch, although representing a key milestone in the evolution of digital charting, is really just the
start. We now have the basis on which to develop a comprehensive set of integrated data and services that
will provide the mariner with all he needs for safe navigation in the digital world." DS



The tanker MT Rio Genoa was one of six vessels to conduct sea trials of the AVCS service
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ECDIS - The end of the beginning?

| f the UKHO's new AVCS s edrograplice
Of fice*s claims of I1Its potenti a
balance of the costs and benefits of electronic charts, and really start
the push towards wide-scale adoption of ENCs and ECDIS. Dr Andy Norris
examines the possible effects of AVCS

Acronyme anglais de Electronic Charts Display Information System. C'est un systeme électronique capable
de visualiser la position d'un mobile sur la représentation d'une carte a I'écran. Le systeme ECDIS est une
norme de I'Organisation maritime internationale (résolution OMI A817(19)). Certifié, accompagné de

systémes de sauvegarde, il peut étre considéré comme I'équivalent de la carte papier Ce systeme fournit un
grand nombre de fonctions annexes, est treés colteux et n'est pas adapté a une installation sur des navires de
petite taille


http://fr.wikipedia.org/wiki/Acronyme
http://fr.wikipedia.org/wiki/Organisation_maritime_internationale

Il existe différents types de cartes électroniques: les cartes vectorielles et les cartes matricielles. Parmi ces
dernieres il faut separer les cartes officielles des cartes privées.

La carte matricielle officielle (Raster Navigational Chart ou carte de navigation Raster) est une
numeérisation (un scan) d'une carte papier existante. Elle correspond a la norme S-61 de I'Organisation
hydrographique internationale.

1 La carte vectorielle officielle (Electronic Navigational Chart ou carte électronique de navigation) est une
reconstruction d'une carte existante ou les éléments peuvent étre interdépendants. Elle correspond a la norme
S-57 de l'organisation hydrographique internationale

Seules les cartes officielles distribuées sous la responsabilité d'un organisme d'Etat agréé sont reconnues
pour la sécurité de la navigation. Leur utilisation suppose leur mise a jour de maniére réguliere.

The United Kingdom Hydrographic Office has recently launched the Admiralty Vector Chart Service—
AVCS. Does this announce the end of the long birth of ECDIS?

It is clear that AVCS is aimed at resolving the major concerns expressed at last year's IMO NAV 53 debate
on the development of carriage requirement for ECDIS - before carriage requirements can be put in place
there needs to be adequate coverage of ENCs and the implementation must be cost effective.

A major aspect of the AVCS initiative is to increase the number of ENC cells that are available. Within the
next year the UKHO has stated that the busiest 2,000 ports and associated shipping lanes will be covered
by appropriate ENCs. In the UKHO's estimate this will enable 98 per cent of shipping operations by
dead weight tonnage to be effectively covered.

Many of the presently unavailable cells are formally in the hands of national hydrographic offices that have
neither the resources nor the funds to create them. As part of the AVCS initiative, the UKHO has made
agreements to produce these ENCs under the 'GB' label, until they are available from the appropriate national
HOs.

The important aspect is that the UKHO ENCs for these areas will be issued "by or on the authority of a
Government, authorised Hydrographic Office or other relevant government institution, and conform to IHO
standards.” They therefore comply with the IMO definition of an ENC and can be used for primary
navigation.
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When these ENCs are eventually released by national HOs, the UKHO will replace the GB-labelled
versions with nationally produced ENCs.

It also appears from coverage diagrams shown at the launch of AVCS that the service will include ENCs
of most ocean waters, ensuring that ocean routes are effectively covered by ENC data.

Costs

The high cost of ENCs had been noted by the UKHO as a deterrent to the fitment of ECDIS, as well as an
issue in the adoption of carriage requirements. AVCS is stated to address this concern, although price
information was not available at the launch.

An important fact appears to be that great care has been taken in defining folios and their licensing
arrangements. For instance, folios are divided into Transit, Regional and Port categories and can be
licensed for 3, 6 or 12 month periods.

Transit Folios provide coverage along the major trade routes; Regional Folios are designed for local and
coastal trade and Port Folios provide the detailed coverage necessary to enter a port.

It is clear that these folios will be individually priced because the number of ENC cells in a folio will
vary, as will the base cost of each cell.

The purchaser just has to consider the folio coverage, its category and overall price and has no decisions to
make regarding the complexities in the make-up of the folio. This greatly simplifies the purchase process.

AVCS will have a weekly update service by CD and a ‘'remote' updating capability by internet and e-mail. It
will also have a digital catalogue with an inbuilt ordering facility.

It has the facility to support UKHO specific 'layers' on the ENC. This will enable additional geographically-
related information to be made available to the user on an ECDIS that can handle this new feature.

Potentially, this will allow AVCS to display many varieties of additional data, such as sailing directions, port
information, additional chart information and more, although little has yet been released about the facility.

Growth of ECDIS



AVCS could be the catalyst that makes ECDIS viable. Extensive coverage and cost effectiveness will
inevitably lead to more commercial use; the same factors will also clear the way for a phased implementation
of IMO ECDIS carriage requirements.

The increase in the use of ENCs will obviously be matched by a similar decline in the use of paper charts.
Lower sales are likely to increase their price, which will lead to ECDIS becoming increasingly cost effective,
further reducing the use of paper charts.

Even before ECDIS carriage requirements are in place for all ships, economic considerations alone may well
force the virtual elimination of paper charts. Any remaining need for such charts might well have to be
satisfied by an 'official' printout of ENC data, at a suitable scale and ENC settings, perhaps performed
locally by a chart agent.

Although the virtual phase-out of paper charts is not going to happen in the next few years, it is inevitable
in the more distant future - perhaps in 10 years or so, at least for those areas covered by ENCs, which by then
may be a very high percentage of navigable waters.

It appears that AVCS has the capacity to become the product that was envisaged when the ECDIS and ENC
standards were being compiled during the early 1990s. When proven, the UKHO will deserve
congratulations for finally helping to make ECDIS viable. It has been a long haul and a great frustration to
all involved.

Lost opportunity

Unfortunately, the incredibly long gestation of ECDIS has generally prevented mariners from getting the
benefits in using official electronic charts.

In the early 1990s a vocal minority were supporting the development and use of official raster charts as an
equivalent to paper charts. They offered a quick route to use by the mariner, giving several important benefits
compared to that of paper charts, as well as automatic position plotting facilities.


http://upload.wikimedia.org/wikipedia/commons/5/5e/ECDIS.jpg

The data development costs were relatively low and only short timescales were needed to develop global
coverage. Also, training for safely using these charts is less onerous than for vector charts, because of the
similarities in presentation to the paper chart and their more limited functionality compared to vector
charts.

However, early studies into electronic charts showed that vector charts had a number of useful benefits
compared to raster charts. Many came to the doubtful decision that because vector was better than raster,
vector was the only possible substitute for paper charts.

This was despite the fact that raster electronic charts have clear benefits compared to paper charts. The few
negative aspects can be countered by appropriate design features and user training.

For instance, vector data automatically alerts users to off-screen dangers, compensating for the limited display
area. On a raster chart, the safe use of a smaller display area is achieved by the ease and quickness of chart
scrolling and the ability to instantaneously select raster charts of differing scale.

By 1993, good raster systems were being demonstrated and from the mid-1990s the UKHO had a formidable
global folio and a weekly update service of raster charts - the Admiralty Raster Chart Service.

In 1998 IMO amended the ECDIS performance standard to include the Raster Chart Display System mode
for ECDIS. However, the finally adopted wording effectively allowed many flag States to insist on a
complete set of paper charts to be carried and used when in RCDS mode. Therefore the amendment had
limited impact. The cost of carrying two sets of chart data was not acceptable to most ship operators.

Decline of raster

The lack of sufficient ENC data and the difficulties that the use of raster data has met in gaining global
official acceptance has resulted in many ships using ‘private’ vector data, mainly displayed on non-type
approved but affordable electronic chart systems.

With these systems, paper charts also have to be carried and used as the primary chart facility.

In the market, raster data has few advantages when running on non typeapproved equipment as it is more
costly than private data, has fewer features and is still only a secondary system.

With the announcement of AVCS, the beginning of the end is in sight for raster charts. The world had an
opportunity to use these fully more than a decade ago while ENCs were being compiled, but the concept was
effectively rejected.

The future is now with ENCs and ECDIS. Raster will sadly start its decline - but ENCs do provide a better
solution and one that is far superior to that of the conventional paper chart. DS

Norris has been weknown in the maritime navigation indusfiogr a number of years. He has spent much of
his time managing higtech navigation companigsut now he is working on broader issues within the
navigational world, providing both technical and business consultanttetmdustry, governmental bodies
and maritime organizations. Email: apnorris@globalnet.co.uk
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In computer graphics, a raster graphics image or bitmap, is a data structure representing a generally
rectangular grid of pixels, or points of color, viewable via a monitor, paper, or other display medium. Raster
images are stored in image files with varying formats (see Comparison of graphics file formats).

A bitmap corresponds bit-for-bit with an image displayed on a screen, generally in the same format used for
storage in the display's video memory, or maybe as a device-independent bitmap. Bitmap is technically
characterized by the width and height of the image in pixels and by the number of bits per pixel (a color
depth, which determines the number of colors it can represent).

The printing and prepress industries know raster graphics as contones (from "continuous tones") and refer to
vector graphics as "line work".

The word "raster” has its origins in the Latin rastrum(a rake), which is derived from radere(to scrape), and
recalls metaphorically the systematic sampling of a grid-pattern of individual pixel-spaces with a view to
representing an overall image.

Inséré le 31 Aolt 2008 Open Forum Enlevé le 01 Octobre 2008

Le financement du lancement des lignes de cabotage maritime

L" Uni on européenne est un espace favoriseée et dy
réalisation du marché unique. La répercussion sur les échanges de biens et de services était inévitable. Dans
l e contexte du pas stakga undéconomie de &lexoquiodin cleanged gippose

transports. Les transports intracommunautaires
exponentiel, voué a perdurer. Pour un fonctionnement optimal du marché unique, les institutions
européennes doivent composer avec |l es deéefis du dé
fait aujourd® hui partie des politiques dites "
politique régionale dispose de la plus grande fraction du budget communautaire. De la confrontation entre
cet état de fait économique et |l es défis a rele

Cette conciliation tant recherchée est clairement exprimée dans le Livre blanc de 2001 sur les transports.

Le transport routi er et ses meéefaits, en ter me
nettement pointés du doigt. La recherche dalt
sont percus comme lesvoie s d*‘ avenir.

Le cabotage maritime s‘inscrit parfaitement da
routier, ensuite comme maillon de la chaine de transport multimodal. Mode de navigation traditionnel, le
cabotage se voi tdynanmue élondes woewede WO En\eféetl deseconditions précises

sont désormais posées.

Si le cabotage demeure une navigation a courte distance, de nouveaux é€léments interviennent et sont pris en
compte : roles respectifs assignés aux secteurs publicetpr i vé dans | a création p
distinction entre le service maritime pur et les infrastructures nécessaires, etc.
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La question du financement du | ancement d'une |
| * a pfmamadiett initial important a réaliser. Cet apport peut provenir exclusivement du secteur privé.

Toutefois, |l e marché est délicat d' acces, |l e r e
inévitables et fort conséquentes en raison taux aléatoire de remplissage du navire. Ainsi, parmi les opérateurs
tentés par | “aventur e, tous ne disposent pas d

premiéres pertes

Si le financement privé reste la norme, le point de départ incontournable, les financements publics font
davantage débat et conservent l eur role de so
financements sont prévus par | es | égislations
diverses possibilités qui reste complexe.

Le control e communautaire de

Au plan national, dans le cadre du soutien par les Etats membres de leurs systemes de production et de
services, les gouvernements sont amenés a fournir des aides publiques aux entreprises nationales. Le
transport maritime peut, sous couvert du respect de la réglementation communautaire, bénéficier de ces aides
d'Etat. Le Traité CE pose un principe d'interdi
du f aitterdper élt'aitn on extensive de |l a notion d'aid
Etats. Néanmoins, il admet certaines aides : celles "compatibles avec le marché commun" et celles "pouvant

étre considérées comme compatibles”, comme les aides sectorielles.

Pl us précisément, |l * UE veille, dans | “applicati
au sein de |l a Communauté et au respect des con
de transport. Ainsi, ellevaaut ori ser une aide -di Ehaentraiomei p acs
concurrence envers des services preéeexistants.
di storsion de concurrence, | norllE cetavantage visvaevis desautras n e

entreprises et, d'autre part, |l a similitude des

Une aide d' EBtatccostdémneé& ainéd entreprise par u
précisément, | ‘“article 8781 du Traité CE défi
moyen de ressources d'Etat faosaens ou quil mehagent ee fausser la]
concurrence en favorisant certaines entreprises ou certaines productions ». Pour rendre cette définition plus

i mmédi at ement utilisabl e, l a jurisprudence ¢
interprétation extensive de |l a notion. Ainsi,

c‘'@adtre favoriser une ou <certaines entrepris
formes : oonid'dnadavactage 3, soit un all égeme
entrepri se. Dans tous | es <cas, | “ Et at n‘agi-t
di ssembl abl e de cel ui g u‘ aoécomdmiedeenarchéun i nvest.i

Paralléelement, le droit communautaire a peu a peu mis en place une réglementation spécifique en faveur du
transport maritime. Créées en 1989, ces aides sectorielles ont été amendées pour la derniére fois en 2004 et
s‘anal ysent comme des dérogations au principe
formes trés diverses, et ayant trait a différentes facettes du transport maritime sont autorisés ; ce sont par
exemple des mesures fiscales et sociales améliorant la compétitivité des navires communautaires, des
subventions pour | “améliorati on de surithau deirespectsde e t



|l “environnement, des ai des a |l a formation des

i mMmposées sur certaines | ignes, et des aides au
courte distance. Dans ce dernier cas, les aides peuvent prendre la forme de subventions, de participation au
capital et d‘investissements divers. Ces aides

La majorité des Etats a utilisé et utilise encore les aides. Ainsi, la Grande-Bretagne, territoire fortement
dépendant du transport par voie d'eau parce q
destinés a favoriser le transport de marchandises par voie maritime cotiére et de courte distance. Ce sont le
Freight Facilities Grant et le Waterborne Freight Grant. Le premier correspond a une aide au capital pouvant

s‘'élever a 50% des frais totaux du projet, | e
limitée a 30% des colts totaux conformémentaux orient at i ons communautaires e
transport mar i ti me. La France s‘est | ai ssée t e
avantages octroyéeés par | e gouvernement francai
qgualifiés d'aides d‘'Etat, et seules certaines d
d aides d' Etat, et seules certaines de ces aioc
Commission europeenne que la Cour de Justice des Communautés europeennes ont un role de garde fou face

aux tentatives nationales répétées. Un nouveau
financer partiell ement une ou plusieturls’ Hs pgangerse
public a propositions | ancé | e 17 avril 2007 s
communautaires relatives au financement des RTE-T . Cependant , nombre de c«
soul i gner | toafusibniqy peuvdntétre aites ehtra ce financement annoncé comme issu des
recommandations RTE-T et un financement bil at ér al dérivé
seront connus a | ‘“automne 2007 peplagant davantge duipane e |
de vue des chargeurs, | *ltalie a développé un s
l “utilisation du transport mariti me, en accord
routiers.

Sélectionner parmi les autres financements publics : le large panel
communautaire

Pour | “effectivité du marché wuni que, Il “ UE a mi
d"entre elles sont opt i mi s é e sres. Leaaabotagenmaritiroe, etpsksu s i
opérateurs privés et publics, peuvent s‘en voir

a courte distance peut répondre a différents besoins ; chacun de ces besoins se rattachant a une politique
précise, un financement ad hoc peut lui étre attribué.

La politique de cohésion économique et sociale, ou politique régionale, favorise le développement
har moni eux, équilibré et durable de | *“Uni oiaes en
A cette politique, réformée pour la période 2007/20137, sont notamment associés le FEDER et le Fonds de
cohésion. Le FEDER dispose du potentiel nécessaire pour financer des infrastructures utiles pour des
services de cabot a gttentioe particaliere agxwspécifitités grcitoriales, dt @otamnmere
transfrontalieres et ultrapériphériques. Le Fonds de cohésion permet de financer des projets en matiere de
transport et d°'environnement, entee atutanel| at Gue

et le Portugal.

Annuel |l ement, la DG Transports publie un appel



projets relatifs aux transports. Le cadre des
condition que ces actions répondent aux objectifs définis par le Livre blanc de 2001 sur les transports. Le
transport maritime a courte distance pourra facilement trouver sa place sous les lignes budgétaires dédiées a

la sécurité des transports (formation du personnel navigant par exemple), a la logistique des transports et a

| “opti misation des réseaux de transports (proj

niveau des barriéres naturelles).

Le 7éme Programme Commun de Recherche et de Développement ou PCRD adopté pour la periode de 2007
a 2013 est divisé en quatre programmes dont le programme "Coopération”, lui-méme subdivisé pour faire
apparaitre un volet "transports de surface durables”. Dans ce domaine, la recherche doit répondre aux

challenges suivants : environnement, énergie, élargissement et mondialisation. En cela, le financement

proposé par |l e 7éme PCRD pourrait parfaitement
maritime a courte distance. Le programme LIFE+, en cour s d“adoption est
environnementale. Des actions visant a réduire les concentrations de gaz a effet de serre, comme les actions
de report modal en défaveur de la route, peuvent étre financées. Outre ces programmes sectoriels, deux
autres financements sont indéniablement |iés au
l a mer . I'l's sont <classiquement présentés comme
concept d“aut oroudgreamniee Maar cmerPo:l ol @goprol e ser
financier dans le domaine des réseaux transeuropéens de transports ou RTE-T pour les infrastructures
dautre part
Comparaison des grandes lignes des deux programmes
MARCO POLO RTE-T
Objectifs du Report modal (de la Reéalisation du
financement route vers d'autres RTE-T dans son ensemble
maodes de transport, (tous modes de transport
connotation confondus, connotation
environnementale). territoriale).
Une action vise Un aspect du concept
expliciternant les d'autoroutes de la mer est
autoroutes de la mer introduit.
Objets du Le service de Les infrastructures lourdes
financement transport (et et notamment les travaux
accessoirement les portuaires (et
infrastructures accessoirement une aide au
auxiliaires) démarrage pour le service)
Candidats au | Secteur privé Secteur public
financement {ou un partenariat
public/prive)
Durée du Court terme (2 2 3 Long terme
financement ans en mayenne)
Source : D'aprés les services de la DG Transports.
Le programme Marco Pol o amendé aihtenantencimqiavtiens i j u
ont, dans des mesures variables, trait au transport maritime a courte distance et aux autoroutes de la mer. Le
lancement des services de transport maritime a courte distance peut étre financé au titre des actions de
transfert modal lorsque le volume de fret ou la fréquence ne sont pas assez élevés. Ils peuvent dépendre,
dans le cas contraire, des actions a effet catalyseur et surtout des actions en faveur des autoroutes de la mer.
Les deux actions restantes (actions de missenc o mmun des connai ssances et
seront moins directement utiles dans | e cadre ¢

concernent le partage des savoir-faire, des méthodes et des procédures pour les premieres et la logistique
industrielle pour les secondes.

Le concours financier dans le domaine des RTE-T9 dépend d'une politique communautaire initiée en 199610
Cette derniére per met |l e dével oppement d’ un



appropriées parmi lesquelles comptent les ports maritimes et les autoroutes de la mer, introduites en 2004.

Ces dernieres regroupent des infrastructures po
équipements divers. Bien que dispo s a n't d°“un budget beaucoup plus
Polo, le financement par lesRTE-T ( de mé me que pour | e FEDER) n‘ e
l e |l ancement d‘une | igne aut or outréeranrsavice uventpeu me r
rentabl e au début , d ou | e recour s, presque
gu‘accessoirement, et selon | es |ignes, gue de
souvent, des terminaux déja existants seront utilisés par la nouvelle ligne et ne demanderont donc aucun ou
tres peu dinvestissements.

Arbitrer | "offre de financements
Une excellente maitrise des combi salbyemd i poss.ie
soutien maxi mal du projet mari ti me dans son Vo

autant intéressant que complexe en raison de la grande technicité requise. Les experts doivent appréhender
les projets dans leur globalité et étre force de propositions argumentées et pertinentes en ce qui concerne les
potentielles combinaisons financiéres. Si les financements les plus utilisés pour le lancement de lignes de
transport maritime a courte distance sont incontestablement les plus connus et les plus rentables (aides

d Et at, programme Marco Pol o), |l es autres progrt
util ement une part du projet non r et elndesxavagages | ¢
octroyés, |l e principe du cofinancement est cel
l i gnes maritimes en | eurs différentes composan
fonctionnement et les possibilités de financement pour les rendre effectives plus rapidement. Une
segmentation opportune serait l a suivante | a
| “aspect infrastructure.
Répartition des aides communautaires disponibles
Segment Etude Démarrage du Infrastructures
senice
Type de - Aides d'Etat | - Aides dEtat -RTE-T
financement | - Marco Polo | - Marco Polo - FECER
possible - DG - DG Transports - Marco Polo
Transports - Accessoiremeant | pour les
RTE-T infrastructures
auxiliaires
Taux et 50% des 30 4 35% des Variable selon la
durée colts d'étude | colts de qualification
lancement sur 3 | projet RTE-T
ans (sauf 2 ans pricritaire
pour les RTE-T)

L' UE exige des <critermrsojpatés.i sL ‘daec cseésl exux ofni reer
impose une méthode stricte de présentation des dossiers de candidature. De plus, selon les demandes de
financement, sont étudiées la capacité technique et financiére des candidats, la qualité des projets (dimension
européenne, potenti el mul tiplicateur de | " acti
concurrence sont un critére déterminant au méme titre que la viabilité du projet a court terme : 2 ou 3 ans

aprés le démarrage . Cette exigence de viabilité, gui cr
européenne, est extr émement délicate a atteind
| “i mportance des investissaamentdse ildiitniceux ia ufdeu
fonds de cale.



Le processus des instances européennes a | “égar

et parfois méme inconsistant ou inadapté dans certains de ses volets. En effet, le concept “infrastructurel”

d°"autoroutes de |l a md@rspmésendéuaecet (avess ffas bR

d°"abord des services. Tout reposerait al or s
conditions,un cofi nancement par | es aides d°Etat.
mati ere n'aide pas | es opéavaitse udws |Idamce merutr
Pourtant, il semble bien que ces derniers seraient grandement et volontairement soutenus dans cette prise de
risque par les collectivités publiques de quelque échelon que ce soit. Les projets proposés par les ports de
Nantes Saint-Nazaire et Dunkerque, entre autre, en sont des exemples.

Force est donc de constater une certaine contradiction entre la politique et les ambitions européennes
officielles (la promotion du transport maritime a courte distance et des autoroutes de la mer) et les moyens
mis en place pour 'y par vtsemblerlarge. Maselle etxans le ménee terhps
restreinte par des conditions d‘application
restrictive au dire des opérateurs, encadrement sévere et limitant le cumul des financements, condition de
viabilité exigée a relativement court terme et deés lors tres difficile & remplir. Sur ce marché délicat, les
instances européennes attendent beaucoup des opérateurs privés mais, dans le méme temps, les brident
beaucoup. Aux Yy erutondd k cohcurrehée semhlea@ncope méasiteirement primer sur
|l es autres défis, pourtant majeurs, a releve
envers les distorsions de concurrence dans le cadre du programme Marco Polo. En effet, si elle interdit les
distorsions par ailleurs, elle les tolére ici mais uniquement envers les services de transport routier. Une ligne
de transport maritime pourra faire de la concurrence aux camions mais pas aux corridors ferroviaires.

Anne GALLAIS Doctorante en droit, Centre de Droit maritime et Océanique, ISEMAR

Inséré le 2 Septembre 2008 News Logboek Enlevé le 2 Octobre 2008
Piracy activity jumps in Gulf of Aden

August 30, 2008

The most recent victim, the MT BUNGA MELATI 5, a Malaysian tanker with 41 crew members aboard was
hijacked by suspected Somali pirates. There have been eight hijackings in the Gulf of Aden alone since July
20. The ship, owned by MISC Berhard, is laden with 30,000 tons of petrochemicals and was enroute to
Singapore from Yanbu, Saudi Arabia. The company reported that the vessel attempted evasive maneuvering
before being overpowered by the pirates. The ship was sailing within a security corridor patrolled by a
multinational naval force when it was seized.
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M/T Bunga Melati 5 in better days. (Photo courtesy Knut Helge Schistad - Shipspotting.com)

Armed pirates seized an MISC palm oil tanker on Aug. 19 in the gulf, resulting in the death of a Filipino
sailor. MISC officials said negotiations to free other crew members were continuing.

Two days later, three more vessels — an Iranian bulk carrier with 29 crew, a Japanese-operated chemical
tanker with 19 crew and a German-operated cargo ship with nine crew — were hijacked.

2008 Gulf of Aden pirate attacks plotted courtesy of the International Maritime Bureau

Two subsequent hijacking attempts failed but the surge in attacks prompted the U.S. Naval Central
Command to establish a security corridor in the gulf patrolled by coalition warships and aircraft.

After reviewing the U.S. Naval Forces Central Command/Fifth Fleet Combined Maritime Forces, | feel that
although a coalition force is patrolling the area, perhaps the coalition force should be showing a bit more
teeth. Press releases concerning the response to the pirate attacks are few and far between. Little
information as to the resolution of pirate attacks that have occurred are provided, and the commands
attention seems to be focused on port visits, hosting dignitaries, and training. | would suggest that
combating piracy take a higher priority at Fifth Fleet, and that attention focus on combating violent and
dangerous pirates on the high seas rather than focusing on which Admiral is visiting which unit.



Somali pirates abundant loot: summing up - 8/22/2008 03:17

August 21 —early in the morning pirates highjacked two vessels, in less than one hour. Yet unknown Iranian
balker was fired upon, boarded and highjacked. Soon after was highjacked another vessel, tanker lIrene —
7373 grt, built 2000, flag Panama, manager KOYO KAIUN CO LTD-TOKYO Japan. En-route France —
Kandla, India. Crew 19, master and chief engineer Russians, one Croatia citizen, 15 Philippinese citizen.
Later that day, around 20.00 LT, another vessel highjacked, this time general cargo vessel BBC Trinidad,
dwt 9775, built 2006, flag Antigua, crew 13 — master Slovenia citizen, chief engineer, 2-nd engineer and 2-
nd officer Russian citizen, 9 Philippinese citizen.

August 19 — pirates highjacked chemical tanker Bunga Melati Dua, dwt 22254, built 1997, flag Malaysia,
owner MISC BHD. Cargo palm oil, en-route Indonesia-Yemen, crew 20 plus, all Malaysia citizen.

August 10 — pirates highjacked Thai general cargo m/v Thor star, 10572 grt, built 1985, flag Thailand,
manager THORESEN & CO BANGKOK LTD. With logs load, vessel was en-route SEA — Europe, crew
28, all Thailand citizen.

August 10 — pirates highjacked tug Yenaoga Ocean, owner SL Integrated Services, en-route Dubai —
Mogadishu, no data on the vessel or crew.

July 20 — pirates highjacked balker Stella Maris dwt 52454, built 2007, flag Panama, manager MMS CO
LTD Japan, cargo lead-zink ore, crew 20, Philippines.
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AIS - the next generation

Data communications required to implement eNavigation are likely to
overwhelm the capacity of the 10 year old design of AIS. The next version of the
identification system should not only address this constraint, it should also act as
back-up, both for AIS and VHF, writes Fred Pot, Marine Management Consulting

AIS (automatic identification system) is gradually becoming an integral part of
the aids that mariners use to con a ship.

It is not yet as important as radar and GPS, but probably about on par with VHF. Ships are already required
to carry at least two radars, and it now seems likely that they will be required to carry a terrestrial system
like eLoran as a back-up for GPS.

Do we need a back-up for AIS too? To the extent that mariners have started using AlS target information for
collision avoidance, the answer is yes.

Mariners already rely on AIS for the name and position of a ship when hailing it via VHF, and it wouldn't be



surprising if mariners are also using (T)CPA (Time of Closest Point of Approach) derived from AIS data for
collision avoidance because it generally is more accurate and up-to-date than (T)CPA derived from radar.

Voice VHF, too, should have a back-up system. Inadvertent keying on an operational channel blocks all
calls, and interference makes VHF calls very hard to understand in some areas.

Capacity

The major reason why we need AIS 2.0, however, is throughput capacity. Using AIS for messaging is still at
an early stage but it is clear that it, rather than voice VHF, should be the primary method to convey
important safety related information to the mariner.

This is because it is both more efficient and more effective for:

. Traffic advisory - other vessel locations

. Navigation hazards

. Hydro and meteorological info

. Traffic organisation information — lock order, procession through one-way channel
. Status of aids to navigation

There are serious efforts underway to formulate standard AIS safety related messages that will convey this
information and display it in the context of the situation at hand for the mariner on an ECDIS or an enhanced
radar screen.

Some of these efforts have already been completed, such as AtoN messages and messages to address
regional safety issues in the Strait of Malacca, Great Lakes, etc.

USCG is currently in the process of formulating regional safety related AIS messages, and we can expect
that eNavigation will not only require transmission of safety related messages but also transmission to
government authorities of ship, voyage, cargo and passenger reports such as:

. Customs, Immigration and Cargo Clearance Reports
. Port State, Agricultural, Health and other Inspection Reports
. Hazardous Materials Reports

All will use the meagre 19.2 kbps throughput capacity available with AIS 1.0. In some areas, however, we
are already reaching the point where AIS cell size will be reduced to accommodate just the regular AIS
message traffic, i.e. ships' positions and identifications.

We need more capacity to fully realize the potentially significant benefits of safety messaging and to
streamline reporting to government authorities.

We also need more throughput capacity to allow relaying of AIS messages from one station via another
station. Relaying messages is not possible with AIS 1.0 because doing so would take too much of the
throughput capacity, especially in dense ship traffic areas.



Alternative Solutions

Additional throughput capacity, unfortunately, doesn't come easily. We will need additional radio frequency
spectrum, as well as additional hardware both shore-side and on ships.

We might be able to avoid acquiring additional spectrum and installing new hardware if we use satellite
communication infrastructure, that most ships already are equipped with.

Satellite communications, however, have the disadvantage of being expensive, mostly because the cost of
building and launching satellites and operating land earth stations needs to be recovered in ‘per kilobytes' toll
charges. Shipboard satellite equipment is also expensive to install and maintain.

These costs are serious impediments to using satellite communications for AIS 2.0 purposes. Satellite
communication cost has already proven a major stumbling block in the implementation of Long Range
Identification and Tracking (LRIT).

Designating more 25 KHz VHF channels to AIS might politically be easier than acquiring spectrum
bandwidth in a higher frequency range, but it will not be enough to provide the required increase in
throughput capacity and would still require new hardware.

Beyond using satcom and additional VHF channels for AIS, what are the options?
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More capacity is needed to allow all of these vessels to enjoy the full safely benefits of AlS

WiMax

One option that deserves to be considered is the more modern Worldwide Interoperability for Microwave
Access (WiMax) protocol, using a higher frequency. It can achieve a range of about 15 NM (line-of-sight)
and can easily achieve throughput of 1.5 megabit per second (mbps) or 80 times more than AlS.

In fact, WiMax was designed to handle up to 75 mbps for Metropolitan Wide Area Networks (MWAN).
WiMax currently requires a base station, but could be adapted to operate between ships if one of them
assumes the role of a base station, as we now do with AIS 1.0.

WiMax uses spectrum bandwidth 3 times more efficiently than AIS. WiMax's spectrum efficiency in terms
of bits per sec per Hertz is between 1 and 1.5. In comparison, the AIS protocol has a spectrum efficiency of only
.38 bits/(sec * Hz).



WiMax technology could be used to run AlS networks with a capacity
maore than 80 times greater than today’s systems

This means that a throughput of 1.5 mbps could be achieved with WiMax within about 1.25 MHz of
spectrum bandwidth.

Regardless of the need for AIS 2.0, ships that are in port or at anchor near shore are likely to start using
WiMax to substitute for expensive satellite communications.

If WiMax is also used for AIS 2.0 then there already are well established methods to give priority to safety
related messages. They will ensure that WiMax general telecommunications traffic doesn't interfere with
higher priority safety-related message traffic.

While underway WiMax's throughput capacity would be used to back-up AIS 1.0, for safety related messaging
and for reporting to government authorities. It could even provide back-up for VHF voice communications
through Voice over IP (\VolP).

In the future, WiMax will also allow ships to automatically establish a "Mobile Ad-hoc Network"
(MANet). This is a major step beyond relaying of AIS messages from one station to another.

It has the effect of increasing the range of WiMax well beyond 15 NM in areas

where there is dense ship traffic such as the English Channel and the Strait of Malacca. Dense traffic in
this context means that many of the ships in the area are within WiMax range of each other.

Coincidentally, AIS safety related messaging to support eNavigation will likely be in high demand in these
very same areas.

ITU recently adopted WiMax as a worldwide standard (ITU-R M.1457) and there already are a number of
vendors who sell the necessary hardware, so, unlike AlS, we won't have to start from a clean sheet. Instead we
will be able to take advantage of the economies of scale inherent in a well established industry standard.

WiMax also has its limitations.

Unlike AIS, and because of its higher frequency, WiMax is limited to strictly line-of-sight communications.
To compensate, WiMax repeaters will need to be installed to provide coverage around capes and islands



that are close to shipping channels.

Also, if we are going to rely on WiMax's much higher throughput capacity for safety messaging, then what
would be its backup? AIS 1.0 will not be able to handle safety messaging in dense ship traffic areas without
significant AIS cell contractions.

Although costly, satellite communications could provide WiMax backup for safety messaging on ships that
already have this equipment on board. Voice VHF would be the back-up for WiMax AIS safety messaging for
ships that do not have satellite communications equipment on board.

WiMax technology is readily available today. Acquiring spectrum bandwidth for marine safety and for reporting
to government authorities will be much harder.

Major mobile phone service companies are spending billions to acquire spectrum for their customers. The
maritime industry cannot compete on that scale.

It might be possible, however, to negotiate co-existence on a spectrum band that is currently used by land earth
stations for earth-to-space communications because land earth stations typically are more than 15 NM in-
shore.

Next steps

AIS will grow in importance as an aid to navigation, even more so with the addition of safety messaging in
the framework of eNavigation.

AIS will need more capacity to accommodate such safety messaging and it also needs a redundant system to
become a truly reliable aid to navigation. Furthermore, it will not be possible to use AlS for the transmission
of reports to government authorities without increasing the available throughput capacity.

The advent of WiMax creates an opportunity to achieve these goals without imposing new draconian
carriage requirements but, instead, using public private partnerships.

We can expect that ship operators will start to realize that they can significantly reduce their satellite
communication cost by using WiMax when in port or at anchor near shore. This will create business
opportunities for port administrations to provide ship operators with WiMax service by investing in the
necessary shoreside infrastructure.

Now is the time to start spectrum negotiations and to formulate minimum WiMax equipment requirements
to ensure that ship operators' investments in WiMax equipment will also increase AIS capacity and,
simultaneously, provide a back-up for both AIS and voice VHF.

DS May 2008

Since 1999, Fred Pdtas been heavilynvolved in effots to define internationalstandards for
AlS andits use in collisionavoidance at sea. He s member of two United Nations IB&@rkgroups,
responsible for developingorldwide standards for AIS transpders, and for developing international



standards dr navigation displays thanhtegrate AIS with radar, ECDIS, GRfd other sensors.
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GDF Suez et Publigaz s'accordent sur I'avenir de
Fluxys

Le groupe énergétique francais GDF Suez et le holding communal Publigaz ont conclu un accord ce
mercredi sur lI'avenir de Fluxys, le gestionnaire du réseau belge de transport de gaz, et de son terminal gazier,
le hub de Zeebruge. Publigaz contrélera Fluxys, a partir de 2010, avec 51,28% des actions du groupe. Le

terminal, au ccecur des négociations, sera gér é

sera aux mains de GDF Suez a concurrence de 60%, tandis que Publigaz en assurera la gestion.
Photo : JP Hansen, patron d'Electrabel et n°2 de GDF Suez

Bruxelles (L'Echo) - Le groupe francais GDF Suez et le holding communal Publigaz ont conclu ce mercredi
un accord sur l'avenir de Fluxys, le gestionnaire du réseau belge de transport de gaz, et de son terminal
gazier, le hub de Zeebruge. Publigaz contrblera Fluxys a partir de 2010, avec 51,28% des actions du groupe.

Le terminal, au cocur des négociations, sera gér
sera aux mains de GDF Suez a concurrence de 60%, tandis que Publigaz en assurera la gestion.

Les pourparlers n'ont pas été faciles, vu l'aspect stratégique du hub. L'outil, créé par Suez, contrdle l'arrivée

par méthanier du gaz naturel liquefié (GNL) sur le territoire belge. Un premier accord avait échoué début
juillet.

Daniel Termont, bourgmestre de Gand et président de Publigaz, a croisé le fer durant I'été avec Jean-Pierre
Hansen, le patron d'Electrabel et vice-président de GDF Suez, déterminé a ne pas lacher I'un des atouts de

son groupe. —Quelqu'un de difficilel, I achera T
hommes. Tous deux se sont dits satisfaits du r
évident pour letermi n a | de Zeebruge a rester adossé a un g

Rétroactes. Le groupe francais GDF Suez, issu de la fusion entre Gaz de France et Suez, détenait encore
apres la noce 57,25% dans Fluxys. Toutefois, la Commission européenne avait impose des remeédes pour que
le nouveau géant n'altere pas la concurrence sur le marché de I'énergie. Parmi ceux-ci, figurait la descente de
Suez a 45% dans le capital de Fluxys - une exigence du gouvernement belge - et la création de Fluxys
International pour gérer le Hub de Zeebruge - une exigence de Suez. Fin aodt, Publigaz a exercé son droit de
préemption sur une part de 12,25% du capital de Fluxys cédée par Suez, soit 87.804 actions. GDF Suez et
Publigaz étaient donc a part égale de 45% dans Fluxys. Il ne restait plus qu'a mettre sur pied Fluxys
International.



Concretement, I'accord prévoit qu'au 31 décembre 2009, GDF Suez céde a Publigaz un nombre suffisant de
titre pour lui permettre de détenir 51,28% du capital de Fluxys, a 2.680 euros par action. La composition du
conseil d'administration de Fluxys sera adaptée. Publigaz en assurera la présidence, tandis que GDF Suez
présidera le comité stratégique.
Fluxys International sera propriétaire du hub, mais aussi d'une part de 5% d'Interconnector UK, un cadeau
apporté de GDF Suez. La nouvelle entité sera consolidée dans Fluxys. Son capital sera détenu a 60% par
GDF Suez, a 20% par Publigaz et a 20% par Fluxys.

Une évaluation du partenariat est prévue en 2010, sous I'angle de I'approvisionnement en GNL du pays, le
trafic dans le port méthanier de Zeebruge, les investissements pour le développer et la gouvernance de
Fluxys International.

Reste un parameétre. Le gouvernement belge prépare un avant-projet de loi pour obliger GDF Suez a réduire
davantage encore sa participation dans Fluxys, en la limitant a 24,99%, et ce fin 2009. Pour autant que la
présente coalition survive a cette date.

Vincent Georis

vincent.georis@lecho.be
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Managing Competence Presentation by Spyros Malandreniotis
— Digital Ship Athens 2007

- There are about 50,000 ships trading worldwide.
- These ships are operated by 1.2m seafarers;
- Of these 50,000 ships about 0.30% on average are lost every year;

- This percentage accounts for about 700 lives lost per year, which is a rate totally unacceptable in any other
transport system;

We live the era of television and television, from politicians to Hollywood and from stock markets to the
mid-air explosion of the Challenger space shuttle, is about images and image-making.

As a mater of fact the images we are capable of producing in this industry are very powerful by their very
nature as they contain two life-threatening ingredients: Ecological Disaster and Human Error. They are both
open to very diverse interpretations and they both offer excellent grounds to witch-hunting and finger-
pointing at scapegoats.

This is the way our society thinks and acts from the birth of human kind and this will very likely never
change.

So, thanks to the efforts of restless reporters and news agencies worldwide we have allowed to create for
ourselves an ugly image of polluters. And while we all know that, when comparisons are made with say
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other industries, this picture is not exactly telling the truth, not only there is very little we have done to
reverse it we have on the contrary contributed in its development with our attitude.

On the issue of pollution, according to ITOPF data, 63% of all pollution incidents between 1974 and 2006
came as a result of 1,141 recorded cases of Collisions and Groundings that involved tankers.

We al | know of course what's happening in ou

These incidents that cover the period between 1978 and 2003 are mainly the ones we are time and again
called upon defending ourselves against.

Let us take a quick look at them:

AMOCO CADIZ, 16 March 1978 spilling 227,000 MT Crude off Portsall Brittany France;

ATLANTIC EMPRESS colliding on 19 July 1979 with the AEGEAN CAPTAIN resulting in 26 dead and a
total spill of 287,000 MT of crude oil;

BRAER on 5 January 1983 spilling 85,000 MT at Shetland Islands;
HERALD OF FREE ENTERPRISE on 6 March 1986 at Zeebrugge Belgium with 193 dead;

DONA PAZ / VECTOR collision on 20 December 1987 at Tablas strait Philippines resulting in 4,341
counted dead;

EXXON VALDEZ grounding on 24 March 1989 in Alaska spilling 53,094,510 gallons of crude oil;
HAVEN on 11 April 1991 off Genoa, spilling 114,000 MT of Crude Qil and leaving 5 dead while also
involving charges with manslaughter to the owner and his son that were not acquitted before 3 retrials;
SEA EMPRESS on 15 February 1996 spilling 72,000 MT in Milford Haven Wales.

ERIKA on 12/12/99 carrying 31,000 MT FO;
PRESTIGE that was denied a port of refuse and sank off Spanish coast on 19/11/02;

TASMAN SPIRIT on 28 July 2003 that grounded 1.5 nm off Karachi resulting in 12,000 MT of crude oil
spilled through the leak and involved 8 arrested persons (7 crew + 1 salvage) who remained in prison for
months until the Pakistani government demands for 1 bn $ compensation were satisfied.

All these ships had at least one thing in common: they were all manned by appropriately certified and
licensed seafarers while most of the involved ship management companies had one or another
screening process in place.

The question | often ask myself is how much the selection practices we use in our industry have changed
since 1978. How much have these very incidents contributed towards redesigning or even reviewing the way
we conduct our screening.

What is it exactly that we screen? What sort of competencies do we look for? How do we do it? And most
important: what is it that we feel compelled to do with the findings of our screening?

The need for screening is a totally dynamic one and changes with the evolution of every industry. Industries
actually make a long way in developing and refining their screening processes.

I will give you a few examples from the evolution of screening in the aviation industry:

When the first airplanes were set to go to war, the army did not have the slightest clue about the required
qualities of the would-be airmen. The first airplanes were considered as the cavalry of the air. The primary
qualification for selection of pilots for the Royal Naval Air Service in Great Britain during the first war was
their ability to ride a horse. As the years went by the principal selection criterion for the RAF in the 2nd War



became their ability to ascend to an equivalent of 20,000 ft, yet everyone requires Oxygen above 10,000 ft.
This not only did not make sense but gave the pilots the false belief that they could actually fly at such
heights and this way resulted in numerous totally unnecessary accidents in an unintentional massacre of
youth that could have been prevented if only those responsible for the screening were not improvising but
rather knew what they were looking for.

The French fired a revolver next to the ear of the would-be pilots examining their reactions and ability to
withstand the nervous shock.

The Americans placed the candidate on a piano stool and spin him. If he vomited he was rejected. It was not
until after the war that they discovered they were rejecting the normal.

With the fast pace of changes in the aviation industry they soon recognized the need to change the way pilots
are being selected, their performance measured and their career path monitored and developed.

Now, unlike the airliners who obviously took some pretty drastic measures in the development and
tightening of their selection and screening process, a typical approach in our industry is that competence

matters are trabdighohgally taken more —
In a pilot*s | ogbook one can easily spot det ai
tasks while the pilot*‘s |Iicense reflects acquir

The legal framework requires 6-monthly and annual simulator training, transition training (aircraft checkout)
every time a new aircraft type is to be flown and regular detailed accurate and objective evaluations by
senior pilots to verify that certain required skills continue to be current.

At a glance, our industry seems to be on the other side:
We perceive Competence as a fixed indisputable constant while in fact is a dynamic variable;
We have widely adopted a —Once Certified, A
We find it customary not to be able to distinct between a navigation officer who was in the last two

years sailing on a tanker through Singapore straits every other week and one working on a sister ship that

was laid up in the same period.

We usually complain that after a new disaster, a new piece of legislation is being introduced and soon
imposed. Some of this legislation is maybe useful while some other is maybe concerning.

Such legislative measures are reactive to these incidents and we all know they are often hastily taken, they
are occasionally related with political decisions and as such they are totally unable to offer a long or a short-
term solution.

Such a reactive approach wil/| very Il ikely cont
prove that we do learn from our mistakes.

After the Herald of Free Enterprise in ‘86 and
clear statements in our objectives about —Safe
How is it however that with the best of intentions from our end we plan to measure and monitor?

How do we effectively monitor?

We |ive in a complex environment where ship de
port state control interpretations, flag administration and legal framework are continuously changing.

In this environment our challenge is to: mitigate risks; maintain a safe working place; and provide



opportunities for our seafarers® devel opment

Without good record keeping and the use of information technology to help us keep track, the task to
navigate in this complexity becomes almost impossible.

It goes without saying of course that we cannot monitor or measure anything at the first place unless we
have clearly defined it. We know what ingredients make up Competence:

Knowledge, Skills, Experience and Attitudes.

Competence covers all aspects of workplace performance of different tasks from Watchkeeping to
maintenance, ability to respond to contingencies, dealing with the responsibilities of the workplace
(including of course working with others).

Competence requirements in the STCW context are quite generic rather than specific and as such they leave
room for different interpretations.

Because there are no rules that can satisfy all or recipes to suit every need, | will outline today our approach
in the hope that a shared experience may contribute in developing new ideas.

As mentioned before we took advantage of available new technologies to draft a roadmap for employment
and career development. This roadmap whereas job skills can be demonstrated and recorded, takes into
account the STCW minimum certification and competence requirements for each rank per ship type and in
addition contains company-specific needs along with guidance for onboard job learning and assessment.

Knowledge and skills gap

Once an inventory of important competencies is finalized we come to decide how actual skills and
knowledge can be verified as well as the timeframe for closing the gap between existing and required.

We have adopted a three-tier inventory comprising Functions, Competence Units and Elements of
Competence .A unit of competency is a stand alone task. When several tasks are grouped together they form
a job.

Performance Criteria

To achieve competence means that you can do the task safely, without direct supervision. For every listed
element of competence it is absolutely necessary that we provide detailed guidance through a set of outlined
performance criteria.

On a case by case basis thisguidance should make direct and prec

STCW, the Code of Safe Working Practices etc.

Unless we do this, for every vaguely described requirement we will inevitably get different interpretations
by different individuals. Then of course all our intentions and efforts to improve consistency and standardize
assessments onboard will consequently go down the drain.

This approach actually encompasses the very essence of dissociating between certification and
competence.

One of the direct benefits is that assessment and training are provided to an agreed standard. High levels of
consistency are introduced and we can easily focus on identified weaknesses of specific individuals rather

than waste company f undseryanaidthepamorgmk tetédkecoutsds tihreg may n

well not need.
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Through the developed reporting system we can tell at a glance so we can take corrective action:
Who has not been assessed;

What parts of the promotion criteria are being satisfied and therefore what parts are not yet;

Who has not undergone training;
Whose familiarization with a certain task is lagging behind;

Who is suitable for deployment on specific ship types.

The essence of this system is the collection of objectiveandrel i abl e evi dence about
to do the job safely and the making of consistently objective decisions about his career progress in the
company.

To ensure objectivity we do not rely i n uetsheps per
or different assessors making appraisals for the same job.

These opinions we verify against past evaluation reports made by superintendents or other evidence coming
from performance during training courses, tests etc..

The verification of competencies is recorded in individual electronic training record books and the updated
data is submitted through a central server to and from the ship to the office and vice versa at agreed intervals
as well as during sign on and sign offs.

Every time a seafarer disembarks, his electronic Training Record Book is submitted to the central server, is
updated and made available to company managers On-Line where it can be accessed and reviewed.

The next time he joins another company ship, the same updated TRB is submitted onboard and made
available to the Ship‘s Master and/ or Chief Eng

The company management has On Line access to individual training record books.

In this way one is able to monitor the progress of individual seafarers, the volume of training conducted
onboard specific ships for specific periods as well as the pace at which progress is made and recorded.

Being able to access these records On-Line means that there is no need to send messages or attachments
back and forth but the information is available and accessible real-time in offices at very distant locations.

Of course by Onboard Training we do not necessarily mean the watching of a CBT and afterwards taking a
test of some kind although this may be part of it.

The term is about primarily recording On The Job conducted training by the seniors to the juniors while a
passage plan is designed and executed or a specific machinery or equipment being overhauled and its
maintenance supervised with the supervisor taking the active role of trainer and appraiser of his staff.

That, briefly concludes the description of the way we have decided to manage these competence-related
pieces of information.

| want to close by saying this:
Mistakes are part of human experience

They say, an early description of humamor is Adam's eating the apple in the Garden of Eden. Having
committed the error, Adam, like his presdaly descendants, knew he had to find a scapedoat.

For a number of reasons, that we cannot analyze today, the tide of public opinion is running against our
industry. It is not that we have not contributed a lot in the development of our negative image. No.



As if this was not enough though, Shipping, like many aspects of life and human activity is subject to
irrational public perceptions and these perceptions very often guide government decisions.

We have apparently entered an era where very often perceptions rather than facts guide public policy.

So, let us not forget this: The finger will always point at our industry. Like Eve, we are a very suitable and
convenient scapegoat.

I have only one thing to suggest: Let us all try and turn our business into a proactive workplace where we
learn from the mistakes of others and get ahead of things rather than every time having to follow what policy
makers dictate upon us.

Inséré le 9 Septembre 2008 Historiek Enlevé le 9 Octobre 2008

The Baltic exchange

History - The early years

In 1744 the owners of a coffee house in Threadneedle Street in London changed its name from the Virginia
and Maryland to Virginia and Baltick to reflect the trade of the regulars who met there to make arrangements
and draw up agreements for the transportation of goods by sailing ship. Just as the opening of Edward
Lloyd's coffee house in Tower Street was the birth of Lloyd's of London, so the opening of the Virginia and
Baltick Coffee House can be said to be the birth of the Baltic Exchange.

The coffee house of 1744 was an open house with no members, but the common interest was in the trade of
tallows, oils, flax, hemp and seeds from the Baltic states.

As Europe's population grew rapidly throughout the 18th and 19th centuries and London became the
commercial heart of the expanding British Empire, so began the growth of the shipping industry centred
around the Virginia and Baltick.

The informal arrangements of the original coffee house were not robust enough to deal with the wild
speculations in commodities so prevalent at the time and in 1823 a committee was formed with the power to
formulate rules and regulations for the admission of members. 23 merchants, tallow chandlers, soap makers
and brokers closed ranks.

The committee decided that one room - the Subscription Room - would be open only to those willing to pay
for the privilege and the number of subscribers limited to three hundred. The framework had been laid for
what would one day become the Baltic Exchange, the most important market for shipping in the world.

The Subscription Room opened on 1 May 1823 and within the first few weeks subscribers had introduced
visitors from Paris, Stockholm, St Petersburg, Marseilles, Amsterdam, the Canaries, Sydney, Antwerp,
Gibraltar, Madrid, Hamburg, Madeira and Jamaica. The Baltic was off to a good international start.

Rules and regulations of the Baltic house agreed to at a General Meeting of the Subscribers held on Tuesday
22 April 1823, AH Thompson, Esqr., in the Chair.



First
That the name of the establishment to be the Baltic Coffee House
Second

That the number of subscribers do not exceed three hundred (reckoning firms as single subscribers) without
the consent of a general meeting and further that the number of subscriptions from the Stock Exchange do
not exceed Six.

Third

That new subscribers are to be admitted only on the recommendation of six subscribers, which
recommendation is to be approved by the Committee.

Fourth

That the subscription be as follows, viz.: Four guineas per annum for an individual, six guineas for firms
consisting of two persons, eight guineas for firms consisting of more than two persons (partners not resident
in London or the neighbourhood not to be counted as belonging to firms), and that the allowance for the
waiter shall be one guinea per annum for individuals and in the same proportion for firms, viz., one guinea
and a half per annum for firms of two persons, two guineas per annum for firms of more than two persons,
and that no additional renumeration be given to the waiters in the room, and that there be at least four
waiters provided.

Fifth

That the room be opened on the first day of May, 1823, and that the subscriptions be paid for one year in
advance - within one month of that time.

Sixth

That a dining and a sale room be provided for the accommodation of the subscribers and the public, and that
wine, tea, coffee, chocolate and sandwiches be furnished in the coffee room.

Seventh

That gentlemen out of business, and resident more than 20 miles from London, or in business and resident
more than 50 miles from London, be admitted on introduction by a member of the Committee who shall
write the name of the visitor and his place of abode in a book to be kept for that purpose and who must re-
insert the name every week.

Eighth
That there be only one door for admission.
Ninth

That the Committee shall call a general meeting of the subscribers on a requisistion being presented to them
stating the object for which the meeting is to be called, and signed by at least 50 subscribers, but the
Committee to have at all times the power of calling general meetings.



Tenth

That a meeting of the Committee be held on the first and third Tuesday in every month at two o'clock
precisely, and that five members of the Committee form a quorum.

Eleventh

That a book is to be kept by the Secretary in which is to be entered the rules and regulations of the
establishment - together with the names of the Committee and subscribers

History - The Greek connection

A committee meeting was held on 23 February 1854 which saw the first appearance of a noteworthy
member - Panita Ralli - a member of a Greek family of corn merchants and bankers, beginning a long and
mutually beneficial relationship between the Baltic and Greek members.

In 1873 the first list of Baltic members was produced containing 1,164 names including five londeses, six
Mavrogordatoses, eleven Rallis, four Rodoacachis, six Schilizzis and five Ziffos - a contingent of Greeks
whose contribution to world shipping had long been centred on Britain as it still is today

History - 1846-1873

The repealing of the Corn Laws in 1846 resulted in the wholesale
importation of foreign wheat. The numbers of shipowners and brokers
rose to meet this need and the Baltic suddenly required more space.

A%ﬁ? 1§?-,.f c;’a‘f' A company - the Baltic Company Ltd - was formed to purchase a new
g ” W and larger premises and in 1857 South Sea House on Threadneedle
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Street was acquired. A full time secretary, William Oxley, was
appointed to the company and by 1859 membership of the Baltic grew
to 737. 1859 was also the year in which a telegraph office was
established at South Sea House enabling faster and more frequent
communication around the world. Ten years later the Suez Canal was
opened, heralding a new era for commerce and shipping.

However, the increasing size of trade and the required growth in ship
tonnage led to a very contemporary problem - the raising of capital to
finance new shipbuilding. At that time shipbrokers owned and
managed steamers raising the cash for them from friends and clients.
However, this meant unlimited liability. The advent of the concept of limited liability meant that large
numbers of people began to invest in shipping on speculative basis.

The first Baltic posting

It was during this period that the first incident of blackballing was recorded, a process which still exists
today under the Baltic's "postings"” service which ensures that the high ethics encapsulated in the Baltic
motto "Our Word Our Bond" are maintained.



WR Arbuthnot & Co complained that Baltic member William Kern had left a parcel of linseed oil in their
hands for acceptance by 11.20 am at the commercial sales room. The clerk was there on time, waited for 5
minutes, and then went over to Kern's office to see if he could locate him before returning to the Baltic. He
met Kern coming in by the back entrance, but Kern informed him that he could no longer have the linseed
oil as he was too late. Arbuthnot argued that as the fault was not theirs, they should not be penalised and
suggested arbitration as a means of settling the dispute.

Kern at first refused, but relented after Arbuthnot threatened to refer the case to the Baltic. After the
arbitration went against him he refused to abide by it. Arbuthnot complained by highlighting a fundamental
aspect of business:

"t i's important t hat a broker's wor dshogldchnotibé

allowed to escape with impunity for such gross breach of faith."

And he was not. Kern accepted the judgement. An important article of faith had been established

History - 1873 - 1914

The late 19th century was a period of unparalleled prosperity for Great Britain. It controlled nearly a third of

all global industrial output, with its nearest rival the USA lagging far behind. Britain's trade was worth
double that of France and the amount of shipping organised by members of the Baltic was proportionately
enormous. It was around this period that the telephone made its first appearance and the Edison Telephone
Company which first installed telephones at the Baltic. By 1881 calls to and from South Sea House
numbered 200 a day.

As membership of the Baltic grew arguments broke out between the shareholders and the members as to the
quality and quantity of services provided and a rival organisation - the London Shipping Exchange - opened
at 19 Billiter Street in March 1892. Two leading Baltic members joined its board of directors and by 1896
boasted around 1,600 members. However, the Baltic at South Sea House still maintained its pre-eminence
which the London Shipping Exchange was desperate to emulate. Two competing exchanges with a shared
membership was clearly not in the best interests of the market and by 1898 moves began to merge the two
institutions. The lease on South Sea House was due to run out in 1900 and the City of London Exchange
Company was formed to purchase a new site and create a new exchange in Jeffrey Square (how St Mary
Axe) and in 1900 a new company - the Baltic Mercantile and Shipping Exchange Limited - was
incorporated.

By 1902 the London Shipping Exchange, the Baltic Company Ltd and the City of London Exchange
Syndicate Ltd merged and moved to the grand new building built in St Mary Axe following a short spell at
the Great Eastern Hotel at Liverpool Street.

St Mary Axe building

The 1903 Baltic Exchange was one of the City's grandest trading halls. The building was designed by T. H.
Smith and W. Wimble and saw trading on a daily basis. Shipbrokers, owners and charterers representatives
would gather to share information and to physically transact the deals. Up until 1920s the Baltic was



primarily a grain exchange with up to 250,000 tonnes of grain bought and sold on its trading floor everyday.

By attending the Baltic the brokers not only learnt what the shippers were offering - the types of grain and
the periods of shipment, but also obtained concessions on price and terms which neither buyer nor seller
could manage if they met face to face. In the course of a series of conversations on the trading floor, a
chartering clerk obtained a firm offer of a vessel and a firm bid for the carriage of the cargo much more
easily and swiftly than was possible by telephone, telegram or letter.

The heads of all the firms, big and small, walked the trading floor every day and stayed for lunch. Amid the
hustle and bustle, brokers would queue for the telephones and strain to make themselves heard above the din
of business chatter.

History - 1914-1945

The First World War created huge difficulties for an international institution like the Baltic Exchange with
its German and Austro-Hungarian members and their clerks banned. 62 Baltic members lost their lives in the
war and their sacrifice was commemorated on marble panels unveiled in 1920, to which were added five
stained-glass windows as a war memorial in 1922. These windows can now be found at the National
Maritime Museum in Greenwich.

The return to peacetime conditions saw the role of the Baltic shifting. The decline of the British Empire and
Britain's position on the global stage was reflected by a crisis of confidence at the Baltic Exchange.
Members began to ask whether a broker was necessary and a series of conferences with grain merchants,
millers and seed crushers and oilseed brokers was called.

By the end of the 1920s not only ships, but also aeroplanes were being chartered to carry goods. In February
1929 S Instone & Company issued Britain's first charter-party. 1929 also saw the introduction of the London
Corn Trade Association's futures market at St Mary Axe.

Trade at the Baltic was however declining as the Wall Street Crash of 1929 led to a global economic crisis.
Trade patterns altered as governments implemented protectionist policies in the face of the Depression
sweeping the industrial world. The earnings of those engaged in shipping slumped as international trade
declined and the number of Baltic members dropped.

By 1935 the days of the Baltic as a commodity market were over as the Baltic became a freight market. The
brokers had ceased to depend solely on the British merchant navy for their business and fixed cargoes of all
nationalities, and from ports in one part of the world to another without touching the British Isles.

1939 saw the outbreak of the Second World War and the government introduced the Ministry of Shipping to
organise the chartering of ships and cutting out the Baltic brokers.

After a few weeks of war, Britain began to run short of wheat imports and the government abandoned the
system and introduced the direct acquisition of ships. The ministry would instruct the owners to carry certain
cargoes and follow certain routes and all chartering was on a time charter basis. The Baltic was forced to
suspend its operations and was not back in business until September 1945. The Minsitry of Shipping still
retained full control of the direction of voyages, but shipowners and their brokers could arrange chartering
and conclude fixtures.



HISTORY - 1949-TODAY

In 1949 the Baltic became world's first air freight exchange and the Baltic Airbrokers Association was
formed. It was however not until 1952 that the government relaxed its control of the commodity and

shipping markets. Membership of the Baltic rose again and the exchange expanded, building an annexe to
house the secretariat and offices for tenants. Sir Winston Churchill laid the foundation stone in 1955 and in
1956 Queen Elizabeth Il formally opened the extension.

In May 1971 there was a radical redrafting of the rules for membership. It was stipulated that a company
seeking membership must satisfy the board that it had a reasonably large capital. Most of the members by
this stage were limited companies who nominated individuals to represent them on the Baltic's trading floor.

Through the 1970s and 1980s the communications revolution gathered pace. First the telex machine, then
faxes, cheap international calls, mobile phones, e-mail and the internet made face to face meetings on the
trading floor increasingly redundant. The number of sessions held declined as shipbrokers increasingly
stayed in their offices.

Freight futures

In 1985 the world's first freight futures market was launched allowing owners and charterers the ability to
protect themselves from fluctuating freight rates. The Baltic International Freight Futures Exchange
(BIFFEX) opened for business on the trading floor.

However, the most important part of the operation was the production of the Baltic Freight Index. Produced
by a panel of shipbrokers around the world giving their assessment of the market value of a basketful of dry
cargo routes.

Today the Baltic produces more than 40 daily route assessments, a sale and purchase index, forward prices,
fixture lists and market reports.

The Baltic was no stranger to futures markets having hosued a coarse grain futures market of one description
or another since 1929. Main crop potatoes, pig meat, live cattle, soya meal and early potatoes markets were
sited on its trading floor in the 1970s and 1980s.

The Financial Services Act in 1988 brought this all to an end forcing all of the "Baltic" futures markets to
unite under the banner of the Baltic Futures Association and re-sited at the London Commodity Exchange.
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Hoe shepen veilig getijhoogteverschillen kunnen overbruggen: de
zeesluis  Deel 1

door Bjorn van de Walle & Tom De Mulder avec tous mes remerciements a la revue « Grote Rede » du site www.vliz.be (
Informatieblad door het Vlaams Institut voor de Zee).

Nee, een zeesluis is geen vies beestje dat de haarbos van zeevarenden teistert, maar een constructie die alom
bekend is en schepen in staat stelt om veilig de tijverschillen tussen zee of haven en de achterliggende
binnenwateren te overbruggen. Zeesluizen en binnenvaartsluizen horen thuis in de grotere familie van de
schutsluizen of _sassen’ vaartdbe testaan boogteverschillenntugsenzveed 0
waterlichamen te trotseren. Omdat een schip nooit een enkele waterkering kan passeren, bestaan
schutsluizen wuit t wee waterkeringen met daartu
dubbele constructiekaneen s chi p i n twee bewegingen het peilywv
de baas. Ze bestaan in maten en gewichten en zijn vaak ingenieus gebouwd. Meer nog, de Vlaamse
knowhow speelt in deze een toonaangevende rol!

Zeasluizen, zoals hier da Piarre Van Dammesivis in Zeebrugge, siellen schepen in soa
om ‘mn'.’g genjvarschillan tussen de zee of haver an da srr’:mn‘.gg,nn:‘m sinnsnwoteran fo

o iy g () Ip1]
overtruggen (MO)

Schutsluizen in maten en gewichten

Een schutsluis is eigenlijk een soort lift voor schepen. Ze bestaat uit een sluiskolk, die een waterstand heeft
die varieert tussen de peilen van de twee wateren aan beide zijden van de schutsluis. De bestaande
schutsluizen kunnen ingedeeld worden in twee grote groepen: zee(vaart)sluizen en binnenvaartsluizen. De
naam zegt het zelf: zeesluizen zijn sluizen die aansluiting geven van de zee of van een tijrivier zoals de
Schelde op een niet-tijgebonden rivier, kanaal of havendok. Binnenvaartsluizen scheiden twee
binnenwateren.

Wanneer het schip van een hoger naar een lager gelegen waterpeil wordt overgebracht, spreekt men van
_afschutten®

I n het omgekeerde geval gebrui kt men de term _o

Havens zijn meestal gelegen achter een schutsluis. Immers, zo blijft het havenwater gevrijwaard van grotere
golven en van getijdewerking. Soms kan men er toch voor kiezen om een haven uit te bouwen voér een



sluis, een zogenaamde tijgebonden haven. De reden hiervoor is dat het passeren van een sluis een aanzienlijk
tijdsverlies betekent voor een schip. Voorbeelden van tijgebonden havengebieden zijn de voorhavens van
Zeebrugge en Oostende en het Deurganckdok in de haven van Antwerpen. Toch zijn er heel wat nadelen aan
een tijgebonden haven. Zo beweegt het schip mee met het getij en dient de laad- en losinfrastructuur daaraan
aangepast te worden. Bovendien zal het schip bij gure weersom standigheden ook in de golfwerking niet stil
liggen. Dit kan het laden en lossen sterk bemoeilijken. Daarom is het voor sommige schepen gunstiger
afgemeerd te liggen in een beschutte haven, achter een sluis waar het waterpeil kan geregeld worden en, nog
belangrijker, constant kan worden gehouden.

sluis sluis
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Woerking van een schutsluis. Veor de verkloring: zie tekst hieronder (BY)

Werking van een schutsluis

Bovenstaande figuur illustreert de werking van een sluis. Veronderstel dat een schip vanop zee een beschutte
haven wil binnenvaren. Op zee is het hoog water en het waterpeil in de sluiskolk staat gelijk aan het
waterniveau op zee.

1 Wanneer het schip de sluis nadert worden de sluisdeuren aan de zeezijde (d.i. het benedenhoofd) geopend.
2 Het schip vaart de sluiskolk binnen, al dan niet onder begeleiding van sleepboten.
3 Wanneer het schip in de sluiskolk ligt worden de deuren in het benedenhoofd gesloten.

4 Vervolgens wordt de sluiskolk in verbinding gesteld met het havendok achter de sluis. Een hoeveelheid
water, dzeet tk smlgk ongenoemd, stroomt ui t de s
communicerende vaten zal het ledigen van de sluiskolk stoppen wanneer het water aan beide zijden van de
deur in het bovenhoofd op hetzelfde niveau staat.

5 De deur in het bovenhoofd wordt geopend.

6 Het schip vaart het havendok binnen.



Wanneer het laag water is op zee wordt in stap (4) de sluiskolk gevuld i.p.v. geledigd met water uit het
havendok.
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De punt von de "V’ waarin de punideuren geploatst worden wifst steeds noar de hoogste

waterstand. Bij hoog water op zee gebruikt men de vioedd! De abd worden

fia het Visseriidok te Onstande verbindt ma v, is uitgarust met o‘pgebovgm in de deumnissen. Bif laog water op zee gebruiki men de ebdauren en worden de
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unidéuren. Door deze sluis is de achterliggende v
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Sluisdeuren zwaaien, rollen of heffen

Een sluiskolk is eigenlijk niets meer dan een grote kuip, gevuld met water, die aan beide zijden afgesloten

wor dt door t wee beweegbare wat er kgenrsituergn gich:in del e
_Ssluishoofden®. Bij zeesluizen spreekt men oOVe|
kant ligt en over het bovenhoofd als het sluishoofd zich aan de niet-tijgebonden kant bevindt. Er bestaan
verschillende deurtypes. De drie voornaamste types zijn: zwaaideuren, roldeuren en hefdeuren. Bij kleinere
sluizen komen zwaaideuren het meeste voor.

Onder de zwaaideuren zijn de puntdeuren (uit hout of staal) het meest in trek.

Het openen en sluiten van dergelijke sluisdeuren is te vergelijken met het open— en dichtzwaaien van een
hekken. In geopende stand verdwijnen de deuren in een deurnis. In gesloten stand vormt elk deurenpaar een
_V'. Daar bij steunen de deuren ener zi jiskokk. Dopgont e | k
van de _V' wi j st st ee deskanmeawnaterdruld worddm beoutjos tdeedeuranantare r s
elkaar toe te drukken. Het water duwt de deuren (water)dicht en de druk wordt afgedragen naar de zijkanten

van de sluiskolk. Bij zeesluizen worden puntdeuren altijd dubbel uitgevoerd. Een zeesluis telt vier paar
deuren: twee paar vloeddeuren en twee paar ebdeuren. Bij hoog water gebruikt men de vloeddeuren, bij
laagwater de ebdeuren.

De punt van de _V' d i e rhdogsts waterstaddszoday de watedrakt kan tva@denz i |
afgedragen.

Een tweede type sluisdeuren zijn roldeuren. Ze kunnen worden vergeleken met grote schuifpoorten die op

rails lopen of bovenaan opgehangen zijn aan een rail. Deuren van het zogenaamde kruiwagentype (cfr. de
Pierre Vandammesl uis te Zeebrugge), hebben zowe
beneden (waarop de deur steunt). Wanneer de deuren moeten worden geopend, worden deze opzij gerold in

een daarvoor voorziene deurkamer. Ook bij roldeuren heb je vier deuren, één paar aan het bovenhoofd en

één paar aan het benedenhoofd. Dit is niet om het water in twee richtingen te kunnen keren want een roldeur

kan dit sowieso, maar om redenen van bedrijfszekerheid. Wanneer de ene deur niet kan gebruikt worden, bv.

na beschadiging of door herstellings- of onderhoudswerken, gebruikt men de andere deur.



De roldeuren in de Van Dammesluis zijn gigantische constructies: elke deur is 58,6 m lang, 10,9 m breed en
24,3 m hoog! Veel is daar echter niet van te zien. De deuren bevin den zich grotendeels onder water. De
stalen roldeuren zijn erg zwaar. Zo weegt één deur van de Van Dammesluis ca. 2000 ton.

Het volle gewicht van een deur laten rusten op de rails onderaan de deur zou een bijzonder zware belasting
en slijtage betekenen. Daarom brengt men in roldeuren luchtkisten aan. Deze waterdichte met lucht gevulde
kamers zorgen, eens ze zich onder het laagste waterniveau bevinden, dankzij de Archimedeskracht voor een
ontlasting van de rails.

Hefdeuren zijn een derde type afsluitconstructies aangewend bij sluizen. Ze worden uit het water geheven
wanneer de sluis dient geopend te worden. Ze hangen a.h.w. als een soort van zwaard van Damocles boven
het binnen- of buitenvarend schip. De doorvaarhoogte is beperkt en daardoor zijn hefdeuren niet geschikt om
bij een zeesluis gebruikt te worden. Zeesluizen moeten immers toegankelijk zijn voor grote, hoog boven het
water uittorende zeeschepen. Er bestaan ook sluizen waarbij de deur wegzinkt in de bodem (bijvoorbeeld de
opwaartse deur van de sluis te Zemst op het Zeekanaal BrusselSchelde).

Op da zwartwit beeldan is fo zian hoc a'n 'uldnur van de Van Dammasiis vietend wordf -€

Hoe vul je een (zee)sluis? corgevoard an nde deukoner gep Metoalichren). e Lleurbesd lcon

aen ockale weergave van de werkmg von de roldsur fefr, horizontos), deels naar rechfs
aeschovan volume oo de voararond IMD)

Het vullen of ledigen van een sluiskolk -me n z e gt o0 ok w-ekén gebeardn vigopeningen inl e r
de deuren, via korte omloopriolen of via langsriolen met zijspruiten in de wanden of in de bodem van de
sluiskolk.

Niet te traag, niet te snel

Openingen in de deuren bevinden zich bijna altijd volledig onder water. Wanneer he water via de openingen
in de sluiskolk stroomt, verplaatst een grote massa water zich van de ene kant van de sluis naar de andere
kant. Dit gaat gepaard met een zogenaamde translatiegolf die botst op de tegenoverliggende deur. Het
uiteindelijk resultaat is een schommelende watermassa in de sluiskolk, vergelijkbaar met het klotsen van het
water wanneer je te snel in een ligbad glijdt. De schepen in de sluiskolk ondervinden heel wat hinder van



deze golfbeweging. De trossen waarmee deze schepen zijn vastgemaakt op de kaai hebben grote krachten te
verduren. Het knappen van één of meerdere van deze trossen kan tot gevaarlijke situaties leiden. Bij het
hydraulisch ontwerp van een nivelleersysteem dient dus niet alleen gezorgd te worden dat de nivelleertijd
minimaal is (zodat het oponthoud voor de schepen tijdens het schutten beperkt wordt). Ook dienen de
troskrachten onder een bepaalde drempelwaarde te blijven zodat de nivellering voldoende rustig verloopt
voor de in de kolk aangemeerde schepen. Er moet met andere woorden bij het ontwerp een compromis
gezocht worden.

In elk van de roldeuren van de Van Dammesluis (Zeebrugge) zijn vijf openingen aangebracht. Deze
openingen hebben een diameter van 1,8 m. Elke opening kan het water aan de ene kant van de deur ofwel
afsluiten van, ofwel verbinden met het water aan de andere kant van de deur. Dit gebeurt door het sluiten,
resp. openen van een vlinderklep. Het vullen van de sluis bij hoog of bij laag water duurt al snel minstens
een half uur.

Om de grote schommelingen in de krachttnopde trossen zo klein mogel ]
van het water in de sluis tegen te gaan, wordt het openen geleidelijk gedaan volgens een vooraf bepaalde
_openingswet ‘. I n het begin verl oopt h eDe totalep e n

openingstijd van de openingen kan al gauw enkele minuten bedragen.
Water injecteren kan op verschillende manieren

Bij een vulsysteem met korte omloopriolen wordt het water niet door de deuren maar rond de deuren geleid
In elk sluishoofd wordt aan beide zijden van de kolk een omloopriool uitgespaard. Door het openen van
schuiven in de omloopriolen, komt het water net achter de deuren de sluiskolk binnen en veroorzaakt ook
hier weer een stroming van water van de ene kant van de sluiskolk naar de andere kant.

Om bij sluizen met een groot verval en een gr
verwezenlijken, gebruikt men langsriolen met zijspruiten. Hierbij worden de spruitmonden verdeeld over de
volledige lengte van de sluiskolk en niet in of net achter de deur. De spruitmonden bevinden zich in de
zijwanden van de sluiskolk, helemaal tegen de bodem. De riolen en de spruiten moeten goed
gedimensioneerd worden om een gelijkmatige debietsverdeling over de kolklengte (en dus lage troskrachten)

te bekomen.

Bij sluizen met een nog groter verval bevinden de spruitmonden zich niet in de zijwanden, maar in de bodem
van de sluiskolk. Bij dergelijke sluizen zijn er dus niet alleen langsriolen in de kolkwanden maar ook
bodemriolen onder de sluisvloer.

Bij het vullen spuit het water door de openingen omhoog, tegen de zwaartekracht in en verliest op deze
manier haar energie, net zoals bij een tuinslang die je vertikaal omhoog houdt. Ook de bestaande sluizen op
het Panamakanaal hanteren een dergelijk nivelleersysteem.

Voor de t oekamsatmage s-4pad sztenll opteerde men i n f
zijspruiten en met dubbel uitgevoerde langsriolen. Hierbij zorgt de ene riool voor een centrale voeding van
de tweede riool, en kunnen de zijspruiten van deze laatste de kolk zo gelijkmatig mogelijk vullen.
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W Op het planzicht van de Berendrechtsluis
zijn korte omloopriolen (blauw) met verticale
hefschuiven (rood) te zien die net achter de -
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Waar het water halen?

Het water dat men nodig heeft om een sluiskolk te vullen moet érgens vandaan komen. Aangezien water nog
steeds niet vanzelf naar boven stroomt, gebruikt men water van een hoger gelegen pand of reservoir om de
sluiskolk te vullen.

Dit hoger gelegen pand verliest dus water. Wanneer veel schepen geschut moeten worden, kan het hoger
gelegen pand zonder de nodige watertoevoer in extremis droog komen te staan.

In het Mercatordok in Oostende bijvoorbeeld, dat niet gevoed wordt vanuit het achterland, heeft men
hiervoor een oplossing bedacht.

mx’ rifye

! Op het planzicht van de Berendrechisluis
zijn korte omlocpriolen (blauw) met verticale
hefschuiven (rood) te zien die net achter de
sluisdeuren (grijs} in de sluiskolk vitmonden,
Aan één zijc?o van de sluiskolk zijn deurnissen

bracht. De riolen aan die zijde van
3.&1:0": zijn langer dan die aan de tegen-
ovorhggondo zijde (W1)

Bi j een schutbeweging van hoog water op zee ne
sluiskolk dit water gebruiken om het Mercatordok bij te vullen. Op deze manier bouwt men een reserve aan

water op dat kan worden gebruikt bij schutbewegingen van _gemi ddel d° dokpei
kan schepen schutten in de sluis totdat een waterpeil van +3,20 m bereikt wordt in het dok. Lager dan dit
waterpeil kan en mag men niet gaan omdat het Mercatorschip anders met de kiel op de bodem van het dok

zou komen te liggen en de elektrische bedrading van de pontons een te grote spanning zouden ondergaan.

Meer water in het dok steken bij hoog water kan ook niet omdat de kelders van de basculebruggen (moderne
versie van ophaalbrug) anders onder water komen te staan. Deze kelders bevatten het tegengewicht van het
op te halen brugelement.



W Sluizen zijn ontworpen voor bepaalde scheepslypes of om bepcalde combinaties van
schepen in één keer fe kunnen schutten. De fechniek staat echter niet stil en schepen worden
steeds grofer. In bovenstaande foto is hef confainerschip Ever Racer fe zien fterwijl het in de
Miraflores sluis (Panomakanaal) geschut word!. De afstand fussen de romp van het schip en de
wanden van de sluiskolk bedraagt aan weerszijden slechts 60 cm! Het grootst mogelijke
containerschip dat in de bestaande sluizen van hef Panamakanaal past, wordt een “panamax”
genoemd. Hef kan ongeveer 4500 iwintig-voetconfainers (20 Engelse voet komt overeen met
een lengte van ca. 6 m) vervoeren, (T. De Mulder|

Bijkomend probkem bij zeesluizen: de scheiding van zout en zoet

Zeesluizen scheiden twee soorten water: zout zeewater en zoet rivierwater. Wanneer zout en zoet water met
elkaar in aanraking komen ontstaat brak water. Vermits zout en brak water de landerijen en akkers onvrucht-
baar maken, en ook minder geschikt zijn voor de industrie, is het af te raden dit soort water ver in het
achterland te laten doordringen.

Men kan echter ni et voll edig vermijden dat zou
winters thuis de voordeur opent kan men ook niet verhinderen dat er een zekere hoeveelheid warme lucht
naar buiten verdwijnt en dat er koude lucht
binnendringt. Om de hoeveelheid binnendringend zoutwater te minimaliseren, heeft men - met wisselend
succes - een aantal oplossingen bedacht.

Wat is het probleem?
Wanneer een sluisdeur geopend wordt en zout water in contact komt met zoet water, ontstaan er
zogenaamde _densiteitsstrominge nviak schiBft jet zoate watero g e

onder het zoete water. Zout water is immers zwaarder

dan zoet water (1 m3 zout water: ca.1025 kg, 1 m3 zoet water ca. 1000 kg). Het optreden van deze
densiteitsstromingen maakt het moeilijk om een schip veilig de sluiskolk in te loodsen, en kan ook
aanleiding geven tot extra krachten op de in de kolk aangemeerde schepen. Oplossing zou je denken, is toch
gewoon de uitwisseling van zout en zoet water te beperken door de sluisdeuren zo kort mogelijk open te
houden?



Over troggen en luchtbellengordijnen

Helaas is een korte openingstijd van de sluisdeuren in praktijk niet altijd mogelijk vanwege de trafiek die de
sluis te verwerken heeft. Dan kunnen (kleine) constructieve ingrepen een oplossing bieden. Men kan
bijvoorbeeld een trog voorzien aan het bovenhoofd. Een trog is een lokale verdieping in de vloer buiten de
sluiskolk waarin het zwaardere zoute zeewater kan wegzinken t.v.v. het zoete water. Dit zoute zeewater kan
nadien weggepompt (of gravitair gespuid) worden. Bij de Zandvlietsluis werd een dergelijke trog voorzien,
die tegenwoordig eerder dienst doet als slibvang dan als zoutwatervang.

Bij andere sluizen is in de sluiskolk t.h.v. het benedenhoofd een luchtbellengordijn aangebracht. Dit gebeurt
middels een geperforeerde rubberen slang aangebracht op de bodem van de sluiskolk. Door de slang wordt
lucht gejaagd die opborrelt en helpt het zout van het zoet water te scheiden. De sluizen die gebouwd zijn
tijdens de Deltawerken in Nederland maken gebruik van een ingenieus vulsysteem dat voortbouwt op het
principe dat zout water zwaarder is dan zoet water (meer informatie en animaties: www.deltawerken.com).
Door het gecontroleerd weg- of inpompen van zoet of zout water kan men de wateruitwisseling tot een
minimum beperken. Het in- of wegpompen van zout water gebeurt immers aan de onderzijde van de sluis
waar het zout water door een geperforeerde bodem wegzinkt in een kelder onder de sluiskolk. Het
zoetwatertransport gebeurt dan weer via openingen die in de zijwanden van de sluis zijn aangebracht op een
bepaalde hoogte. Het is onvermijdelijk dat kleine hoeveelheden zoet water in zee terecht komen, maar in
theorie zou er geen druppel zout water in het zoete water mogen belanden.

Grootste zeesluis ter wereld is Vlaams

Geloof het of niet, maar de grootste sluis ter wereld is de Berendrechtsluis in de Antwerpse haven! De sluis

heeft een lengte van zo maar eventjes 500 m en een breedte van 68 m (zie tabel). Deze sluis is uitgerust met
rol deuren. Bij een vervaltivwagn 3 70. 060r amagtdi de i
met het oppervlak van een voetbalveld en een hoogte van 24 m! De grootste zeesluis aan de VIaamse kust is

de Pierre Van Dammesluis in Zeebrugge (zie eerder). Ze mag dan wel even lang zijn, haar breedte is met 57

m toch iets bescheidener.

De Vlaamse knowhow internationaal gewaardeerd

De Vlaamse knowhow inzake ontwerp, bouw en exploitatie van zeesluizen wordt internationaal
gewaardeerd. VVoor de uitbreiding van het Panamakanaal worden nieuwe sluizen ontworpen die grotere
container schepen-pannzaoxgle naameege n—pmost een c avqeta c i t
containers) moeten toelaten.

Het voorontwerp van de post-panamax sluizen gebeurt sinds enige jaren door een Belgisch-Frans consortium
(Consorcio Post-Panamax, onder leiding van Technum/Oostende) dat een beroep doet op expertise bij de
Vlaamse overheid. Zo hebben experts van de afdeling Metaalstructuren meegewerkt aan het ontwerp van de
roldeuren. Het hydraulische ontwerp van het nivelleersysteem is mee uitgevoerd door experts van het
Waterbouwkundig Laboratorium (WL) te Borgerhout. Momenteel voert het WL in opdracht van de
Autoridad del Canal de Panaméa (ACP) een schaalmodelstudie (schaal 1:80) uit over het in- en uitvaren van
de toekomstige sluizen met het ontwerpschip van 12.000 twintigvoet-containers.

In opdracht van de minister van openbare werken wordt er momenteel op het WL een kenniscentrum
uitgebouwd over de hydraulische aspecten van schutsluizen.


http://www.deltawerken.com/

De bedoeling hiervan is de beschikbare kennis te beheren en ter beschikking te stellen van de Vlaamse
overheid en van Vlaamse bedrijven die betrokken zijn bij internationale projecten.

naam plaats lengte breedte drempelpell nivelleersysteem Jaar deuren

kolk kolk [mTAW.] indienst-

[m] [m) stelling
Gravensluis Nieuwpoort 45 8 0,532 schuiven in de deur 1921 houten puntdeuren
Veurnesluls Nieuwpoort 451 85 0,07 schuiven in de deur 1921 houten puntdeuren
Visserijsluis QOostende 8o 15 €. -4,9 schuiven in de deur 1930 houten puntdeuren
Mercatorsluls QOostende 55 12 €a.-2,5 schulven in de deur 1974 houten puntdeuren
Demeysluis Oostende 120 17,5 - 4,70 schuiven in de deur 1905 stalen puntdeuren
P. Vandammesluis Zeebrugge 500 57 - 15,19 viinderkleppen in de deur 1983 roldeuren
Visartsluis Zeebrugge 189 19,7 - 5,60 schulven in de deur 1907 roldeuren
Zandvlietsluis Antwerpen 500 57 -13,58 korte omlocpriolen 1967 roldeuren
Berendrechtsluls Antwerpen 500 68 - 13,58 korte omioopriolen 1989 roldeuren
Boudewijnsluis Antwerpen 360 45 -10,33 korte omlooprioten 1955 roldeuren
Van Cauwelaertsluls  Antwerpen 270 35 -9,83 langsrolen met zijsprulten 1928 roldeuren
Kallosluis Antwerpen 360 50 -12,58 korte omioopriolen 1983 roldeuren
Royerssluis Antwerpen 182,5 22 - 6,41 lange omloopriolen 1908 roldeuren
Wintamsluis Hingene 250 25 - 7,00 korte omloopriolen 1997 roldeuren

Ll

L

W Densiteitssiromingen freden op wanneer
twee watermassa’s met een verschillende
dichtheid [bijvoorbeeld zout water en zoet
water) met elkaar in contact komen.

W Oniwerp van nieuwe sluizen voor het
Panama kanaal: Schaalmodglstudie {schaal
; : i o 1:80} in het Waterbouwkundig laboratorivm
Dit geschieat bijvoorbeeld bij het openen van te Borgerhout in opdracht van de Autoridad

een sluisdeur. Bovenstoande figuren geven del Canal de Panamé. Zicht op het ontwerp-

een beeld van de ontwikkeling van een zout
watertong (blauw) nabij de bodem en een
zoeftwatertong (roze] nabij het wateropperviak
{bron: J.W. Rottman, Univ. of California,

San Diego)

schip (met een capaciteit van 12.000 twintig-
voel-containers] met instrumentatie (WL}
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Higher speed, lower cost - Iridium broadband

Iridium has released a new voice and data service that offers IP connectivity
up to 128 kbps, and is currently in negotiations to build a new $2.7 billion

satellite constellation and undertake a 2009 IPO.

The new system marks a major leap forward in capability for users of the Iridium network, with bandwidth
increasing more than tenfold over its previous products of up to 9.6 kbps, and the company is confident that
its new offering will prove popular in the maritime market, said Iridium CEO Matt Desch.

"This is probably the most significant thing we have done to our satellite constellation since it was launched
10 years ago, and represents a significant investment both in dollars and technology," he told us.

The technology that drives the new system has evolved from previous products in the Iridium portfolio since
the company was re-launched in 2001, and features new capabilities that reflect the changes in IT and
communications over that period.

"In 2002 we developed a product called the L-band transceiver, which essentially takes the phone but puts it
in a box and uses it with other devices. If you look at something like crew calling, that is the product which
is the core of it. It's still primarily voice and low-speed data."

"In 2005 we introduced a new device for short-burst data transmission, using a small modem about the size
of a pack of cards. That's our fastest growing business overall, used for tracking and other machine-to-
machine applications. We have over 35,000 in use today, that's up over 200 per cent on the previous year."

"This year we're introducing a brand new product, which is our Iridium OpenPort system. It is an IP data and
voice system for the maritime market at a revolutionary price point that will open up new markets in the
maritime sector, with 50 to 90 per cent cost reduction on installation."

While the system has only been recently launched, and will not be fully commercially available until later in
2008, Iridium says that its consultations with customers have revealed strong demand, and expects that it
may now go close to selling out of the terminals it had planned to produce this year.

"We have seen extraordinary demand for this," said Mr Desch. "We are still in the final testing phases before
introduction in the summer, but had to talk about it now because there are so many people that want the
product.”

"We're not completely sold out this year, but I can tell you that over the next few months we're going to be
ramping up to make as many as we can because we've seen the demand so high."

IP technology



The OpenPort service will feature IP connectivity services for data and three built in voice lines, with voice
and data both capable of being used simultaneously. Data services will be available in different bandwidth
packages, up to a maximum of 128 kbps.

Mr Desch notes that the company is keen to move slowly and seamlessly into this new market, upholding its
existing products and services while supplementing them with these new capabilities, rather than aiming for
a specific seachange its approach.

"In the antenna, there are no moving parts, there's an array of antenna elements that are not moveable and are
not going to require calibration or support or anything else."

The OpenPort terminal is available in a radome that measures 57cm in diameter and 23cm in height,
weighing in at 1.35kg, making it an extremely lightweight con-tender when it comes to installation.
Astonishingly, the terminal is approximately the same weight as the muchtrumpeted Apple MacBook Air -
the world's thinnest laptop computer.

"It's a non-stabilised antenna, and is virtually maintenance-free. We believe it's going to be extremely
reliable in operation and cost very little after it's installed too."

Cost

Low maintenance costs and low prices are a fundamental part of Iridium's marketing approach for this new
system. "There are a lot of vessels who maybe thought that they couldn't afford a data connectivity system
that are going to find the price point for this to be something they will find extremely attractive,” said Mr
Desch.

"We think it will also be used in a lot of refurbishments and for upgrading. It'll be used for crew calling, it'll
be used for ships' voice traffic, it'll be used for e-mail, and for all kinds of data transmission, for ships'
business and for crew interaction."”

we're talking in terms of less than $5,000
installed - there's nothing in the market ? o [ m n
place, even with new systems coming in, fﬂ ’Tld]u Open AN
that are probably even under the $10,000 L

range. It's a significant reduction."”

"We're also introducing with this product o T '

‘per megabyte' pricing. Simple, not 'per-
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minute' or any other complicated or The tridium OpenPort antenna is extremely light, weighing approximately the same as & MacBook Air aptop computer
expensive way to use it, but truly a case of you paying for what you use. We believe that those prices, and
we are talking to our customers today about them, are at least thirty per cent lower than anything else you
can get on the market in terms of usage."

The pricing is a little more complicated than you might expect from this explanation, however. The 'per-
megabyte' pricing level differs depending on the bandwidth speed contracted, and other costs are dependent
on what the company calls a 'matrix’, involving the speed, numbers of voice lines, and other agreed features.



"What we've done is try to keep it as simple as possible, but it's quite difficult to do that with a product like
this where you have a number of parameters — the number of voice minutes you want to bundle up, the
amount of megabytes you want to bundle up, and you've got the speed. You can provision any of these on
the same device."

"It'll become clearer in the market where it is, but we use the broad language that it's '50 to 90 per cent
cheaper' because pricing is confusing in the marketplace."

"If you take a top end VSAT terminal, $100,000 worth of equipment, down to Fleet 77, unsubsidised, at
$25,000, if we have a recommended retail price for Iridium OpenPort we suspect it will be around $5,000. In
terms of airtime pricing we have pitched it specifically 20 to 30 per cent below other equivalent pricing."”

Prices per megabyte will be higher on faster systems, while voice calls will be offered at rates similar to
Iridium’s current voice calling services.

"It's probably in the data where people will find the value in putting this onboard,"” said Mr Desch. "We're
still competitive on voice, but it's really the data that's the revolutionary change here."

Trials

Trials of OpenPort have now been ongoing for a number of months, in various areas of the world, to confirm
the viability of the service in different maritime conditions.

These ongoing tests have allowed the company to get a feel for how its constellation and infrastructure
would react to this new bandwidth capability.

"This is a substantial change to our satellite constellation and to our gateway infrastructure using VolIP, so
we're making sure that this will be able to do what we say it's going to do," said Mr Desch.

"We have a number of customers who are waiting anxiously to get them on their vessels."

Among these customers is UK ship management company Zodiac Maritime Agencies, which has contracted
with communications provider AND Group to install OpenPort on a fleet of 125 vessels. The first
installations have already taken place, with the fleet to be fully fitted by the end of 2008.

Technical support for this, and all other Iridium OpenPort contracts, are to be provided by US company
Sperry Marine, which has agreed to act as a global support partner for the provision of the new system.

Next

The introduction of this new service comes at a time when Iridium is also finalasing plans to upgrade its
constellation, with $2.7 billion expected to be invested in the construction and launch of 'Iridium Next', the
company's second generation satellite network.

"The current network is quite healthy through until 2014, but we've been working now for over a year
starting on the design of the next generation constellation, and want to get launching in 2013," explained Mr
Desch.

"We think the satellites will be put in operation between 2013 and 2016, that's the current plan.”



"This will be backward compatible, so all of the customers that install an OpenPort unit will find a seamless
transition from one network to the other. But we do want to provide new capabilities, so

(OpenPort)," said Mr Desch. "We see ourselves quickly grabbing
at least 10 per cent market share of that over the next two to three
years."
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"We already have a substantial position in the maritime space but
this puts us in a different category, and it's one in which there has
not been much competition of any sort. The prices of technology
demonstrate that."

Having been re-launched in 2001, Iridium is still not yet close to R S e AR

filling up this allocation, and as such is confident that customers will not have to make do with 'best effort’
connectivity rates if OpenPort is a success and experiences high usage volumes.

"Any network has an ultimate capacity, but our current network was designed to operate with about 1
million subscribers," said Mr Desch. "We now have about 235,000 subscribers. So we have bundles of extra
capacity."

"With better technology we'll also be able to use that more efficiently, so long term we're looking at maybe 4
or 5 million subscribers that our network will be able to support. We're at a fraction of the capacity of the
network, we aren't really anywhere close to using up our bandwidth."

How far the company will be able to extend its capacity, and the capabilities of the Iridium Next network, is
something that it hopes to explore over the next few years. Current plans suggest that 1 Mbps may be a
standard future offering, though the maximum limit will be determined by the satellite manufacturers and the
IT on the ground.

"In the next fifteen months we're going to find out what we can get for ($2.7 billion)," said Mr Desch.

"The specifications give us up to 1Mbps per customer. We could go beyond that, but we really think that in
the mobile satellite space, even going out into the future when we all have 5G telephones with holographic
video, that is not what the global MSS market is about.”

"We're not believers that this is ever a consumer kind of operation, we're about doing business services,
having information flowing back and forth between machines and people. 512 kbps, 740 kbps, that's a lot of
bandwidth for a lot of applications."

"WVSAT makes a lot of sense for certain applications, if you can afford a $100,000 system coming down, go
for it if it's what you really need, but it's a way price point above us. We're not trying to compete with those
guys, and | think it would be dangerous to take a network that's optimised for mobility and try and make it
so it can provide that much bandwidth. We'd need a lot of spectrum that we don't want to be using for that
purpose.” DS May 08




Inséré le 18 Septembre 2008 News Logboek Enlevé le 17 Octobre 2008

e transport et la distribution du gaz

B) ORGANISATION HETEROGENE DU TRANSPORT

Si les étapes suivent inévitablement toujours le méme schéma, force est de constater que la
chaine du GNL est marquée par autant de particu

Le secteur gazier etant fortement marqué par la « régionalisation »- accentuée notamment par les probléemes
d‘ achemirne mé nytas an mdrahéirderngtional mais desmarchés locaux du GNL, relativement
cloisonnés qui gravitent autour de trois pbles majeurs : Le Japon premier importateur mondial les Etats-

Uni s, et | * Eur ope ont chacun ad o pdrtehétamogénéith ced e
manifeste a un double niveau : au plan de la réglementation avec une intervention étatique plus ou moins
protectrice selon | es régions et au sein méme ¢

économiques protéiformes.

Aussi, les diversités nationales permettent-elles de mieux faire ressortir un modele francais.

1/ Les diversités régionales et nationales

Eu égard aux investissements colossaux nécessaires, la mise en place progressive de
l “i ndusrter ire’ agamgu ése r éaliser que grace au concc
pays et not amment en France ou IDepuidles annéat @950sle r v i
transport du gaz est un secteur stigmatisé par une grande influence étatique qui argue la notion de service

publ i c, par | e biais d‘'une réglementation dont
de | “ebfetipateier | es défaillances due ma‘rEthat
d“autoriser ou pas tell e entpragpreixseempd es ‘aeun ga g el
gazoduc. Mais, il peut s‘agir d‘une réglementat

comportement et la conduite des affaires des entreprises.

La encore, aucune géneéralisation n‘est envisage
type d‘intervention dont | e degreée varie.

En Europe occidentale, les pouvoirs publics se sont orientés vers une réglementation plutét
directive, notamment par le biais de la participation directe des états dans un projet gazier. Aux Etats-Unis
par contre, le Gouvernement fédéral et les états sont moins présents, se contentant de contréler certains
aspects de la gestion des entreprises concernées par le marché du gaz

De la méme facon, les disparités nationales se retrouvent au plan du régime de propriété des différents
maillons de la chaine GNL. Toutefois, ce sont souvent les vendeurs du gaz qui possedent les installations de
l i guéfaction, voir méme celles de production



pétroliéres internationales. Réciproquement, il est constant que le terminal de réception reste
i nvari abl ement ehetdurfingortatearsle GiNla. Larpkis grdnde vdridbisit€ réside dans la

phase du transport et il y a p |tantStiladlatte de méhamisrs i b |
appartient & une société filiale du vendeur comme en Australie ou un consortium de six compagnies
pétroliéres possedent trois des cing navires,
toutes facons, | e navire fera.tres souvent obje

Enfin, dépassant une intervention purement réglementaire les états infiltrent méme les agents
économi ques, a travers des entreprises publiqu
énergétique au service du développement économique et social » . Pour illustrer ce constat, retenons que sur
17 installations de liquéfaction dans le monde en 1991, 10 étaient totalement a capitaux publics, 5
installations controlées a 50%, contre seulement deux appartenant a des entreprises privées(USA et
Australie). Quant a umotons qued surraés h7amplantéscau Japom@ppartienaent & o n
des entreprises nationales. La méme observation peut étre faite pour les 9 terminaux européens qui, dans une
moindre mesure, appartiennent de prés ou de loin a des compagnies publiques ou a des entreprises dans
| esquel |l es | ‘ Et:6a de&rance,rEBAGAR en Espagne, BNAM ieroltalie, Distrigaz en

Bel gique, et jusqu‘a une peéeUniode récente Britis

Jusqu‘'a présent, | e mar ché e uleceptatiregazier demeuire entrefed r t ¢
mains d‘°une soci été dominante bénéficiant dune

Cependant, cette organisation de | “industrie

Un vent de libéralisme souffle sur le vieux continent, confirmantlat endance d' une dér ¢
présente. Comme | e pense | a plupart des éconon
construction d‘un marcheé intégré a | *“échelle du

2/ Un modele francais

D‘"une facon g&thiéoml ey deotrgamigazi er f
service public, est i ssue d'une | oi de nationa

Car, méme si Gaz du Sud-Ouest (GSO), la Compagnie francaise de méthane (CFM) et EIf Aquitaine
i nterviennent dans Ghzede Franeguigeptole princighluactegr.aCette enteeprise,s t
établi ssement public appartenant a | “Etat a 100
gaz et exploite la majeure partie des réseaux de transport et de distribution.

Cette situation privilégiée mais surtout, son expérience, sa maitrise totale de la chaine, et ses
innovations technologiques ont contribué a faire de GDF la référenceen matiére de GNL qui représente
25% de la consommation nationale de gaz naturel.

*Tout d°'abord GDF est un pionnier dans | a tec
| “entreprise fut | a premiere a importer des 196€
et exploitant |l a premiere usine de | iquéfaction au mo

GDF détient et exploite les deux terminaux méthaniers situés a Fos et a Montoir. Ce dernier est le premier
port méthanier Europeen pouvant accueillir des naviresde 13 0. 000 m3 et r écepti o
de m3 de GNL.

*De plus, le groupe a egalement développé son ingénierie de construction de navires gréce a



| * él aboration des techniques membranes breveté
concurrence étrangere, ce procédé de construction est fort réputé puisque la moitié de la flotte mondiale des

mét haniers y a eu recour s, de nombreux chanti
commandes étrangeres

*En outre, GDF a su créer un véritable pdle spécialisé rassemblant de multiples partenaires. Outre la
fusion entre les deux sociétés de techniques de construction devenues la GTT il y a deux filiales spécialisées
dans le GNL : D''abord une soci ét é dAZaquicktudie lesenbuvealeprojet® n s ¢
GNL aupres d‘organismes internationaux et aupr

Puis Cryogaz Technologies, groupement d‘inteéerét
terminaux méthaniers comme en Turquie et en Grece.

*Enfin, GDF exporte sa parfaite maitrise de la chaine industrielle au plan international : études pour la
réalisation de projets sur le marché asiatique (Hongkong, Thailande, Inde), construction de terminaux
d‘ i mpoo (Gréeet Gorée, Turquie), sans compter les commandes de navires ayant recours a Ses
techniques de construction.

rateur francais est un

En bref, | “ opé
| a‘ pléegéminet ét dbepantennads

GNL comme | “illustre
notamment avec le Nigeria .

CHAPI TRE 2 LOETAT DES PERSPECTI VE

Le débat sur | a place du gaz dans |l e bilz
entier de notre économie.
En t aénmnterggui‘e _concurrente du pétrol e’ , i rep

décennies a venir.

Toutes les études réalisées constatent une hausse sensible de la consommation depuis ces dernieres
années.

Ainsi, selon le dernier rapport du Commissariat général du Plan, la production mondiale de 1996 a
augmenté de 11% en 6ans, et en Asie et au Moyen-Orient la croissance est proche de 51%, soit neuf fois
plus que dans le reste du monde.

La consommation mondiale a quant a elle augmenté de14 % entr e 1990 et 1996
en a consommeé 17 % a elle seule.

Toutefois, il faut rappeler que les pays consommateurs comme la France, ne sont pas forcément les
pays producteurs. Et méme si les réserves mondiales de cette ressource énergétique sont mieux réparties

géographi qguement que | e peéetrol e, i n‘“en demeut
approvisionnements extérieurs.
Ai nsi , | “ Europe occidentale consomme 17 %du ¢

Elle est demeure tributaire de pays tiers pour assurer sa consommation.
A | " heure de | a mondialisation des échanges,
pénurie du pétrole.



Méme si les prévisions restent optimistes en faveur du gaz nat ur el , l es états
européenne sont en pleine mutations économiqgues
gazieres.

A) DES PREVISIONS OPTIMISTES

Nous av on 4996Veugaz gaturel eeprésentait 24% delacons ommat i on mondi
primaire,22% au sei n de | “Uni on el2% dedacammsonmmation frantaiser(contres s u |
22% en Allemagne, et 33% en Grande-Bretagne).

Mais depuis ces dernieres années, les bilans énergétiques annuels et autres instituts de statistiques ont
déja observé une croissance de la part du gaz dans la consommation énergétique francaise et internationale.

Au plan international, de bonnes performances sur 1998 ont été globalement enregistrées en Amérique
du Nord (+1.1%), en Asie/ Océanie(+7,3%), au Moyen-Orient (+7%), en Amérique Latine (+5.5 %) et
méme en Afrique (+3%).

Répartition de la consommation énergétique
francaise en 1998

0,
De méme en 40.50% 13.60%
France, la
croissance est
sensible puisque la
part du gaz ne | B pétrole
) 0,
cesse de progresser 1.80% 37.50% :Gaz n.at.utel
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o :
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. 8 Charbon
soit + 4,8% par

rapporta 1997 contre une croissance stable d‘a pein

|l a consommation francaise de gaz natur el a
(résidenti el et tertiaire, i ndust r i eilenregisjre +25% n o
méme si cette derniere reste a dominante nucléaire et hydraulique(76% et 13%).

Mal gré | a crise asiatiqgue et |l e ralentissemer
des études r éal i s ée s augrentattorimporthrdertdd la cgnsorammatiopmmoddialedu r u
gaz natwurel d=202i | es années 2010

(! reste a évoquer bDbrievement | es raisons de

le marché du GNL qui devrait profiter du nouveau paysage gazier.

1/ augmentation de la consommation mondiale de gaz naturel




OQutre | *"inéluctable croissance démographique e
multiples :

- Ce fut en premier lieu, la prise de conscience de la forte dépendance énergétique et de ses
consequences economiques désastreuses lors des deux chocs pétroliers, qui a incité les pays occidentaux a se
tourner vers une énergie de substitution.

- De plus, les qualités intrinseques du gaz naturel ont été unanimement reconnues :

Abondance, bonne répartition géopolitique, I
aut ant d"avantages qui ont contribué a faire d
naturelle énergétique idéale. '

-A cet égard, notons qu direl

les réserves prouvées et celles restant a découvrir, sont réévaluées
régulierement et ne cessent de croitre tant le gaz est abondant.
Elles sont estimées environ 65 ans supérieure aux réserves du
pétrole Au 1= janvier 1998, elles sont estimées a 151.964 10° m3,
soit +0.8% par rapport a | "' ang
-Quant a sa répartition gég@gm
la C.E.Il. qui en détient | a
située car 80% des réserves mondiales se situent dans un rayon
d ‘ e n\b.00OKame de distance, franchissable par gazoducs ou
par méthaniers. -
D‘ailleurs, eIIe reste | a
monde <comme “illTustre |l e gr
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Mais un des facteurs de ce nouv e licitt@ pagiodu gas e r ¢

naturel . D*aill eurs, |l es besoins en matiere d°'é
partir du gaz naturel, devraient doubler d’ici
Pourtant, jusqu®alors | a di sebeuortsitiad mamee tleiréseaux et e s

au besoin de nouvelles infrastructures de transport. Mais le temps a passé et une meilleure interconnexion
des réseaux européens se met en place notamment par la construction de plusieurs gazoducs (France-
Espagne, Magrehb-europe, Algérie-Italie nouveaux gazoducs norvégiens, projet britannique interconnector
.) qui au total permettront de fournir a | *®*Euro



Enfin, il est certain que les progres technologiques ont contribué et contribuer@nplds en plus a
réduire le colt onéreux de son acheminenagindvers notamment la construction de gazoducs de plus en
plus longs, et de méthaniers de plus en plus grands.

Inséré le 20 Septembre 2008 News Logboek Enlevé le 19 Octobre 2008

Co-operating with shore authorities for successful salvage

From time to time major accidents and spills occur, which have catastrophic
consequences. They become ‘benchmark’ events and often trigger fresh rounds of
regulation. However, it is impossible, unfortunately, to ‘regulate to eradicate’, with total
success, despite the widespread adoption of zero tolerance strategies*.

While major spills are now rare occurrences, it is impossible to totally eradicate the risk,due to human error
and the

natural perils of ocean transportation. Human factors now predominate, due to the shipping industry's
inability to increase the supply of experienced seafarers at a rate matching the rapid expansion of the world
fleet.

Potentially serious incidents continue to occur, despite the best efforts of all concerned Therefore, attention
should focus on timely and effective response, whenever an emergency arises. The marine salvor, operating
to the requirements of Lloyd's Form and the Salvage Convention 1989, is obliged to use his 'best endeavours'
to save property and protect the environment. Today's tanker owners are practised in emergency response
skills and governmental agencies are much sharper in their response capabilities. Nevertheless, weak spots
remain in the marine emergency response infrastructure.

Some weaknesses were exposed in 2002, with the loss of the tanker Prestige. Whenever there is a possibility
of a pollution disaster, hard decisions must be taken. Inevitably, these decisions tend to be political in nature.
There is a wide consensus that the decision to deny shelter to the Prestige contributed to the destruction of
this ship and the total loss of her cargo. At the same time, most people would sympathise with the person
faced with a decision relating to a damaged laden tanker already leaking oil.

There were two positive outcomes to the Prestige disaster (if 'positive’ is an appropriate word). First, there is
now a much greater appreciation that the instinctive reaction to a tanker casualty - ordering it away from the
threatened coast - might well compound the problem and produce the worst case: total loss and devastating
pollution. Second, the IMO took rapid action and adopted Resolution A.949 (23), "Guidelines on Places of
Refuge for Ships in Need of Assistance".

It should be said that the IMO was aware of the need to take action on this front before the Prestige accident
in November 2002. Places of Refuge were very much on the agenda following the loss of the tanker Erika in
December 1999. The matter grew in prominence 12 months later, when the tanker Castor developed



structural problems in the Mediterranean and became a 'leper of the sea'.

The IMO's December 2003 Place of Refuge Guidelines attempted to reconcile two conflicting issues. The
best way to reduce the pollution threat may be to transfer cargo and bunkers and there is less risk when an
STS is performed at a sheltered place of refuge. Allowing the casualty in, however, might well endanger the
marine environment, the coastline, fisheries and other economic interests. Not surprisingly, local
communities and shore authorities can be expected to strongly oppose such action.

The IMO has called on coastal states to apply its guidelines, identify safe havens and put in place plans for
their use in emergencies. The EU has required its member states to list places of refuge. Most states are
extremely reluctant to do so, at least in the public sense - due to obvious political sensitivities. Some have
adopted a novel solution: declaring the entire coastline as a potential place of refuge. No coastal community
is singled out. Equally, no coastal community is left out!

New developments

There have been some important developments since the IMO's guidelines on places of refuge were adopted
in late 2003. The International Salvage Union (ISU) welcomed the IMO guidelines, but pointed out that
guidance for shore authorities and masters is required for all types of casualty situation, not just those
requiring refuge. Subsequently, the ISU proposed broader-based Guidelines on Maritime Casualty
Management, dealing with refuge issues and matters such as command and control and responder immunity.

In April 2005, the IMO's Legal Committee decided that there was no case for developing an International
Convention on Places of Refuge. The Comité Maritime International

(CMI), however, decided to press on with its work on a first draft. This has since been completed. It has six
main objectives:

' To emphasise the position under customary international law of the presumption of a right of access
to a place of refuge for a vessel in distress.

' To make the presumption rebuttable by the coastal state if it can show that it was
reasonable to refuse access (Article 4).

' To give immunity from suit to a state, which grants access to a place of refuge to a vessel in distress
(Article 5).
' To give more force to the IMO guidelines (Article 8), which CMI recognises as playing a significant

role in assisting to define the ambit of 'reasonableness' when considering the behaviour of both shipowners
(and their masters) and states (and port authorities).

' To clarify the position regarding the issue of letters of guarantee, to secure claims of a port or coastal
state, which grants access to a ship in distress (Article 9).

' To require coastal states to designate places of refuge in advance, although not necessarily to
publicise them (Article 12).

It would be hard to argue against these objectives. Nevertheless, the draft suffers from the same fundamental



flaw as that of the existing IMO guidelines on refuge in that it places too much emphasis on a single (albeit
important) issue - place of refuge - at the expense of other, equally important considerations.

Matters took a fresh turn last October, when IMO's Maritime Safety Committee approved 'Guidelines on the
Control of Ships in an Emergency', drafted largely by The Bahamas. Once again, we supported this
initiative. It is difficult to find fault with a new initiative arising from such good intentions (other than to say,
perhaps, that this guidance is too general in character).

Ship control

The new guidelines on the control of ships in an emergency are aimed at governments, shore authorities,
masters, owners and salvors. They aim to provide ‘a framework of authority’ within which the parties are
expected to operate. The guidelines' core principles of good practice include the need for a clear chain of
command in an emergency. There is also some clarification of issues relating to the fair treatment of
seafarers, who are often at risk of being caught up in a tangled web of criminalisation.

Paragraph 4.5 of the October 2007 guidelines states: "At no time should the master be prohibited from
taking action which, in the master's judgement, is required to protect the lives of crew and passengers or
others on board".

The term 'others' might well relate to a salvage team. This provision could be of significance in a situation
where a damaged casualty is ordered out of coastal waters to face hostile weather, having been refused a
place of refuge.

From the salvors' standpoint, paragraph 5.4 is also potentially significant. This declares that a state intending
to intervene should ensure that the master, owners and salvage team are told clearly what the shore
command structure is and, in addition, are made fully aware of what degree of responsibility remains with
them and what limitations are being placed on their freedom of action.

Furthermore, the new guidelines call on the casualty's master to 'co-operate with the salvage master to the
maximum extent'. As for the salvor, the guidelines recognise his need for 'reliable information' concerning
ship, cargo and the emergency situation. The importance of ready access to the casualty is also stressed.

«Or the earlier Erika dr.



Once again, the IMO has adopted useful guidelines that address important aspects of casualty management.
Unfortunately, as in the case of the earlier Guidelines on Places of Refuge, the new Guidelines are too
narrowly focused. As such, they fail to take account of the importance of a fully integrated response.

Shore authorities

Salvors have an excellent record in recovering property and preventing pollution. They do not, however,
achieve such successes in isolation. The outcome almost always depends on effective co-operation with
many parties, including shore authorities. This may focus on the need for entry into a port or sheltered
haven. In other situations, however, this may not be important during the acute operational phase.

Today, the quality of the working relationship between salvor and shore authority is a crucial success factor.
This is why it is so strange that there are still no international arrangements that seek to harmonise casualty
management in an integrated manner. One would expect this to be a top priority for the EU and IMO - given
the high profile spills in North West European waters and the ever-present risk of catastrophic pollution in
all world regions.

Best endeavours

The I1SU's proposed Guidelines on Marine Casualty Management would promote a timely, fully integrated
response by salvors, crew, owners, coastal state(s) and national response agencies. Under The Salvage
Convention and Lloyd's Form, the salvor is required to use his 'best endeavours' to save the ship and cargo
and while engaged in such operations to prevent or minimise damage to the environment. We believe that
the spirit of the 'best endeavours' commitment (as opposed to any legal interpretation) should be extended to
all parties involved in casualty response.

This can be achieved by drafting casualty management guidelines setting out best practice and examples of
what 'best endeavours' actually means in the context of each response party.

In the case of the salvor, for example, 'best endeavours' in terms of pollution prevention means working with
others to arrive at the best environmental option in the shortest possible time. As for the shipowner, 'best
endeavours' should require, among other things, the immediate and frank disclosure of the casualty's status.
The shore authorities' 'best endeavours' should include special arrangements to ensure that salvage personnel
and equipment enter the country without delay and that the salvage master boards the casualty at the earliest
opportunity.

The integrated guidelines would be bound together by a strong focus on spill prevention through timely
salvage intervention. They would not be concerned with clean-up, as this is already covered
comprehensively by existing IMO instruments.

The spirit of 'best endeavours' is a strong motivator. Certainly, all involved are only too well aware of the
potential for massive economic dislocation, environmental damage and disruption to the life and well-being



of coastal communities. For these reasons, the ISU welcomes support and contributions to the task of
producing straightforward, clear best practice guidance for marine casualty response.

*This article was written especially for TANKEROperator by Arnold Witte, president International Salvage Union (ISU).
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Marine Royale
Réflexions a propos de sa date de naissance (1)

C'est une énigme. Bien sOr que cette énigme n'est pas aussi passionnante que celle du 'Da Vinci Code', mais

il est un fait avéré que la date de création de notre Marine Royale de I'époque de la séparation d'avec les
Pays-Bas du roi Guillaume ler d'Orange-Nassau, n'a, a ma connaissance, jusqu'a ce jour jamais été
mentionnée par aucun auteur qui se soit intéressé a I'histoire de notre Marine et de ses marins; ni d'ailleurs
par Mr Louis Leconte, qui fut conservateur en chef du Musée de I'’Armée, ni par Mr Henri Devos, qui fut
directeur général de la Marine, ni par Mr Albert de Burbure de Wesembeek 1 tous auteurs de trés nombreux
ouvrages et d'articles sur ces sujetst , ni non plus par les auteurs qui, a l'occasion du centenaire de la

Belgique, ont tous traité tres savamment des soucis et des problémes qu'ont eu nos premiers gouvernants.

La premiere mention gouvernementale d'une marine militaire se trouve dans la décision du Congres
National T le Parlement de I'époquet , en date du 24 février 1831, de faire construire deux brigantins armés
de huit canons. C'est cette date que nous prenons, jusqu'a preuve du contraire, pour la date de naissance de la
marine militaire belge. En effet, le 15 janvier 1831, en séance du Congres, il fut proposé d'allouer un budget
de 250.000 florins a la création d'une Marine, d'acheter des canonnieres fluviales et de joindre le
département a créer au ministére de la Guerre. Cette proposition fut adoptée le 24 février suivant par le
Congres, qui accepta en outre la proposition du Chantier naval de Boom de construire deux brigantins de
huit canons pour la somme de 30.000 florins par navire; le Congrés décida également de créer un
département de la Marine, qui fut d'abord rattaché au ministere de la Guerre mais qui passerait ensuite au
ministére des Affaires Etrangeres, puisque 10 jours plus tard, a savoir le 4 mars 1831, c'est le ministre des
Affaires Etrangéres Sylvain Van de Weyer, chargé provisoirement, par arrété pris ce jour méme, du
portefeuille de la Marine, qui, accompagné du baron d'Hoogvorst, vint solennellement enfoncer le premier
clou de ces brigantins. L'Armée de terre, par contre, eut droit, dés le 16 octobre 1830, a un arrété de
constitution dénommeé 'Organisation de I'armée nationale belge’, confirmé et complété le 27 octobre suivant
d'un second arrété portant sur ‘L'organisation provisoire de I'armée belge’; la Marine n'y figura pas. A noter
que cet arrété important fut pris par le Gouvernement Provisoire immédiatement apres les combats du Parc
Royal a Bruxelles ("Les 4 Journées' des 23, 24, 25 et 26 septembre 1830) et avant méme que la Belgique ne
se soit proclamée indépendante (le 18 novembre 1830). Ce qui explique aussi pourquoi protocolairement

I’Armée de terre a le pas sur la Marine: elle est de quatre mois son ainée.



Revenons a la Marine. C'est le 2 juin suivant que le premier budget du département de la Marine fut preé-
senté et défendu par Joseph Lebeau, successeur aux Affaires étrangeres de Sylvain Van de Weyer, et le 7
juin qu'il fut confirmé par arrété du Régent, le baron Surlet de Chokier. De cet octroi d'un budget T en
I'occurrence de 250.000 florinst on peut déduire que, puisqu'on avait décidé de construire des navires de
guerre, une Marine allait étre créée mais quand recut-elle un statut officiel, ou trouvera-t-on son arrété de
constitution ou I'énoncé de ses missions, de ses devoirs ou, comme pour I'’Armée de terre, son organisation

... mystérel?!?

Parlons donc de ce budget et de ce qu'il implique. S'il nous parait évident que pour obtenir un budget dans le
but de construire des navires de guerre, il importe de produire de solides justifications a la fois quant au
nombre de batiments, leur type. leur emploi et leur armement; il convient par ailleurs d'établir au plus prées le
prix de la construction et d'apporter des garanties sérieuses sur la faisabilité du projet. Tout cela, seuls des
professionnels pouvaient le faire.

En I'absence d'une Marine déja constituée, d'une Amirauté, d'un Etat-major et de bureaux d'études, qui a
donc pu présenter et défendre ce projet aupres du Gouvernement Provisoire et ensuite du Congres National
et en obtenir I'accord?

Il nous faudra par conséquent imaginer qu'il se trouva des marins professionnels pour évaluer la situation et
proposer des actions pour prendre la ville d'Anvers ou l'agitation révolutionnaire avait été durement mais
provisoirement matée par la force conjuguée des Orangistes et de I'armée hollandaise, et ou les Hollandais
s'étaient retranchés pour mener depuis-la des actions offensives contre ceux gu'ils appelaient les “muyters’
(les mutins) et entreprendre la reconquéte des territoires belges qui leur avaient été concédés par le Congres
de Vienne. Il faut savoir en effet que la Marine hollandaise s'en vint a bloquer I'Escaut depuis son
embouchure jusque sous les murs d'Anvers avec une force navale de plus de 40 navires; que tous les
fonctionnaires hollandais, qui avaient fui Bruxelles et les villes tombées aux mains des insurgés, s'étaient
réfugiés a Anvers ou se trouvait le prince d'Orange, nommé Gouverneur de la Belgique par son pere, le roi
Guillaume ler; que les troupes hollandaises retirées de Bruxelles y avaient renforcé la garnison et occupaient
solidement les deux citadelles qui flanquaient la ville T le Noordkasteel et surtout la redoutable forteresse du
Zuidkasteel, batie jadis par le duc d'Albet et que, apres avoir €loigné les ressortissants belges des
contingents militaires hollandais, elles avaient occupé tous les forts de I'Escaut.
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Entrée ces patriotes & Anvers par I porte de Borgerhout, (MLR.A,)

Il n'y a donc rien d'étonnant a ce que des marins professionnels proposent des actions, car dans tout le pays,
et particulierement autour d'Anvers, résidaient de nombreux anciens de la marine napoléonnienne.
Napoléon s'était en effet appliqué a faire d’Anvers un port militaire ("'un canon braqué s u r | e
I'’Angleterre’) plus inquiétant que Brest ou Toulon et y avait employé un nombre considérable d'ingénieurs,
de charpentiers de marine, de constructeurs de navires et de marins.

Beaucoup de ceux-la se fixérent a Anvers apres la défaite de Waterloo en 18154. Apreés tout, il n'y avait que
quinze ans de cela; les jeunes, agés de 20 ans a I'époque, n'en avaient que 35 et ceux agés de 30 ans 45, la
force de I'age quoi! Beaucoup de Francais donc, mais aussi des Belges, marins de I'Empire, qui, s'ils avaient
refusé de servir le Roi des Hollandais, ne demanderent pas mieux que de servir la cause de la révolution

belge si sympathique aux yeux de la France.

Tel par exemple le namurois A. Jacquet-Anciaux, ci-devant lieutenant de vaisseau de la Marine Impériale
qui fut nommé commandant militaire du port d'Anvers le 8 janvier 1831 (un mois avant le vote du fameux
budget de la Marine!).

Il a 51 ans et sera assimilé au rang de lieutenant-colonel du Génie'. 1l y a encore le capitaine F.A. Claeys, ne
I'oublions pas celui-Ia, un Ostendais, capitaine marchand de la Raymonde, qui, au retour d'un voyage aux
Grandes Indes, bloqué a Anvers par les troubles révolutionnaires, donna aux patriotes anversois toutes les
armes et les munitions qu'il avait a son bord, des fusils mais aussi des canons, et qui se joignit a eux quand
s'approcheérent les colonnes révolutionnaires jaillies de Bruxelles apres en avoir chassé I'armée de Hollande
et maintenant renforcées de prés de 6.000 hommes, ralliés aux insurgés dans les villes et communes
traversées... (troupes commandées par un autre résident-retraité des armées napoléonniennes, le général
Mellinet). Claeys et ses hommes s'emparérent de nuit du Corps de garde de I'HGtel de Ville et en
désarmerent les soldats. Il distribua leurs armes a d'autres partisans accourus et les conduisit sur les



remparts, semant la panique chez les défenseurs. Ils prirent par surprise la Porte Rouge, puis ouvrirent celle
de Borgerhout aux colonnes de Mellinet, qui purent, se répandant dans la ville, en chasser la garnison
hollandaise qui trouva refuge dans la Citadelle du Zuidkasteel. La ville d'Anvers fut dés lors T le 27 octobre
18301 aux mains des Patriotes; mais, ils eurent beau faire, ils n'arrivérent pas a déloger les Hollandais de la
Citadelle et des forts.

Il 'y a encore cet officier du Génie maritime francais, J.A. Gras, agé de 48 ans, né a Toulon, résident en
Belgique et devenu ingénieur des constructions navales aux chantiers de Boom, dont le directeur fut Fleury-
Duray, un autre ingénieur aux constructions navales, Belge celui-l&, qui, bien avant qu'Anvers ne tomba aux
mains des patriotes, proposa de lancer, a la faveur de la marée descendante, des brdlots sur les canonniéres
ennemies mouillées sous les remparts de la ville; il lui fallait de I'argent pour acheter de vieux rafiots, les

bourrer de poudre de poix, de goudron et d'autres matieres inflammables, mais il n'en trouva pas.

Mais encore, et ceci est le plus important, lI'ingénieur Gras rédigea a l'attention du Gouvernement Provisoire
un mémoire sur 'La nécessité d'établir une force navale en Belgique' (début novembre 1830!). Constatant
que personne ne s'était encore occupé du commerce maritime, ni de la protection de ses navires marchands,
il exhortait le gouvernement a créer une commission spéciale pour la Marine, ou, mieux encore, un
ministere de la Marine, dont il exposait dans ses grandes lignes les missions et responsabilités en matiere de
pilotage, de sauvetage, de balisage, de travaux portuaires, d'enseignement maritime, d'administration des
marins, des tribunaux maritimes, et, bien sdr, de la formation d'un corps d'ingénieurs des constructions
navales.

Il 'y prénait le recensement immédiat des ressources en matériel et en hommes de métier présents dans
chaque port du pays et faisait remarquer que bon nombre de navires marchands pourraient étre
réquisitionnés et armés a peu de frais, et servir d'avisos, de corvettes, voire méme de frégates d'escorte,
capables de convoyer et de protéger notre pavillon déja mis a mal par les croiseurs hollandais devant la cote.
Les idées et propositions de Gras trouveérent preneur dans la presse T Le Moniteur entre autres imprima
intégralement son mémoiret ainsi qu'au Parlement et méme dans le public, pourtant peu au fait des

problémes que les marins ont a résoudre.

On comprend mieux alors pourquoi le représentant du Gouvernement Provisoire, Mr Van den Herreweghe,
accompagné du général Mellinet, vint réclamer la reddition de la Citadelle et des fortifications commandées
par le général hollandais Chassé, également un ancien briscard des armées de Napoléon; ils avaient inclus
dans les articles du projet d'acte de capitulation que “tous les navires hollandais stationnés en rade d'Anvers

devaient étre considérés comme une propriété incontestablement nationale de Belgique.

Ce a quoi le général Chasse, qu'on appelait 'le général-baionnette’, répondit 'Nuts' ! Cela n'empécha pas un
de nos représentants au Congres National, Mr Dumortier, de réclamer haut et fort que le Gouvernement
Provisoire aurait dd réclamer a la Hollande la remise a la Belgique de la moitié de la flotte des Pays-Bas,
arguant du fait qu'elle avait été construite et entretenue a frais communs. L'on savait pertinemment que sur

les 161 navires que comptait alors cette flotte, 4 vaisseaux de ligne, 14 frégates, 16 corvettes et 7 bricks, tous



de construction neuve, avaient a coup sdr été payés pour plus de la moitié par les imp0ts prélevés en
Belgique (4 millions d'habitants contre 1 2 millions de Hollandais).

Le Gouvernement Provisoire ne lui emboita pas le pas, car il eut la
sagesse de ne pas mettre | a

ne fallait pas posséder plus de navires que I'on avait d'équipages et
d'officiers pour les armer et de ports militaires pour les recevoir.
Dailleurs La Haye lui aurait également répondu ‘Nuts/ En revanche,
le Gouvernement passa commande de 2 brigantins, puis de 4
goélettes-canonniéres, au chantier naval de Boom, chez Fleury-

Duray et Gras. C'est I'ingénieur des Ponts et Chaussées Mr Roget,

issu de Polytechnique et officier du Génie Maritime sous I'Empire,

Portrait du Général Mellinet. qui
Daprés un tableau attribué a L. David. sera

détaché pour établir les plans des
brigantins, sur base de plans provenant de
Paris et approuvés par l'inspecteur général
Teichmann, également polytechnicien et
ancien ingénieur des constructions navales

de la Marine Impériale.

Les quilles des deux brigantins furent
posées le 5 mars 1831 et la construction alla
bon train puisqu'ils furent achevés en quatre
mois.

Ces navires 1 en fait de petits brickst
étaient gréés de deux maéts portant des
voiles carrées, sauf pour la voile d'artimon &
qui était une voile aurique, également
appelée une brigantine. lls avaient 25 m
hors perpendiculaire T sans compter le ©
beauprét , 6 m de large au bau, 2,50 m de
tirant d'eau a l'arriére et portaient 8 piéces
d'artillerie, & savoir 2 caronnades de 36, 4
canons de 24 et 2 piéces de 86. On leur

trouva de beaux noms Chargés des récents Le Lieutenant-Général Baron Chassé défendant, en 1832, 1a Citadelle d’ Anvers contre
I'Armée Frangaise.

eXpIOitS de la Révolution: Congrés et Fac-simiie d'une lithographie de Heerenbrood. conmmiquée par les archives comnmmnales d ' Amvers

Quatre Journées'



Nous avons vu que les quilles furent posées le 5 mars, soit douze jours a peine apres
I'octroi du budget, et que Mr Roget fut chargé d'en établir les plans. Nous doutons fort qu'il
ait pu en douze jours établir ces plans, ni méme en obtenir copie en provenance de Paris;
un plan ne se congoit pas en une semaine, loin de |4, et le courrier de Paris aller-retour avec
autorisations a solliciter et a recevoir a d0 prendre bien plus de temps! Nous devons donc
croire, ou penser, que le chantier de Boom devait avoir conservé les plans des chaloupes-
canonnieéres, des bricks et autres chalands de débarquement congus pour armer la flottille
de Boulogne, composée des mille bateaux que Napoléon avait fait construire de tout bois
dans les chantiers de France, de Belgique et de Hollande, en vue de débarquer ses troupes
en Angleterre. Le musée de la Marine a Dunkerque nous montre des maquettes de ces
navires qui correspondent aux descriptions sommaires que nous avons des notres, car
aucun plan, aucun dessin, aucune reproduction ne nous sont parvenus, ni de nos brigantins,
ni de nos goélettes-canonnieres qui

les suivirent. Autre ressemblance: ces batiments furent, de l'avis de nos officiers, de
mauvais navires; ils prenaient I'eau et ne tenaient pas la mer. On sait que Napoléon voulut
des bateaux pour traverser la Manche, pas pour 'rester durer' et qu'il les voulut si
rapidement qu'on les construisit de bois vert principalement, hérésie s'il en est puisque ce
bois joue, gonfle, rétrécit, flambe et cambre au point qu'il laisse des coutures impossibles a
calfater. Le chantier de Boom était tout aussi pressé que Napoléon et ne disposait
probablement pas en ses réserves de bois vieilli de longue date (trois ans). Quant a
I'assertion de Mr Leconte, dans son ouvrage 'Les Ancétres de la Force Navale', sur la
lenteur de la livraison et déplorant qu'en ao(t ces navires n'étaient pas encore terminés,
nous devons nous insurger. Les coques des deux brigantins furent en effet achevées et
lancées le 8 juin, puis déhalées a Bruxelles pour y recevoir leurs méts et leur gréement,
ainsi que les canons commandés a Liege. Nous les marins, nous ne pouvons pas laisser
passer de telles allégations, reprises par d'autres sur un mode digne du Mur des
Lamentations. Construire deux brigantins de 25 m en a peine quatre mois constitue un
record! Prenons a titre de comparaison la restauration récente d'une barque du Lac Leman.
Sur ce lac qui, de Geneve a Montreux, fait 70 km de long, les pierres de carriére étaient
transportées par des bateaux a voile de 25 a 35 m de longueur. En 1903 il y en avait une
centaine en activité mais en 1995 il n'en restait qu'une a l'état d'épave. Les Suisses
déciderent de la sauver. Elle faisait 27,30 x 8,50 x 1,35 m et était donc un peu plus grande
que nos brigantins. Il fallut remplacer la quille, la carlingue, 108 couples sur les 131, et
refaire tout le bordé. Pour mener a bien ce travail la Suisse fit appel a 15 charpentiers
bretons du chantier naval du Guip, qui avaient reconstruit la Recouvrance, un joli voilier,
copie d'un petit aviso du XVIlleme siecle.



Comparaison entre la Chaloupe canonniére de lére classe de la flottille de Boulogne (1804) et le
Brigantin de 1831.

Aprés la rupture de la paix d” Amiens (25.03.1802) la France sc retrouve cn guerre contre I’Angle-
terre et Bonaparte, Premier Consul, prépare une invasion. Sa flotte de débarquement s¢ construit
dans tous les ports et villes fluviales.

Deux mille navires a fournir avant le 10 janvier 1804. Ce seront des navires a faible tirant d’eau,
souvent des fonds plats a dérives latérales. La Belgigue et Ia Hollande furent tenues d’en construire
un grand nombre. lIs étaient de 4 types: des frégates de 44 canons, des prames de 37 m gréées a
3 mats, des grandes chaloupes canonnieres dites de lere classe, gréées en brigantin, des bateaux
canonniers gréés en cotre, et enfin des péniches de combat a voile et avirons.

Le Brigantin est donc une chaloupe canonniére de 1ére classe.
Il a comme dimensions:
Longuecur 76 pieds (24,62 m)
Largeur 16,10 pieds (5,45 m)
Tirant d'eau 4,7 pieds (1,49 m)
Armement 3 canons de 24 ¢.

Remarquons que le chantier X e 20 B | I e
n’avait droit qu’a 4 mois pour en g o T | o j Z
~ y 1 | ) Sun

achever la construction.

La ville d"Anvers en construisit
un a ses frais (30.000 fr.) le n®280
appelé LE MAIRE D’ANVERS.

Les autres villes. arrondisse-
ments et deépartements belges
furent mis a contribution :

Le Département des Deux Nethes devait a ses frais fournir une frégate de 44 c.
L’ Arrondissement d*Anvers: 3 chaloupes canonniéres de 1ére classe.

La ville d*Anvers: 2 prames: le Ville d’Anvers, le Ville d’Aix. | chaloupe canonniére de liére
classe

Le Département de la Dyle (Brabant) devait fournir 9 chaloupes de 1ére cl. a répartir entre Bruxel-
les. Louvain et Diest.

L’ Arrondissement de Malines: | chaloupe de lére classe. | chaloupe de 2de classe
La ville de Turnhout: | chaloupe de 2de classe.

La Flottille de Boulogne voulue par I’ancien ingénieur de la Marine P.A. Forfait coita 47 millions
soit le prix de 30 vaisseaux de 74 ¢, dont manquait cruellement la France qui en 1803 n’en a plus
que 47 dont 36 en état de naviguer. Au méme moment la Royal Navy en a 202 — sans parler de
leurs 277 frégates.

JCL

Références - Van Beylen - Zeilvaart Lexicon. Weesp 1985
- Antwerps Stadsarchief MA 740
- Siréne n® 163 - 1991
- De Kanoneersloep LE MAIRE D’ANVERS, door Dhr. L. Baudez s.j. Prof. Em. UFSIA

Eh bien, & ces gens de métier, munis d'un outillage moderne, il a fallu 9 mois, soit 12.500 heures a raison



d'une moyenne de 6 charpentiers
présents chaque jour, pour mener a
bon terme la réparation de ce navire.
A Boom on construisit a neuf 2
navires de 25 m en 4 mois, moins que
la moitié du temps qu'un chantier
moderne travaillant & I'électricité et

sous le couvert d'un hangar!

C'est malheureux, mais bien vrali,
nous devons le reconnaitre, les choses
de la mer, les bateaux, la navigation,
les marins ne font pas partie d'un
domaine tres familier aux yeux de la
grande majorité de la population
belge. Cela fut, est et sera toujours le
domaine de I'incompréhensible, du
hors mesure, de I'incomparabilité 'du
liquide face au solide'. L'homme de la
rue ne s'est pas encore remis de
l'audace vécue par ceux qui se sont
aventurés sur la mer et ne le leur
pardonne pas. Fort de cette
constatation il ne faut pas s'étonner de

ce que les efforts des marins n'aient été que peu et mal soutenus par les terriens, qui ne se sentent pas
concernés ou n'en voient pas l'utilité. L'Anglais, qui ne pouvait sortir de son ile qu'en confiant sa précieuse
personne et ses biens a des bateaux conduits par des marins, se sentait fortement concerné et intéressé, ne
fOt-ce que pour étre assuré de sa propre sécurité. Le Hollandais, qui ne peut faire un pas sans se trouver
devant un bras de mer, un fleuve ou un canal d'irrigation, construisit des milliers de bateaux, des ponts et des
digues, et transforma ses moulins a vent en pompes a refouler les eaux de ses inondations. Le Belge, lui, ne
voit la mer que depuis la plage et ne s'inquiéte que de savoir si I'eau est froide ou bonne... Rares furent nos
hommes de mer, rares et peu connus. Pourtant il y en eut et parmi eux il y a ceux qui firent la premiere

marine militaire et la premiére marine marchande de la Belgique indépendante. Ils méritent plus que

I'inattention.

Ces deux pages sont reproduites de la revue « NEPTUNUS » du 9 Septembre 2006 et sont due au CPV

(hre) I-C. Liénart
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A Week in the life of a special VLCC

The world's first double hull VLCC recently completed her third special
survey, following 15 years in service.*

On 28th February, the VLCC Arosa entered the No 1 drydock at Drydocks World- Dubai to embark on her
third special survey under the watchful eye of Lloyd's Register's surveyors.

Managed by Neda Maritime Agency (Lykiardopulo), Arosa was somewhat unique as she was the first
double hull VLCC to be built when handed over by Hitachi Zosen in February 1993. She had a carrying
capacity of 291,000 tonnes when delivered.

The latest drydocking was the culmination of a rolling survey programme, which started in 2007 and was
carried out at sea, in Singapore where her cargo tanks were surveyed and in Fujairah where her ballast tanks
were examined.

At the time of her construction, in the aftermath of OPA 90, the IMO was still undecided on a standard for
double hull construction and the concept was being met with considerable resistance from some quarters.

For example, cracks had been experienced in single hull tankers and it was assumed that any cracks
appearing in double hull tankers would result in a leakage of oil from the cargo tanks to the ballast tanks
with the risk of pollution and even explosion. There was also the question as to how the confined double hull
spaces would be maintained or properly inspected.

Against this background, Neda placed an order for a single hull tanker with Hitachi in 1989 with an option
attached to change her to a double hull tanker. The IMO had set itself a deadline of 1991 to resolve the
double hull debate and so the managers had to double

guess the outcome, in the end opting for a double hull design based upon noises coming out of the US.

Neda claimed that it enjoyed excellent cooperation with LR and Hitachi on the project. To meet the
challenge of operating the world's first double hull VLCC, Neda subjected Arosa to a strict maintenance
schedule and standards. This was underpinned by the vessel's manning levels, which at the time could have
been as low as 12 to look after the class requirements. Problems, such as how to detect cracking in the cargo
containment area, which would allow oil to seep into the ballast tanks was solved by following the example
seen in double hull LNGCs. Dipping of the cargo tanks on a ship of this size would have been totally
impractical, so Vagliano adapted the gas carrier system for testing a ballast tank's atmosphere for leaks, by
adjusting it to be sensitive to crude oil gases.

At the time, detractors were saying that cracking would occur between the inner and outer hulls. However,
Vagliano explained that the team had the history of chemical tankers as a precedent and there were no cracks
appearing in their double hull configuration.



The design team also examined the theoretical arguments, which said that a tanker's integrity depended on
the loads and stresses being continuous. Single hull tankers were always subject to the effects of bridge,
engine room, perform deck duties, oversee cargo control and staff the galley. Arosa was fitted with a fully
automated engine room and a well instrumented bridge layout to comply with 12-crew regulations.

However, Neda insisted on employing 35 persons on board. She carried an additional electrician and pump
man and to keep on top of the hull, tank and machinery maintenance, the managers put a five strong coating
and maintenance riding crew on board, which were permanently assigned to the inspection and maintenance
of the coating system.

Neda's naval architect, Gerry Vagliano, who was mainly responsible for the VLCC's design said that he had
assured the managers that Arosa would reach her fourth special survey without the need of one kilo of
replacement steel. On completion of her third special survey, Vagliano's forecast was still on target, it was
claimed.

He explained that the design team made several unilateral decisions. For example, the double bottom would
be 3 m and the width of the side spaces 2.44 m, which later became an industry standard. Stringers in the
ballast tanks were arranged in three levels, which could also be used as inspection and maintenance
platforms. Also calculated was the number of tanks that could be damaged before the tanker's stability would
be compromised.

LNGC experience

The inner hull was also built to the same strength as the outer one and the ship was specified with a raking
damage over 75% of her length, which was in excess of previous discontinuous load, purely by virtue of
their design.

On a single hull vessel, the run of the cargo wing tanks is broken twice on each side by four ballast tanks.
When the cargo tanks are full, the ballast tanks are empty and vice versa. This causes undue stress on the
hull plates especially in heavy weather as the plates covering the empty tanks flex causing cracking along
the bulkheads that divide the full tanks from the empty ones.

However, on a double hull tanker, this problem would not arise as the run of the outer ballast tanks are either
continuously full or empty.

Importance of coatings

Vagliano also stressed the importance of looking after the coatings. He explained that six months after
delivery, the coating systems fitters continuously worked on board Arosa, looking for blisters and upgrading
an maintaining the coating. It was the chief officer's responsibility to monitor the inspections, which proved
to be a never ending job.

While the vessel is in service, no uncoated areas are permitted. Every rusty edge is touched up as soon as it
appears. This not only applied to the deck and deck fixtures, but also to the ballast and cargo tanks. When in
a laden condition, the ballast tanks are regularly maintained.



The access to all the tank areas was made possible by the addition of the stringers. Removable aluminium
ladders had rubber covered ends fitted to protect them from damage. The main ladders between the stringers
are of a strong construction and their coatings are strictly monitored for possible corrosion.

This penchant for cleanliness is also extended to the pump room where on most tankers, a build up of oil
residue is common as is sludge in the bilges. However, the rules on the Arosa require that the pump room be
totally clean and being painted entirely in white, any contamination can clearly be seen.

On deck, all the VLCCs hawsers and wires on the drums have to be covered with a canvas to protect them
from the sun and spray. All the pipelines are marked with the last test and inspection dates and all valves and
flanged joints are fitted with Denso wrapping for protection against corrosion, which is expensive but
efficient, the company claimed.

For movement on deck, safe lines are marked by white lines and are coated with anti-slip paint, while all the
obstacles are highlighted in bright yellow. The entire deck area around the anchor windlasses and mooring
equipment on the forepeak are also similarly covered.

During the drydocking, the propeller was removed and the tail shaft tested. In the engine room, the main
engine fuel oil pumps, turbochargers and air coolers were all stripped down. The bilge water discharge
system was also inspected.

Arosa was scheduled to remain in Dubai for just seven days. The speed of the operation was helped by pre-
survey planning co-ordinated by LR EMEA from its Asia offices in Singapore and in Dubai, which enabled
much of the survey work to be undertaken while the tanker was still operating. The vessel also benefited
from LR's condition assessment programme (CAP) service.

background.

The Arosa’s coatings were well maintained.

As tankers get older, they have to have a CAP certificate and also have to satisfy MARPOL, SOLAS and
major oil charterers' requirements and in the Arosa's case, the Greek flag regulations.

LR's CAP includes the assessment of the hull structure, machinery and cargo systems.

Disruption to Arosa's operating schedule was avoided by carrying out machinery inspections during a single



voyage that ended with a cargo discharge. LR explained; "Participation in our CAP ultimately results in your
ship acquiring an LR CAP rating. A ship which has been through the programme and achieves a high CAP
rating is easily identifiable as being well maintained with many benefits for the owner and charterer."

Inspection programme

In 2006, Arosa was put through an advanced hull measurement and close up inspection programme
conducted by LR. No diminution of steel, fractures or weaknesses were found, which earned her a CAP1
rating, which is the equivalent of a newbuild vessel for hull machinery and cargo systems.

The method of close up cargo tank inspection involved a basic process by which the surveyor accesses every
corner of the tanks' structures, which is called 'rafting’ and not allowed while a vessel is in drydock.

John Etherington, LR EMEA's senior surveyor at Dubai explained; "The procedure involves filling the tank
with water, launching a dinghy into it and paddling around in it (to carry out the survey requirements).

Pre-survey
planning was
co-ordinated by
LR EMEA from its
Singapore and
Dubal offices.

"You then have to climb out of the tank. The water is lowered, you go back in and do the next level down.
No one stays in the raft in the tank when they are moving water," he concluded.

This practice saves the expense and time of erecting staging inside the tank. However, it does carry all the
attendant risks of operating in dark spaces surrounded by obstacles that at any time could tip a less than
vigilant surveyor into heavily oiled and very deep water.

Structurally, the ballast tank poses less of a challenge. Integral stringers running along the length of the ship
and under the cargo tanks to the centreline provide safe companion ways down to the double bottom, which
has a clearance of 3 m making inspection easy.

However, the weather can play its part as the operation is relatively easy in temperatures of around 19 deg C
when the Arosa was drydocked. But during the summer months, the heat normally varies between 45 deg
and 55 deg C in Dubai. In the vessel's tanks this can rise to 65 deg C plus, meaning that after about 30 mins,
a surveyor can become like a wet rag and heat exhaustion can set in.



While in dock, apart from the new hull antifouling preparation and application, the other major job below
the waterline is the removal of the propeller. The single cast bronze propeller is jacked off and then tested
for edge damage, cavitation damage and cracks. The blade roots are inspected visually and by using ultra
sound testing.

Mike Darley, one of LR's surveyors in Dubai said; "Minor wear and tear can simply be ground clear, but
there are limits to which you can grind edge damage smooth. Beyond that, with a single casting bronze
propeller, you need to get a new prop. And that is not cheap, or easy to come by. A ship can be out of service
for a long time if it has to wait for a new prop to be cast."”

This is followed by the tailshaft inspection. To accomplish this Dubai uses a technique called Magnetic
Particle Inspection, which involves passing a current through the tailshaft, which for a VLCC can be
anything from 800 cm to 1 m in diameter. It is then sprayed with iron filings, which are immediately
magnetically trapped in any crack and show up as a dark line.

Even relatively small cracks in a tailshaft will be aggravated by the torque created by the direction of drive
from the engine and the force of water acting against the propeller. Naturally, any tailshaft failure would be
catastrophic.

Other new requirements were adhered to during the drydocking, including an oil major edict that for the
vetting process, special chocks have to secure new vapour emissions collection system (VECS). The system
will contain all the vapours from the cargo tanks and then discharge them ashore or into another vessel,
instead of allowing the vapours to vent into the atmosphere.

Meanwhile, Arosa's master Captain Costas Koulouris said that the activity going on around him at Dubai
was like that of a factory floor. Apart from the general safety and environmental responsibilities, the ship is
in the hands of the drydock superintendents. "Even to do the smallest job, we have to ask the drydock’s ship
manager for permission,” he said.

Arosa's management company Neda Maritime makes frequent visits to all of the 21 vessels - eight tankers
and 13 bulkers. Each superintendent has no more than three to four vessels under his responsibility. All the
ships' officers are Greek and employed directly by the company.

Neda claimed to be first company to introduce e-mail access to all the crew members. The crew can SMS
and e-mail their families and friends and this approach also gives the vessels more contact with the shore
office.

Following her stint in drydock, Arosa was fixed to load a cargo at Kharg Island for discharge in China.

*This article first appeared in Tanker Focus, published by Lloyd's Register.
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Crew, Training Mistakes Cited in Accident Report

The National Transportation Safety Board (NTSB) reported that the probable cause of an accident involving
the cruise ship Crown Princess was the second officer's incorrect wheel commands, executed first to counter
an unanticipated high rate of turn and then to counter the vessel's heeling. Contributing to the cause of the
accident were the captain's and staff captain's inappropriate inputs to the vessel's integrated navigation
system while it was traveling at high speed in relatively shallow water, their failure to stabilize the vessel's
heading fluctuations before leaving the bridge, and the inadequate training of crewmembers in the use of
integrated navigation systems.

"We see from this accident the importance of having adequate training," said NTSB Mark V. Rosenker.
"Had the crew been better trained in the equipment they were using, this accident may not have occurred,
and implementing our recommendations is one way to help ensure this."

On July 18, 2006, the cruise ship Crown Princess, which had been in service about a month, departed Port
Canaveral, Florida, for Brooklyn, NY, its last port on a 10-day round trip voyage to the Caribbean. About an
hour after departing, the vessel's automatic navigation system caused the ship's heading to fluctuate around
its intended course. Alarmed by a perceived high rate of turn, the second officer attempted to take corrective
action that resulted in the ship heeling to a maximum angle of about 24 degrees to starboard. This caused
people to be thrown about or struck by unsecured objects, resulting in 14 serious and 284 minor injuries to
passengers and crewmembers. The vessel incurred no damage to its structure but sustained considerable
damage to unsecured interior components, cabinets, and their contents. The report adopted by the Board
states that the Crown Princess was operating at nearly full speed when the second officer took the controls.

Because of instabilities in the automatic steering system, the officer faced the problem of navigating a vessel
that exhibited both increasing course deviations and high rates of turn. The second officer took manual
control of the steering and steered back and forth between port and starboard in increasingly wider turns.
Rather than remedying the problem, the second officer's actions aggravated the situation, resulting in a very
large angle of heel. The captain quickly returned to the bridge and brought the vessel under control by
centering the rudder and reducing speed. The Safety Board concluded that the incident occurred because the
second officer initially turned the wheel to port, when he should have turned it to starboard to counteract the
turn. The Safety Board also said that the captain and staff captain made errors, including:

Failure to recognize that the integrated navigation system could be unpredictable at high speed in shallow
water.

Failure to recognize that the rudder economy and rudder limit settings on the integrated navigation system
were inappropriate for the vessel's speed and operating conditions.

The Board concluded that these errors stemmed from inadequate training and lack of familiarity with
the integrated navigation system.
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OHel p Me Homed drive for sl
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Cargo owners and charterers are increasingly focusing on safety, including the operation of the main
propulsion machinery.

A certain number of ships with geared medium speed engines have been fitted with 'help me home'
emergency drive, usually by means of an electric motor connected via a clutch to a suitable pinion shaft in
the gear box (PTI). In normal service the motor serves as a shaft generator (PTO).

The installation of emergency drive in a ship fitted with a slow speed main engine requires a different
solution. This is due to the high torque, high power and low rev/min, both in normal and emergency mode.

For its four newbuildings at Brodosplit, Marinvest has developed a different type of emergency drive for
slow speed main diesel engines. The system works equally well with fixed pitch and CP propellers.

Apart from being an emergency drive system, it may also allow
maintenance work to be carried out on the main engine with the
emergency drive system being on stand-by during
loading/discharge operations.

! The emergency drive power is taken from the hydraulic system for
the cargo discharge, with a hydraulic flow of 5,700 litres per min
at 250 bar giving about 2,400 kW. Four Hagglunds Compact high
torque hydraulic motors drive a drum on the intermediate shaft by
means of a chain drive at about 65 rev/min.

The drum is normally free from the shaft. In emergency drive
mode the drum is connected to the shaft by friction bolts allowing
a connection at any angular position.

The main engine must of course be disconnected from the shaft.
This is achieved by means of a special disconnector located at a

flange in the intermediate shafting. The disconnector will allow

propeller thrust will be transmitted to the main engine thrust bearing.
The disconnector is relatively small having a length 750 mm and a diameter of 1,000 mm.
The disconnector transmits the propeller thrust by using two spherical roller bearings.

Between the disconnector and the shaft flange there is a gap of 5 mm. The shaft torque in normal mode of
operation will be transmitted across the gap by 10 cylindrical dowels fitted radially in grooves in each flange
surface. The flange bolts are not fitted bolts but have a liberal radial play.

When the bolts have been tightened the shaft torque in normal drive mode is being transmitted across the
gap by shear forces in the radial dowels. When the nuts of the flange bolts have been released the bolts can



easily be unscrewed by hand. There will be no
problems encountered such as the withdrawal of
fitted bolts. Following this, the radial dowels are
also taken out. The propeller is now free from the
main engine and may be rotated by hydraulic
motors, or another drive arrangement along the
intermediate shaft.

The engine room staff can change over to
emergency drive in less than 20 minutes, using
ordinary hand tools, even given a shaft of
diameter of 500 mm.

The system weighs around two tonnes.

Sea trials have confirmed a speed in emergency drive mode of more than 10 knots with only the auxiliary
machinery running.

Marinvest chose a chain drive to transmit power to the intermediate shaft. Other solutions can also be used.
This was chosen since there was a significant hydraulic power already available on board. In other cases
electric drive may be used.

This disconnector is patent protected and is the property of Marinvest Engineering. The company said that it
is keen to invite prospective licensees and other interested parties for discussions on marketing this system
to third parties.
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... Industry accuses governments of inactivity

The international shipping industry (represented by BIMCO, ICS/ISF, INTERCARGO and INTERTANKO
and the International Transport Wor ker s Feder
attacking lack lustre government response to the piracy problem.

The statement said that the organisations were dismayed by recent comments, attributed to leaders of the
Coalition Task Force operating in the Gulf of Aden, that it was not the job of navy forces to protect
merchant ships and their crews from increasingly frequent attacks from pirates operating out of Somalia.

The pirates were attacking ships on a daily basis with machine guns and rocket propelled grenades, and
currently held over 200 seafarers hostage. The pirates were operating with impunity, while governments
stood idly by.

If civil aircraft were being hijacked on a daily basis, the response of governments would be very different.
Yet ships, which are the lifeblood of the global economy, are seemingly out of sight and out of mind. This
apparent indifference to the lives of merchant seafarers and the consequences for society at large was simply
unacceptable, they said.

The shipping industry was utterly amazed that t
disposal, were unabletomai nt ain the security of one of the w
linking Europe to Asia via the Red Sea/Suez Canal.

Since 9/11, the international shipping industry has spent billions of dollars to comply with stringent new
security requirements, agreed by the international community to address concerns about terrorism. Yet when
merchant ships — which carry 90% of world trade and keep the world economy moving - were subject to
attack by violent pirates, the response of many governments was that it is not their problem and that ships
should hire mercenaries to protect themselves.

The arming of merchant ships, as suggested by t
crews in even greater danger and is likely to escalate the level of violence employed by the pirates. It would

al so be illegal under the national |l aw of many
are trading.

The industry understood that military resources are stretched and that the Coalition Task Force is doing what
it can, consistent with current rules of engagement provided by participating governments.

But the international shipping industry, in the strongest possible way, urged governments to commit the
necessary navy vessels now, and to ensure they have the freedom to engage forcefully against any act of
piracy in the Gulf of Aden.

Governments must issue clear rules of engagement to allow naval forces to intercept and take appropriate



action against these violent pirates, and theoceangoi ng _mot her shi ps*® from whi
as permitted by UN Security Council Resolution 1816, of 2nd June 2008, and existing international law
about the rights of States to repress criminal acts on the high seas.

Governments must also ensure that these pirates and armed robbers, who were terrorising the high seas, are
brought to justice in a court of law and are not allowed to resume their piratical activities unimpeded because

of governments unwillingness to take the neces

There should be no doubt that the situation was now so serious that major shipping companies, who were
negotiating with charterers to avoid transiting the Gulf of Aden and the Red Sea/Suez Canal, will decide to
redirect their ships via the Cape of Good Hope.

This would add several weeks to the duration of
for international trade, the maintenance of inventories and the price of fuel and raw materials. This would

also affect not just those countries to which cargoes are destined but all global seaborne trade, a consequence

of which, in the current economic climate, must surely be avoided.

A repeat of the crisis in the early 1970s, when the Suez Canal was closed and shipping was similarly
diverted around the Cape of Good Hope, must be prevented at all cost, thus this call for urgent measures
now — today and not tomorrow!

The international shipping industry recognises that the IMO, with whom it continues to liaise daily, has
acknowledged the massive severity of the problem and has similarly implored the United Nations and the
UN Security Council to ensure that appropriate action is taken.

However, far greater urgency was required by governments and their navies, particularly those in the
Coalition Task Force, who were in the best position to restore security to this critical trade artery.

We need action, not words or rhetoric. What is at stake are the lives of merchant seafarers and the security of

world trade, the industry bodies warned.

Inséré le 30 Septembre 2008 News Logboek Enlevé le 30 Octobre 2008

... But take another

(Sep 30 2008)

A Greek managed chemical tanker was hijacked off Somalia on Friday, according to the Greek Coastguard.

The vessel thought to be the Liberian fl ag Gen

along with 19 Romanian seafarers.

The attack was reported to the shipping company by the ship's captain by radio shortly before the pirates
boarded the vessel. The pirates fired a number shots into the air to stop the ship, the coastguard reportedly
said.



The I nternational Mariti me Bureau‘s Piracy Repo
19 crew on board was seized on Friday after being ambushed, chased and fired upon.

The IMB said that the ship was carrying refined petroleum products from Europe to the Middle East.




