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This year, it was 30 years ago that the Dutch Maritime Pilots’ Organisation gained
autonomy. A special moment at that time, followed by a special, three-decade
journey. We reflected on this during a symposium and also celebrated this milestone
together with all our pilots and employees. The cooperation and interaction we have
had with you over the past 30 years have helped shape today’s Dutch Maritime
Pilots’ Organisation and its service provision to the shipping sector. Thank you for
your contribution to this.
As always, this edition of Navigator features numerous articles that we feel are worth
sharing with you. About 30 years of Loodswezen as an autonomous organisation, of
course, but for example also about the global challenges facing pilot organisations.
Closer to home, we focus on a new name in an ancient river estuary: North Sea Port.
And we explore the challenges of a port in transition, especially in a crowded region
such as Amsterdam. The need to secure the digital infrastructure in and around the
port of Rotterdam is truly an issue of our time. The same of course applies to
corporate social responsibility. Giving substance to this is perhaps not so much a
necessity but rather a matter of identifying and capitalising on opportunities. In the
maritime world, this however is not just done by the commercial shipping segment
but definitely also by recreational shipping.
But by all means, discover the many things that this edition of Navigator has to offer
for yourself. I hope that you will gain some interesting and enjoyable insights into the
Dutch Maritime Pilots’ Organisation which will hopefully strengthen your connection
with us. A big thank-you to everyone involved in the realisation of this magazine. In
conclusion, I would like to wish you and your loved ones happy holidays and all the
best for the new year.

Joost Mulder
Chairman Dutch Pilots’ Corporation
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CO2 FOOTPRINT 2017

‘The switch to HVO B30 in the Rotterdam-Rijnmond region will reduce the CO2 emissions by 12 percent; nationwide implementation will increase that to 25 percent’

DUTCH
MARITIME
PILOTS
‘Organisation works
towards a sustainable
future Worthwhile,
necessary and right’
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In 2017, the Dutch Maritime Pilots’ Organisation introduced its
own comprehensive policy for corporate social responsibility.
Project leader Mark Snijders concisely sums up the reasons:
“Because it is worthwhile, because it is necessary and because it is
the right thing to do.” The measurable reduction of CO2 emissions
is an important focal point of the policy, but it definitely
encompasses much more.
“Our corporate social responsibility policy revolves around three pillars:
People, Planet and Profit,” explains Snijders. “We aim to operate safely
and be a good employer (People); we also want to cause minimal
damage to the environment (Planet) and we for example strive to
reduce our consumption and do all our purchasing collectively in a
sustainable way (Profit). Our goal is to achieve our business objectives
in a socially responsible manner, with a positive impact on society and
on our organisation.”
For the Dutch Maritime Pilots’ Organisation, action speaks louder than
words. To achieve its sustainability goals, the organisation uses strict
guidelines (the Dutch ‘MVO-Wijzer’) which are based on the international ISO 26000 standard for corporate social responsibility. Concrete
objectives are formulated for People, Planet and Profit each year.
“We did this for the first time in 2018,” says Snijders whilst showing a
list of highly diverse actions. These range from an annual day on which
employees jointly support a social goal (“this year we fished plastic
from Amsterdam’s canals”) and participation in innovative projects
together with partners to a substantial focus on reducing CO2
emissions. The global Paris Agreement aimed at tackling climate
change, the European Energy Efficiency Directive and an agreement
made within the IMO to reduce the shipping industry’s CO2 emissions
by 50 percent by 2050 add extra urgency to the latter.

CO2 PERFORMANCE LADDER
“The best way for our organisation to improve its sustainability is to
reduce CO2 emissions,” continues Snijders. An infographic on the
CO2 footprint of the Dutch Maritime Pilots’ Organisation for 2017 (see
illustration) shows an emission of about 37 million kilos – to offset this
would require 1.9 million trees. The Dutch Maritime Pilots’ Organisation has therefore also committed itself to the CO2 Performance
Ladder, a well-known instrument among Dutch companies involved in
tendering procedures aimed at structurally reducing CO2 emissions.
By qualifying for the CO2 Performance Ladder (level 3), companies can
demonstrate that they are actively engaged in sustainability and thus
gain an advantage in procurement processes.

‘OUR GOAL IS TO ACHIEVE OUR
BUSINESS OBJECTIVES IN A SOCIALLY
RESPONSIBLE MANNER, WITH A
POSITIVE IMPACT ON SOCIETY AND
ON OUR ORGANISATION’
Snijders: “The Dutch Maritime Pilots’ Organisation is not involved in
tenders whatsoever. But to send a clear signal that we take this very
seriously, we have still committed ourselves. We are setting the bar
high for ourselves.” In accordance with the requirements of the CO2
Performance Ladder, the Dutch Maritime Pilots’ Organisation is
consequently required to provide detailed insight into its CO2
emissions, take concrete measures aimed at reduction, participate
in chain solutions together with partners and offer transparency, for
example by publishing the environmental performance on its website.
An independent audit organisation assesses whether all criteria are
adequately met. “On the 4th of September, we successfully passed an
audit for this by Lloyd’s.”

ADDRESSING CO2 REDUCTION HEAD-ON
Of all the possible measures to bring down CO2 emissions, the Dutch
Maritime Pilots’ Organisation can achieve the greatest reductions
by targeting its own fleet. Almost 96 percent (!) of the current CO2
emissions are related to the diesel consumption of pilotage vessels,
tenders and launches. Snijders mentions three concrete actions that
will contribute positively to reduction. “The new-build tenders that are
currently under preparation will be considerably lighter than the current
vessels. That automatically means less fuel consumption. We are reducing the weight from 55 tonnes to 40 tonnes. Without any compromises
in terms of operational performance or comfort.” A second focal point
involves internal awareness programmes for efficient sailing. “It is not
always necessary to sail full throttle. Or to have a full tank for every
trip. Less fuel means less weight. This can also generate substantial
savings.” The third action entails switching to the more environmentally
friendly fuel HVO B30. This diesel contains 30 percent organic raw
materials not from the food chain, such as wood residues, waste oil and
paper pulp. “All vessels in the Rotterdam-Rijnmond region will switch
to this biofuel from 2019 onwards. In 2020, implementation in the other three regions will follow.” The switch to HVO B30 in the
Rotterdam-Rijnmond region will reduce the CO2 emissions by 12
percent; nationwide implementation will increase that to 25 percent.
Snijders: “The impact of any consecutive steps will not be as
significant, but we are continuously looking for next possibilities.
For the future, we are for example also exploring the deployment of
electric launches.”

WE ARE SETTING THE BAR HIGH
FOR OURSELVES’
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SUCCESSFUL SYMPOSIUM MARKS

YEARS OF AUTONOMY
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On the 12th of September 2018,
Nederlands Loodswezen welcomed some
200 customers and stakeholders aboard the
SS Rotterdam to mark 30 years of
autonomy.
“At the Dutch Maritime Pilots’
Organisation there has never been a dull
moment,” reflected Joost Mulder, chairman
of Nederlandse Loodsencorporatie, on the
past three decades in his opening speech.
An observation that certainly also applied
to the varied symposium, which had ‘The
future of the human element’ as its theme.
CHRISTENING LUCIDA
Prior to the symposium, many guests witnessed the festive christening of the Lucida already the seventh new L-class tender - right
next to the SS Rotterdam. The ceremony was
performed by Astrid Kee, member of the
Executive Board of the Shipping and Transport
College and chairman of the Human Capital
Counsel of Maritime by Holland.
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‘THE FUTURE OF THE HUMAN ELEMENT’
In his opening speech to the symposium,
chairman of Nederlandse Loodsencorporatie
Joost Mulder concisely touched upon the
past, present and future of the profession of
maritime pilot and the role of pilots in Dutch
ports. About the theme of the symposium he
said: “No matter how rapid developments
may occur or which shape they take, I am
certain that people with knowledge, expertise
and experience are and will continue to be
of great importance for the shipping sector
and the maritime sector of the future. The
type of work may change, but the capacities
of people will always remain necessary. With
the theme ‘The future of the human element’,
we focus on the developments in the port
and how they impact people. But also on the
special processes that take place within that
person.”

DIGITISATION AS THE MAIN ENGINE
OF CHANGE
Port economist Bart Kuipers of the Erasmus
University Rotterdam explained the role of
man in port logistics throughout the ages and
presented a comprehensive overview of the
most important developments in that area in
the last decades. Following upscaling, mechanisation and globalisation in the past, digitisation will be the greatest engine of change in
the future, he said. This will also have consequences for the requirements that employers
impose on their employees. For Kuipers, the
internet forwarder Flexport constitutes a good
example of a new world in which everything
takes place on the basis of data. “By the way,
contrary to common perception, most port
employees already work behind a screen.”
Kuipers also touched upon a possible future
with autonomous sailing. “Routine jobs at sea
will disappear. However, I do not see the pilot
working from home.”

COMPARISON NETHERLANDS - GERMANY
Markus Becker, the supposed manager of the
Hamburg Port Authority, managed to fool
the entire room: the promised comparison
between the ports of Hamburg and Rotterdam
never materialised. The role of port manager
turned out to be a successful alias for a comical performance with big laughs about the
differences between Dutch and Germans.

‘WHAT DO YOU DO WHEN A BEAR
APPROACHES YOU’
“What happens in our brains when we encounter a bear?” asked Victor Kallen, psycho-physiologist at TNO Defence Safety &
Security, as part of his highly humorous argument. He further elaborated on the influence
the brain has on a person’s functioning and on
how stress impacts this. “The more stress, the
faster the turnover of croquettes,” was one
of his remarkable examples. He also made a
link with the work of the pilots. “It is important
to always stay focused. Stress has no office
hours.”

ILLUSIONIST DELIGHTS
The final guest of the symposium was illusionist Victor Mids, known for his inimitable tricks
with Dutch celebrities in the TV show Mindf*ck. He also managed to baffle the guests
aboard the SS Rotterdam with his illusionistic
skills. With the help of a few random spectators, he gave a dazzling performance; the
main question afterwards was ‘how on earth
does he do that?’.
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STAKEHOLDERS
30 YEARS AT THE HEART OF THE MARITIME CHAIN
IN 2018, THE DUTCH MARITIME PILOTS’ ORGANISATION MARKS
30 YEARS OF AUTONOMY. FOR THE LAST THREE DECADES
ALREADY, LOODSWEZEN HAS BEEN PERFORMING ITS PUBLIC
TASKS AS A PRIVATE ORGANISATION. HOW DO EXTERNAL
PARTIES RELATED TO THE PILOTS VIEW THIS PERFORMANCE OF
TASKS? THREE IMPORTANT STAKEHOLDERS SHARE THEIR
EXPERIENCES AND EXPECTATIONS.

12
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good thing. After all, a double monopoly is in play regarding the Dutch
Maritime Pilots’ Organisation: making use of a pilot is compulsory by
law and next there is only one supplier.

‘I cannot imagine a scenario in which a ship
enters the port of Rotterdam whilst being
remotely controlled from Singapore’

‘The pilot needs to be
innovative as well’

With the new-style compulsory pilotage, we want to use Pilot
Exemption Certificates to create a more uniform and simpler procedure for pilotage exemptions. For this long-running dossier, we are
in consultation with the shipping lines, the harbour masters and the
Dutch Maritime Pilots’ Organisation. In mid-September, we concluded
an internet consultation on the concept for a new regulation (concept
Loodsplichtbesluit 2020 and concept Loodsplichtregeling 2020). All
parties were able to offer their input. Now it is up to us as the ministry
to finalise the proposal.”

PILOT HAS LOCAL KNOWLEDGE
“Smart shipping also raises the question of the pilot’s position in the
future. Imagine that there is no captain on board anymore: what would
that mean for the pilot? His role will never fully disappear. After all, the
pilot has local knowledge. I cannot imagine a scenario in which a ship
enters the port of Rotterdam whilst being remotely controlled from Singapore. But in view of the rapid advances in technology, we need to be
ready for that future. The pilot too must be innovative. I see increasing
enthusiasm at the Dutch Maritime Pilots’ Organisation in this respect.
They think along and participate in trial projects. We at the ministry
have recently prepared a policy framework outlining the requirements
for autonomous shipping. How do you bring such a ship into the port?
On future developments we will, of course, consult the Dutch Maritime
Pilots’ Organisation.”
CURRENT DOSSIERS
“Dossiers that the ministry is currently working on include the oversight
on the Dutch Maritime Pilots’ Organisation and the new-style
compulsory pilotage. The Authority for Consumers and Markets oversees the pilots on behalf of the government. I think this oversight is a

14

N AV I G AT O R N L

2 0 1 8 N° 1 8

“I started as director of KVNR on the 1st of March 2018 with an open
and unbiased mindset. What I found was a proud sector with members
who combine passion with professionalism. An innovative sector too
that is highly dynamic in such areas as sustainability and digitisation.
As a sector, we however need to communicate this even better to the
outside world.”

‘As a member of the bridge team, he is an
important professional for always safely
guiding a ship into and out of the port’

The fact that pilotage is a cost item for one party and a business model
for the other does not change that. Joost Mulder (chairman of the
Nederlandse Loodsencorporatie, ed.) and I strongly agree on this.
Of course, there are also differences of opinion, for example about the
introduction of the new-style compulsory pilotage. We think that more
is possible regarding pilotage exemptions in the Dutch ports. But we
have both opened the doors to a truly open exchange of ideas about
this. Remember that a shipping company always wants its crew, ship
and cargo to safely arrive in the port. A reasonable policy on safety
is a worthwhile investment. In unsafe situations, a captain will always
request a pilot. However, if a captain has sufficient knowledge and
experience to navigate the port independently, well that is a different
story.”

PROFESSIONAL IT STAFF NEEDED
“Given the speed at which technology is currently advancing, the pilot
and captain may at some point end up on the shore. For the future,
ships are conceivable which still have a captain or experienced officer
on board, but continuing robotisation in which advanced systems are
used to control ships from the shore are feasible as well. The moment a
ship approaches the port, you can take over control locally. It may take
many years, but developments are slowly but surely moving in that
direction. The only question is at what speed. Large-scale implementation will only be possible if we are willing to share information internationally. Safety will stand or fall with that. That still is a long way to go
and constitutes a big challenge, also in terms of legislation, training
and education. The ships of the future require skilled specialists who
can also amongst other things quickly solve IT problems.”

Brigit Gijsbers, Director of Maritime Affairs
at the Ministry of Infrastructure and Water Management
“Since I started as director of Maritime Affairs in 2013, I have regularly
had contact with the Dutch Maritime Pilots’ Organisation. From what I
have personally seen and have heard from others, the quality of their
service rendering is good and reliable. This is a great thing for the
Dutch ports. In a general sense, we regularly meet in the consultation
that takes place as part of Maritime by Holland. For us as the ministry,
this is a highly convenient venue for making agreements with all the
maritime stakeholders at once. About the maritime strategy of the
Netherlands, for example; innovation plays a key role in this. Smart
shipping is developing rapidly. In my opinion, this term is preferable
over autonomous shipping. The latter gives the impression that not a
single crew member will be on board in the future. And bearing that
in mind, how can you then still enthuse young people for a maritime
career? The functions on board will change though.”

NEED FOR LOCAL KNOWLEDGE
“A pilot boards the vessel to advise the captain. The captain remains
responsible for the ship at all times, but it is the pilot who has the local
knowledge. As a member of the bridge team, he is an important
professional for always safely guiding a ship into and out of the port.
There are substantial differences between pilots in different ports
around the world. The Dutch Maritime Pilots’ Organisation is one of
the best pilot corporations around with a tremendous level of professionalism and a high reputation. That by the way applies to all Dutch
maritime service providers, such as tugboats, boatmen and so on. As
a former captain, I know first-hand that you are much more dependent
on yourself and your bridge team in some other countries and that the
pilots there do not always contribute substantially to safe port calls. It
is adventurous though; I had hazardous substances on board, so the
stakes were always high.”

‘Captains and pilots are
actually colleagues’
Leen van den Ende, chairman of the Netherlands’
Shipmasters Association (NVKK)
“Pilots and captains are actually colleagues of each other. The pilot
has the authority and skills to sail on a vessel as captain. And quite a
few pilots are members of our association. As a professional association, the NVKK has already been advocating the position of the Dutch
captain for 75 years. We advise the government and maritime industry
in many areas. Some examples are dossiers related to the protection
of merchant shipping in areas prone to piracy and the construction
of wind farms at sea. We also think along about the future strategy
for maritime education. In those areas, we often encounter the Dutch
Maritime Pilots’ Organisation. Maritime expertise is declining within the
government by the way. They are increasingly calling on the remaining
maritime professionals, such as the pilots and members of the NVKK.
Of course, the pilots also turn to the captains when it comes to the
recruitment of new colleagues.”

‘Safety is a common
denominator’
Annet Koster, director Royal Association
of Netherlands Shipowners (KVNR)

DOORS ARE OPEN
“The rapid pace at which technology is currently developing will also
change the cooperation between shipping lines and pilots in the
future. The more technology aboard the vessel, the more it can do
itself, the more the pilot is able to work from a distance. At this moment, I however do not believe in autonomous sailing without accompanying professionalism. Safety is a common denominator and a
common goal for ship owners and pilots alike.

‘Remember that a shipping company always
wants its crew, ship and cargo to safely
arrive in the port’
WONDERFUL INDUSTRY
“KVNR represents the interests of the Dutch shipowners and of foreign
shipowners based in the Netherlands. We stand for a progressive, safe
and competitive maritime shipping sector, with sustainable and solid
employment practices. This is also important for the maritime sector
on the whole. Because who ultimately become pilots? Dutch maritime
officers and captains. The Dutch sea-shipping industry is the cradle of
the maritime industry. Collaboration between all parties is essential in
order to remain attractive as a maritime country. Not only as a location
for setting up operations, but also as a sector to work in. It is such a
wonderful industry and seafarer is a great profession with excellent
benefits. We need to pro-actively communicate this together and
improve our image. Together with, among others, the pilots, we have
for example already developed the educational programme ‘Sea legs
in the class’, aimed at the highest classes of primary education.”
PROACTIVE BUSINESS ASSOCIATION
“As KVNR, we want to be a much more pro-active business association
for our members than we have been in the past. No longer the traditional interest group that only acts in difficult dossiers. That requires a
new approach to communication. We want to involve members more,
but we are also exploring different types of collaboration. Perhaps
sharing more data as a sector with harbour masters and pilots about
arrival and departure times, incidents, etc could be one of those
collaborations. We can all benefit from such cooperation.”
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costs up. They already tried it in Denmark and the costs there are 50%
higher than they need to be. A similar scheme in Argentina also didn’t
work out, costs were 100% up. The market in small ports is too limited
and training and servicing are highly costly.”
WHAT ELSE IS IMPA OCCUPIED WITH?
Cutmore: “Below the surface, there are issues about pilotage
exemptions, the certification and training of pilots, operational
procedures and of course accidents. In a very broad sense, IMPA works
with a lot of partners on various aspects of these issues.”

IMPA

Pelletier adds: “We also have a view on the use of fuel oils that goes
beyond just the environment. Of course, shipping is a huge polluter
and the use of heavy fuel oil is indefensible nowadays. IMPA was an
early advocate of the use of distillate fuel; apart from environmental
reasons, you get a better response from the engine at low speed, at
least if modern engines and software are involved. But some older
engines do perform better on heavy fuel oil and ships under pilotage
sometimes do require a lot of power. Take Canada, for instance: there,
a ship is permitted to use heavy fuel oil in a port in case the pilot
demands extra power.”

PILOTAGE STRONGHOLD WITHIN IMO

The International Maritime Pilots’ Association (IMPA) is the
international body that collectively represents the various national
pilotage bodies; 8000 active pilots in more than fifty countries are
affiliated with the organisation. “It is all about safe and sound
pilotage,” IMPA President Simon Pelletier says. “All over the
world,” adds Secretary-General Nick Cutmore. “In this respect,
we are the natural dialogue partner of IMO.”

Nick Cutmore
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Simon Pelletier

HOW DID IMPA COME ABOUT?
Simon Pelletier, himself a pilot in Canada: “In the early seventies,
EMPA, the European Maritime Pilots’ Association, gave birth to IMPA.
EMPA wanted a seat at IMO, but IMO wanted an international body
rather than just a regional one. In 1971, this resulted in the establishment of IMPA, the International Maritime Pilots’ Association. Of course,
there is a close and warm cooperation, but EMPA is not the only
regional pilotage group within IMPA.”

IS IMPA ALSO INVOLVED IN THE DEBATE ABOUT AUTONOMOUS
SHIPPING?
Cutmore: “We are interested observers in the autonomy debate. We
must bear in mind however that technology vendors are telling us that
they can build autonomously sailing vessels, but that shipowners are
just not that interested. They are more interested in the costs of the
fuel economy than in costs of the crews. Crew costs only account for a
very low percentage of the total costs.

Resolution A960 about safe pilotage. A960 is still an extremely sound
doctrine, providing clear guidance in the prevention of accidents. To
perform even better in hazardous situations in the future, we could of
course update A960. We however feel that it would be better to work
harder at meeting the existing recommendations. IMPA prefers
compliance over increased regulation.”

‘IMPA PREFERS COMPLIANCE OVER
INCREASED REGULATION’

Nick Cutmore: “There is also a Latin American Forum, a strong and
close group with a highly informal structure and a very strong regional
focus. They too depend strongly on IMPA for guidance. Furthermore,
IMPA has many members in China, Japan and Korea who are building
an embryonic but growing Asia-Pacific group. Only Africa is
underrepresented, but that is the case for all international maritime
organisations.”

WHAT IS IMPA’S STANCE ON COMPETITION IN PILOTAGE?
Pelletier: “Competition seems to be a tenacious issue worldwide. We
still see a fixation among many politicians that the market can solve
all problems. This isn’t the case though, and certainly not in terms of
pilotage.”

Pelletier: “Despite the fact that we are a relatively small group, we
have very positive and influential relationships with organisations such
as MAIIF (accident investigators), IALA (navigation and lighthouses),
PIANC (waterborne infrastructure) and the ICS (shipowners).”
Cutmore: “In 2003, IMPA offered a substantial contribution to IMO

Cutmore: “300 years ago we had competing fire brigades in the UK.
Sometimes one fire department would stand around idly while a
building burnt down because it was linked to a competing fire brigade.
In competitive pilotage, the same situations can occur. It’s madness.
Competition undermines independency and counter-intuitively drives

‘COMPETITION IN PILOTAGE
UNDERMINES INDEPENDENCY AND
COUNTER-INTUITIVELY DRIVES
COSTS UP’
There are many issues surrounding crews though. We have developed
our own action plans aimed at improving the relationship between
bridge team and pilot. We are hampered by a declining competence
on the bridge. IMO is to blame for this; it is common knowledge
that the standards for the issuing of certificates have been slipping.
More and more pilots boarding ships do not encounter partners, but
people that are fully dependent on them. In some regions, the lack of
competence in speaking English is astonishingly low, for instance, but
everyone on the bridge has a language certificate.”
WHAT IS THE BEST PART ABOUT BEING ABLE TO REPRESENT
PILOTS WORLDWIDE?
Pelletier: “One privilege of my job as IMPA president is that I get to
meet and work with pilot groups from all over the world. Clearly, there
is no uniform approach to optimally organise and perform pilotage
operations; there is no ‘one size fits all’. Each compulsory pilotage
regime can only be based on the unique and specific aspects and
needs of individual ports and waterways. But I still believe in pilot
unity; in the interest of safety, we need to become more cohesive as a
group. Pilots are strongest when they speak with one voice.”
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The critical mass of

North
Sea
Port
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In late 2017, Zeeland Seaports (Vlissingen, Terneuzen) from the
Netherlands and the Flemish port of Ghent merged to form
North Sea Port, shaking up the European status quo. From one
day to the next, Europe has a unique, transnational port area that
stretches out for sixty kilometres on both banks of the Western
Scheldt, ranking third in terms of added value and seventh
regarding tonnage.
Not an informal partnership, but one single port. North Sea Port is a
deliberate name choice, emphasise North Sea Port CEOs Daan Schalck
and Jan Lagasse. Schalck: “The merger makes perfect economic sense.
Without the border, the canal from Ghent to Terneuzen and the lock
complex would have already been one single economic area a long
time ago. Everything here is interconnected, seamlessly integrated,
and we work with the same nautical service providers in the lock
complex. And of course, the Western Scheldt Tunnel has significantly
improved the connection of Ghent and Terneuzen with Vlissingen on
the north bank. Combined, we now have critical mass, space and the
ability to offer our customers a more comprehensive service provision.”
Lagasse: “Research by McKinsey suggests that the merger will yield
fifteen percent additional joint growth in terms of added value and
employment compared to us continuing as separate entities.”

‘RESEARCH SUGGESTS THAT THE
MERGER WILL YIELD FIFTEEN PERCENT
ADDITIONAL JOINT GROWTH IN TERMS
OF ADDED VALUE AND EMPLOYMENT’
WHY A MERGER AT THIS MOMENT IN TIME?
“In these times of energy transition, digitisation, industrial symbiosis
and expensive infrastructural requirements, the role of a port authority
is changing, simply has to change,” continues Lagasse. “Prior to the
merger, we were each too big for some things, too small for others.
Together, we do indeed have critical mass. This critical mass also
ensures that we are now able to offer even more specialised services
to our customers and deploy our people in a dedicated manner.
Furthermore, we have greater lobbying power and having stakeholders
on both sides of the border makes it easier to realise cross-border
requirements such as rail connections, pipelines and roads.”

‘NECESSITY IS NOT AT THE HEART OF
OUR MERGER: STRENGTH IS’

North Sea Port CEOs Daan Schalck and Jan Lagasse
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ADDED VALUE
North Sea Port offers a highly diverse range of port facilities. Ports
before and after the lock, with the Ghent section (draught 12.5 metres)
focusing on industry, warehousing and distribution and Flushing (17
metres) being more logistics-oriented. Schalck: “North Sea Port is not
so much characterised by throughput, but predominantly by the added
value generated by major industrial players such as Dow, ArcelorMittal,
Volvo Car Ghent, Stora Enso and the offshore parties that are based
here. A lot of cargo stays in the region or is subjected to some form
of added value. That has always been a strategic choice for both port
companies anyway and North Sea Port wants to keep that mix.”

IS CROSS-BORDER COOPERATION UNIQUE?
“Copenhagen and Malmö preceded us when they opened the
Øresund Bridge, but they are relatively small players,” says Lagasse.
“Necessity is not at the heart of our merger: strength is. The aim is also
not to combine the specialties of both our ports, but rather to enhance
them. Developments related to offshore wind are of course ideal for
Vlissingen whereas distribution-related activities are best suited to
Ghent.”
Schalck: “The fact that we have to deal with both Dutch and Belgian
legislation can sometimes be complex. There are differences in
taxation and social security is also highly dependent on the country.
There are also differences in terms of the environment, but since
EU-policies are often in play here this gives us fewer operational
problems. It is very important for us within North Sea Port to have
and retain the know-how of both original port systems so that we can
always provide companies looking to set up operations here with the
correct information.”

FOREIGN INVESTORS IMMEDIATELY
NOTICE THAT THE COMPANIES HERE
HAVE A LOT OF POTENTIAL AND
THAT THEY WILL BE ABLE TO FIND
PARTNERS IN AN EXCEPTIONALLY
DIVERSE PORT AREA’
“We have an economic pool of 14 billion euros here,” Lagasse adds.
“Foreign investors immediately notice that the companies here have a
lot of potential and that they will be able to find partners in an
exceptionally diverse port area. For example, Dow and ArcelorMittal
are working on a cross-border project in which one party uses the CO2
from the other as a raw material. It is convenient for foreign providers
of, for example, pipeline systems if everything takes place within one
port area. And there are synergy benefits no matter what, for example
when it comes to consolidating cargo to the hinterland. And addressing nautical service providers is also a smoother process with one
party in control.”
EASY COMMUNICATION
Schalck: “As far as nautical access is concerned, the pilotage
organisations of both the Netherlands and Flanders are technically very
competent; given the highly tricky nature of the Western Scheldt, they
also need to be. However, as a Flemish person I must admit I am
somewhat envious of the organisational structure of the Dutch
Maritime Pilots’ Organisation. They are an autonomous party taking
responsibility as stakeholders, not civil servants. They consider
themselves partners in the chain. For example, the chairman of
Loodswezen Scheldemonden is a member of the Business Advisory
Board of the former Zeeland Seaports and will also be on the board
of North Sea Port. This means that we can easily discuss any problems
we may encounter and find solutions. Easy communication.” Lagasse:
“That easy communication between all parties is highly typical for this
port area. And we will cherish that, also now that we are expanding.”
Schalck concludes: “Together, Smarter. That is the motto of North Sea
Port for good reason.”

21

FIRMly
AGAINST CYBER-CRIME

The maritime world is becoming more digital by the day. Besides
unprecedented opportunities and possibilities, this brings with it
new risks as well. Cyber-crime is steadily on the rise. Under the
name FERM (the Dutch word for firm), efforts have therefore
already been underway in the port of Rotterdam for a number of
years to make companies more aware of and resilient to
cyber-risks.

Since the 11th of June 2018,
it has been compulsory for
170 companies to immediately
report large-scale
IT problems to the so-called
Port Cyber Notification Desk

“The worldwide cyber-attack on the systems of APM Terminals on the
27th of June 2017 has greatly increased the attention for the activities
of FERM. For many companies, it served as an unpleasant wake-up
call,” says Harbour Master and Port Cyber Resilience Officer René de
Vries. In this latter capacity, he is the face of FERM. Since 2016, this
joint initiative by the Port of Rotterdam Authority, the Municipality of
Rotterdam, the Seaport Police and the entrepreneurs’ association
Deltalinqs has endeavoured to push cyber-security to the top of the
agenda of the more than 700 companies in Rotterdam’s port and
industrial area. FERM does this in various ways: a dynamic, constantly
updated website with lots of useful tips and documents, seminars, a
regularly staged Port Cyber Café for sharing knowledge and
experiences and a major cyber-exercise once a year.
Exercise with mounting problems
One such large FERM exercise in which Loodswezen RotterdamRijnmond also participated was CyberNautics 2017 at the end of last
year. Many parties crucial to the well-functioning of the port gathered for a full day to practice a realistic scenario involving a gradually
expanding cyber-attack on the port of Rotterdam which targeted the
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‘Without connectivity to the systems, the pilot can still continue to
perform his tasks for a prolonged period of time’

systems of the port authority as well as those of important players such
as the pilots and Portbase (the Port Community System of the port). A
Nautical Crisis Team comprising representatives of all the core services - including the Operations Manager of the Dutch Maritime Pilots’
Organisation - and headed by the Harbour Master was next expected
to effectively respond to the mounting, ever-increasing problems. IT
specialist Sander van den Berg of the Dutch Maritime Pilots’
Organisation was also present and considers the exercise a success.
“All parties freed up time for it. Cyber-risks are definitely taken
seriously. The Nautical Crisis Team quickly took decisions and the
communication was always sufficiently structured.” This was also the
case internally within the Dutch Maritime Pilots’ Organisation, of which
various disciplines were remotely involved in the exercise.
Van den Berg also observed that despite the great dependence of the
port on digital systems, operational safety is not compromised if these
go down. “Looking at our own specific situation, the pilot is ultimately
still looking through the window on the bridge. Without connectivity
to the systems, he can still continue to perform his tasks for a prolonged period of time. And by nature, pilots are not afraid to make
a decision.” Van den Berg notes that awareness of cyber-security has
increased considerably within the Dutch Maritime Pilots’ Organisation
over the last couple of years. “Our organisation has a dedicated Data
Protection Officer in Geert Janssens and in the event of a possible
cyber-incident, a team can immediately be assembled to address the
situation.”

Port Cyber Notification Desk
At the end of 2018, the Dutch Maritime Pilots’ Organisation also
participated in the next port-wide FERM exercise. Earlier in the year,
the Port of Rotterdam Authority had in the meantime already taken a
next step towards boosting its ability to adequately respond to real IT
disruptions. Since the 11th of June 2018, it has been compulsory for
the 170 companies that reside under the port security law or that have
a port security certificate to immediately report large-scale problems to
the so-called Port Cyber Notification Desk.
De Vries: “This enables us to determine at an early stage whether
measures are needed to ensure the safety in the port.” The Port Cyber
Resilience Officer specifically refers to IT disruptions that impact the
safety of cargo handling, the flow of inbound and outbound shipping
traffic or the implementation of the port security facility plan. The
primary focus is on the potential consequences for the port. Solving
the actual IT disruption is and will continue to be the responsibility of
the company concerned.
For the time being, FERM will therefore unabatedly continue to raise
the level of cyber-awareness among the port business community. De
Vries expects the initiative to be finite though. “Together, we need to
start thinking about the next step. For the future, a construction similar
to the one used for the Joint Fire Brigade in the port could for example
be considered, but then regarding cyber-security. The participating
companies and the municipality are jointly financing this.”
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Amsterdam, Europe’s fourth-largest port in terms of tonnage,
has always had a strong focus on fossil energy. “To ready it for the
future, the coal and oil products clusters are working hard to
become more sustainable and develop other flows,” says Kees
Noorman. In his capacity as director of the Amsterdam Region
Business Association (ORAM), he is responsible for monitoring the
business and investment climate in the Amsterdam (port) region.
“More so than other locations, our port is rapidly changing. It
simply needs to. What will our port look like 40 years from now?
That is what the discussion is all about.”
Besides director of ORAM, Kees Noorman also serves as chairman of
the Amsterdam-based Commission on Ship Movements, a publicprivate platform unique in the world that brings together all parties
involved in the handling of shipping traffic in the North Sea Canal area:
shipping agents, terminals, nautical service providers such as pilots,
boatmen and towing services, Port of Amsterdam, Rijkswaterstaat
(Department of Waterways and Public Works) and the harbour masters
of Amsterdam, Beverwijk and IJmuiden. Noorman: “We have been
voluntarily meeting three to four times a year for decades already and
everyone always shows up. It is the place to exchange information,
collaborate, see eye to eye and sometimes put each other to the test.
Especially once the new sea lock is operational, Amsterdam will be
able to boast an extremely flexible front door. Once through the lock,
users can enjoy all the benefits a non-tidal port has to offer. But also
now, we are already working on operational excellence. Achieving this
takes more than building the largest lock in the world; it is particularly
important to ensure that all parties work together and communicate in
a transparent manner. This is how you find solutions. The Commission
has already been responsible for many projects, such as the dynamic
lock planning which has greatly improved efficiency over the last two
years. The Commission is functioning so well that the Port of
Amsterdam hardly ever feels the need to issue corrective guidelines.
Decision-making within our Commission suffices. Ideal.”
CREATIVE APPROACH TO PROBLEMS
Due to the orientation towards fossil energy (80 to 85% in terms of
tonnage), Amsterdam is pre-eminently a port in transition. If the port
wants to be ready for the future, the coal and oil product clusters will
need to start changing, become more sustainable and develop other
flows. Consequently, that is exactly what is happening. Where are the
opportunities? Noorman: “One of the things that makes Amsterdam so
wonderful is the creativity with which problems are tackled.
For example, the scaling-up in shipping - a perpetual problem for
Amsterdam - was addressed twenty years ago through the deployment of lighters before the lock. That same creativity is now also being
unleashed for the energy transition and themes such as circularity. The
primary focal point is the reduction of emissions as per the Paris Agreement, but the availability of energy in the long term is also addressed.
As are ways to use innovations for our own benefit.” One thing that is
currently being studied is the development of synthetic kerosene for
the aviation sector. “The point where the electricity generated by the
off-shore wind farms comes ashore at Velsen, combined with hydrogen
and the CO2 generated by, for example, the TATA blast furnaces offers
the opportunity to make synthetic kerosene, which we can next supply
to Amsterdam Airport Schiphol. In addition, Amsterdam is also working
hard on the production of biofuels.”
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MORE ADDED VALUE, LOWER TONNAGE
Another challenge for the coming decades is maintaining the number
of ship movements in the port. Failure to do so would make the entire
nautical infrastructure unaffordable, knows Noorman. “Fortunately,
we are currently already seeing a more prominent role for Amsterdam
in the European hinterland connections via feeder-container vessels,
shortsea and new flows such as agribulk. And here too, we find
entrepreneurs who are not afraid to think outside of the box.”
Increased added value, more ship movements and less emphasis on
tonnage, highlights Noorman. “The port of Amsterdam is the largest
petrol port in the world. The port area is home to modern terminals
and lots of expertise, for example for sustainably and efficiently
producing different kinds of gasoline by blending. From an environmental point of view, this can best be done in Amsterdam. This way,
you use the fossil fuels to make the transition possible.”
UNKNOWN MAKES UNLOVED
Energy transition offers a wealth of opportunities, but is also highly
complex. Noorman: “Government bodies and administrators sometimes overlook the knowledge and expertise present within the
business community. It is our role to bring together these parties to
thus concretely and realistically give shape to the transition. In a more
general sense, people are also insufficiently aware of the Amsterdam
port and the many things that take place here. And as we say in the
Netherlands: unknown makes unloved. In our capacity as port branch
organisation, we therefore attach great importance to making
municipal administrators and other parties aware of certain facts, such
as that 60,000 people are employed by the port, that it has the
potential to become the hotspot for Amsterdam’s sustainable energy
supply and urban distribution and also to make them fully realise the
national and European scope of Amsterdam’s hinterland connections.
That a metropolis such as Amsterdam should offer room for living and
for working and for entrepreneurship. Whenever possible, municipal
administrators should actually sail along during a pilotage trip or
aboard a tug so they can see, smell and experience in person what it
means to be responsible for the fourth port in Europe. Feel the salty
spray in their faces.”

‘Municipal administrators should
sail along during a pilotage trip or
aboard a tug so they can see, smell
and experience in person what it
means to be responsible for the
fourth port in Europe’

TRAN
SITION
AMSTERDAM, A PORT IN

‘ONE OF THE THINGS THAT MAKES AMSTERDAM SO
WONDERFUL IS THE CREATIVITY WITH WHICH PROBLEMS
ARE TACKLED’
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Groningen Seaports is literally and figuratively teeming with new
energy. Cas König, appointed as CEO in September 2017, and
Pieter van der Wal, harbour master since September 2018, are
almost running out of words when trying to fully describe the
many new initiatives in the fields of wind, solar, biomass,
hydrogen and more.
Groningen Seaports comprises the ports of Delfzijl and Eemshaven.
Enthusiastically, König and Van der Wal unfold the map of the area on
the table. König: “2700 hectares for industry and port. For our customers here in the Northern Netherlands, the fact that we are also a
seaport is super important. Many raw materials arrive by ship to next
be processed by, for example, the chemical industry. Groningen
Seaports is strong in terms of added value.”
‘WORLD RECORD’
Situated right between the larger ports of Rotterdam and Hamburg,
Groningen Seaports is very strong in offshore wind energy. “From
Eemshaven, fifteen wind farms have already been completed in the
northern section of the North Sea. The parts are delivered to the port,
assembled and next taken out to sea. Five wind farms are currently
under development. According to market experts, we have a world
record with that,” says König. “Not just construction is involved.
Companies specialising in maintenance are setting up operations here
as well.”

‘FIVE WIND FARMS ARE CURRENTLY
UNDER DEVELOPMENT. ACCORDING TO
MARKET EXPERTS, WE HAVE A WORLD
RECORD WITH THAT’
Van der Wal adds that up till now, Eemshaven has mainly served as a
base for the construction of German wind farms. “Eemshaven is ideally
positioned for the supply of parts. Furthermore, we have a dedicated
heavy-loads quay with a maximum load of 30 tonnes per square meter.
And as Groningen Seaports, we are very helpful. A while back I gave
a German group a tour of Eemshaven. They were very impressed with
the facilities. ‘Now all we need to do is contact the authorities’, they
said. ‘That will not be necessary, we are the authorities’, I was able to
reply. We will take care of the permits.” The significance of the wind
cluster in Eemshaven will increase even further when BOW Terminal
also sets up operations here. The originally Vlissingen-based company
intends to develop storage and handling activities especially for the
offshore industry on a 27-hectare site with 220 metres of deep-sea
quay.
IMPROVED NAUTICAL ACCESS
From a nautical perspective, the northernmost port of the Netherlands
offers a wealth of possibilities as well. Van der Wal: “During the sea
trials of the huge jack-up vessel Innovation for example, they requested
to take shelter in Eemshaven. And following consultation with the
Dutch Maritime Pilots’ Organisation, this was quite easily arranged.
So from that moment on, all the parties involved know that we can
accommodate such large offshore jack-up vessels. Similarly, large cruise
ships of 335 metres in length are regularly completed in Eemshaven.
This has now become a common occurrence, safety is never at stake.”
What’s more, the access channel to Eemshaven has been further
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deepened as of the 1st of January 2018. Consequently, the port is now
also accessible to Panamax vessels with draughts of up to 14 metres.
In addition, a probabilistic approach to the necessary keel clearance
allows for more flexible tidal windows. Depending on wind, currents,
etc., ships are able to enter with greater draughts than in the traditional
deterministic approach which uses a fixed percentage for the ship’s
keel clearance.
GOOGLE AS A CALLING CARD
Like all ports and industries, Groningen Seaports is also faced with an
important transition challenge. Bearing in mind the climate agreements
in Paris and the (imminent) climate agreement in the Netherlands, the
emission of CO2 needs to be drastically reduced. König is chairman
of the Northern Netherlands Industry Table; as part of this platform
of government bodies and the business community, ambitious plans
have been formulated. The CEO is optimistic. “In 2030, we want to
be among the most sustainable industrial areas in Europe. Offshore
wind, for example, can certainly still grow by a factor of 10. We are
committed to ensuring that these wind parks at sea are constructed
via Groningen Seaports and that the power they generate also comes
ashore and is used here.” One example of how this works in practice is
Google. The internet giant has an enormous datacentre in Eemshaven;
following an initial investment of 800 million euros, an additional 500
million euros is currently being invested in further expansion. “All the
power for the data centre comes from Dutch wind and solar parks. We
call it orange-green power,” König says. “In the region, a lot of energy
is available from many different sources anyway. Combined, 8000
megawatts are involved. In theory, we are able to supply two thirds of
the Netherlands with power.”
GREEN CO2 AND HYDROGEN
And much more is happening in Groningen Seaports. The list of new
initiatives is long. One of the plans is to transport the CO2 generated
by RWE’s power plant in the Eemshaven, which is gradually transitioning from coal to 100 percent biomass, to the chemical industry in
Delfzijl by underground pipeline. König: “This is green CO2 that can
for example serve as a raw material for the production of bio-methanol.
This would mean truly removing CO2 from our ecosystem. Hydrogen
would also be needed for this, but all sorts of initiatives are taking
place here in that area as well.”
This open attitude of Groningen Seaports towards innovation also
manifests itself nautically. Van der Wal: “Together with, among others,
the Dutch Maritime Pilots’ Organisation, we are currently reviewing the
requirements for having a ship sail autonomously between Eemshaven
and Rotterdam.”

‘IN 2030, WE WANT TO BE AMONG THE
MOST SUSTAINABLE INDUSTRIAL
AREAS IN EUROPE. OFFSHORE WIND,
FOR EXAMPLE, CAN CERTAINLY STILL
GROW BY A FACTOR OF 10’

NEW
ENERGY
IN THE NORTH

‘IN THEORY, WE ARE ABLE TO SUPPLY
TWO THIRDS OF THE NETHERLANDS
WITH POWER’

27

“Water sports were more or less invented in the Netherlands,”
says Geert Dijks, director of HISWA, the Dutch trade association for entrepreneurs active in water sports and yacht building.
HISWA represents a highly diverse group of 850 members, from
sailing schools and boat rental companies to builders of super
yachts.

The cradle
of water sports

No other country in the world has a higher density of water sports
companies than the Netherlands and these are represented by HISWA.
Director Geert Dijks: “On the one hand, we are a lobby group that
looks after the interests of our members in matters related to nautical
infrastructure, legal affairs, technology, safety, taxation and export
opportunities. On the other, HISWA (co)organises two boating exhibitions, a ‘dry one’ at RAI Amsterdam Convention Centre and the HISWA
in-Water Boat Show, the most recent edition of which was staged in
September of this year on the Markermeer lake in Lelystad. There, the
latest developments in the field of boat construction can be explored.”
DUTCH SPECIALTY
Yacht building is a Dutch specialty, says Dijks. “We are a major player in
the category up to 25 metres and the Netherlands is the global market
leader regarding the construction of super yachts. This is where you
go to have your dream boat custom-built or finished. Sixteen Dutch
companies control 30 percent of the global market, with customers
from Asia, the US and Russia. Products are always unique, never built in
series; each ship is developed together with and is an extension of its
owner. One trend is the addition of a second, accompanying support
vessel that is fitted with, for example, a helideck and a garage for the
tenders and jet skis. If the mother ship becomes too large, ports that
impose restrictions on the length of a vessel - such as Monaco - can no
longer be visited. Sustainability is important, of course, as is unburdening: supplying crews and ensuring favourable tax arrangements.”

‘Refurbishing too presents tremendous opportunities’
PROMOTION DUTCH FLAG
Currently, there are some 6000 super yachts in the world, but the
growth in this segment has more or less levelled off. As a result, the
refitting - extending, changing the engine and refurbishing the interior
- of existing yachts has become more interesting. “This too presents
tremendous opportunities for the Dutch shipyards with their substantial
know-how and expertise. Feadship recently opened a construction hall
of 160 metres in Amsterdam for this purpose. Another spearhead is
increasing the number of ships registered under the Dutch flag. Dutch
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legislation has been adapted for this purpose, the ship register has
been optimised and procedural agreements have been made with
the tax authorities. Too many people are still unaware of the fact that
there are various reasons why sailing under the Dutch flag can be more
favourable than sailing under a so-called cheap flag. The Dutch flag is
now being promoted at the Monaco Yacht Show. Collaboration is also
being sought with ports in England, Norway and the Baltic countries to
promote new sailing routes for super yachts following the discovery of
Northwest Europe by the cruise sector. Amsterdam has already created
berths for super yachts and more will be added. Given the city’s tremendous popularity, it constitutes an excellent starting point for a city
cruise. And for a refit, of course.”
NEW MARKETS
“Plenty of opportunities exist, but there are also bottlenecks,” says
Dijks. “Dutch shipyards have a shortage of skilled personnel. As a last
resort, staff are now being flown in from abroad. And because market
growth is not a given, markets in new growth economies must be targeted – what will India do, for example? The smaller traditional yacht
builders also need to target far-away markets and that can sometimes
prove an obstacle. One of the tasks of HISWA is to help them with
export programmes. On the domestic market for smaller recreational
craft, ageing simultaneously constitutes an opportunity and a threat.”

‘A bicycle bridge across the IJ river is greatly
inconveniencing commercial shipping and
ships with masts’
RECREATIONAL SHIPPING VERSUS COMMERCIAL SHIPPING
Another important theme for HISWA is the promotion of safety on the
water between recreational shipping and commercial shipping. The
Netherlands has the largest inland navigation fleet in Europe and a
relatively high number of pleasure craft. The project ‘Sailing Together’
was already initiated in 2007 and aims to educate recreational boaters
to safely navigate commercial shipping. For example, every boat
rental company provides instructions on following the ideal course at
crowded junctions. “It is busy on the water, especially at peak times.
However, the number of incidents is relatively low. Another thing we
encounter as a branch organisation is a lack of knowledge and
awareness among local authorities, not only of the recreational and
economic importance of water sports but also of nautical issues. One
example is the municipality of Amsterdam, which, curiously enough, is
planning a bicycle bridge across the IJ river, greatly inconveniencing
commercial shipping and ships with masts. What is wrong with a tunnel?”
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20 CENTIMETRES DEEPER MAKES TONNES OF DIFFERENCE
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Over the last decade, the shipping sector has experienced a tremendous degree of scaling-up. Nowadays, nobody bats an eye anymore
at the sight of a ship of 350 metres or more navigating the Western Scheldt or Rotterdam’s port entrance. Navigator talks to the operations managers of the Dutch Maritime Pilots’ Organisation in the regions Scheldemonden and Rotterdam-Rijnmond and to their customers OVET and Inchcape about what goes on behind the scenes to ensure each ship visit is actually business as usual.
20 CENTIMETRES DEEPER MAKES TONNES OF DIFFERENCE
“Next week, we will receive a first capesize vessel with a draught of
16.70 metres at our terminal here in Vlissingen,” says Nemi Wesdorp,
Operations Manager at OVET, during a conversation with Bastiaan Bijvank, Operations Manager of Loodswezen Scheldemonden, at the end
of September. The draught of 16.70 metres is twenty centimetres more
than the previous maximum draught at the OVET terminal. Wesdorp:
“For our customer, this means his ship can carry 6,000 to 7,000 tonnes
of additional cargo.” This extra draught is made possible through a
recently dredged custom access channel from the Western Scheldt to
the Kaloothaven in the Sloe area where OVET is located. “We have
lobbied for that channel for ten years; thankfully it is finally there. It
allows for ships to be loaded deeper or to come into port in a wider
range of weather conditions.” Access with draughts of 16.50 metres or
16.70 metres is still not guaranteed in all weathers though. Winds from
the east in particular can be a deal breaker and keep a ship offshore.
Bijvank: “The difference may be ten centimetres, but if the Common
Nautical Authority responsible for the Western Scheldt says no, the
ship simply stays outside.”

‘A RECENTLY DREDGED CUSTOM ACCESS
CHANNEL ALLOWS FOR SHIPS TO BE LOADED
DEEPER OR TO COME INTO PORT IN A WIDER
RANGE OF WEATHER CONDITIONS’
SPECIALISED PILOTAGE OPERATION
As is the case for the entire Western Scheldt, entering OVET’s port
basin is by no means a straightforward nautical feat. Bijvank: “A lot
of manoeuvring is required, the space is tight. The crossing of the
Western Scheldt towards the port basin must also take place in one
go.” The tide plays a crucial role as well. Bijvank: “The tidal window for
capesize vessels like the ones bound for OVET is very short. To ensure
that everything runs smoothly, we always pilot vessels with draughts
of more than 15.60 metres further out at sea, using a helicopter, and
we always put two pilots on board. For this, we use a limited group
comprising only our most experienced pilots. It is a specialised task.
We also regularly do extra simulations with them.”
OPTIMAL TRIP PLANNING
An unintended advantage of the limited tidal windows is that the moment of arrival of a capesize vessel at OVET can be determined almost
to the minute, says Wesdorp. “This is important to us, as is the fact that
the ship is manoeuvred exactly to the right location on the quay. We
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have an open terminal and need to be able to immediately drive all
unloaded cargo away from the quay. This driving back and forth needs
to be done as efficiently as possible. Thirty metres more or less makes
a huge difference.”
Planning on arrival time is also preferable to the Dutch Maritime Pilots’
Organisation. Bijvank: “When ordering a pilot we offer three choices:
simply based on ETA, upstream navigation at the desired time and
arrival at the desired time. The latter is the most ideal. Using the
prediction model for tide, currents etc. we can then draw up an optimal
trip planning and notify the ship of the exact moment at which it needs
to be at the pilot station in order to be moored alongside the quay at
the right time.”

‘TO ENSURE THAT EVERYTHING RUNS
SMOOTHLY, WE ALWAYS PILOT VESSELS WITH
DRAUGHTS OF MORE THAN 15.60 METRES
FURTHER OUT AT SEA, USING A HELICOPTER,
AND WE ALWAYS PUT TWO PILOTS ON BOARD’
SOON EVEN DEEPER?
The current prediction model for determining tidal windows is based
on a fixed percentage of clearance between the keel of the vessel and
the bottom. In a new probabilistic method that is being tested for the
Western Scheldt, that percentage is variable and depends more on the
characteristics of the ship, the weather conditions, etc. A draught of
16.70 metres as is presently possible for OVET consequently does not
need to be the definitive limit. In principle, even deeper draughts are
conceivable in the future. Bijvank in conclusion: “Recently, we already
successfully conducted a first trial trip using the new probabilistic
method for a ship with a draught of 17.10 metres bound for the Sloe
area.”
OVET
OVET is a large stevedore in dry bulk; mainly coal, but increasingly
other cargo flows as well. Nemi Wesdorp: “If it goes into a grab we
can handle it. And in the context of diversification, we now also
handle breakbulk.” For all these activities, OVET has its own
terminals in Vlissingen and Terneuzen, where it also performs
ship-to-ship transhipment at the anchorage berths in front of the
port.

JUST-IN-TIME ARRIVAL!
“We know each other from the working group meetings of Pronto,” say
Michiel Zeevaart, Manager Operations of Inchcape, and Elco Oskam,
Manager Operations of Loodswezen Rotterdam-Rijnmond. Pronto is a
new tool initiated by the Port of Rotterdam Authority that offers port
users round-the-clock insight into the status of their ships in the port.
Oskam: “More and improved insight is a shared interest. At the Dutch
Maritime Pilots’ Organisation, we do not want to keep a ship waiting.”
Loodswezen Rotterdam-Rijnmond itself has developed GIDS. Pilots,
tugs and boatmen use GIDS among themselves to coordinate the
service provision to seagoing vessels so that they do not need to wait
on each other. Furthermore, agents and terminals can also use GIDS
(visible in Pronto as well) for real-time information about when a pilot
boards the ship, when the ship is inside the port piers and the time
the pilot expects to have the ship moored alongside the quay with the
gangway down. Very useful, is Zeevaart’s experience. “As an agent, we
want to be on the quay when the ship arrives and board it immediately.
The information of the Dutch Maritime Pilots’ Organisation helps to
make that possible.”

‘AS AN AGENT, WE WANT TO BE ON THE QUAY
WHEN THE SHIP ARRIVES AND BOARD IT
IMMEDIATELY. THE INFORMATION OF THE
DUTCH MARITIME PILOTS’ ORGANISATION
HELPS TO MAKE THAT POSSIBLE’
EVERY SHIP IS A PUZZLE
In this way, digitisation consistently makes port calls a bit more transparent and reliable. That is not a given though. Zeevaart: “Everything
starts with an optimal quay planning that works as a reliable timetable for when the ship has to be moored and when it needs to depart
again. Everyone in the port then knows what to expect. However, there
are many variables that can interfere with the schedules.” In addition to
possible disruptions at the terminal and weather conditions, Zeevaart
mentions the running behind schedule of bunker operations and crew
changes as examples. “Bunkering in Rotterdam is attractive, much
cheaper compared to other ports. And what do you do if you have a
new crew en route from the airport that is delayed because a motorway
has been closed off? Being at the heart of the operation, we as agents
have to complete a new puzzle for every single ship.”
Oskam: “Ultimately, the departure time of a ship from the terminal is
leading. Ships often have to exchange berths.” And Zeevaart adds:

“The more and earlier insight we have in that terminal planning, the
better we can anticipate this. For example by ordering a ship sailing
near Gibraltar to reduce speed for the next three days prior to the
scheduled arrival in Rotterdam. This saves substantial costs and is also
better for the environment.” Oskam: “Just-in-time arrival! It makes no
sense to sail to the pilot station at full speed and then have to wait
there for three or four hours.”
INCREASINGLY LARGER SHIPS
Nowadays, vessels up to 400 metres in length visit the port of Rotterdam. According to Zeevaart, the size of a ship however is not the
key factor for the work of a shipping agent. “Even with a smaller ship,
everything has to be planned tightly. On the other hand, you might
be less dependent on such things as the availability of tugs. Of great
importance to liner companies is that their ships are always able to
enter and leave the port. If, for example, the wind is expected to pick
up, they want to quickly enter or leave before conditions worsen to
maintain the vessel’s schedule.”

‘WHEREAS A TANKER IS DEEP IN THE WATER,
AN ULTRA LARGE CONTAINER SHIP HAS A HUGE
WINDFALL. IT IS LIKE A BIG SAIL’
As opposed to the virtually limitless draught, wind is in fact an issue
for larger ships in Rotterdam. Oskam: “This is one of the many reasons
why experience is such an important factor in the profession of pilot.
In Rotterdam-Rijnmond, you start out on ships of up to 100 metres;
over the course of twelve years and following continuous training
you advance to the piloting of channel-bound vessels (14.30 metres
draught) and then ships longer than 350 metres. Container ships hold
an additional challenge in that respect. Whereas a tanker is deep in the
water, an ultra large container ship has a huge windfall. It is like a big
sail. In wind force six, the largest container ships therefore require more
than 150 tonnes of towing power. One tug can pull 70 - 80 tonnes, so
that is pretty much the maximum wind speed in which such a container
ship is still able to enter.”
INCHCAPE
Inchcape Shipping Services is one of the largest global shipping
agents with around 300 offices in almost 70 countries and business
partners everywhere else. Inchcape has twenty employees in
Rotterdam and serves all ports in the Netherlands.
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