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PREFACE
01

In 2017 as well, market conditions did not make for plain 

sailing by Belgian shipowners. Nonetheless, they success

fully rose to the challenge, as evidenced by the preservation 

of the tonnage controlled by Belgian shipowners.

A major contributing factor to the success 
of the Belgian shipowners lies in their 
investment in new techniques. CMB is a 
case in point with the entry into operational 
use of the hydrogen-driven Hydroville.  

DEME innovated as well by investing in 
two dual-fuel vessels. At Exmar, projects 
have been launched to have their newly-
built vessels run on LPG. 

4 • annual report 2017
Entrepreneurship and creativity are still very much 

required to ride out these difficult times

 Ludwig Criel  Wilfried Lemmens 
 Chairman  Managing Director 
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Notwithstanding low freight prices, 
Euronav continues to operate on the 
consolidation market, which makes it 
one of the world’s largest shipowners.
 

Fast Lines and Bugge Shipping confirmed 
their positions on the European short sea 
shipping market. Both Boskalis Offshore 
and Kotug Smit Towage maintained their 
tonnage under the Belgian flag.

The good cooperation with the Belgian 
authorities offered additional guarantees 
for maintaining the Belgian-flagged 
tonnage. 

Our authorities set very demanding 
quality standards, while keeping a 
realistic outlook on the market conditions 
prevailing in the global maritime industry.
 

The constructive consultations between 
the maritime social partners will play 
their part in the coming years in ensuring 
job preservation for Belgian seafarers.
  

We also wish to thank the Belgian Navy 
for their unabated endeavours in the 
struggle against piracy.

Wilfried Lemmens  Ludwig Criel

Managing Director  Chairman
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Total employment (in VTE) of the Belgian maritime cluster

Total value-added of the Belgian maritime cluster

Source : Policy Research Corporation

Merchant Shipping Towage Dredging
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Economic Importance of the 
Belgian Maritime Cluster

The sectors merchant shipping, towage and 

dredging together have a turnover of 8.141 

million euro. This generates a total value 

added of 2.488  million euro and a total 

employment of 16.242 FTE. The maritime 

cluster as a whole represents 0.5  % of 

Belgium’s gross domestic product (GDP) and 

0.4 % of its employment.
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ENVIRONMENT
02

In 2017 an important decision was taken at IMO. From 

2020 onwards the sulphur limit of Heavy fuel oil will drop 

from 3.5 % to 0.5 %.  A welcome move for our health 

and environment a major gamechanger in the shipping 

inindustry. 

SULPHUR

Outside the ECA’s (Emission Control Areas) 

such as the North Sea and the Baltic, where a 

0.1 % limit is applicable, shipping is currently 

allowed to use fuels with a sulphur content 

not exceeding 3.5 %. On 1 January 2020 a new, 

more demanding sulphur limit for shipping 

fuel will become effective, at a single stroke 

cutting sulphur emissions worldwide to 

0.5 % (i.e. seven times less than the current 

limit), as agreed in 2017 at the International 

Maritime Organisation (IMO). 

The date on which the new sulphur limit is to 

be introduced is no longer up for discussion: 

it has been set to 1 January 2020. 

There remains some doubt, about the 

availabilty of fuel with a sulphur content 

of 0.5  %. Especially with reference to 

enforcement, the loopholes are still quite 

large and, as the 0.5 % sulphur limit looms, 

some will try to take maximum advantage of 

them.

12 • annual report 2017
In 2017 the RBSA publicly advocated banning the sale of 

fuels with a sulphur content in excess of 0.5 % as of 2020
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A level playing field!

Fuel meeting the 0.5 % sulphur limit will 

be more expensive than fuel with a high 

sulphur content. How can we ensure that 

everybody plays the game fairly faraway on 

the high seas, beyond the surveillance of 

supervisory authorities? 

In 2017 the RBSA – one of the first shipowner 

association to do so – publicly advocated 

banning the sale of fuels with a sulphur 

content in excess of 0.5 % as of 2020, unless 

the vessel has been fitted with a scrubber. 

This would seem obvious, since the sulphur 

limit will be set at 0.5 % as of 2020. Why carry 

banned fuel anyway? Our statement mainly 

sought to boost the debate on enforcement. 

In 2017 the crux of the discussion focused on 

the determination whether vessels should 

be allowed to carry fuels with a sulphur 

content exceeding 0.5 % after 2020, even 

without a scrubber on board. 

From early February 2018, the RBSA 

participated in the proceedings of the IMO 

Pollution Prevention and Response (PPR) 

subcommittee, where support was given to 

the notion that fuels with a sulphur content 

in excess of 0.5 % should not be carried on 

vessels for propulsion. This ‘ban on non-

compliant fuel’, will make enforcement a lot 

easier. 

A distinction therefore needs to be made 

between:

1.   the ban on the combustion of fuels with 

a sulphur content in excess of 0.5 % as 

of 1 January 2020, as approved at the July 

2017 MEPC 71 on the one hand, and 

2.  the ban on carrying fuels with a sulphur 

content in excess of 0.5 % unless the 

ship has been fitted with a scrubber, on 

the other hand. This rule was approved 

at the PPR (February 2018), but in view of 

The  0.5 %

global  
 sulphur 
limit

14 • annual report 2017
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procedural issues and subject to MEPC 73 

approval, it will only become effective as 

of March 2020.

Much still needs to be done to develop a 

legislative framework ensuring uniform 

enforcement. Member States always have 

the option to hand down heavy sanctions 

or not when a vessel is found to be in non-

compliance. In this regard the RBSA has a 

leading role in a working group of the European 

Commission involving the EU Member States 

and the industry, tasked to discuss uniformity 

of international enforcement with respect to 

the 0.5 % sulphur limit. Many lessons can 

be learnt from the enforcement of the 0.1 % 

sulphur limit in the ECA’s since 2015.

The experience obtained there will result 

in proposals to the IMO seeking to close  

any loopholes. In July 2018, a dedicated 

IMO workgroup will convene to discuss 

enforcement of the 0.5 % sulphur limit. 

Obviously the RBSA will be part of it. 
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Ballast water

Finland’s accession on 8 September 2016 to 

the International Convention on the control 

and management of ship’s ballast water 

and sediments (BWM Convention) officially 

triggered the countdown to the convention’s 

entry into force, twelve months later, on 8 

September 2017. This does not mean, though, 

that all ships have to meet the D2 discharge 

standard, which is only feasible with ballast 

water treatment systems. 

What then are the actual consequences of 

the BWM Convention having come into force?

•  Since 8 September 2017 vessels above 400GT 

have to meet the D1 standard, requiring 

them to change/flush out their ballast 

water during the journey (in accordance 

with an IMO-approved exchange methods) 

at 200 nm from the shore wherever possible 

or at least 50nm from the shore or in areas 

especially designated for this purpose. 

•  Any ocean-going vessels with a gross tonnage 

of 400 tonnes and above needs to have an 

international ballast water management 

certificate on board mentioning the action 

plan to change ballast waters and related 

processes.

•  Shipowners of vessels built after 8 

September 2018 had to make urgent 

decisions in 2017, because their vessels 

needed to have a ballast water treatment 

installation on board at the ship’s delivery 

in order to comply with the ballast water 

discharge standard (D2 standard).

•  Vessels built prior to 8 September 2017 (most 

of the current fleet) have been granted a 

reprieve until 2024 at the latest, depending 

on the renewal of the ships certificates. 

There was an expectation, upon Finland’s 

accession, that orders for water treatment 

installations would be placed massively. 

Even before Finland’s accession in 2016, a 

number of States, including Liberia, Norway 

18 • annual report 2017

discharging 
cargo

Cargo hold empty

Ballast tanks full
Loading ballast water

1 At source port 2 During voyage

discharging ballast water

loading 
cargo

3 At destination port
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and the UK sought to delay the installation 

by at least two years after the convention’s 

entry into force. At the time the RBSA held the 

view that it was not appropriate to support 

this proposal. One of the reasons was that 

many of our members had already installed 

such systems with complete confidence. 

The proposal from Liberia et al. failed to 

find support in 2016. At the MEPC71 meeting 

(October 2017) the proposal was tabled again, 

as well as a concrete similar proposal from 

China. There, it was approved after some 

heated debates. 

Although thousands of systems have already 

been installed (including on vessels built 

before 8/09/2017) at the time of writing 

of this report, many issues remain to be 

clarified and information on the technical 

limitations of certain installations circulates 

rather slowly. It is still too early to draw any 

conclusions on this issue. Additionally some 

uncertainty remains among shipowners as 

to water quality in certain ports. Indeed, it 

is incumbent on port authorities to supply 

accurate data on salinity, sediment content, 

etc. In view of all the unknowns, Port State 

control will be mild in the first few years. 

United States 

In early 2017 everybody wondered when the 

US – who are not party to the convention 

– would approve the first systems meeting 

the more demanding criteria set by them. 

The slow approval procedure was the main 

concern for shipowners trading with the 

US and a major source of frustration for us 

as well. The fact that the IMO had already 

approved more than 70 systems did not 

matter to the US. In addition to the rigidity 

of the process in the US, it was demonstrated 

in 2016 that some IMO-approved systems did 

not work properly under all conditions of 

temperature, salinity and sediment content. 

Currently the systems already approved by 

the IMO are being subjected to new testing 

under more stringent criteria as a result of 

considerable industry pressure. 

At the time of writing this report, the USCG 

has approved 6 systems and 4 further 

systems are currently ‘under review’. In 

the meantime the USCG has rejected the 

first shipowner requests to be granted 

some respite for installing such systems. 

Until recently such requests had been 

approved quite smoothly. What’s more, in 

the meantime systems capable of treating 

large quantities of ballast water have been 

never approved – the lack thereof used 

to be one of the main arguments, until 

recently, to request a reprieve. Shipowners 

are experiencing increasing problems to 

demonstrate that they cannot find a system 

compatible with the specifications of their 

vessel. 
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‘Same Risk Area’, a possible 
pathway to (scientifically-based) 
exceptions 

Subject to preventing an increase in the 

spread of species, the convention does 

provide for exceptions. Until MEPC71 the 

focus on such exceptions was shipping route 

specific. At MEPC71 (July 2017) it was agreed to 

provide for the possibility of excluding ships 

only operating in a certain area between 

two or more Member States. Such areas are 

referred to as Same Risk Areas (SRA). 

The SRA approach defines a specific area 

where vessels exclusively sailing within the 

boundaries of the designated area can be 

exempted from treating ballast water if it can 

be demonstrated that there is no risk for the 

spreading of invasive species proliferation. 

 

 

Actually some geographically large 

countries like Canada and the US have 

already designated marine areas (for purely 

administrative reasons) where ships are 

allowed to discharge ballast water without 

any need to comply with any treatment 

criteria. Up to now, no area has been officially 

designated as a SRA, although some steps 

have been taken to grant SRA status to some 

areas. The Netherlands and Belgium have 

agreed to start economic and ecological 

research into the possibilities of instituting a 

Same Risk Area. On the basis of the research 

findings they intend to work toward political 

decision-making by early 2019.

22 • annual report 2017
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One may wonder about the use of having a 

regional and a global system operating side 

by side. Pursuant to the new regulation 22A 

of MARPOL-Annex VI, vessels of 5,000 GT and 

more have to collect data on fuel consumption 

(per fuel type and in metric tonnes), as well 

as the distance travelled and the time at sea 

from berth to berth. Data collection is to start 

on 1 January 2019. 

CO2

At the time of writing this report and after 

many turns and twists, it was agreed at the 

IMO to reduce shipping GHG emissions by 

at least 50 % compared to the 2008 levels. 

The agreement reached roughly means that 

the current CO2 emissions of almost 1 billion 

tonnes need to be brought down by 500 

million tonnes. The way to do it is described 

in detail in the ‘Decarbonisation Journal’ 

attached in the cover of this report. 

The IMO shall not be subject to 
growing EU pressure at least 
until 2023. 

That the EU does go beyond mere empty 

rhetoric was evidenced on 1 July 2015, when 

the EU Regulation on reporting, monitoring 

and verifying (EU-MRV) ships’ CO2 emissions 

became effective for vessels of more 

than 5000 GT calling at EU ports. The first 

obligation imposed on shipowners under 

the regulation was the drawing up of a 

monitoring plan by 31 August 2017, stating 

engine power and the method for monitoring 

fuel consumption during the year 2018. In 

2019 the European Commission would like to 

publish fuel consumption data as well as the 

distances travelled by all vessels which will 

have called at EU ports in 2018. The nature 

of the freight carried in 2018 is not expected 

to be published. Even before the regulation 

came into force, the European Commission 

was always prepared to review and possibly 

phase out the MRV system, providing the 

IMO developed a similar global system. 

Indeed the regulation includes an article 

providing just for that. In 2016 it was agreed 

that the IMO would collect shipping fuel 

consumption data. In 2017, at the MEPC 71, 

the matching legal framework was set. The 

resulting system, known as the ‘IMO Global 

fuel data collection system’ may be far from 

what the EU intended, but it is nevertheless 

a step in the right direction. 2010 2018 2020 2030 2040 2050 2060 2070
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Objectif 50% reduce  
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•   Pressure to review the EEDI regulations is 

expected to increase steadily. 

2.  The industry shall reduce the CO2 

emissions per transport assignment per 

vessel at an average rate of at least 40 % 

by 2030 and strive for a 75 % reduction by 

2050, both compared to the 2008 levels. 

As a result, by 2030, ships will need to cut 

their CO2 emissions by an average of 40 % 

per freight tonne carried.

•  The University College of London has 

already calculated that CO2 emissions per 

freight tonne carried (gCO2/tonne.nm) 

have already dropped by about 37 % in 2016 

compared to the 2008 levels, especially as 

a result of ‘slow steaming’. The ambition 

set (40 % by 2030) is actually not that great 

(unless ships dramatically increase their 

speed in the coming years). 

•  Anyway the debate on the energy efficiency 

indicators for existing vessels will need to 

be revisited. The best-known indicator is 

the Energy Efficiency Operational Indicator 

(EEOI) expressed in gCO2/tonne.nm for 

which the IMO developed guidelines 11 

The IMO CO2 strategy

The CO2 strategy has three goals:

1.  It seeks to make new vessels to be built 

even more energy efficient by making the 

standards of the energy efficiency design 

index (EEDI), a regulation approved in 2012, 

even more demanding. 

•  The RBSA is a member of the IMO EEDI 

workgroup, where the discussions being 

held do not point to any motivation (either 

from the industry or the large Flag States) 

to make EEDI rules more stringent, on the 

contrary. EEDI rules have been softened 

for a number of vessel types, including 

the RoRo and the RoPax. This is justly so, 

because the EEDI formula has mainly been 

tailored to container vessels. At the MEPC 

72 it was ‘unofficially’ agreed that large 

bulkers (in excess of 160,000 DWT) and 

tankers (VLCC’s) would only have to meet 

the stricter EEDI standards at a later stage. 

Again, this is a right decision, though it does 

point to regulatory gaps (see below).

•   It is known that the EEDI formula needs 

to be revisited and reviewed to create a 

stronger incentive to invest in technologies 

improving the (theoretical) energy efficiency 

of newly built ships. Norway has tabled a 

number of proposals in this regard, which 

have not yet received much support. CESA 

(the organisation of European ship builders) 

would also like to abolish the EEDI formula 

altogether and start again from scratch. 

26 • annual report 2017
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European Commission has already indicated 

that they are moderately favourable to the 

decision. 

•  The strongest opposition came from Brazil, 

Saudi Arabia and the US and, to a lesser 

extent, from Panama. The opposition from 

the US was striking: whereas they had 

adopted moderate positions in the past, 

they now joined the conservative camp. 

•  It is difficult to assess the impact of these 

developments. However, reports are being 

written questioning transparency at the IMO. 

Often, such reports are wildly exaggerated, 

although there is a great difference with 

10 years ago, when the principle of ‘laissez 

faire, laissez passer’ was more in vogue. 

Some NGO’s (sometimes subsidized by the 

European Commission) are making detailed 

analyses to determine, among other things, 

who contributes most to the IMO budget 

(Panama), which flags are the largest CO2 

emitters (Panama), etc. Such ‘sensational’ 

reports are avidly taken up by the media, 

which will no doubt have increased pressure 

on the IMO. 

years ago. In the past, the RBSA has devoted 

detailed studies to the subject (also in 

cooperation with VITO and the University 

College of London energy institute). What 

needs to be done now is to wait for the 

right time to draw attention to said studies 

in order to resume the debate on a more 

objective (i.e. apolitical) footing. 

3.   Reducing ships’ CO2 emissions by at least 

50 % in 2050 compared to the 2008 levels.

•  This would be a great achievement indeed, 

although the ways and means are still to 

be defined. 

•  The RBSA seeks a more structured approach 

in these discussions. What can we practically 

do by 2025, 2030 and 2040? Some parties 

believe that buying off CO2 emissions is the 

only way forward, but is it? 

•  April 2018 was the ultimate deadline to 

formulate an ambitious goal, if only to 

prevent the taking of regional measures. The 
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Below the more concrete measures set out by the IMO to work on the coming years. 

1
  Measures that ports can take to help facilitate the shipping 
industry in reducing its GHG emissions include provision of 
ship and onshore power supply from renewable sources, 
infrastructure to support supply of alternative low and zero-
carbon fuels and optimisation of logistics chain planning

2  
Initiating and coordinating R&D activities  
by creating an International Maritime Research Board (IMRB)

4 
 Carrying out studies on greenhouse gas emissions  
in support of policy-making 

“ Obviously, with the Maritime 
Industry Decarbonisation Council 

(MIDC) the RBSA will be able to play 
a large role in the decarbonisation 

of maritime transport.

”

3 
 Striving for carbon-free or fossil-free fuels for the shipping 
industry and developing guidelines with respect to the 
greenhouse gas emissions/carbon intensity of alternative fuels

30 • annual report 2017
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EMPLOYMENT
03

First sea service journeys

Students at maritime training institutions have to 

accumulate sailing time during their studies, as required 

for the issuance of STCW certificates. 

First sea service journeys are thus a 

necessary means to embark on a career as 

a seafarer. 

Until recently it was hard for students to 

obtain the sailing time required during their 

studies, as such journeys were only allowed 

between 15 June and 15 September. 

As a result the RBSA, the maritime academy 

and the social partners have sought to scrap 

the limited period allowed for signing on.

The efforts of the aforementioned parties led 

to the Royal Decree of 29 May 2017 modifying 

the rules governing first sea service on 

ocean-going vessels. Students enrolled at a 

maritime institute may henceforth embark 

throughout the year on a first sea service 

journey as cadets, which enables them to 

gain the necessary experience on board of 

a ship.

The RBSA hopes that students will thus be 

able to obtain sufficient sailing time during 

their studies.

‘Embark on a career as a seafarer’
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What matters here is the preservation of 

the social rights enjoyed by seafarers. In 

practice the latter will hardly notice any 

changes whatsoever.

The above-mentioned integration has 

resulted in considerable consequences for 

shipowners, who have been faced with a 

lot of new obligations since 1 January 2018. 

For instance, all hiring and terminations 

have to be reported to social security by 

means of the DIMONA statements. Moreover 

wage and work time data on seafarers 

have to be reported to social security by 

means of the DMFA statements (déclaration 

mult i fonct ionnel le/mult i funct ionele 

aangiftes), i.e. multifunctional declaration. 

In the past such information was sent to the 

RPFS. 

In the course of 2017 the various parties 

(social security, RPFS, RBSA and shipowners) 

held constructive talks to prepare for the 

new system. 

To generate the DIMONA and DMFA 

statements, new software had to be 

developed as well. This task was entrusted 

to Servico.

As a result of the good preparations and 

the cooperation between all parties, the 

integration went ahead smoothly. The RBSA 

wishes to expressly thank everybody for this.

Integration of the Relief and 
Provident Fund for Seafarers 
into the general social security 
system

In Belgium, seafarers do not come under the 

ordinary social security arrangements. They 

are subject to a separate regime designed to 

cater for their special profile. The regime was 

administered by the Relief and Provident 

Fund for Seafarers (RPFS), 

On 1 January 2018 the tasks of the RPFS were 

transferred to the social security agency 

and to the health and disability insurance 

fund, in line with the federal government’s 

endeavour to generate as much synergy as 

possible within social security.

The tasks are split as follows between the 

social security agency and the health and 

disability insurance fund.

Social security shall be responsible for:

•  registering and checking social security 

claims

• receiving social security contributions

•  managing the Pool list

•  allocating tide-over allowances and first 

sea service pay

The health and disability insurance fund 

shall be tasked with:

• health and disability insurance

• social affairs

•  allocating and paying the ‘complementary 

allowance for sailing in time of war’
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Support measures for maritime 
transport: tonnage tax

In the past the Belgian government deve-

loped various tax measures to incentivize 

Belgian shipowners to return to the Belgian 

flag with their vessels and to keep or develop 

the related maritime activities on shore in 

Belgium. Europe approved these measures 

until 31 December 2012. Because Belgium 

wished to extend the existing arrangement 

beyond the expiry date set, EU approval was 

needed.

On 23 March 2015, Belgium notified the 

European Commission of the intent to 

prolong these measures. 

In a letter dated 6 November 2017, the 

European Commission approved the tonnage 

tax system for the period from 1 January 2013 

to 31 December 2022.

However the European Commissions did 

make a few comments on the existing 

regime. 

The main comments relate to the need for 

Belgium to adapt legislation on the flag link 

and on the tax on the added value yielded by 

the sale of a vessel taxed under the tonnage 

tax system.

Said modifications need to be implemented 

before 6 May 2018.

ILO – Maritime Labour Convention 

The Maritime Labour Convention, which 

has been in force in Belgium since 2014, 

guarantees decent living and working 

conditions to seafarers as well as fairer 

competition conditions internationally. 

On 18 January 2017, 2 amendments entered 

into force in Belgium, i.e. amendments on 

the provision of financial security by the 

shipowner in connection with crew claims 

and on abandoning crew. 

For each of these two amendments 

there needs to be a certificate on board 

demonstrating the ship’s compliance with 

amendment requirements (certificate 1: 

certificate of insurance for repatriation and 

certificate 2: certificate of insurance or other 

financial security for shipowners’ liability). 

Said certificates prove that the necessary 

insurance has been taken out to protect 

crew if the vessel is to be abandoned and 

stating the shipowner’s liability in case of 

death, illness and accidents on board of the 

vessel.

In practice, for vessels under the Belgian 

flag this means that an addendum to DMLC 

part I was drawn up and that an addendum 

also had to be added to DMLC part II.

To limit the administrative workload, an 

addendum with points 15 and 16 is to be 

used rather than a completely new DMLC1.
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ARE YOU WATERPROOF
04

In 2017, through the de facto association areyouwaterproof,  

the Belgian shipowners continued to promote maritime training 

and occupations. Various promotion campaigns highlighted 

maritime career opportunities.

Areyouwaterproof was present at various 

events, including, among others:

>  21 – 23 February:  Doebeurs – Brabanthal 

Leuven

> 1 March: Sail to Your dream – Antwerp

> 11 March : Opencampusdag HZS

> 12 March : Opencampusdag Leerhaven

> 15 March : STEM studiedag - Bruges

>  17 – 19 March:  Open scheepvaartdagen – 

Antwerp

> 17 – 18 March: Scholenbeurs Duin en Zee

> 21 and 23 March: Verruim je Horizon – Genk

> 29 March: Volle Vaart dag

> 12 May: STEM studiedag

> 28 – 29 May: COV Trefdag - Leuven

> 25 – 28 May: Oostende voor Anker – Ostend

> 10 – 11 June: Visweekend

> 5 August: Museumnacht - Antwerp

> 17 September : Vlaamse Havendag

> 22 – 24 September : Water-rAnt 

> 16 October : STEM studiedag – Mechelen

By analogy with the “fascinating classroom 

game”, an “engines” lesson package was 

developed for the pupils of the first three 

years of secondary education.

‘Lifelong learning also applies te seafarers’
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SECURITY
05

Piracy 

Said decrease notwithstanding, piracy threat remains a major concern because of 

the way it affects crews and their safety. 15 different incidents saw 91 seafarers taken 

hostage and 13 further incidents involved the abduction of 75 seafarers. Moreover, 

pirate attacks caused three fatalities among seafarers. 

In Nigeria, 33 incidents were reported. 

Although no vessels were hijacked, 10 

incidents led to the abduction of 65 

seafarers. Of the 16 incidents worldwide 

involving vessels being fired on, seven took 

place in Nigeria. The above events show 

once more the violence and threat levels 

to which seafarers are exposed in these 

waters. Additionally there are growing 

indications that the statistics issued by 

the International Maritime Bureau for said 

region are not realistic. Underreporting thus 

remains a problem. Vessels are encouraged 

to register with MDAT-GOG (Gulf of Guinea 

Inter-regional Network). This centre has 

been set up provisionally by the UK and 

France pending the creation of a regional 

reporting centre. 

In the framework of ‘Maritime Capacity 

Building’ the Belgian command vessel 

Godetia will contribute to the establishment 

of an autonomous maritime security 

capacity for the countries in the Gulf of 

Guinea area. This operation was launched 

under the military umbrella of the US. The 

RBSA holds the view, moreover, that political 

pressure on Nigeria should be increased. If 

‘With 180 incidents in 2017, piracy worldwide has 

dropped to its lowest activity levels since 1995. ’
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Therefore, fast and robust action by navies 

and authorities remain advisable. This is the 

view of the RBSA and, by extension, of the 

entire shipping industry. In a joint position 

paper, the ICS, BIMCO, ECSA, INTERTANKO and 

INTERCARGO have advocated the continuation 

of EUNAVFOR’s Operation Atalanta beyond 

2018. 

During consultations held at the office 

of Defence Minister Steven Vandeput, 

the RBSA was given a guarantee that 

EUNAVFOR’s Operation Atalanta will not be 

discontinued. The Belgian Defence Ministry 

will maintain their support for the project, 

though with a decreased capacity. Belgium 

will consequently make a liaison officer 

available to Northwood, the headquarters 

of Operation Atalanta, but no frigate will 

take part in the operation. 

Jointly with the CMF (Combined Maritime 

Forces), EUNAVFOR have issued a threat 

analysis providing a clear picture of the 

risks to maritime security in the Red Sea, 

the Gulf of Aden, the Gulf of Oman and the 

Western part of the Indian Ocean in 2017. This 

assessment emphasizes the dynamic nature 

Nigeria is unable to create a decent coast 

guard, they should allow the deployment of 

foreign security guards on vessels. 

Off the coast of Somalia, 9 incidents were 

reported last year, including a container carrier 

being fired upon by armed pirates. The presence 

of ladders was observed on the skiff, a clear 

sign that the pirates had the intent to engage 

in an act of piracy. There upon six pirates were 

arrested by EUNAVFOR and transferred to the 

Seychelles, where they were indicted on the 

counts of ‘engaging in an act of piracy’ and 

‘attempted piracy’. If found guilty, they may be 

sentenced to 30 years in prison. 

Although the number of actual attacks by 

Somali pirates may be low, the incidents 

described above show that Somali pirates 

still have the capacity and the intent to 

attack vessels hundreds of miles off the 

coast. Pirate leaders have switched to 

smuggling (financially more rewarding and 

less dangerous). Should this new modus 

operandi prove disappointing, they might 

revert to their old business model, i.e. 

hijacking ships. 
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was observed, from 10 incidents in 2016 to 

22 in 2017. Most of these events were low-

level incidents involving vessels anchored 

in the ports of Manila and Batangas. Ships 

transiting in the Sulu/Celebes Sea were 

targeted as well. On several such occasions, 

10 seafarers were abducted from three 

different vessels. These incidents occurred 

in the first Quarter of 2017. Since then, the 

Philippine authorities have started sending 

warnings to the PRC, forwarded in their name 

to shipping. This procedure has prevented 

subsequent attacks from being successful. In 

Indonesia 43 incidents were reported, most 

of them being cases of opportunistic theft. 

Year after year, the number of incidents in 

Indonesian waters has been decreasing. 

Patrol activity by the Indonesian maritime 

police also show a modest, but continued 

reduction in the number of incidents in the 

ten major anchorages. A tug and a vessel 

were hijacked there in November, although 

no missing freight was reported and all 

seafarers were safe and sound. 

Finally, mainly opportunistic thefts were 

reported from Venezuela (12) and Bangladesh 

(11), committed on board of vessels already 

in port or preparing to moor. 

of the risks to maritime security in the region 

and confirms the need to maintain the full 

implementation of the Best Management 

Practices ed.4 when crossing the area. 

Vessels need to perform an extensive risk 

evaluation for each voyage, register with 

MSCHOA (Maritime Security Centre- Horn 

of Africa) and report to UKMTO (United 

Kingdom Maritime Trade Operations) as well 

as implement vessel-specific self-protection 

measures. The use of the ‘Maritime Security 

Transit Corridor’ has to be considered to 

take advantage of the military presence and 

surveillance. The use of group transits and 

convoys may be advisable. 

CMF and EUNAVFOR have committed 

themselves to supplying fast, responsive 

information to the maritime industry by 

means of ‘Industry Releasable Threat 

Bulletins’ (IRTB). The first such IRTB 

concerned the risks posed by sea mines 

around the Ras Issa peninsula in Yemen. 

A high degree of vigilance also remains 

necessary in Asian waters, especially in the 

Philippines, where a significant increase 

Bangladesh, 11Bangladesh, 11

Venezuela, 12

Philippines, 22

Nigeria, 33

Indonesia, 43

The following 5 locations recorded around 

67% attacks from a total of 180 reported for 

the period
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Refugee crisis

Last year, the number of illegal arrivals at 

the EU’s external borders dropped by 60 % 

compared to 2016. Frontex, the EU border 

and coast guard agency, counted a total of 

204,718 illegal border crossings at Europe’s 

external borders, compared to 511,046 cases 

in 2016. This figure is also the lowest in four 

years. 

As a result of the Balkan route having been 

closed and the agreement with Turkey to 

host refugees, the illegal inflow through 

the Mediterranean’s Eastern route has been 

radically reduced since 2016. The number 

of illegal border crossings dropped from 

319,009 in 2016 to 62,192 last year. 

In the summer of 2017, the number of 

illegal arrivals in Italy suddenly started to 

decrease considerably. Finally the number 

of illegal border crossings into the country 

dropped about 35 %, from 178,415 to 114,286.  

Notwithstanding the considerable reduction 

in the number of illegal arrivals, the figures 

released by MRCC Italy still showed that 

11,355 people had been saved by the 

merchant navy, i.e. a mere slight decrease 

compared to 2016, when merchant vessels 

rescued 13,888 persons. Moreover cases 

have been reported of vessels permanently 

operating in the area being called in for 

assistance every two days by MRCC Rome. 

The situation thus remains serious and the 

merchant navy remains concerned about 

the safety of crew, freight and migrants 

on board, as merchant vessels are not 

designed for SAR operations. Additionally 

the crew have not been trained to deal with 

operations of this nature, including the 

enormous psychological burden placed on 

their shoulders on such occasions. 

Furthermore, questions persist about 

compensation for accidents, deaths, marine 

pollution, illnesses and problems with the 

204,718  
Illegal border crossings

 Merchant vessels  
rescued

11,355 persons
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safe disembarkation of migrants. Together 

with the entire shipping industry, the RBSA 

emphasizes that the merchant navy can and 

will provide assistance whenever necessary, 

although it should not be seen as an 

intrinsic part of migration control policy in 

the Mediterranean. 

Contrary to the other routes, the Western 

route across the Mediterranean has seen 

increased migration flows. Last year, Frontex 

registered a doubling of the number of 

illegal border crossings, from 9,990 to 23,143. 

Spain has experienced intense pressure 

from migrants arriving from Morocco, Algeria 

and Ivory Coast. 

On 16 May 2017 the RBSA together with 

ECSA and the other European shipowners’ 

associations visited the Warsaw-based 

Frontex headquarters, from where the 

situation is being monitored carefully in order 

to adapt SAR resources to new circumstances 

and routes and avoid becoming overly 

dependent on the merchant navy. 

Since 2016 Frontex has been cooperating with 

EMSA (the European Agency for maritime 

security) and EFCA (the European Fisheries 

Control Agency) in a pilot project involving 

maritime information sharing, providing new 

surveillance and communication services, 

building up capacity, dealing with operational 

challenges and new risks in the maritime 

field, as well as planning and executing 

multipurpose operations. Said agencies will 

also be developing new directives for coast 

guard functions.
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LEGAL NEWS
06

The new Belgian Shipping Code

The final texts drawn up by Professor Van Hooydonk have been examined by DG

Shipping and the office of the State Secretary for the North Sea, Philippe De Backer,

and their content has been agreed.

The current bill shows a number of 

departures from the version submitted 

to the Committee for Maritime Law, as 

recreational boating has been excluded. The 

latter category is to be added subsequently. 

The federal government reached an 

agreement on the issue and the texts were 

submitted on 8 January 2018 to the Council 

of State. In view of the considerable volume 

of the text, the standard advice term of 30 

days was extended. Upon receiving said 

advice, expected by May 2018, the cabinet is 

to approve the draft document. This should 

happen before the summer recess. After the 

summer, the texts should be submitted to 

Parliament for approval. 

‘The end of the maritime law review process 

 seems to be really in sight at last.’
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Accession of Belgium to the 
2005 protocol amending the SUA 
Convention

Belgium has taken the first steps in the 

procedure for accession to the 2005 

Protocol amending the 1988 Convention 

on Suppression of Unlawful Acts against 

shipping. Belgium had already been a Party 

to the 1988 SUA Convention, banning acts 

capable of threatening maritime security. 

The 2005 Protocol’s main purpose is to 

introduce new violations, including the use 

of vessels or fixed platforms for terrorist 

activities, the use of vessels to conduct 

illegal trade in weapons of mass destruction, 

their delivery systems and related materials. 

Obviously the mere transport of dangerous 

or harmful materials is no crime. It will turn 

into one if someone uses or threatens to use 

the ship in a manner likely to cause death 

and/or serious injury. 

Cyber security – Network and 
Information Security Directive (NIS)

The NIS Directive, approved on 6 July 2016, 

applicable in Belgium as of May 2018, 

stipulates new obligations in the field of 

cyber security, both for Member States and 

some businesses. 

The new directive not only provides for 

additional obligations for Member States, 

but also for market players responsible for 

so-called critical infrastructure, including 

some companies from the energy, banking 

and transport industries. Providers 

of indispensable digital services like 

e-commerce platforms, search engines 

and cloud computing services are deemed 

essential service providers. 

Pursuant to the aforementioned directive 

and insofar as they have not already 

done so, such businesses shall be 

under the obligation to take adequate 

security measures ensuring the security 

and continuity of their networks and 

information. Additionally the directive 

introduces a compulsory reporting duty 

for such companies. When the directive 
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becomes effective, the companies 

concerned will be obliged to report serious 

cyber incidents to the national authorities. 

Companies operating critical infrastructure 

or providing essential services must 

demonstrate, in the wake of a successful 

cyber-attack, that they had made sufficient 

efforts to avoid such incidents. If they fail 

to furnish such proof they are liable to 

incur a fine amounting to four times their 

annual revenue. 

It is up to national authorities to determine 

which companies come under the critical 

infrastructure class and which ones are 

deemed providers of essential services. 

However Belgium still lacks legislation 

specifying this in a practical way, causing 

much uncertainty. It is certain that ships 

will not be concerned by the directive, as 

the IMO is to develop legislation on the 

subject. The DG Shipping has assured us 

that shipowners will not have to meet the 

criteria of essential services in accordance 

with the new legislation. In other words, 

shipowners will not have to adhere to the 

rules described in the NIS Directive. 
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To achieve the above-mentioned goals, a 

commitment from all national, regional and 

port authorities is needed. Their information 

requirements should be strictly limited to 

what is absolutely needed and the European 

model should take this into account. There 

should be no place or need for any party 

to require information beyond the EMSW. 

Moreover the model should feature sufficient 

flexibility to facilitate subsequent changes in 

line with future developments and needs.

Our request to the FPS Finance, DG Customs 

and Excise to commit themselves to the 

eManifest pilot project initially received a 

positive response. However, a few months 

later, we learned that they had withdrawn due 

to insufficient capacity. They did tell us that 

they were involved in an automation project 

in the framework of the new European Union 

Customs Code, providing for full automation 

by 2020.

The RBSA was therefore surprised to see that 

the Belgian delegation to the last meeting 

organised in January 2018 by the European 

Commission also included the DG Shipping 

and DG Customs. Moreover, contrary to the 

previous meetings, the tone of the Member 

States and stakeholders (terminals, agents) 

attending was constructive and even countries 

like Germany and the Netherlands, with a 

record of criticism toward the project, were 

present. 

Unfortunately a Belgian Maritime Single 

Window has not yet become reality. The RBSA 

therefore insists on the need for all authorities 

concerned to be convinced that digitalisation 

is necessary in the year 2018 and that they 

should quickly agree on a way to achieve it. It 

is hopeful to learn that the Secretary of State 

for the North Sea, Philippe De Backer, has 

promised to support this endeavour. 

ADMINISTRATIVE SIMPLIFICATION

The pilot project set up by the European 

Commission – DG Move and DG Taxud, 

regarding the eManifest continued in 2017. 

Through said pilot project, the European 

Commission wants to demonstrate how 

the eManifest can be submitted, together 

with other formalities, by means of a single 

window to the proper authorities and 

mutually between Member States. To achieve 

this, EMSA (European Maritime Safety Agency) 

has developed a European Maritime Single 

Window Environment (EMSWe) used as an 

interface between the various National Single 

Windows and maritime users. The second 

test phase providing the shipping industry 

with an opportunity to test the EMSWe is 

over. Shipowners were concretely expected to 

report port calls in the course of a few months, 

enabling them to improve the project’s 

technical specifications on the basis of their 

knowhow. 

The findings of the project have led to 

proposals being put forward for reviewing the 

Reporting Formalities Directive. In this context, 

EMSA, upon consultation with the RBSA and 

other parties, has issued a positon paper 

making clear that we expect this review to 

yield an ambitious and in-depth modification 

ending the failure of this directive. Indeed, 

the review should move beyond the limits 

of current directives and create a European 

Maritime Single Window in accordance with 

the following principles: 

•  Harmonising data formats as well as national 

and local requirements; 

•  Simplification; 

•  Reusing information all over Europe;

•  Single point of submission/access to the 

EU-level and absolute harmonization of the 

interface; 

•  Including transport and freight data. 
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The Belgian fleet
 
At the end of 2017 the fleet flying the Belgian flag numbered 176 vessels with a gross tonnage 

of 5,236,493. The average age of the merchant vessels was 8 years, with a weighted average of 

11 years.
 
TYPE END OF 2015 END OF  2016 END OF  2017

Number GT Number GT Number GT
Merchant vessels 72 4 900 054 70 5 047 240 76 5 009 333
Dredging vessels 35 159 470 34 167 155 37 177 719
Tugs and offshore suply vessels 57 36 463 61 48 114 56 43 719
Passenger vessels 4 5 102 4 5 102 4 5 102
Special Craft 3 620 3 620 3 620
Total 171 5 101 709 172 5 268 231 176 5 236 493

OWNERSHIP OF WORLD FLEET 2017

Country National flag % Foreign flag % Total
1 Greece 65 596 965 21,24 243 239 968 78,76 308 836 933
2 Japan 31 586 052 14,11 192 269 736 85,89 223 855 788
3 China 76 147 364 46,03 89 282 495 53,97 165 429 859
4 Germany 10 340 213 9,23 101 688 093 90,77 112 028 306
5 Singapore 63 671 916 60,98 40 742 508 39,02 104 414 424
6 Hong Kong 71 177 336 76,02 22 452 414 23,98 93 629 750
7 Republic of Korea 14 592 033 18,02 66 384 841 81,98 80 976 874
8 United States 9 575 247 14,27 57 525 291 85,73 67 100 538
9 Norway 18 335 504 35,38 33 488 985 64,62 51 824 489
10 United Kingdom 9 948 824 19,45 41 201 943 80,55 51 150 767

17 Belgium 7 580 753 32,19 15 969 271 67,81 23 550 024

24 The Netherlands 6 362 160 35,28 11 671 174 64,72 18 033 334
28 France 3 587 771 30,07 8 343 626 69,93 11 931 397

World fleet 1 847 630 894

66 • annual report 2017

176 vessels

5,236,493 GT
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EXTERNAL RELATIONS
07

ECSA

Shipping policy 
In 2017 the European Shipowners’ year 

started with the second edition of the 

European Shipping Week, an event organised 

in cooperation with other maritime players 

to raise the profile of the shipping industry. 

As the mid-term review of the 2009-2018 

European Maritime Transport Strategy 

reached completion, the time had come to 

look beyond the 2018 horizon. ECSA and its 

members therefore commissioned a study 

from Monitor Deloitte to benchmark the 

overall EU policy framework. The conclusion 

was that the EU generally has a competitive 

tax and social regime as well as quality 

registers and a strong skills base. 

This combination supports the current 

status of the EU as an attractive location for 

shipping activities. To boost the growth of 

European shipping even more, the EU needs 

to turn this framework into a comprehensive, 

globally oriented shipping policy improving 

the EU’s competitiveness as a location for 

international shipping. 

ECSA and its members commissioned another 

study from Oxford Economics to determine 

the economic value of EU shipping. The EU 

shipping industry directly employed 640,000 

people and contributed € 57 billion to GDP 

in 2015. Adding supply chain and worker 

spending multiplier impacts, the shipping 

industry’s total employment contribution 

rises to 2.1 million people and its total GDP 

contribution to € 140 billion for 2015. The 

report further indicates that, at € 89,000 

per worker in 2015, productivity in the EU 

shipping industry remains above the EU 

average. The figures underline that shipping 

remains a solid contributor to the European 

jobs and growth agenda.

‘The EU generally has a competitive tax and social regime 

as well as quality registers and a strong skills base. ’

International Maritim
Organization

European UnionInternational Labour 
Organistation

European Transport
Workers’Federation

International Transport 
Workers’ Federation

ECSA
European Community
Shipowners’ Associations

Members

BELGIUM

Joint Committe for 
Merchant Navy

Belgian transport Union
ACV Transcom

International Chamber 
of Shipping
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list to non-EU yards is a precondition for 

meeting the recycling demand in relation to 

EU-flagged vessels. 

Trade

In 2017, free trade agreements in general 

were another topical issue on the EU policy 

agenda. Maritime transport has been a 

catalyst for economic development and 

prosperity throughout European history. 

Around 90% of world trade is carried by the 

international shipping industry. Shipowners 

have repeatedly emphasized to EU decision 

makers that European shipping should 

be kept firmly on the global trade map. 

With its unique set of tools, the EU has the 

wherewithal to assume a leadership role in 

pushing a globalised, open trade agenda to 

the benefit of Europe. More than ever before, 

ECSA stressed the need for European policy 

makers to engage in globally coordinated 

strategies focusing on free trade by means 

of trade agreements with third countries. The 

completion of the EU-Canada Comprehensive 

Trade Agreement (CETA) was thus greeted 

with great satisfaction. 

Environmental affairs
In 2017, the European Parliament was busy 

finalizing the review of the EU Emission 

Trading Scheme Directive (EU ETS), very much 

a major issue for ECSA and its members. 

Indeed, regional legislation like the EU ETS 

Directive fits badly with the global nature 

of the shipping business. The shipowners 

argued that, together with all the other 

sectors, shipping must be part of the global 

solution reducing overall CO2 emissions and 

limiting the increase in global temperatures. 

The International Maritime Organisation 

(IMO) has a mandate to establish a uniform 

CO2 regulation. Moreover the international 

shipping industry is committed to developing 

ambitious and realistic CO2 reductions 

throughout the world merchant fleet. By 

December 2017, the European Parliament 

and the Member States had come to an 

agreement on the Directive. Shipping was 

not to be included as a new sector in the 

Directive, subject to the IMO reaching an 

agreement on a CO2 reduction strategy by 

2018 and to concrete implementation by 

2023. The shipowners welcomed this as a 

positive conclusion that gives IMO time and 

space to regulate the CO2 emissions globally. 

In late 2016 the European Commission 

published the first edition of its list of 

approved ship recycling facilities. As it 

only featured Europe-based shipyards, the 

available recycling capacity fell far short of 

EU-fleet needs. European shipowners argue 

that this shortfall clearly demonstrates 

the need for the inclusion of third-country 

shipyards on the list. The extension of the 
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treatment systems that will actually be fit for 

purpose is still one of the biggest operational 

headaches facing ship operators today. 

But as a result of recent IMO agreements 

on revised implementation dates and the 

adoption of more stringent type-approval 

standards – which ICS helped to broker with 

governments – shipowners should now have 

far greater confidence as they collectively 

prepare to invest billions of dollars to ensure 

full compliance.  

ICS has been closely engaged in preparations 

for the 2020 implementation of the 0.5% 

global sulphur cap for marine fuel, which 

is expected to see bunker prices increase 

significantly. While ICS fully supports the 

objectives of the IMO cap, the overnight 

introduction of this regulatory game-changer 

will have enormous implications for the 

economics of shipping. As well as concerns as 

to whether sufficient quantities of compliant 

low sulphur fuels will be available wherever 

it is needed, there are a number of complex 

practical issues which IMO needs to urgently 

resolve within the next 18 months if the 

unfair treatment of ships is to be avoided. At 

the same time, it is vital that ship operators 

start making the necessary preparations to 

be ready for this major change. Oil refiners 

will need to ensure that compliant fuels are 

actually available for ships to purchase well 

in advance of January 2020. 

Because the current regulatory agenda is so 

dominated by environmental issues, it is easy 

to lose sight of the many other important 

topics in which ICS is involved. 

As well as navigational safety issues at IMO, 

and the continuing migrant crisis in the 

Mediterranean (a further 3,000 lives lost in 

2017), ICS is closely involved in a wide range 

of legal, policy and employment affairs at 

bodies such as the UN in New York, the ILO 

in Geneva and the OECD in Paris. ICS wishes 

RBSA every good fortune in 2018/19.

ICS 

Year after year, the work load of ICS increases 

as the regulatory burden on shipping mounts 

and the need to defend the performance of 

international shipping in public and political 

eyes becomes more pressing. 

In April this year, the UN International 

Maritime Organization (IMO) adopted a high 

level strategy for the further reduction of 

shipping’s GHG emissions. The result – ‘a 

Paris Agreement for shipping’ – sets a very 

high level of ambition and the message to all 

of the industry’s stakeholders is clear; they 

all need to get on with the job of developing 

zero CO2 fuels, so that the entire sector will 

be in a position to decarbonise completely, 

consistent with the 1.5 % climate change goal.

The objective of cutting the sector’s total 

CO2 emissions by at least 50  % before 

2050, as part of continuing trajectory of 

further reduction, is very ambitious indeed, 

especially when account is taken of current 

projections for trade growth as the world’s 

population and levels of prosperity continue 

to increase.

Another major milestone was the entry into 

force of the IMO Ballast Water Management 

Convention. The installation of compliant 
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BOARD OF DIRECTORS 

MEMBERS
LUDWIG CRIEL, Chairman

WILFRIED LEMMENS, Managing Director

BASILE ALOY

ALAIN BERNARD

ANTHONY DUROT

MARC NUYTEMANS

ALEXANDER SAVERYS

BENOIT TIMMERMANS

GEERT VANDECAPPELLE

STEVE VAN HULLE

EGIED VERBEECK

YVAN VLAMINCKX

 
ALTERNATES 
RONALD DE PAUW

PIERRE DINCQ

MIEKE HENDRICKX

CATHARINA SCHEERS

ALEX STARING

THEO VAN DE KERCKHOVE

PATRICK VAN DROM

RICHARD VAN RENSWOUDE

CHRIS VERMEERSCH

TEAM

Wilfried Lemmens
Managing Director

Wilfried.lemmens@brv.be

Hilde Peeters
Head of social and fiscal affairs

Hilde.peeters@brv.be

Arantxi Salvador
Management Assistant

Arantxi.salvador@brv.be

Marleen Wybo
Office support

Marleen.wybo@brv.be

Nathan De Bruyn
Maritime engineer - Innovation

Nathan.DeBruyn@brv.be

Elle De Soomer
Head of legal affairs, shipping policy & security

Elle.desoomer@brv.be

Ludovic Laffineur
Head of environmental & technical affairs –  

Deputy Managing Director
Ludovic.laffineur@brv.be

From the left to the right : Nathan De Bruyn, Hilde Peeters, Arantxi Salvador, Wilfried Lemmens, Elle De Soomer, Marleen Wybo, Ludovic Laffineur
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FAST LINES BELGIUM N.V. 
Ernest Van Dijckkaai 15/17 - 2000 ANTWERP
T  +32(0)3 213 52 70
www.fast-lines.com

HERBOSCH-KIERE N.V.
Haven 1558 – Sint-Jansweg 7 - 9130 KALLO
T  +32(0)3 575 02 82
www.herbosch-kiere.be

JAN DE NUL N.V. 
Tragel 60 - 9308 HOFSTADE-AALST
T  +32(0)5 373 15 11
www.jandenul.com

KLEIMAR N.V. 
Suikerrui 5 - 2000 ANTWERP
T  +32(0)3 401 00 00
www.kleimarnv.com

KOTUG SMIT TOWAGE
Italiëlei 3 bus 3 - 2000 ANTWERP
T  +32(0)3 545 11 20
www.kotugsmit.eu

TRANSPETROL MARITIME SERVICES LTD 
Ter Hulpsesteenweg 178 - 1170 BRUSSELS
T  +32(0)2 672 02 00
www.transpetrol.com

 
 
ASSOCIATED MEMBERS
ANGLO-EASTERN (ANTWERP) N.V. 
Sneeuwbeslaan 14 - 2610 WILRIJK
T  +32(0)3 270 01 80
www.angloeastern.com

BELGIAN MARINE
Graaf Jansdijk 1 – 8380 ZEEBRUGGE
T +32(0)2 441 81 58
www.mil.be/marinecomponent

DAB VLOOT
Sir Winston Churchillkaai 2 - 8400 OOSTEND
T  +32(0)5 956 63 11
www.welkombijvloot.be

LOWLAND INTERNATIONAL N.V. 
St. Katelijnevest 61 bus 4 - 2000 ANTWERP
T  +32(0)3 227 31 85
www.lowland.com

MEMBERSHIP 2017
MEMBERS
BOECKMANS SHIP MANAGEMENT BVBA
Van Meterenkaai 1 - 2000 ANTWERP
T  +32(0)3 202 02 02
www.boeckmans.be

BOSKALIS OFFSHORE
Italiëlei 3, bus 2 - 2000 ANTWERP
T +32(0)3 545 11 20
www.boskalis.com/offshore

CMB (BOCIMAR INTERNATIONAL) N.V. 
De Gerlachekaai 20 - 2000 ANTWERP
T  +32(0)3 247 59 11
www.cmb.be

CONTI-LINES N.V.
Generaal Lemanstraat 82-92 - 2600 BERCHEM
T  +32(0)3 545 35 11
www.conti7.be

CROISIMER BELLE DE L’ADRIATIQUE N.V.
Rodeveldlaan 3 - 2600 BERCHEM
T +32(0)8 123 46 31
 
CRYSTAL MANAGEMENT BVBA 
St. Katelijnevest 61 bus 4 - 2000 ANTWERP
T  +32(0)3 227 31 85

 

 
DELPHIS N.V. 
De Gerlachekaai 20 - 2000 ANTWERP
T  +32(0)3 247 60 11

DEME N.V. 
Haven 1025 - Scheldedijk 30 -  
2070 ZWIJNDRECHT
T  +32(0)3 250 52 11
www.deme-group.com/dbm

EBE N.V.
De Merodelei 1 - 2018 ANTWERPEN / 
ANTWERP
T  +32(0)3 206 72 56
ops@ebemar.eu

EURONAV N.V. 
De Gerlachekaai 20 - 2000 ANTWERP
T  +32(0)3 247 44 11 
www.euronav.com

EXMAR N.V. 
De Gerlachekaai 20 - 2000 ANTWERP
T  +32(0)3 247 56 11
www.exmar.be
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