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The annual turnover of the Belgian merchant navy, including dredging and 
towage, amounts to € 8,140 million, with an added value of € 2,488 million. In 
terms of employment, our industry generates 16,242 FTE. 

The above figures show the importance of the shipping industry for the Belgian 
economy.

However, contributing to overall economic performance is by no means the 
sole priority of Belgian shipping companies. 

Belgian shipowners take their responsibility seriously in the public debate 
on the environment and climate change, as evidenced by their investment in 
innovative technologies reducing shipping-generated emissions. 

Against the background of yet another “challenging year” with respect 
to freight prices, the investments made show confidence in the future of 
Belgium’s shipping industry.

The professionalism characterising the cooperation with the Belgian shipping 
authorities and the trade unions has contributed to our success story and we 
are fully confident that our future cooperation will continue along the same 
professional lines.

Finally we wish to thank the Belgian Navy for their unabating commitment to 

the struggle against piracy.

Wilfried Lemmens   Ludwig Criel

Managing Director   Chairman

Ludwig Criel  Wilfried Lemmens 
Chairman  Managing Director 
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W o r k  i n  p r o g r e s s …

On 13 April 2018, the IMO adopted a 

strategy to reduce GHG emissions from 

shipping. In short, this means that the IMO 

will have to decide by 2023 how shipping 

is to improve its energy efficiency 

(expressed in g.CO2/ton.km) by 40% by 

2030 compared to 2008 levels. The RBSA 

has no doubt about the feasibility of this 

goal. As vessels have reduced their speed 

after the 2008 crisis, much progress has 

already been made towards this end. 

However, the adoption of the 2030 target 

does not prevent that the GHG emissions 

will not rise. It would have been much 

more logical to go for a phased reduction 

of absolute CO2 emissions, as the biggest 

hurdle to be taken is a 50% reduction in 

GHG emissions by 2050 compared to 2008 

levels. Prior to the approval of the above-

mentioned goal, the RBSA aimed for more 

ambitious objectives. Nevertheless, 

it still constitutes a remarkable 

achievement given the sometimes very 

different interests/visions among IMO 

members. Considerable diplomatic skills 

will be required to achieve the 2050 goal. 

2008 2020 2030 2040 2050 within 2100

2008 as 
baseyear

Total: 50% red.
Intensity: 70 % red.

Zero emissions 
asap within this 

century

Peak asap

Intensity: 40 % red.

Emission gap
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Initial IMO Strategy on reduction of GHG emissions: Vision and ambitions
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Maritime Industry Decarbonisation Council

With the establishment of the Maritime 
Industry Decarbonisation Council, the 
RBSA is paving the way to the 2050 target. 
Decarbonisation is an issue that calls 
for urgent action: increased efficiency, 
technological innovation, access to 
finance and clear regulations are topics 
that can be tackled through a dedicated 
platform. Therefore, in 2016 the Royal 
Belgian Shipowners’ Association (RBSA) 
took the initiative to set up the Maritime 
Industry Decarbonisation Council (MIDC) 
a platform where all stakeholders 
involved can orient around steps in the 
decarbonisation pathway. 

MIDC is bridging the gap between 
shipowners, charterers, shippers, 
equipment suppliers, ship builders, fuel 
producers, the research community, 
banks and classification societies. This 
will enable the sector to reduce its CO2 
emissions in the most cost-effective way. 
MIDC aims to bring more structure in 
the debate on short-medium-long term 
measures. Several promising measures 
have already been assessed according 
to the CO2 reduction potential, Cost, 
Technical Maturity, Scalability.

alternative fuels

machineryhydrodynamic renewables

design
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Streams of activity 2018 2019 2020 2021 2022 2023

MEPC73 MEPC74 MEPC 75 MEPC76 MEPC77 MEPC78 MEPC79 MEPC80

Candidate short-term mesures 
(Group A) that can be considered 

and adressed under exisiting 
IMO instruments

Invite 
concrete 

proposals

Consideration 
of proposals Consideration and decisions on candidate short-term measures

Candidate short-term mesures 
(Group B) that are not work in 

progress and are subject to data 
analysis

Invite 
concrete 

proposals

Consideration 
of proposals

Consideration and decisions on candidate short-term measures

Data analysis, in

Candidate short-term mesures 
(Group C) that are not work in 

progress and are subject to data 
analysis

Invite 
concrete 

proposals

Consideration 
of proposals Consideration and decisions on candidate short-term measures

Candidate mid/long-term 
mesures and action to address 

the  identified barriers

Invite 
concrete 

proposals

Consideration of proposals 
including identification of 

barriers and action to adress
Progress made

Impacts on States
Invite 

concrete 
proposals

Finalization 
of procedure measure-specific impact

Fourth IMO  
GHG STudy Scope Initiation of 

the Study
Progress 
report Final report

Capacity building, technical 
cooperation, research and 

development

Development and implemantation of actions including support for assessment of impacts  
and support for implementation of mesures

Follow-up actions towards the 
development of the revised 

Strategy

Ship fuel oil consumption data collection 
persuant to regulation 22A of MARPOL  

Annex VI (DCS)

Initiation of revision of the Initial Strategy 
taking into account IMO DCS data and 

other relevant information

Adoption 
of revised 
Strategy

Work in 
progress

W o r k  i n  p r o g r e s s …



In 2018 the MIDC held numerous meetings 
at the RBSA office in Antwerp. MIDC gave 
its second presentation (the first was 
given at the IMO Assembly in late 2017) at 
the IMO during an intersessional working 
group on greenhouse gases (ISWG – GHG) 
which took place the week before MEPC72 
in April and presented again its findings 
at MEPC74 (May 2019). The MIDC aims to 
attract people who can think outside of 
the box. In September the MIDC held an 
‘engineers only’ meeting to brainstorm 
on technical barriers to the uptake of 
alternative fuels. To succeed in the face 
of competition from currently used fossil 
fuels, alternative fuels will need to meet 
three characteristics: 

1.  The first one is the “large energy density”. 
The energy density of a good alternative 
fuel will need to be comparable to the 
energy density of existing marine fuels. 
As a matter of fact, it is the large energy-
density of HFO (and the low price) that 
has made this fuel so successful the 
past decade. 

2.  The second very important 
characteristic is the availability and 
security of supply. Because shipping is 
a worldwide industry, alternative fuels 
need to be available all over the world, 
like current fuels. This requires the 
building of a worldwide infrastructure 

network meeting the demand for 
various alternative fuels. The regulatory 
framework on alternative fuels might 
raise hurdles on the path to develop 
said supply network. This is where MIDC 
can play a very important role. 

3.  Additionally future alternative fuels 
will also need to be GHG-neutral  from 
well-to-propellor chain. The MIDC is 
absolutely convinced that there will 
be a need to consider the greenhouse 
upstream greenhouse gas emissions. 
The matter is currently being studied 
in depth by the academic community. 
It is the only sensible way to tackle the 
decarbonisation of our society

Below you will find a graph showing the 
challenges for the transition to non-fossil 
fuels. 
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The MIDC is a-political, commercially inde-
pendent and most importantly evidence-led. 

 
The MIDC website was launched in early 2019 as  

www.midc.be

8 9



THE NUMBERS TELL THE TALE

The main step towards decarbonisation 
is to monitor GHG emissions, which is 
what Belgian shipowners have been doing 
for many years. From that the energy-
efficiency can be analysed and thus the 
impact of an investment in a technology 
that reduces the fuel consumption. The 
RBSA was the first shipowners association 
to analyse the energy-efficiency of its 
national (i.e. Belgian) fleet. The first study 
made in this regard was published in 2009, 
the second (with the University College of 
London) in 2015. 

The European commission, through the 
EU MRV system set requirements related 
to energy-efficiency for all vessels calling 
at EU ports. Although a global system 
is always the preferred solution, the 
philosophy behind the EU MRV systems 
makes sense. Our sector needs to be more 
transparent, it is unclear at this stage what 
complications might arise from publishing 
information on the energy-efficiency of 
each individual ship. 

This is what the EU MRV is about: 

Monitoring: 

  From 1 January 2018, companies shall – in line with their 
respective monitoring plans – monitor, for each of their ships, 
CO2 emissions, fuel consumption and other parameters, such as 
distance travelled, time at sea and cargo carried on a per voyage 
basis, so as to gather annual data into an emissions report 
submitted to an accredited MRV shipping verifier.

Emissions report: 

  From 2019, by 30 April of each year, companies shall, through 
THETIS MRV, submit to the Commission and to the States where 
those ships are registered (‘Flag States’) a satisfactorily verified 
emissions report for each ship that has performed maritime 
transport activities in the European Economic Area in the 
previous reporting period (calendar year).

Document of compliance: 

  From 2019, by 30 June of each year, companies shall ensure that 
all their ships that have performed activities in the previous 
reporting period and are visiting ports in the European Economic 
Area carry on board a document of compliance issued by THETIS 
MRV. This obligation might be subject to inspections by Member 
States’ authorities.

Cargo
Fuel

CO2

CO2
$$$

compliance

T
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SULPHUR

At MEPC72 a number of Flag States 
attempted to ease the rules introduced 
by the new worldwide sulphur emission 
standard of 0.5% applicable from 1 
January 2020. They insistently called for 
an ‘experience building period’ after 
1 January 2020, which would give the 
shipping industry more time to adapt as 
well as to map and solve issues such as 
availability, quality and compatibility of 
low-sulphur shipping fuels. Moreover they 
obviously wanted to limit the negative 
economic impact of the measure.

Most countries rejected substantive 
changes to the deadline set. Especially 
among EU-states there was not much 
enthusiasm for whittling down the 
rules. They argued, among others, that 
shipowners who do invest in systems 
meeting the new sulphur standards – 
including all RBSA members – should not 
be impacted negatively.

Only one concession was obtained by 
those in favour of easing the rules, as it 
was agreed that all data relating to the 
new standard’s implementation issues 
would be followed up. This process has 
been launched, although the practicalities 
will need to be determined at the May 
2019 meeting of MEPC74. 

FUEL QUALITY 

Regarding the 0.5% sulphur limit, the 
RBSA focuses strongly on fuel quality, 
especially on possible compatibility 
issues. Most new fuels to be marketed 
as a result of the 0.5% sulphur limit will 
indeed be compliant, but problems may 
arise when mixing such fuels. Indeed, as 
things stand, there is no guarantee that 
these 0.5% bunker fuels will be mutually 
compatible. Mixing non-compatible fuels 
in a bunker tank may give rise to sludge 
clogging up filters and eventually causing 
engine malfunction. The RBSA regularly 
consulted experts in 2018 to discuss the 
latest developments with respect to 
possible compatibility issues.
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In addition to possible compatibility 
problems arising from the 
implementation of the 0.5% sulphur 
limit as of 2020, fuel quality has been 
a knotty problem for years. Indeed 
there are some weaknesses in the 
legislation governing shipping fuel 
quality, both domestically and at the 
European and international levels. 
Transparency along the entire bunker 
chain is essential to ensure the proper 
quality of bunker fuels. In 2016 the RBSA 
and its Dutch counterpart created the 
ARA (Antwerp-Rotterdam-Amsterdam) 
fuel quality workgroup – since 2012 
the Dutch shipowners association has 
been a prime mover on this issue. The 
ARA fuel quality workgroup includes 
industry representatives (shipowners 
and suppliers), the government 
departments concerned as well as a 
number of independent experts. Our 
umbrella organisations ECSA and ICS 
are also part of the group. Among the 
practical measures under discussion is 
the introduction of a compulsory bunker 
licensing system. We are all aware of the 
fact that there is a structural problem to 
be dealt with. 

TO INSTALL OR NOT TO INSTALL….

It is well-known that the IMO has 
authorised the use of scrubbers. In 
2007 a number of IMO members made 
strenuous attempts to ban the use of 
this technology, but to no avail. In 2018 
scrubbers were the subject of much 
discussion, as it was feared that the 
price of low-sulphur (0.5%) shipping 
fuels would be astronomically higher 
than HFO prices and also given a concern 
about fuel availability. Shipowners were 
not itching to install scrubbers on their 
vessels, though. However, charterers are 
in a position to exert influence on the 
volatile bunker fuel market by means of 
this technology.

The RBSA advocates enforcing the 0.5% 
sulphur limit as strictly as possible. 
However, scrubbers complicate 
enforcement, because shipowners who 
have invested in this technology will be 
allowed to have high sulphur content fuel 
on board, even after 2020. Within the IMO 
a legal framework has been developed to 
prevent vessels simply failing to use their 
scrubbers on the high seas. It should be 
noted, though, that current legislative 
texts and directives leave much to be 
desired. 

In 2018 the environmental impact of 
scrubbers was a hot topic as well. Already 
in 2013 the RBSA advised its members 
to invest in closed-loop systems, i.e. 
installations obviating the need to dump 
washing water in ports. Because the 
environmental impact is not clear, the RBSA 
called a meeting of its technical committee 
on 7 November 2018. The main item on the 
agenda was not so much a discussion of 
the technological limitations on the use 
of scrubbers, but rather a presentation 
by Antwerp University of a 2015 study 
carried out for the Antwerp Port Authority. 
This research involved taking samples 
from the washing water of scrubber-fitted 
vessels calling at the port of Antwerp. The 
above-mentioned study has been one 
of the most detailed up to now on this 
topic. Unsurprisingly the sample analysis 
showed that the concentrations of metals 
and (carcinogenic) polycyclic aromatic 
hydrocarbons were above the limits set 
by Europe. The Port of Antwerp was the 
first port authority in the world to ban 
discharge ships’ washing water. In the 
meantime it has been joined by 40 ports 
in banning discharge of scrubber washing 
waters and the number of ports imposing 
such bans is still rising.
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CMB Technologies focuses on the innovation 
and development of new technologies 
and has the goal to implement cost saving 
technologies, to improve the operational 
performance, to reduce the emissions and to 
assure that the new builds are future proof.

This division was formed in 2015 and the main 
projects are:

• Fleet Performance Monitoring

• Weather routing software 

•  On-board battery pack to reduce 
emissions for redundancy power

• Hydrogen technology

• Waste heat recuperation

In 2017 the Hydroville was developed by this 
division. The Hydroville was the first classed 
vessel which uses dual fuel hydrogen diesel 
combustion engines for its main propulsion. 
Today the technology is scaled up to and will 
be implemented on a new crew transfer vessel 
for the offshore wind parks.

To gain expertise with the full chain of 
hydrogen, a refuelling station is being built 
comprising a 1MW PEM electrolyser which will 
produce green hydrogen. The station will be 
able to supply public transport (such as cars/
busses/trucks) as well as the marine through 
a bunkering manifold and 3 filling stations for 
compressed hydrogen tube skids. In order to 
make the technology possible for large sea 
going ships a research project for making large 
hydrogen storage feasible has been initiated.

C

D

The goal to reduce the          environmental footprint 

DEME’s ambition is achieving climate neutral 
operations by 2050. Here we scale-up our 
actions to make the shift to reduce Greenhouse 
Gas (GHG) emissions. To reduce further the GHG 
intensity from our vessels and equipment to 
zero, a shift from classic fossil fuels is needed. 
To further reduce the GHG intensity from our 
vessels and equipment to zero, our focus is 
to implement futureproofed technology on 
board of our vessels and heavy equipment, 
anticipating the disruptive evolutions in favour 
of low-carbon fuels. This is why we have chosen 
to implement dual fuel technology on our new 
builds. Dual fuel (DF) engines are capable of 
running on liquefied natural gas (LNG), reducing 
carbon dioxide emissions, almost eliminating 
sulphur, NOx and particle emissions. At the 
same time this DF technology will avoid future 
lock-ins when climate neutral marine fuels 
become more available. 

DEME has made a clear choice. Climate neutral 
vessels by 2050 push the technological and 
economic boundaries of our multi-year 
investment programme “fleet of the future”. 
Our recent fleet additions ‘Minerva’, ‘Scheldt 
River’ and cable laying vessel ‘Living Stone’ 
are unique in their market segment as they 
are the first vessels in our industry to run on 
liquified natural gas. This is a major stepping-
stone in the transition towards climate 
neutral fuels.

We keep on pioneering implementing 
futureproofed technology in our industry. 
We continue investigating and partnering for 
concrete solutions to adopt climate neutral 
fuels on either newbuilds or conversions of 
the existing fleet. 

16 17



EEXMAR has embarked into to the 
Horizon 2020 – project HymethShip 
as an active partner in the design and 
development of the systems for this 
“demonstrator”. The ambitious goals 
are perfectly in line with Exmar’s 
view on the diversification of marine 
fuels with the goal to reduce the 
environmental footprint of its vessels 
and offer clean ships to its customers. 

Both CO2 (ie capturing, transporting 
and permanent storage) as well as 
Hydrogen are gasses which might 
have to be handled one day on an industrial 
scale and for that sake Exmar wants to be 
fully prepared to play its role in the logistics 
chain.

The goal is to reduce the harmful emissions:  
no GHG since CO2 will be captured on board, 
no PM, nor SOx, whilst NOx will be well below 
the level III, and whilst still achieving a 
significantly higher efficiency compared with 
current technology. 

The system will be complex and require 
significant extra space and expensive 
equipment. Hence the early movers will be 
those for who need to operate in areas of 
highly sensitivity where eventually emissions 
will be more restricted than the international 
regulations demand.

Exmar was one of the first movers in the 
shipping industry to apply the Standard ISO 
50001, which was at that time  a challenge 
because the standard had to be “interpreted” 
by the Recognized Organization, in order 
to be suitable for maritime purposes. 
A vital element of the process is to get 
the engagement of all colleagues in the 
organisation, both on board and ashore, 
to enhance skills and keep the motivation 
to apply the best practices. Exmar’s clients 
have appreciated the achievements, all be 
it that a Energy Efficiency program is never 
accomplished but should thrive on a robust 
system of training, tutoring and Exchanging 
Best Practices.

EURONAV’s dedication to reducing 
emissions is demonstrated by:

•  Active Fleet Energy Management i.e. 
development of plan and implementation 
of measures to reduce emissions and fuel 
consumption;

•  The development of an effective policy on 
reduction of harmful emissions to air;

•  The development of an advanced 
performance management system 
including online reporting. Euronav takes 
a systematic approach towards monitoring 
the fuel efficiency and evaluating potential 
improvements in order to reduce the fuel 
oil consumption and CO2 emissions. Energy 
efficiency measures include: 

•  Installing devices that improve 
propulsion efficiency;

•  Installing electric heaters for minimizing 
fuel consumption when the vessel is idle 
or slow steaming;

•  Painting vessels with modern anti-
fouling paint which improves propulsion 
efficiency and results in lower carbon 
emissions, as well as reducing the toxic 
effect of the paint on marine life; 

•  Hull and propeller cleaning based on 
observation;

•  Slow steaming as part of voyage 
optimization where necessary;

•  Installing hardware and software for 
close monitoring of a vessel’s speed and 
consumption performance.

E
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1. SOCIAL SECURITY

2018 was an important year for the social 
security of seafarers.

On 1 January the Relief and Provident Fund 
for Seafarers (RPFS) was integrated into the 
social security institutions, i.e. the national 
social security agency and the health 
and disability insurance fund. Pursuant 
to said integration shipowners have to 
submit DIMONA and DMFA statements. The 
shipowners use the DIMONA statement 
(déclaration immédiate, - onmiddellijke 
aangifte – immediate declaration) to 
report electronically the start and the end 
of maritime employment contracts. Wage 
and work time data on seafarers have to be 
reported to social security by means of the 
DMFA statements.

As the various government departments 
involved cooperated smoothly, the 
integration of the RPFS was achieved very 
readily.

After the successful integration of the RPFS 
into the social security institutions, the 
following project will need to be tackled: 
modernising the social security of seafarers. 

The legislation governing seafarer social 
security and the operation of the Pool is the 
Decree-law of 7 February 1945 on the social 
security of merchant marine seafarers. Since  
its inception, this legislation has barely  

changed and a discrepancy has developed 
between the law and its practical 
application, especially given the lack 
of a clear social security framework for 
shipowners and seafarers. The steering 
unit under the minister for social affairs 
has come to realize this and they therefore 
wish to reform the entire system. The 
first exploratory talks between the social 
security agency and the social partners 
have already taken place. In the second 
quarter of 2019, work groups chaired by 
the social security agency, comprised of 
shipowner and seafarers representatives, 
will submit concrete proposals for a new 
social security system. 

This process will also be used as 
an opportunity to introduce some 
administrative simplification into the 
system.

1
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2. NEW CBA FOR NON-STAFF OFFICERS

The CBA for non-staff officers registered 
for the first time as officers on the Pool list 
was signed on 24 January 2018. Said CBA 
provides for the wage and employment 
conditions applicable to officers from 
the ranks of 2nd officer and 3rd engineer to 
the rank of cadet. The wages are brought 
in line with those in the neighbouring 
countries. Thus the social partners wish 
to create a level playing field to preserve 
employment in Belgium. The first 
evaluation made by the Joint Committee 
for the Merchant Navy confirms that this 
objective has been achieved.

3.  ILO – SPECIAL TRIPARTITE COMMITTEE 
IN GENEVA

The Maritime Labour Convention (MLC) 
which entered into force in Belgium on 
20 August 2014, is evaluated periodically) 
by the Special Tripartite Committee in 
Geneva. The last such evaluation took 
place in Geneva from 23 to 27 April. 

With respect to seafarer rights, especially 
with reference to piracy, two amendments 
were approved, complementing Regulation 
2.1 and Regulation 2.2. Moreover said 
amendments introduce provisions on 
seafarer employment contracts and wages 
for seafarers who are victims of piracy or 
armed attacks. 

Standard A2.1 now includes a new paragraph 
establishing that seafarer employment 
contracts shall not be terminated if the 
seafarers concerned are held captive on 
board or on shore as a result of piracy or 
armed attacks. “A seafarer’s employment 
agreement shall continue to have effect … 
regardless of whether the date fixed for its 
expiry has passed or either party has given 
notice to suspend or terminate it”. 

The second amendment complements 
Standard A2.2, establishing that the right 
to wages or other benefits shall not be 
interrupted by piracy or armed attacks.  

 

“Where a seafarer is held captive … wages 
… shall continue to be paid during the 
entire period of captivity…” 

The MLC Guidelines (i.e. the non-binding 
part) also features a modification. 
Paragraph 8 of Guideline B2.5.1 providing 
for the right to repatriation has been 
modified so as to prevent the right to 
repatriation to be cancelled if a seafarer 
does not use his right to be repatriated 
when being held captive on board of a ship 
or on shore as a result of piracy or armed 
attack. Before this change was made, 
seafarers had to request repatriation 
within a given timespan, on pains of losing 
that right automatically. 

4. ILO MINIMUM WAGES

The MLC states that the ILO Sub-committee 
on the Wages of Seafarers of the Joint 
Maritime Commission shall set minimum 
wages. Said Committee includes, on 
the one hand, maritime employers as 
represented by the International Chamber 
of Shipping (ICS), and, on the other hand, 
the employees, through the International 
Transport Workers’ Federation (ITF). The 
international minimum wage for seafarers 
matters very much, since it establishes a 
bottom under which international wage 
and employment conditions must not go.

Although the parties failed to reach 
agreement in 2016 on a pay rise, they did 
do so on 20 November 2018, after 2 days 
of negotiations. They agreed to have the 
wages increase from 2019 to 2020. As a 
result, the minimum wage of an AB (able 
seafarer) shall increase to USD 618 on 1 
July 2019. 6 months later, on 1 January 2020, 
wages will increase by USD 7, reaching USD 
625 and on 1 January 2021, the minimum 
wage will amount to USD 641, i.e. a 4.5 per 
cent pay rise over a 3-year period.

The RBSA attended the negotiations on 
minimum wages as well as the meeting of 
Special Tripartite Committee held in the 
spring of 2018. 

2

3 4
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Tax affairs
1. TONNAGE TAX

The Belgian shipping industry has a major 
economic importance for Belgium. It is 
also part of a globalised economy, which 
means that shipping is not necessarily and 
permanently rooted in any specific country. 
Given this reality, the Belgian authorities 
developed aid measures in the past for 
the industry, both in terms of employment 
and by means of profit tax measures. The 
European Commission allowed the aid 
measures to go ahead in the past through 
their decision of 9 March 2003 and their 
ruling of 30 June 2004. However, as this 
approval was not an indefinite one, Belgium 
applied for an extension of the aid measures.

The European Commission granted the 
extension in their letter of 7 November 2017, 
in which they also asked Belgium to modify 
its legislation on a number of points. 

This led to the Act of 8 July 2018 modifying 
the tax measures in favour of maritime 
transport. 

Whereas the law had applied until recently 
to seagoing vessels under the flag of an EU 
Member State or under the Belgian flag, 
its scope has been extended to Member 
States of the European Economic Area.

Additionally the new law clarifies the 
meaning of “activities directly connected 
with the operation of a seagoing vessel for 
goods or passenger transport”.

Moreover “the management of a seagoing 
vessel for the account of a third party” has 
received a slightly modified definition, and 
reference is also made to the Maritime 
Labour Convention (MLC), which has 
entered into force in the meantime.

Article 119, §2 on the capital gains and 
losses tax on seagoing vessels has been 
completely rewritten and the application 
of the tax deduction for investment has 
been clarified.

1
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As in previous years, the RBSA has 
promoted maritime occupations through 
Are You Waterproof, especially at the 
following events:

~  6 – 8 February : Doebeurs Leuven

~  27 – 29 February : Verruim Je Horizon

~  23 – 25 March : Open Scheepvaartdagen

~  21 March : Jobdag Techniek Marine

~   25 March :  Opencampusdag School voor 
Onderofficieren Sint-Truiden

~  12 April : CVO Trefdag Limburg

~  15April : Opening Vaarseizoen ZAS

~  16 April : Schoolverlatersbeurs

~  21 April :  Opendeurdag Maritiem 
Instituut Mercator

~  28 April : CVO Trefdag Vlaams Brabant

~  9 May : Infodag HZS

~  10 – 13 May :  Oostende Voor Anker 
(Ostend)

~  20 May : Havenfeesten Brussels

~  2 -3 June : Opendeurdag IBIS

 

 
~  9 – 10 June : Visweekend Middelkerke

~  30 June 1 July : Navy Days

~  13 September : Soiree maritiem

~  20 September : jobevent

~  29 September : Antwerp Student Fleet

~  15 – 17 October : STEM dagen

~  24 October : Materialenbeurs

P
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CYBER SECURITY 

The rules of the NIS (Network Information 
Sharing) Directive have been transposed 
into national law. This new legislation, in 
force since 10 May 2018, provides for new 
obligations with respect to cyber security, 
both for Member States and for certain 
companies responsible for so-called 
critical infrastructure and for suppliers of 
essential services. Belgium has however 
decided that shipowners are not obliged to 
meet essential service criteria. Therefore, 
they do not have to take into account the 
NIS Directive. 

This does not mean, however, that 
shipping does not require appropriate 
cyber security measures. The guidelines on 
‘Cyber Security on board ships’, published 
under the direction of BIMCO and with 
OCIMF, IUMI, CLIA, ICS, INTERCARGO and 
INTERTANKO, help the shipping industry 
to protect itself. They cover a range of 
subjects, e.g. how to deal with insurance 
issues, how to separate networks 
effectively, new practical advice on 
managing ship-to-shore interfaces, how 
to manage cyber security when applying 
for port access and communicating with 
onshore services. 

Csecurity
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xxx Sea & Land Arrivals
xxx Dead and Missing

arrivals by sea and land arrivals by sea arrivals by sea and land
SPAIN ITALY GREECE

total arrivals JAN - DEC 2018 65,400 JAN - DEC 2018 23,400 JAN - DEC 2018 50,500
Sea arrivals : 58,600 Land Arrivals: 6,800 Sea arrivals : 32,500 Land Arrivals: 18,000

JAN - DEC 2017 28,300 JAN - DEC 2017 119,400 JAN - DEC 201 36,300

JAN - DEC 2016 14,600 JAN - DEC 2016 181,400 JAN - DEC 2016 177,200

In 2018, 141,500 refugees and migrants 
arrived in Europe. 114,500 of them came 
in through the three Mediterranean sea 
routes from North Africa and Turkey. 
These figures signal a decrease in such 
arrivals for the fourth consecutive year. 
In 2017, 185,100 people made the crossing 
to Europe. During the peak year 2015, they 
numbered 1,032,400. Nevertheless, an 

estimated 2,277 people perished last year 
during attempts to reach our continent. 

Most lives were lost at sea between Africa 
and Italy. 

It should be noted, though, that almost 
half the refugees used the Western route 
from Morocco and Algeria to Spain. 

T
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Only MRCC Italy provides figures on the 
number of rescue operations coordinated 
by them. Their statistics show that the 
number of rescue actions undertaken 

by merchant shipping has dropped 
significantly. In 2018, merchant vessels 
rescued 1,438 people, compared to 11,355 
in 2017 and 13,888 in 2016. 
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P The continued presence of the EU and 
international navies in the region thus 
remains imperative. We have therefore 
been reassured by the further extension of 
EUNAVFOR’s Operation Atalanta until the 
end of 2020. It is also incumbent on crew 
to remain vigilant and to adhere to Best 
Management Practices when sailing in the 
Gulf van Aden and off the Horn of Africa. 

As a result of Brexit, EUNAVFOR’s operational 
headquarters have moved from Northwood 
(UK) to Rota (Spain). For the same reason, 
the MSC- HoA (Maritime Security Center 
Horn of Africa) shall henceforth operate 
from Brest. 

SOUTH-EAST ASIA

In Indonesia as well the number of incidents 
has decreased for the third consecutive 
year, with 36 incidents being reported there. 
These incidents were opportunistic and 
poorly organised robberies. Nevertheless 
it remains important keep up vigilance in 
this region and to report each and every 
incident, as six crew members found 
themselves taken hostage and threatened 
in the region. 

The situation in Malaysia is still a cause for 
concern. Five crew members of two trawlers 
were kidnapped off Sabah and a towage 
vessel was also fired on – the Master was 
hit in the leg. 

Ten incidents were reported in the 
Philippines in 2018, against 22 in 2017. 
Five of them occurred in the Batangas Bay 
anchorage. A general cargo ship was fired 
upon with one crew member being injured. 
In this region as well it is very important 
to register every transit with the relevant 
authorities and to take into account the 
forecasts by the International Maritime 
Bureau as communicated through the 
Inmarsat SafetyNet Service, providing 
information on suspicious movements. 

PIRACY

Worldwide, 201 incidents involving piracy 

and armed robbery at sea were reported 

in 2018, against 180 in 2017. 143 ships were 

boarded, there were 34 attempts to do so, 

18 vessels were fired on and 6 ships were 

hijacked. 

141 crew members were taken hostage in 

2018 compared to 91 in 2017. Additionally, 

83 crew members were kidnapped and 8 

crew were injured. 

GULF OF GUINEA

The Gulf of Guinea, more specifically the 

waters off Nigeria, became even more 

dangerous for crew members than they had 

already been. 79 incidents were reported 

in the region, i.e. twice the number for 

2017. The 6 hijackings reported worldwide 

all occurred in the Gulf of Guinea, as well 

as 13 of the 18 incidents involving vessels 

being fired on and 130 of the 141 hijackings 

and 78 of the 83 kidnappings. In the last 

three months there has been a peak of 

41 kidnappings by Nigerian pirates. The 

above statistics illustrate the continuous 

level of violence and threats targeting 

seafarers in these waters. Therefore 

the RBSA strongly advises adherence to 

directives for shipowners, operators and 

Masters to protect themselves against 

piracy and armed robbery in the Gulf of 

Guinea and to the worldwide guidelines.  
Moreover the actual number of incidents 
is severely underreported, as a mere 45 
per cent are estimated to be reported. 
To ascertain the situation correctly, the 
RBSA stresses the need for crew to report 
incidents through MDAT-GOG. Based on 
the data received, diplomatic pressure 
can be increased on Nigeria and the other 
coastal states in the region to deal with the 
problem and to tolerate the deployment 
of armed guards on board of foreign ships 
in their territorial waters. 

The Godetia, the Belgian navy’s command 
vessel, participated again in April to the 
Maritime Capacity Building campaign, 
i.e. the US maritime security cooperation 
programme, supporting a number of 
West-African partners, including Benin, 
in the struggle against piracy, the drugs 
trade, smuggling and illegal fisheries. The 
RBSA enormously appreciates the Belgian 
navy’s endeavours to make the region 
safer for merchant shipping.

GULF OF ADEN AND THE HORN OF AFRICA 

This year not a single vessel was hijacked 
off Somalia. However there have been 
reports of fire being opened on a Suezmax 
tanker in the Gulf of Aden and on a product 
tanker and a capesize bulk carrier more 
than 300 miles off the Somali coastline. 
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LEGAL AFFAIRS TTHE NEW BELGIAN SHIPPING CODE

The RBSA is pleased that the new Belgian 
Shipping Code is to be approved in the 
spring of 2019, as it modernizes the 
existing private and public law applicable 
to seagoing and inland navigation vessels. 
The draft text was revised pursuant to 
the advice from the Council of State. We 
haven’t received the draft text of the new 
code yet at the time of writing. However, 
we do read the following in the explanatory 
memorandum:

One of the major effects of the new Belgian 
Shipping Code is the structured codification 
of all relevant rules. Additionally the 
modernized legislation brings the Code into 
line with contemporary shipping reality, 
e.g. by setting out the rules governing 
the transport of dangerous goods and 
environmental protection – the latter is 
achieved by widening the applicability 
of the 1989 International Convention on 
Salvage. A choice has also been made to 
have the Code refer expressly to directly 
operating provisions. 

The public law components of the Belgian 
Shipping Code are essentially based on a 
coordination of existing laws, not strictly 
separated from private law. 

Internal navigation law under private law 
has been integrated, to the largest extent 

possible. Such integration is justified on 
the grounds that seagoing and internal 
navigation actually merge in estuaries 
and Short Sea Shipping. Further grounds 
are the use of multimodal transport 
agreements, the transhipment role 
of Belgian ports, the increased use of 
internal navigation and the promoting 
thereof by government as well as the 
increased demand for the financing of 
internal navigation vessels. Moreover the 
provisions on internal navigation have 
been updated and brought in line with the 
2012 CLNI Convention.

The Code simplifies procedures and 
cuts red tape, introducing electronic 
applications wherever possible. 

Here are a few examples of such measures:

—  automatically granting the right to 
entrust the command of a Belgian 
seagoing vessel to subjects of the 
European Economic Area;

—  simplifying registration formalities 
by integrating the former shipping 
mortgage registry into the Federal Public 
Service for Mobility and Transport;

—  posting publications on the Belgian 
Shipping Registry website to create a 
unique source of information on rights 
in rem regarding shipping.
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Shipping and port operations largely 
proceed on the basis of rules developed 
by the industry. The Code recognizes 
customs as a source of law and it does 
so in a more principled fashion than 
present sea law. Moreover, with regard 
to the settlement of general average, 
the Code refers to the York, Antwerp and 
Rhine rules. Complementary provisions 
on charter parties have been inspired by 
internationally current standard contracts.

The separate book on enforcement replaces 
the disparate rules on establishing, 
investigating and punishing infringements 
on existing shipping laws. It has been 
inspired in part by the Social Penal Code. 
The powers of Shipping Control have been 
further detailed and the general possibility 
of imposing administrative fines has been 
confirmed. The Code builds upon the Act 
of 25 December 2016 which introduced for 
the first time administrative sanctions in 
shipping cases.

Current Belgian shipping law as developed 
by jurisprudence heavily favours creditors 
from an international perspective, as 
illustrated by the joint and several liability 
of the shipowner for the Master’s actions 
(even if the latter has not been appointed 
by the shipowner),  the strong preferential 
treatment of creditors’ claims (implying 

recoverability of debts through the ship), 
the broad possibilities of having the vessel 
seized preventively as a result of maritime 
claims and the general convertibility of 
preventive seizure into an executable 
attachment order of a vessel.

The shipowner’s joint and several liability 
for the Master’s actions remains applicable, 
although the law now acknowledges that 
the shipowner shall not be reasonably 
and necessarily deemed liable for actions 
undertaken by the Master, if the latter 
expressly acts as the representative of 
another, clearly identifiable contract 
party. This is in line with the current 
view that this rule is a supplementary 
one, which allows the parties to waive it. 
The wide scope for preferential creditor 
status and recoverability as well as the 
extensive possibilities for preventive 
seizure have also been maintained. To 
promote long-term shipping credit, the 
list of preferential creditor claims has 
been somewhat restricted. The draft text 
explicitly rejects legal doctrine’s excessive 
theory stating that any preventive ship 
seizure must imply the possibility of having 
a compulsory sale of the vessel. Moreover 
existing legal precedent suggests that the 
above rejection will not give rise to major 
practical difficulties. 

Other provisions substantially reinforce 
the position of creditors, e.g. with the 
extension of the binding protection of The 
Hague and Visby rules to other transport 
documents than the classic bill of lading 
and to other parties than the third party 
holding a bill of lading. The draft text 
introduces a regime on liability for delays in 
seaborne goods transport. The jurisdiction 
of Belgian judges with respect to disputes 
regarding seaborne freight agreements is 
detailed and the validity of jurisdictional 
clauses, among others, is restricted. To 
protect creditors the Shipping Code sets 
innovating, but balanced rules on ship 
retention rights and seizure of bunkers 
and cargo on board of vessels. The cargo 
damage privilege keeps a prominent place 
among the shipping privileges and they 
take precedence over shipping mortgages. 
The procedure regarding executable vessel 
attachment orders has been made more 
efficient. There has also been substantial 
improvement in the procedure to set up a 
liability limitation fund and the liquidation 
thereof.

Finally the Belgian Shipping Code 
introduces the following specific 
innovation:

—  it includes a number of well-motivated, 
clarifying definitions;

—  the registration regime for seagoing 
vessels and internal navigation vessels 
has been updated wherever necessary;

—  the legal regime of ship co-ownership 
has been developed more thoroughly 
than previously;

—  the regime on publicity of rights on 
vessels has been clarified;

—  non-trading vessels come under a 
consistent legal regime and, without 
prejudice to a few exceptions made 
for vessels under Belgian and foreign 
authority, they are subject, in principle, 
to shipping law;

—  the definition of shipowner liability 
has been improved in the law, without 
compromising the main strands of 
current Belgian sea law;

—  the limitation of shipowner liability has 
been determined in a more considered 
way and the limitation process has been 
made more efficient;

—  the status of crews and commanders 
has been redefined, with a more realistic 
approach regarding the Master’s tasks 
and personal liability, with specific 
attention for the position of the Master 
of non-trading vessels;
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JUDICIAL SALE OF SHIPS 

At the CMI (Comité Maritime International) 
conference in 2012 a draft instrument on 
cross-border issues related to the judicial 
sale of ships had been adopted. This draft 
convention is intended to address the 
problems arising around the world from 
the failure to give recognition to foreign 
judgments ordering the sale of ships. 

Since then, CMI repeatedly tried to convince 
an international organisation to take up the 
project. They succeeded in it by persuading 
UNCITRAL (United Nations Commission on 
International Trade law) through organising 
a colloquium in Malta in February 2018. 
The RBSA was also represented at this 
colloquium, as we fully support this 
initiative. 

The Malta colloquium agreed that the lack 
of legal certainty in relation to the clean 
title which a judicial sale is intended to 
confer on a buyer led to problems in the 
de-registration process in the country 
of the former flag. It was also agreed 
that the lack of legal certainty created 
obstacles in respect of the clearance 
of all former encumbrances and liens, 
which in turn created a risk of costly and 
lengthy proceedings, thereby interrupting 
trade and shipping. Finally, there was a 
broad agreement at the Malta colloquium 
that the gap could be filled from a legal 
perspective by providing an instrument on 
the recognition of judicial sales of ships. 

A working group of UNCITRAL will 
commence work on the preparation of 
a draft instrument at its next meeting in 
May 2019. We are very delighted about the 
support of Belgium for this project and 
their efforts that has led to the election of 
Belgium to UNCITRAL for the period 2019-
2024 and can therefore actively participate 
in the development of this international 
treaty. 

SHIP RECYCLING

On 31 December 2018, EU Regulation 
no.  1257/2013 on ship recycling entered 
into force. It applies to all vessels under 
the flag of an EU Member State and to 
all ship recycling yards (EU and non-EU) 
on the European list. The EU Regulation 
seeks to speed up the entry into force 
of the Hong Kong Convention. Although 
the procedures and conditions of the EU 
Regulation are largely similar to those the 
Hong Kong Convention, they sometimes go 
beyond the latter’s provisions. Shipyards 
based in a third country have to submit an 
application to the European Commission 
and they need to meet the terms and 
conditions set by the Regulation. 

Currently the list only includes EU 
shipyards, two Turkish shipyards and one 
US shipyard. Worldwide, 27 non-European 
shipyards based in China, the US, Turkey 
and India have applied to join the list. Of 
the thirteen Indian ship recycling yards 
(based in Alang) which have submitted 
an application, four have already been 
audited. In Turkey, two out of eight 
shipyards have been audited.

However the approval of the above-
mentioned shipyards is not yet on the 
horizon and the EC is not able or willing 
to set a definite timeframe. Together with 
ECSA, the RBSA insists that the list should 
be extended swiftly and urgently. 

Indeed, the number of vessels earmarked 
for recycling exceeds the capacity available 
on the list. Moreover, in view of the 
industry’s international nature, European 
shipowners risk losing competitiveness if 
they are not allowed to use other shipyards 
than those on the EU list. 

Against this background the RBSA has 
visited a number of Bangladeshi and 
Indian shipyards to assist them in their 
endeavours to meet Hong Kong Convention 
criteria. One of the RBSA’s main objectives 
is to ensure that vessels can eventually 
be dismantled worldwide in a safe and 
environment-friendly manner. Indeed, we 
believe that creating a level playing-field is 
key to achieving successful environmental 
regulations. We therefore count on Europe 
to prioritize such inspections of overseas 
shipyards to quickly expand the European 
list. 

J S
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Administrative 
simplification

EUROPEAN MARITIME SINGLE WINDOW

In May 2018 the draft regulation instituting a 
‘European Maritime Single Window’ (EMSW) was 
presented and in December 2018 the transport 
ministers reached agreement on the proposed 
draft. In the spring of 2019 the draft should 
be approved by the European Parliament and 
by the European Council. Said regulation, 
which will replace the ‘Reporting Formalities 
Directive’, shall enter into force 6 years after its 
publication in the EU’s Official Journal. 

The draft regulation instituting the EMSW 
includes both cargo data and vessel 
reporting formalities. Initially the ambition 
was to bring about a centralized system 
with a single access point for all of Europe. 
Unfortunately it has evolved since into a 
decentralised system as a result of Member 
State pressure. 
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Nevertheless, administrative simplification 
will be achieved by the introduction of the 
following: 

~   A harmonised data set: Member States 
have 6 months to list the data deemed 
necessary by them. Additionally they 
need to specify the legal grounds on 
which they base their collection of 
information. Said exercise is bound 
to achieve the rationalisation of the 
information collected by Member 
States;

~   A harmonised system-to-system 
reporting interface, to be integrated 
into all NSW’s (National Single 
Window), especially for importing large 
data volumes;

~   A Graphical user Interface (web page) 
per Member State, however featuring 
common functionalities. Therefore 
users will have the same experience 
with all web pages. Moreover it will be 
possible to read in fully harmonised 
spreadsheets. This Graphical User 
Interface had been mainly designed for 
the manual entry of small data volumes;

~   Reusing information: common data-
bases will enable the declarant to reuse 
information. Additionally a common 
addressing service has been provided 
for, rerouting the connexion to the 
appropriate address. 

~   System management: the Member 
States shall appoint a national 
coordinator and develop a long-term 
plan. 

The full EMSWe (European Maritime Single 
Window environment) must be completed 
within 6 years, in line with customs system 
adaptations. In the meantime a number of 
shorter deadlines have been proposed: 

~   Within 2 years the common data set 
needs to be defined;

~   Within 2 years the technical specifications 
for the system-to-system interface shall 
have been set;

~    Within 3 years the Graphical User 
Interface module shall have been 
developed;

~   Within 5 years the additional support 
services like the common addressing 
service and the common databases 
shall have been developed;

~   Thereupon the systems will go through 
a 1-year testing period.

The declarant has the option of 
continuing to use existing reporting 
systems on a voluntary basis. It is up to 
the Member State to decide whether a 
national or a local additional system will 
be offered. However the EMSWe shall 
remain available in any case.

Under the current system some port 
service providers (e.g. pilots) kept their 
own reporting channels operating in 
parallel with the national single windows. 
The new proposal provides for an 
obligation regarding the national single 
window to forward such information 
to the port service provider, who will 
therefore not be able to impose any 
parallel reporting on declarants. 

Finally, with respect to customs 
formalities, the same data models and 
components as those of the MSWe shall 
be used.

The RBSA is pleased with the robust 
proposal developed by the European 
Commission, which will force EU member 
States to head in the same direction. 
We count on Belgium to cooperate 
constructively to the European project. 
Within Belgium we expect all national 
authorities involved to cooperate 
smoothly so as to create a true Belgian 
National Single Window. Indeed the free 
movement of goods is a basic freedom 
under EU law, one to which shipping is 
entitled to as well. 
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THE BELGIAN FLEET

At the end of 2018 the fleet flying the Belgian flag numbered 176 vessels with a gross 
tonnage of 6 271 473. The average age of the merchant vessels was 10 years, with a weighted 
average of 8  years. 

TYPE End of 2016 End of 2017 End of 2018
Number GT Number GT Number GT

Merchant vessels 70 5 047 240 76 5 009 333 85 6 019 168
Dredging vessels 34 167 155 37 177 719 37 209 553
Tugs and  
offshore supply vessels 61 48 114 56 43 719 48 37 140
Passenger vessels 4 5 102 4 5 102 4 5 102
Special Craft 3 620 3 620 2 510

Total Gross Tonnage 172 5 268 231 176 5 236 493 176 6 271 473
(Source: Federal Government Agency for Maritime Transport) 

OWNERSHIP OF WORLD FLEET ranked by dead-weight tonnage, 2018 (thousands of tons)
Country National flag % Foreign flag % Total

1 Greece 64 977 19,7 265 199 80,3 330 176
2 Japan 38 053 17 185 562 83 223 615
3 China 83 639 45,7 99 455 54,3 183 094
4 Germany 11 730 11 95 389 89 107 119
5 Singapore 2 255 2,2 101 327 97,8 103 583
6 Hong Kong 2 411 2,5 95 396 97,5 97 806
7 Republic of Korea 14 019 18,1 63 258 81,9 77 277
8 United States 13 319 19,3 55 611 80,7 68 930
9 Norway 4 944 8,3 54 437 91,7 59 380
10 Bermuda 1 215 2,2 53 036 97,8 54 252
11 Taiwan Province of China 6 732 13,4 43 690 86,6 50 422
12 United Kingdom 9 496 19 40 494 81 49 989

18 Belgium 12 405 52,5 11 225 47,5 23 630

23 The Netherlands 6 911 38,2 11 205 61,8 18 116
27 France 5 635 46,4 6 506 53,6 12 141

World total 440 513 23,1 1 469 499 76,9 1 910 012
(SOURCE UNCTAD based on data from Clarksons Research)

T
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International Maritim
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Organistation

European Transport
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International Transport 
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European Community
Shipowners’ Associations
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Belgian transport Union
ACV Transcom

International Chamber 
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2018 HIGHLIGHTS EUROPEAN SHIPPING 
POLICY DEVELOPMENTS

The year 2018 was another year 
characterised by turmoil and uncertainty. 
In the course of the year the European 
Community Shipowners’ Associations 
(ECSA) issued a press release expressing 
its deepest concerns about a looming 
global trade war. Unfortunately trade 
tensions and rules based trade relations 
are still under severe pressure. 

Very positive news could be noted in 
April, with the International Maritime 
Organisation (IMO) deciding on an 
initial strategy, setting the goal for the 
reduction of Greenhouse Gases at 50% in 
2050 compared to 2008 levels. Shipping 
is the first global sector that has set such 
an ambitious reduction target. ECSA is in 
full support of this strategy.

At EU level the year 2018 showed 
important progress on a number of topics 
of high relevance for European and global 
shipping.

Starting with trade relations, ECSA 
was very pleased with the free trade 
agreements (FTAs) between the EU and 
Japan and Singapore respectively. The EU 
will continue with full force the work on 
FTAs, with ECSA giving strong support and 

making the case to include in every FTA a 
chapter on maritime services. 

Throughout 2018 ECSA continued to 
lobby for fair and open market access 
for European shipping companies around 
the world. It focused efforts on barriers 
in Indonesia, South-Korea and Algeria. 

Brexit was another major topic, with ECSA 
pledging for fluidity of trade between the 
UK and the EU. Also unrestricted market 
access and the position of seafarers, 
shore personnel and passengers were 
highlighted in the lobby efforts of ECSA. 
A no deal Brexit was and is considered 
as the worst case scenario and the 
Withdrawal Agreement was supported by 
ECSA. At time of writing the uncertainty 
still remains about the way the UK will 
leave the EU if at all. 

In the course of 2018 the EU legislators 
reached an agreement on a new Port 
Reception Facilities directive. The 
new directive is much along the lines 
supported by ECSA. An important 
element is the further alignment with 
the applicable IMO regulation, making 
it easier for ships calling at EU ports to 
meet the requirements. The fee system 
will change as well, ensuring that ships 
will be allowed to deliver all garbage 
normally produced on board. 

ECSA
Reporting Formalities for ships arriving 
in or departing from EU ports was high 
on the EU’s and ECSA’s radar. The 2010 
Directive resulted in a patchwork of 
locally different reporting requirements 
and systems, hampering efficiency 
of operations and imposing a heavy 
administrative burden on the crew. The 
2018 proposal replaces the Directive by 
a Regulation establishing a European 
Maritime Single Window environment. The 
new proposal will limit the possibilities 
for national and regional authorities to 
introduce all kind of additional reporting 
requirements. The data that has to be 
reported, as well as the reporting tools, 
will be harmonised. The new regulation 
will make trade within the EU easier and 
reduce the administrative burden. 

The situation of migrants crossing the 
Mediterranean Sea was another major 
item for shipowners. The lack of solidarity 
between EU Member States complicates 
and delays the disembarkation of 
migrants rescued at sea, with all kind 
of adverse effects for the migrants and 
the crew. ECSA lobbied for prompt and 
predictable disembarkation possibilities 
in case a merchant vessel rescues 
migrants. At the same time ECSA made it 
clear that, although merchant ships and 
its crews will fulfil the moral and legal 

obligations of helping people in distress 
at sea, merchant vessels are not designed 
for this task and the crews are not trained 
psychologically and physically for this 
very challenging task. 

Together with the European Trade 
Workers’ Federation (ETF) ECSA published 
a declaration on women in the European 
shipping industry. Positive action is 
needed to enhance the participation of 
women in the male dominated shipping 
industry. 

Finally throughout the year ECSA 
expressed its views regarding the 
ship recycling dossier. ECSA urged the 
European Commission to facilitate 
ratifications of the international Hong 
Kong Convention on ship recycling 
by executing transparent approval 
procedures for non-EU facilities that 
applied for inclusion on the EU list. As 
of the 1st of January 2019 EU flagged 
vessels can only be recycled at facilities 
included on the EU list. Unfortunately, 
no facilities from South Asia are included 
yet, notwithstanding many Indian 
facilities have applied already more than 
2 years ago. In 2018, after the withdrawal 
of China from the ship recycling market, 
South Asia has reached over 90% of the 
world’s recycling capacity.
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ICS

RBSA takes an active part in developing 
ICS positions, and participation in this 
work is vital to ensure that the shipping 
industry can present a united front when 
seeking to influence its global regulators, 
especially the UN International Maritime 
Organization (IMO), so that regulatory 
outcomes agreed by governments are 
compatible with the industry’s economic 
sustainability, as well as the continuous 
improvement of safety and the protection 
of the environment.    

The current focus of ICS is successful 
implementation of the IMO global sulphur 
cap, which will take complete effect 
on 1 January 2020.  ICS has produced 
detailed Guidelines on Compliance to 
assist shipowners, has been active in 
persuading IMO to adopt appropriate 
guidance for its Member States.  Together 
these initiatives should go at least some 
way towards reducing the possibility that 
shipowners could be unfairly penalised, 
through no fault of their own, if safe 
and compliant low sulphur fuels are not 
initially available in every port worldwide.  
There are still many questions that will 
not be fully settled before 1 January 2020, 
not least what the cost of compliant 
fuels will be, but hopefully this major 
regulatory change will proceed as 
smoothly as possible.       

 
 
Another huge priority for ICS is to ensure 
that IMO makes good progress on the 
development of greenhouse gas (GHG) 
measures for international shipping that will 
deliver further emission reductions, by 2023, 
in addition to the impressive reductions 
already achieved by the sector since 2008, 
something for which the shipping industry 
is given insufficient credit. This is not in an 
excuse for complacency, however.  

ICS is acutely aware of the urgent need 
for international shipping to eliminate 
GHG emissions completely and as soon as 
possible, through a combination of short 
and longer term measures.  ICS has been 
leading the way in coming forward with 
constructive proposals at IMO, and will 
continue to do so throughout 2019.   But 
the transition to zero CO2 emitting fuels 
– which ICS has dubbed as the ‘fourth 
propulsion revolution’ – is going to be 
the challenge of our age.  This will require 
massive investment in research and 
development, which ICS believes will need 
to be at the centre of the IMO GHG Strategy 
if the ambitious reduction targets that IMO 
Member States have agreed for the sector 
are to be met, including a total GHG cut of 
at least 50% by 2050.  In this respect ICS has 
been pleased to participate in meetings 
of the Maritime Industry Decarbonisation 
Council, coordinated by RBSA.       

There are many other issues in which ICS 
is engaged. There is increasing economic 
uncertainty and the danger of a possible 
global trade war, with RBSA joining an ICS 
delegation to Washington DC last October, 
at which these issues were discussed with 
the U.S. Administration and those maritime 
administrations, including Belgium, which 
are committed to free trade principles.  
There is also the unacceptable spike in 
the number of violent pirate attacks in 
West Africa, and the continuing tragedy 
in the Mediterranean where thousands 
of migrants continue to drown, and 

where there are increasing questions as 
to whether ships involved in large scale 
rescue operations can be confident that 
‘prompt and predictable’ disembarkation 
of rescued people will continue. None 
of these critical problems, which are 
linked to geopolitical issues beyond the 
industry’s control, show any sign of being 
resolved soon.  

On a more optimistic note, ICS’s call for 
a comprehensive review of the IMO STCW 
Convention governing seafarers’ training 
standards is gaining traction with 
governments, and ICS is making progress 
on the industry’s behalf on a range of 
other important legal and policy issues 
and at many different international 
fora.  This includes the International 
Labour Organization in Geneva, with 
which ICS is celebrating 100 years of co-
operation, and the United Nations in New 
York, where ICS is involved in important 
negotiations on a new UN Law of Sea 
implementing agreement that could 
have major consequences for the future 
regulation of shipping. 

ICS
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B O A R D  O F  D I R E C T O R S t e a m

MEMBERS

LUDWIG CRIEL, Chairman

WILFRIED LEMMENS, Managing Director

BASILE ALOY

ALAIN BERNARD

ANTHONY DUROT

MARC NUYTEMANS

ALEXANDER SAVERYS

BENOÎT TIMMERMANS

GEERT VANDECAPPELLE

STEVE VAN HULLE

EGIED VERBEECK

YVAN VLAMINCKX

ALTERNATES 

RONALD DE PAUW

PIERRE DINCQ

JANA MEESSCHAERT

CATHARINA SCHEERS

ALEX STARING

THEO VAN DE KERCKHOVE

PATRICK VAN DROM

RICHARD VAN RENSWOUDE

CHRIS VERMEERSCH
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Wilfried Lemmens
Managing Director
Wilfried.lemmens@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

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

From left to right: Hilde Peeters, Arantxi Salvador, Elle De Soomer, Ludovic Laffineur, Wilfried Lemmens, Marleen Wybo
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M E M B E R S H I P
MEMBERS 

BOECKMANS SHIP MANAGEMENT BVBA
Van Meterenkaai 1 - 2000 ANTWERP
T  +32(0)3 202 03 84
www.boeckmans.com

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.
Sneeuwbeslaan 14
2610 Wilrijk 
T  +32(0)3 545 35 11
www.contilines.be 

CROISIMER BELLE DE L’ADRIATIQUE N.V.
Rodeveldlaan 3 - 2600 BERCHEM
T +32(0)8 123 46 31

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 NV
De Merodelei 1 - 2018 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

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
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