15
ANNUAL REPORT

The Netherlands:

a saltwater nation
with ambitious
targets under heavy
weather

Table of contents
Foreword

4

1

1. The Business Climate
1.1 Developments in Fleet and Markets
1.2 Shipping Politics

7
8
14

2

2. Sustainability
2.1 Emission Cuts & Innovation
2.2 Quality, Safety and Security

21
23
28

3

3. The Maritime Labour Market
3.1 Nautical Education
3.2 Manning

35
38
41

Online Dossiers

2

45

annual report 2015

| 3

Foreword
For the first time since 2005 the number of merchant vessels under the flag of the
Netherlands has been reduced. This is a very worrying development. Merchant
shipping is the foundation of the entire maritime cluster. A lot of maritime jobs
demand nautical knowledge and expertise. Therefore, the reduction in the number of
ships under the Dutch flag represents a threat to the maritime cluster as a whole.

If the Netherlands want to continue being a maritime
nation, it will have to be all hands to the pump. There
are lessons to be learned from those countries around
us, whose performance is better than ours.
For that reason, the KVNR has advocated the
founding of a Maritime Authority of the Netherlands
(Maritieme Autoriteit Nederland) inspired by the
Danish model. Said Maritime Authority will be able to
contribute to coordinated policy-making, thus
increasing the government’s efficiency and optimising
the business climate. All too often, the coordination
between the Ministry of Infrastructure & the
Environment’s policy-making department, the Human
Environment &Transport Inspectorate (ILT) and Kiwa
shows serious flaws. Therefore we advocate a
maritime agency whose objective is to ensure that all
parties are on the same page, which will be in the best
interests of the quality and appeal of the Dutch
register and the business climate in the Netherlands.
The shipping industry is making steady progress in
improving sustainability. In 2015, the 0.1% sulphur
limit was introduced in the English Channel, the
North Sea and the Baltic Sea. These are the European
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Sulphur Emission Control Areas (SECAs).
In order to preserve the level playing field,
enforcement of the sulphur restrictions is crucial. In
2015, 10% of all shipping traffic in the SECAs has
been inspected and 94% of inspected vessels was in
compliance with the requirements. However,
enforcement was slow getting off the ground. It is
obvious that prior to any decision-making in regard to
new environmental regulation, research should be
carried out into the effects on any modal shift from
maritime transport to overland transport as well as
into enforceability.

of Training Certification & Watchkeeping (STCW)
convention contains provisions to come up with a
swift resolution of this problem. In partnership with
the nautical academies we are searching for
innovations that will adapt both education and the
profession to today’s requirements. Increasing time
spent on training with simulators instead of on-board
training and the elimination of double cadetships for
students that move on to HBO courses after
completing their MBO education are just two of the
options available.

Regrettably, however, the shipping community has
had to acknowledge that the Paris agreements on the
reduction of carbon emissions, have excluded
aviation and shipping.
We are convinced of the feasibility of reducing carbon
emissions by 50% by 2050. Moreover, we are of the
opinion that an emissions trading system for the
shipping industry would be too complicated. For that
reason we support the introduction of a fuel levy, the
revenue of which would be applied to the necessary
environmental innovations in the shipping industry.

I sincerely hope that 2016 will show significant steps
towards converting the Ministry of Infrastructure &
the Environment’s action plan for the shipping
industry into policy; to move from words to deeds on
the themes discussed during the high level
conference on short sea shipping that was part of the
Netherlands’ EU presidency, and, last but not least,
to realise permission to deploy private security
personnel on our vessels in addition to the military
Vessel Protection Detachments (VPDs) in defence
against pirate attacks. All of the above will make 2016
a better maritime year than 2015 has been.

For many years now, the KVNR, together with
Nautilus International, the Netherlands Shipmasters’
Association (NVKK), the pilotage service and nautical
academies, have been campaigning to encourage
youngsters to enrol in nautical education. We have
been so successful at it that we are now faced with
the problem of finding a sufficient number of
placements for cadetships. Fortunately, the Standards

Tineke Netelenbos
president of the Royal Association of Netherlands
Shipowners
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1.1

Developments in
Fleet and Markets

Size of the Dutch fleet
A major part of the Dutch fleet consists of relatively
small oceangoing vessels. A proportion of the fleet
operates globally. In addition, the fleet of the Netherlands is strongly represented in maritime transport
between European ports and/or close non-EU
neighbours like Russia and the Northern African
nations with a significant number of multi-purpose or
general cargo vessels. This type of transport amounts
to 33% of the total cargo transported within the EU.
Dutch shipowners are market leaders in some
segments of the industry (including heavy lift and
reefer shipping). In the offshore industry (oil, gas,
wind power), too, Dutch shipowners are a major
presence.

The fleet under the flag of the Netherlands 1996 – 2014
1200

The diagrams below, show the development of the
fleet since 1996. In that year, the industry and the
government made a major joint effort at improving
the business climate for the industry; a policy that
has proven to be very successful.
Remarkably though, for the first time since 2005, the
number of Dutch-flagged merchant vessels has
declined. The number of vessels under other flags but
managed by shipowners in the Netherlands, however,
is still rising. This development is a source of concern
for the KVNR, since it shows that the business
climate and the register in the Netherlands are not
being sufficiently competitive.

The fleet managed from within the Netherlands 1997-2014
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2015 Dutch Maritime Cluster Monitor figures
The figures used in this annual report have been
derived from the 2015 Dutch Maritime Cluster
Monitor; they represent the state of affairs at the end
of 2014. Around 800 businesses are operational
within the shipping industry of the Netherlands.
Dutch shipowners manage 1,988 ships, 1,066 of
which are registered under the Dutch flag and 922
under other flags.
In 2014, the shipping industry’s turnover amounted to
€ 5.8 billion. The added value (both direct and
indirect) in 2014 was as much as € 2.1 billion. Around
70% of this amount is earned ashore, in ships’
management-related office employment. Including the
indirect employment impact, the shipping industry in
the Netherlands generates jobs for around 16,000.
Total employment within the Dutch shipping industry
(cargo vessels, cruise ships and ferries) amounts to
around 29,900 including non-Dutch seafarers.

The shipping markets
The shipping industry is strongly dependent on
(global) economic developments and the size of the
flow of cargo related to said developments. For the
fourth year in a row, world trade’s growth has been
less than 3%. One of the causes for this is the
weaker-than-expected economic growth in Europe,
China, Brazil and a number of other emerging
nations. Also, at the moment the growth of world
trade is virtually equal to global economic growth. In
recent decades the growth of world trade has been
twice that of world economic growth.
The economic growth of the Euro Zone, too, remains
at a modest rate of 1.5% over 2015. The Baltic Dry
Index (BDI) shows the development of transport
costs for raw materials and is considered to be a
sound benchmark for the developments in world
trade. Around the middle of 2015, the BDI shows an
upturn, only to plummet to unknown depths from
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November 2015 onwards. The dry bulk market
crashes, especially in the capesize ships segment.
General cargo shipping
In tramp shipping the recovery of rates is small to
non-existent. Overcapacity and pressure on prices
continue to be the order of the day. Shipowners are
experiencing the consequences of the lag in economic growth in the Euro Zone of 1.5% over 2015. In
addition, the sanctions imposed by Russia are taking
their toll. A strong reduction in fuel prices offers
some relief to those shipowners that pay for their
own fuel. In the case of chartered ships, however, it is
the charterer that reaps the benefit.
Container shipping
Over the course of 2015, the growth in intercontinental container shipping slows down, as a result of the
flagging demand from Europe and the decline in
production from China, which is becoming more
expensive as a manufacturing nation. Containers
from the Far East are increasingly being unloaded in
Southern European ports rather than in the Le Havre
– Hamburg range. The main cause of this are the
investments made in Piraeus by Cosco. The volume
of containers for short sea shipping remains stable,
however, the feeder pattern shows strong fluctuations

Baltic Dry Index & World Trade Volumes
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because of the competition between ports in the Le
Havre – Hamburg range. There has been a reduction
in the number of feeder vessels, resulting in improved rates. Due to the growth of the UK economy and
the increased value of the British Pound, container
traffic to the United Kingdom is increasing.
Reefer shipping
The reefer shipping market is showing a slight
upturn, despite the economic decline. A considerably
catch of squid in the Southern Atlantic Ocean in the
first quarter of 2015 has had a positive impact on the
reefer shipping spot market. The reduction in oil
prices leads to improvement in the international
competitive position of specialised reefer shipping
compared to container shipping. On the other hand,

fresh fruit and frozen fish imports have sharply
declined in those countries that depend on oil
revenue, including Russia and Nigeria.
Tanker shipping and gas transport
The Baltic Exchange International Tanker Routes (BITR),
which represents the growth of rates on nineteen
different international oil routes, shows a less dramatic
development over 2015 than the Baltic Dry Index. The
volume of cargo in oil tanker shipping increases.
Reduced bunker fuel prices are very welcome. Rates
improve somewhat, but continue to be under pressure.
Consolidation in this market continues unabated.
Maritime chemical transport’s fleet capacity shows a
marked decline due to lower demand from China.

Bron: Thomson Datastream, CPB, Capital Economics
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bunker fuel. Because the prices of low-sulphur fuels
have also been reduced significantly, the volume of
the dreaded modal shift from maritime to overland
transport because of the introduction of SECAs in the
North Sea, the English Channel and the Baltic Sea
has remained very limited up to now.
To show an example: in 2014, prices for low-sulphur
fuel were around US$850 per tonne. By the end of
2015 this had dropped to just above US$300. The
reduction in fuel prices also makes operating
small(er) vessels more profitable. For these ships,
too, lower fuel prices contribute to higher profits. But
all too often companies are still operating in the red.
However, the question is whether the price of oil will
continue to be low in the long term. Price development of alternative fuels, like LNG, is equally uncertain, which poses difficult strategic dilemmas,
including that of when to commit to renewing the
fleet. Therefore, shipowners are being very cautious.

Increasingly, chemical tankers are being deployed as
product tankers, for instance in petroleum products
transport. The gas transport market can be said to be
stable in 2015. It is expected that in 2016 the effects
of the United States’ increased gas exports will
become clearly noticeable.
Ferry and passenger shipping
The ferry industry between the European continent and
the United Kingdom has had a good year. The numbers
of passengers, cars and cargo units have increased
compared to those for 2014 due to the strong economic
growth in the UK and the increased value of the British
Pound compared to the Euro. In addition, the North Sea
ferry routes have benefited from the strikes and frequent
delays in the port of Calais caused by migration issues.
Wherever possible, ferry companies are increasing their
capacity for the UK routes. In 2015 a record number of
6.6 million Europeans opt for a cruising holiday. The
number of Dutch nationals booking a cruise was
reduced by 2.6%. Despite this drop, between 2011 and
2015 the number of Dutch nationals booking cruises
has increased by 7.5% annually.

Monitoring the economic consequences of more
stringent sulphur regulations
The European shipowners organisation (ECSA) and
the European Sea Ports Organization (ESPO) have
published joint questionnaires on the economic
consequences of the stricter 0.1% sulphur limit which
has come into effect in the North Sea, the Baltic Sea
and the English Channel on 1 January 2015.

Offshore
Due to reduced oil prices the oil and gas industry’s
demand for maritime offshore services has dropped

Princess Margriet attends ICS AGM gala dinner
On 9 June 2015, Her Royal Highness Princess Margriet
attended a gala dinner, hosted by the Royal Association of
Netherlands Shipowners, (KVNR) on the occasion of the
International Chamber of Shipping (ICS) Annual General
Meeting on board the Jules Verne cruise ship. During the cruise
in the Port of Rotterdam, Princess Margriet has taken the
opportunity to speak with representatives from the national and
international maritime industry.

dramatically. The result is an overcapacity in tonnage.
A considerable number of vessels is being laid up.
Older vessels are being replaced by new ones or
being decommissioned and recycled. There is no
demand for newbuildings. Orders that have already
been placed are being cancelled or postponed.
Over 2016, these market conditions are not likely to
improve, and it is expected to be a trying year for the
shipowners. The wind power market is showing growth
right across the board, from the installation of new
wind turbines to the maintenance of existing ones.
Impact of the reduction in oil prices
Reduced oil prices equal lower operational costs for
those shipowners who have to pay for their own
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The third questionnaire, issued at the end of 2015
shows that 93% of those responding have opted to
use low-sulphur fuel, rather than invest in desulphurisation systems (scrubbers) which would allow them
to use conventional bunker fuels. Using low-sulphur
fuel automatically increases costs. Fewer than half of
those responding is able to pass on the rise in fuel
costs to shippers by increasing their cargo rates. The
effects on cargo volumes would appear to be limited,
which may be largely attributed to the significant
reduction in fuel prices. 7% of those responding have
indicated that at present there appears to be a
reverse modal shift of cargo to other transport
modalities. It is more than likely this percentage will
go up as and when the price of oil, and therefore fuel,
will rise again.
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1.2 Shipping Politics
The Netherlands are losing the competition over the
maritime business climate to other nations
There is fierce pressure on the Netherlands to remain
an appealing place of business in the maritime
industry. In terms of the shipping industry, there are a
number of major maritime nations, both within
Europe and outside of it, that are making considerable
investments in drawing in shipowners and their
vessels. Concrete measures have already been taken
in the United Kingdom, the shipping register in
Denmark has been a paragon for some time and
Singapore is unremitting in their efforts to become
the world’s maritime hub.

economy. Shipowners are now inclined to avoid the
Netherlands where large scale renovation and repair
projects for cruise ships are concerned. Other
countries do grasp the opportunities arising from
market developments by promptly issuing new
regulations and ensuring that implementation and
enforcement are adapted equally promptly.

The necessity to improve matters in the Netherlands
has penetrated to politicians in The Hague, but so far
shipowners have not been aware of any concrete and
clear improvements. Given the difficult markets many
Dutch shipowners are having to contend with, the
improvements that have been announced in the
nationwide maritime strategy and the action plan for the
shipping industry need to be implemented energetically
and vigorously. However, this has been barely noticeable
in 2015. In the KVNR’s opinion this entire chain needs
to be united in one single official organisation, as has
happened in the Danish maritime authority.

In order to express their concerns regarding the
maritime business climate, the KVNR, the Dredging &
Offshore Industry Association, fishery trade
organisation VisNed, water sports industry trade
organisation Vereniging HISWA, the Pelagic Freezertrawler Association and the Dutch Maritime Network
(NML) have written a joint letter to the minister of
Infrastructure & the Environment, requesting a
summit meeting on the subject of the shipping
register of the Netherlands. In addition to once again
pointing out the urgent need for improvements, the
letter’s authors hope to break through the stand-off
within the chain of policy-making – implementation
– enforcement. They also want to ensure that all
bodies within the Netherlands involved in
implementation and enforcement, acknowledge the
fact that the urgent need for an appealing maritime
business climate is their responsibility too.

Experience has shown that chopping up the chain and
lodging the parts with separate organisations – the
policy-making department and the Human
Environment & Transport Inspectorate (ILT) – all too
often leads to painfully slow processes and a large
amount of debate which cannot be and/or is not
resolved, resulting in visible damage to the shipping
industry. The ambitions, beautifully phrased on paper,
become mired down in official battles. Other
enforcing bodies’ activities, including the SZW
Inspectorate, are also detrimental to the Dutch

Kiwa register standards of service
For a number of years now, the issue of crew
documentation in the shipping industry has been a
major source of concern due to the problems with the
standards of this service. Over the course of 2015, the
effects of the improvements carried out by Kiwa
register have become evident. However, in the view of
the KVNR membership, the standards of service are
still below par. KVNR members are compelled to
invest a disproportionate amount of time and effort in
obtaining the legally required crew documentation
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second one looks at the position of European short sea
shipping. Following consultations with trade
organisation and shipowners, at the end of 2014, a
long period of silence ensues in 2015. It is not until
October that the European Commission submits a
draft of the short sea shipping study to the European
Sustainable Shipping Forum for technical commentary.
The study shows a decrease of short sea shipping’s
share in inter-European transport. Wet and dry bulk in
particular are shown not to be doing well. Its share
dropped from 40% of the total of inter-EU transport to
only 33% at the moment; which is a reduction of 18%.
Wet and dry bulk combined represent two-thirds of all
inter-EU short sea shipping. Container shipping,
however, is on the increase.
On 8 December 2015, the European Community
Shipowners’ Associations ECSA presented their
proposals for the 2017 European maritime strategy.
Its agenda contains sixteen separate actions,
including ones for the short sea shipping sector.
Specific attention is being drawn to the issue of
‘better regulation’, since this is vitally important to
the shipping industry, which may, without reservation,
be said to be over-regulated.
from Kiwa register. Kiwa register’s inadequate
performance is one of the contributing factors to the
diminishing appeal of the Netherlands as a maritime
base of operations.
ILT and Kiwa register’s fees
In 2015, the Human Environment & Transport
Inspectorate starts the process of arriving at a new
cost price model for the fees payable for both those
documents still being issued by ILT and those Kiwa
register has been mandated by ILT to issue to a
number of transport sectors. In addition to crew
documents for the shipping industry, these include
documents for overland transport, aviation and the
railways. The KVNR does not have any problems with
the principle of the fees within the new system having
to be cost-effective. However, the fees do need to be
based on efficient processes. In the summer of 2015,
partially due to considerable pressure from the KVNR,
ILT’s inspector-general decides that an independent
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third party is to examine the new cost price model.
However, the request made by the KVNR and other
trade organisations that the processes’ efficiency also
be examined is not honoured. This gives rise to major
concerns, given that the fees of new certificates are
already based on the new cost price model which has
not yet been disclosed to the trade organisations. It is
impossible to justify a fee of € 270,- for the
application for a wreck removal certificate, the issue of
which involves very little effort on the part of ILT. In
2016, the KVNR will, once again in association with
the other trade organisations, be keeping a close eye
on further developments and will take vigorous action.
Evaluation of the European shipping policy
In 2014, the European Commission decides to carry out
an evaluation of their maritime transport strategy. Two
consultants are commissioned to carry out two
separate studies. One of said studies examines the
global position of the European shipping industry, the

At the beginning of 2016, the European Commission
announces that no important changes in policy are to
be expected and that the studies’ findings are to be

used in the formulation of the policy initiatives that
will be addressed in 2017 under Maltese EU
presidency.
European State Aid Guidelines for maritime
transport
The European State Aid Guidelines for maritime
transport enable European shipowners to be
competitive all over the world. This will contribute to
employment and the retention of maritime knowledge
and expertise within Europe. It also results in
additional European prosperity. In shipowners’ view,
however, parts of the guidelines are unclear or lacking
in uniformity. This includes the question whether
work boats are or are not eligible for the application
of the so-called tonnage tax regime. This same
question applies to oceangoing ships deployed in
specific activities. These and other questions have
been explored by ECSA and the European
Commission over the course of 2015. The
exploration’s results include the European
Commission’s decision to make bare boat out eligible
for application of the tonnage tax regime, subject to
certain conditions. The same applies to bare boat out
in a group. The European Commission has used
these consultations to obtain a sound foundation for
their decision-making in current cases regarding the
application of the tonnage tax regime in Greece and
Malta.

Van Oord’s Paul Verheul joins the KVNR board of directors
Paul Verheul, COO of dredging company Van Oord, was
unanimously elected to the KVNR board of directors by the
membership during the Annual General Meeting which took
place on 25 November 2015. Van Oord has been a member of
the KVNR since July 2015, following a cooperation agreement
with the KVNR of several years. Since Van Oord now has a seat
on the board of directors, they will be contributing to KVNR
policy-making. Including them in the KVNR membership in
consistent with the KVNR’s aspirations to expand their activities
to include all organisations operating oceangoing vessels.
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The continuation of the Italian tonnage tax regime is
approved by the European Commission in 2015. A
remarkable aspect of this decision is to grant
qualification to search and rescue activities in an
analogous approach: even though this activity cannot
be classed as maritime transport, it is considered that
the activities’ contribution to the guidelines’
objectives are of a sufficient degree to qualify. The
KVNR is a major proponent of this type of approach.
High level meeting short sea shipping
In their capacity of EU president, the Netherlands
host a high level meeting on by short sea shipping
transport. The main theme of said meeting is the
question of how short sea shipping may be given an
added impetus and how its declining share in inter-EU
transport may be turned around into a growing share.
The method of choice for achieving this is obvious:
reduce the administrative burden and abolish all
customs formalities for maritime transport between
European ports.
Blue Belt, a successful pilot project has already proven
this to be possible. Converting this project into
amended regulations and modification of customs’
and other authorities’ practices is, however, an entirely
different matter. Following two years of stagnation,
the time has now come to relaunch this process.
More maritime transport, after all, equals a major
contribution to the resolution of a number of societal

issues including carbon emissions, congestion on the
roads, traffic accidents and traffic noise. The KVNR
will, of course, be doing all they can to get this
process back on track and to speed it along.
Compulsory pilotage new style
In 2014 the minister asked the harbour masters in the
Netherlands to submit regional plans for compulsory
pilotage new style (LNS) and to consult the users. The
proposals presented by the harbour masters at the
end of 2014 contain significantly worse conditions
compared to the current regulations. Small
oceangoing vessels in particular are affected. In
January of 2015, the KVNR makes their criticism
known to the port regions. The KVNR also asks the
ministry of Infrastructure & the Environment (I&M) to
provide a nationwide frame of reference.

In December of 2015, a new national proposal is
submitted to all stakeholders by the ministry. The
KVNR is forced to conclude that under the proposal
all ships currently registered will become subject to
compulsory pilotage which is considered to be
unacceptable. This heralds the start of a new round of
consultations on the subject of the LNS in 2016.
The Nairobi International Convention on the Removal
of Wrecks
The Nairobi International Convention on the Removal
of Wrecks came into force on 14 April 2015. This
convention is aimed at improving coastal nations’

Because of the convention’s entry into force and the
Netherlands’ becoming a convention party, all vessels
larger than 300 GT are required to be in possession of
mandatory insurance for the cost of wreck removal
(up to the limits laid down in the London Limitation
convention) and they need to be in possession of a
certificate as proof of insurance cover. At the moment
of its coming into force all vessels (regardless of flag)
over 300GT calling at ports or offshore locations of

In March, the ministry of I&M, publishes a paper on a
nationwide frame of reference, as an interim step in the
process. During the summer it becomes evident that
this has not resulted in any improvement of the regional
proposals. For instance, Amsterdam and Rotterdam
ignore the minister’s call for separate exemption from
compulsory pilotage for small oceangoing vessels. This
gives the KVNR cause to send an urgent letter to the
minister in the autumn. The KVNR demands that
exemption from compulsory pilotage for small
oceangoing vessels be safeguarded in the new structure.

The Netherlands re-elected to the International Maritime
Organization Council
On 27 November 2015 in London, the Netherlands were
re-elected to the International Maritime Organization (IMO)
Council. The re-election for the 2016-2017 period ensures that
the Netherlands has a seat in the ‘day-to-day management’ of
this UN agency with responsibility for global regulations
regarding safety, security and the environment for the shipping
industry.

options regarding the speedy and adequate removal
of ships’ wrecks. It also gives said nations more
leeway to act against foundering ships or ships about
to run aground and/or any cargo that may or may not
have come adrift which is endangering shipping, the
marine environment and/or any other coastal
nations’ interests. The convention contains a
provision regarding mandatory insurance (and
certification) as well as optional direct action against
insurers. Shipowners’ limited liability is not being
affected by the convention.
Implementation legislation in the Netherlands has
made use of a so-called opt-in clause, allowing the
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convention to become effective not only in the
exclusive economic zone but also in territorial waters
and inland waterways.

any convention party nation are required to carry this
certificate.
In preparation for the convention’s entry into force in
the Netherlands, the KVNR has been involved in
in-depth consultations on the contents of the
implementation legislation and the manner in which
the required certification is to be applied for. Until the
moment the Netherlands officially become a
convention party (19 April 2016) certificates can only
be obtained from agencies in countries that are
already convention parties. Following the
aforementioned date, applications for certificates for
ships under the Dutch flag can only be submitted to
the Human Environment &Transport Inspectorate.
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2.1

Emission Cuts &
Innovation

Carbon Dioxide (CO2)
The shipping industry is not included in the Paris
climate agreement
On 12 December 2015 in Paris, the UN countries
reached an agreement during the Paris Climate
Change Conference (COP21) in order to further
reduce carbon emissions. The objective is to
counteract climate changes caused by greenhouse
gases. Remarkably enough, the shipping industry and
aviation have not been included in the climate
agreement. The KVNR and the international umbrella
organisations ECSA and ICS regret the exclusion,
which does not do justice to the willingness of the
global shipping industry to share in the responsibility
for reducing carbon emissions.
In the KVNR’s view, the conference’s closing
declaration might have included a strong appeal to
the IMO to introduce ambitious and realistic
objectives for the shipping industry. Since the
shipping industry has been excluded, the erroneous
perception that the shipping industry is unwilling to
participate in carbon reductions, is being upheld.

The KVNR feels that a pro-active attitude on the part
of the shipping industry would make a highly
desirable contribution to the resolution of the climate
issue.
Monitoring, reporting and verification (MRV) of
carbon emissions
On 1 July 2015 the European Directive aimed at
making the shipping industry’s carbon emissions
more transparent came into force. In 2014, the
European Council, the European Commission and
the European Parliament had already reached
agreement on developing a European MRV system
for carbon emissions. From 1 January 2018, all
vessels over 5,000 GT will be required to monitor
their carbon emissions, and ultimately they will need
to report their data to the European Commission
annually.
The directive will be applicable to any and all vessels
–regardless of flag– travelling to or from any EU port.
The KVNR still regrets this European solo effort and
would have preferred that Europe await global

Kotug winner of the 2015 KVNR Shipping Award
Kotug is the winner of the 2015 KVNR Shipping Award with
their new hybrid Rotortugs. The Rotterdam towage company is
presented with the Dutch shipowners’ annual innovation award
during the 10th edition of the Maritime Awards Gala that takes
place on 2 November 2015 in the former submarine shed of the
Rotterdam Dry Dock Company in Rotterdam

22
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decision-making on this type of system. IMO is likely
to arrive at a final decision on a mandatory MRV
system for carbon emissions in 2016. The European
Commission will then consider a review of the
European MRV system and may decide to adapt it to
the globally adopted IMO system. The European
directive contains a clause to this end.
Follow-up study into a solid definition of transport
work for the EU MRV
In 2015, research institute MARIN was commissioned
by the KVNR to carry out a follow-up study into a solid
method of defining transport work. One of the
requirements of the European MRV system that will
come into force in 2018, is that transport work (cargo
carried) is to be recorded. Using transport work as a
criterion for the determination of energy efficiency
turns out to be a problem for those vessels that
encounter varying ratios of mass to volume in their
cargoes.
General cargo ships, for example, tend to carry very
dissimilar cargo. It can vary from extremely
voluminous cargo with a relatively low weight (sails
for wind turbines at sea) to quite compact cargo
whose weight is relatively high (rolls of steel). Without
a sound definition of transport work, the energy
efficiency of any single ship could vary widely from
one cargo to the next.

Kroonborg winner of ‘Ship of the Year’
The winner of the KNVTS Ship of the Year award is the
Maintenance Support Walk-to-Work Vessel ‘Kroonborg’, built by
Royal Niestern Sander. The association of maritime engineering, KNVTS, award is presented to the Wagenborg Company
during the Maritime Awards Gala on 2 November 2015. The
Kroonborg is operational in transporting maintenance personnel
and supplies to and from oil and gas platforms in a safe, more
environmentally-friendly and economical way.

MARIN has used data submitted by more than 200
vessels under the Dutch flag. Based on the
information submitted it has become clear that the
definition of transport work for those types of ship
whose cargo is subject to big fluctuations in the
mass-to-volume ratio, ‘deadweight carried’ might be a
good solution. In this case, deadweight carried is the
accumulated total weight of cargo, ballast, fuel and
consumer goods on board. It may be determined
fairly easily by looking at a vessel’s draught.
The study’s findings are to be used in a meeting with
the European Commission and the European member
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states to be held in the MRV working group under the
auspices of the European Sustainable Shipping
Forum (ESSF).
Sulphur (SO2)
Implementation and enforcement of the more
stringent sulphur regulations
The sulphur limit of 0.1% applicable in the Sulphur
Emission Control Areas (SECAs) has come into force
on 1 January 2015. Over recent years the KVNR has
been urging effective enforcement of said more
stringent sulphur regulations, in order to be able to
safeguard the level playing field. It should be
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impossible for any transgressor deliberately using
high-sulphur fuel in any one of the SECAs without
using a desulphurisation system (scrubber) to derive
any economic benefit from their actions. There is still
very little clarity about the sanctions imposed by the
various European countries surrounding the SECAs.
Together with ECSA, the KVNR is actively involved in a
dialogue with the European Commission to shed light
on this situation as soon as possible.
The European Maritime Safety Agency (EMSA) has
reported that in 2015 more than 6,800 inspections
have been carried out within the EU. The EMSA report
shows that 94% of the ships inspected in the SECAs
were in compliance with the 0.1% sulphur limit. In the
other cases the excessive sulphur content was mainly
caused by the switch from high-sulphur fuel to
low-sulphur fuel having been made (too) late.
Sweden: inspection fees charged to shipowners
Over the summer of 2015, the KVNR regularly hears
from Dutch shipowners complaining of Swedish
authorities charging them inspection fees. The
inspections in questions are to enforce compliance
with the more stringent European sulphur
regulations. In the autumn of 2015, the KVNR wrote
a letter to the Swedish transport minister to ask him
to explain why shipowners are being charged around
€ 300,- for these inspections. So far no reply has
been received.

Nitrogen Oxide (NOx)
Designation of NOx emission control areas (NECAs)
In 2014, the International Maritime Organization
(IMO) Marine Environment Protection Committee
(MEPC) decided that in the two NECAs that have
already been designated, the more stringent NOx Tier
III norm will become applicable to ships constructed
on or after 1 January 2016. The two currently existing
NECAs are located along the United States’ and
Caribbean coast.
Countries that submit proposals for the designation
of any additional NECAs will need to propose the date
of entry into force themselves. It is vitally important to
allow plenty of time between the date of submitting
the proposal to the date of it coming into force, in
order to give shipowners and shipyards enough time
to adjust to the changed conditions. If and when the
period is not long enough, technical problems and
increased costs will be the result.
Simultaneous designation of North Sea and Baltic Sea
NECA
In order to designate the North Sea as a NECA, all the
countries surrounding the North Sea have to be
unanimous on said designation. Over recent years the
KVNR’s aim has been to have the North Sea and the
Baltic Sea designated as NECAs simultaneously. The
necessary additional investments shipowners will
have to make will –in terms of environmental benefit–

Platform Clean Shipping: sharing information about sustainability
The KVNR is one of the Platform Clean Shipping’s prominent partners. As well as the KVNR, the platform’s
members include: Netherlands Maritime Technology, TNO, MARIN, the North Sea Foundation, the Port of
Amsterdam and the Port of Rotterdam. The platform’s objective is the exchange of information, knowledge and
experiences that can contribute to reducing emissions, and to relay this to as wide an audience as possible. This
is done by promoting cooperation and knowledge-sharing on the application of emission-reducing technology.
In 2015, the platform organises four seminars on the themes of shore-based power, carbon emissions, alternative fuels and funding green investments.
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be as effective as possible this way. During the
Second Chamber of Parliament’s General Debate on
the shipping industry, on 21 January 2015, the minister
for Infrastructure & the Environment stated that the
government of the Netherlands’ objective is to have
the North Sea and the Baltic Sea designated as
NECAs simultaneously. The KVNR fully endorses the
stance taken by the Dutch government.

the designation of a NOx Emission Control Area
(NECA) in the North Sea and the Baltic Sea. The date
of entry into force is to be 1 January 2021. By then the
most stringent NOx limits will be applicable in any
NECA, the so-called Tier III limits. Russia, too, has
consented after years of resistance against the entry
into force of a Baltic NECA prior to 1 January 2021.

At the beginning of March 2016, all countries
surrounding the Baltic Sea decide to submit a joint
proposal with the North Sea nations to the
International Maritime Organization (IMO) regarding
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2.2 Quality, Safety and Security
Port State Control: even fewer detentions
In 2015, ten Dutch ships have been detained within
the Paris MoU (the area of participating maritime
Administrations including Europe, Russia and
Canada). This is the lowest number of detentions
since the Paris MoU came into being in 1982. This
excellent result may be attributed to the measures
shipping companies have been taking since 2013 in
order to reduce the number of detentions.
The number of ships detained in 2014 was 14, in 2013
there were 30 detentions and in 2012 as many as 35.
The current improvement means the Netherlands are

once again on their way to a top-ten ranking on the
Paris MoU White List. In other inspectorate areas, too,
the total of detentions in 2015 is very low: as few as 7.
Every year, more than 18,000 inspections are carried
out on board ships in the ports within the Paris MoU
area. The ships are inspected by port state control
authorities to ensure that they are in compliance with
international requirements regarding safety, security
and the environment. Seafarers’ on-board living and
working conditions are also inspected.
On the basis of these inspections an annual list is
published containing those flag states that have

scored well (white list), or poorly (grey list) or
downright badly (black list). The KVNR’s aspiration is
for the flag of the Netherlands to be in the top ten of
the white list; this would mean that the flag would be
one of the best registers of quality.

The Netherlands’s ranking on the Paris MoU White List

2010
2011
2012
2013
2014
2015

Number of
detentions
15
18
35
30
14
10

White list
ranking
5
4
15
19
19
Not yet known

Source: Paris MoU on Port State Control

Piracy
Fortunately, in 2015, there have been no successful
hijackings of merchant ships by pirates off the coast
of Somalia and on the Indian Ocean. Protection
measures taken by shipowners on the basis of the
industry guidelines, Best Management Practices 4
(BMP4), the deployment of armed private security
personnel and that of naval vessels by a large number
of countries have reduced the risks of a successful
attack to a minimum.
It is, however, very worrying that a number of
countries, including the Netherlands, have
announced that they will be reducing the number of
naval vessels deployed in the area. The reason given
is the current unrest in other parts of the world that
requires the deployment of these sophisticated ships
elsewhere. As a result, NATO’s Ocean Shield
operation in the Indian Ocean, is in fact no longer
effective and that the efficacy of the EU’s Operation
Atalanta will also be significantly reduced.

This is an extremely worrying development for ships
under the flag of the Netherlands, given that to date
permission to deploy armed private security
personnel on these vessels has still not been granted.
In view of the reduction in naval presence, this has
become more necessary than ever.

28

annual report 2015

| 29

In December 2015, the government sends a letter to
the Second Chamber of Parliament. It contains a
comprehensive explanation of the cabinet’s position
on officially allowing the deployment of armed private
security personnel. The letter sets out the main
conditions under which permission may be granted.
The KVNR is pleased with the letter and agrees with
the substance of it. The government has adopted the
‘use VPDs unless’ approach which has always been
the one advocated by the KVNR. Shipowners will have
to apply for military protection first. If this turns out to
be not an option, they may deploy private security
teams.

submit a full-page open letter to the Second Chamber
of Parliament calling on them to speed up the
process, which is published in the Financieele
Dagblad of 4 February 2016; unfortunately this is not
successful.
The position of ships’ masters during the deployment
of private security team has been a particularly
important issue. The KVNR, Nautilus International
and the NVKK have met a number of times in
constructive discussions on the ramifications of
masters’ legal position. The result of the discussion is
that all parties’ stance is the same and that there is
plenty of scope to arrive at a mutually acceptable
arrangement for masters.
Security
The current episodes of major unrest and war in parts
of the world, including Libya and Syria, increase fears
of the shipping industry, too, becoming the target of
terrorist attacks. For that reason a new impetus is
given to the security expert group in the Netherlands,
in which a number of government agencies join the
industry in discussing matters like providing correct
information to ships under the flag of the Netherlands
in case of acute threats to shipping in a certain area.
In December 2015, the expert group convenes for the
first time in its new incarnation and discusses the
options and requests for further coordination and
forwarding information. It is decided not to include
the piracy issue in this working group, given the
different nature of that threat.

The KVNR is very disappointed by the drawn-out
process of response to the government letter the
Second Chamber of Parliament has opted for.
Following a Round Table conference and a round of
written questions, a General Debate will not take place
until the beginning of June 2016. Only then will
become clear whether a majority in the Chamber is to
support the deployment of private security personnel.
Sixteen parties, including seafarers’ trade union
Nautilus International, the Netherlands Shipmasters’
Association(NVKK) and The Confederation of
Netherlands Industry and Employers (VNO NCW)
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Increasingly high priority for cyber security
In 2015 cyber security’s priority within the shipowners’
community continues to rise, both at home and
abroad. Awareness of the shipping industry’s appeal
to those carrying out cyber-attacks increases sharply.
Said attacks may be aimed at industrial espionage but
can also pose serious risks to safety at sea and in
ports, to crews, ships and their surroundings. The
KVNR, the European Community Shipowners’
Associations (ECSA) and the global shipowners
association, the Chamber of Shipping (ICS) have all
decided to permanently add cyber security to the

Protection against piracy - Open letter to the Second Chamber of Parliament,
published in the Financieele Dagblad of 4 February 2016.

annual report 2015

| 31

agenda of any of their meetings on safety and security.
In the Netherlands, the KVNR is engaged in a
dialogue with the National Cyber Security Centre, to
explore the ways in which the shipping industry in the
Netherlands can become closely embedded in the
national efforts against cyber threats.

the Ukrainian master’s certificate of competence for a
period of six months. The KVNR office is astonished
by this ruling. In their opinion, both the charges and
the ruling are unwelcome. The terms of ‘sound
seamanship’ are being stretched to their limits and
are being judged on societal perceptions of what is
and is not acceptable. Quite apart from the

The so-called Information Sharing and Analysis
Centres (ISAC) ports’ working group gives the green
light for several shipowners to join this working group
in the course of 2015. National security services and
port businesses use the group to exchange
experiences with cyber security and to share
information on acute threats.

Migrants at sea
Once again, in 2015, many migrants attempt to make
the crossing to Europe. The migration stream
continues to grow and this is not expected to change
over the next few years. According to the UN refugee
agency UNHCR’s figures, more than one million
refugees crossed the Mediterranean Sea in 2015. And,
again according to official figures, more than 3,771
people perished in doing so.

Ship recycling
The KVNR continues to endorse the speediest
possible entry into force of the global Hong Kong
convention for the worldwide regulation of ship
recycling. In the meantime, KVNR members continue
to be accountable. Over 2015, the positive trend in the
number of ships owned by KVNR members that is
responsibly recycled, has been continued.
In 2015, the annual list of vessels dismantled on
Southeast Asian beaches, which is published by the
Shipbreaking Platform, no longer contains any ships
owned by KVNR members.
Ship recycling disciplinary regulations
In 2015, the Maritime Disciplinary Tribunal rules in the
HMS Laurence case. This case concerns a ship that was
run aground on the beaches of Alang in India, to be
dismantled there. This practice is referred to as
beaching. The captain is accused of acting in breach of
the precepts of sound seamanship by ‘lending himself
to deliberately running the ship aground in India. Based
on European environmental legislation, taking any
vessel to India to be dismantled is prohibited’,
according to the Disciplinary Tribunal. They continue: ‘In
May of 2013, the consequences of having ships
dismantled on the beaches of nations including India
were already common knowledge within the profession.’
The Disciplinary Tribunal has conditionally suspended
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international, European and national regulation for
offshore work boats is being introduced. In order to
be able to address these developments, the KVNR
launches a new contact group for offshore work boats
in 2015. The contact group’s objective is to contribute
to the success of those KVNR members that are
active in the offshore segment by keeping track of any
relevant developments in policy regarding safety,
security, the environment, employment and the
economy. In addition, the contact group is intended
to be a platform for sharing knowledge and
information.

Shipowners have a legal duty to help those in peril at
sea. Of course seafarers also see this as their moral
duty. In 2015, the International Chamber of Shipping

desirability, this type of case also demands a totally
different kind of expertise of the Disciplinary
Tribunal’s members. Equally, the fact that culpability
has been laid at the ship’s master’s door and not that
of the shipowner is reprehensible in the eyes of the
KVNR. Last but not least, no clear evidence of any
breach of European environmental legislation has
been produced.
Offshore Work boat contact group
KVNR members operate an increasing number of
offshore work boats. In more than one instance, the
international regulations governing these vessels are
open to different interpretations by the various flag
states, resulting in diverging national regulations. This
could have a detrimental effect on the level playing
field. Also, an increasing amount of specific

(ICS) published a second edition of their guidelines
on how to deal with large numbers of migrants during
rescue operations in open seas. This second edition
of the so-called Guidance on Large Scale Rescue
Operations at Sea, containing specific information for
masters and crew, also contains a number of control
measures that may be taken to counter the increasing
health and safety risks; the actual on-board situation
is taken into account more, making the guidelines
more practical for shipowners.
Despite the sharp increase in migration over 2015, the
number of ships involved in rescues and the number
of migrants rescued by merchant shipping in 2015 has
been halved compared to 2014. In 2014 and 2015, the
shipping industry has sounded the alarm to the
relevant organisations, informing them that merchant
shipping’s involvement in rescue operations, given
the large numbers of migrants (sometimes in their
hundreds per rescue), is likely to result in major
health and safety issues on board their ships. As a
result, the EU Frontex and Titan operations have
intensified their activities. Another reason for the
reduced involvement of the shipping industry is the
change in migration routes.

Container weighing
From 1 July 2016, the weighing of containers will become an
international mandatory requirement. This was decided by the
International Maritime Organization (IMO) on 21 November
2014. From the aforementioned date, any and all loaded
containers need to be weighed to determine their gross weight
before they can be loaded onto any oceangoing vessel. This may
be done either by physically weighing containers or by calculating the accumulated weight of any empty container and all its
cargo by means of a certified method. The intention is to
prevent endangerment to ships’ stability caused by inconsistencies between loaded containers’ actual weight and gross weights
recorded in shippers’ cargo manifests.
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The Maritime
Labour Market
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Conditions in the maritime labour market
In 2014 the number of ships under the flag of the
Netherlands showed a small decrease (-16). Nevertheless, employment for Dutch seafarers has grown. The
demand for mechanics and engineers of all ranks in
particular is high. Total employment for seafarers in
the Dutch fleet has remained unchanged over the past
year, at around 27,000.
Due to the reduction of oil prices, employment in the
oil and gas industry has declined. As a result the ships
that are operational in this market have had less work.
Any effect on employment will have to become evident
over the next few years.

Grand Total

Total seafarers

Total Non-Dutch seafarers

Dutch seafarer

Shore personnel

2007

2011

2008

2012

2009

2013

2010

2014

Outstanding maritime student Lindsay Groot
Maritime officer student Lindsay Groot has been named
outstanding student MBO for 2015 of the Nautical College Den
Helder (ROC Kop van Noord-Holland). Having won this title,
Lindsay will now be competing to win that of national
outstanding maritime student.

Source:
The 2015 Dutch
Maritime Cluster
Monitor
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Employment in the shipping industry 2007-2014
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3.1

Nautical
Education

Enrolment in education
Nautical education in the Netherlands will continue to
be the main supplier of new personnel for the Dutch
merchant fleet. Due to the considerable increase in
enrolment, a shortage of placements for cadetships
has arisen and –by necessity– the campaign for
promoting interest in the seafaring profession has
been scaled down. Introductory cadetships for those
youngsters interested in going to sea, will be
continued. There is still a high demand for said
cadetships, and even without any campaigning
youngsters continue to be aware of this option.
The annual questionnaire for nautical academies (per 1
October 2015) shows a decline in enrolment, after years
of growth. Both the HBO courses (Higher vocational
education) at -25 and the MBO courses (Intermediate
vocational education) at -51, show a marked decrease in
enrolment. The number of diplomas awarded in HBO
shows a slight rise (+29), whereas the number of MBO
diplomas has gone down a little (-15).

Maritime Academy Holland’s new maritime training centre
On Wednesday 4 November 2015, Sander de Rouwe, representative of the province of Friesland, opens the latest maritime training
centre of the Maritime Academy Holland. The training centre’s
realisation is the result of the joint venture of six educational
institutes in the North and West of the Netherlands. Their
teaching facility for ‘proficiency in survival craft’ offers modern
training methods to maritime students from Delfzijl, Terschelling,
Urk, IJmuiden and Harlingen in preparation for their maritime
careers.
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Educational standards
During 2015, another review of MBO qualification
modules took place. The Ministry of Education,
Culture & Science (OCW) has indicated that the MBO
syllabus is to be augmented with electives. In 2015 a
start has been made on developing said electives and
students are expected to be able to add them in the
2016-2017 academic year.
Because of the new Standard of Training Certification
& Watchkeeping (STCW) Manila Amendments, added
to the Ministry of Education, Culture & Science’s
requirements, the MBO syllabus is a very full and
demanding one, compared to that of other studies.
For that reason adding the electives to the theoretical

curriculum has proven to be infeasible. The KVNR
and the ministries of Infrastructure & the
Environment and Education, Culture & Science have
arrived at a joint solution. The electives are to be
included in students’ cadetships. The papers written
for the elective in question will provide more
profound knowledge.
In the HBO courses, the curriculum has been
modified following input on the part of the industry.
At the industry’s request the course will retain its dual
base. Following the first cadetship, students will opt
for either a bridge or an engine room qualification.
This means that HBO graduates will no longer have a
double certificate of competence. As far as HBO
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3.2 Manning

students are concerned the Maritime Officer
(MAROF) concept with its double qualification has
been abolished. It will continue to be available to
MBO students.
Cadetship issues
The increase in enrolment in nautical education is
beneficial to the fleet’s recruitment. Because of the
increase in the number of students, the demand for
Number of Dutch Nautical Students and Graduates
in 2015

HBO
MBO-4
MBO-3
Total

Total number
of students
1,153
1,352
406
2,911

Number of
graduates
134
201
62
397

Source: KVNR, statistics nautical academies on
1 October 2015.
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cadetship placements has also shown a sharp rise.
On 1 August 2015, 548 students –both nautical and
technical– start their cadetships. Over the summer of
2015, cadetships for 517 students have been found.
Around 30 students will be facing a delay in their
education because of the shortfall.
In 2009, the number of placements was only 324.
Therefore the growth of the number of cadets placed
may be said to be spectacular (60%). Unfortunately
though, the increase is not sufficient to find
placements for everyone. The KVNR has been working
with shipping companies (both members and
non-members), nautical academies and other
interested parties including trade organisations and
the ministry of Infrastructure & the Environment, in
order to arrive at solutions for increasing the number
of placements for cadetships. In the long term, the
option of reducing cadetship periods by increasing the
amount of simulator training in the curriculum is
being explored.

Manning legislation
Following the implementation of the amendments to
manning legislation in May 2014, it has become
apparent that there are some issues that urgently
demand a solution. Some of those have been
resolved with the Human Environment &Transport
Inspectorate (ILT) during applied implementation,
whereas others will require further amendments to
legislation. In association with the Dredging &
Offshore Industry Association and Nautilus
International, the KVNR has compiled a list of
problems which has been submitted to the Ministry
of Infrastructure & the Environment in November
2015. The KVNR has expressed the expectation that
the issues in question will be included in the
ministry’s amendments to manning legislation that
are due in 2016, because of the necessary
implementation of the most recent STCW
requirements V/3 (training IGF code) and V/4
(training Polar Code).
Working Hours Decree Transport break provision
Article 6.5:4 of the Working Hours Decree Transport

contains a requirement that following every six hours
of work a break of at least fifteen minutes is to be
taken, which is over and above international STCW
and Maritime Labour Convention requirements.
Also, the so-called break provision is a bar to any
alternative watch model, while the very objective of
these alternative models is to have a positive
influence on the amount of rest seafarers on watch
duty are able to get. For that reason, in 2015, the
ministry of Infrastructure & the Environment and the
ministry of Social Affairs & Employment, following
consultation with Nautilus International and the
KVNR, have jointly commissioned STC B.V. to carry
out a study into the effects of the introduction of
alternative watch models on board.
The effects of adjusting watches’ starting hours, too,
have been looked into. The study was completed at
the end of 2015. Its final report contains
recommendations to the government to relax the
break provisions terms and to the industry to take an
adjustment to watches’ starting hours into
consideration. In January of 2016 Nautilus

Seafarers are content in their profession
On the whole, seafarers are content in their profession. Such
are the findings of the international shipowners association, the
International Chamber of Shipping (ICS), and the
international maritime organisation BIMCO, in their 2015
Manpower Report. Career opportunities are widely available
and, compared to jobs ashore, the profession is called
challenging.
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International and the KVNR have sent a joint letter to
the ministry of Infrastructure & the Environment
requesting the break provision be relaxed to 7 hours.
Maritime Labour Convention (MLC)
The Maritime Labour Convention (MLC) came into
force on 20 August 2013.
Said convention safeguards seafarers’ on-board living
and working conditions above minimum level. Since
the convention also applies to vessels of nonconvention parties calling at ports of convention
parties, in principle it will ensure a level playing field
for shipowners.
In 2014, the International Labour Organization (ILO)
adopted a number of amendments to the existing
Maritime Labour Convention (MLC). While it is
theoretically possible that (some) member states may
not accept the amendments, it would seem unlikely
and the amendments should come into force on 18
January 2017 as planned.
The consequences of the amendments’ entry into
force will be the addition of two new MLC inspection
items to the current fourteen items; they will refer to
shipowners’ obligations to provide financial security
in regard to:
1. Repatriation
This amendment refers to a system of financial
security for seafarers in case of repatriation. All
vessels will be required to carry certificates or other

documentation, issued by those financing the security
in question. Interim termination of financial securities
is not allowed, unless the issuer has informed the flag
state’s mandated authority no less than 30 days in
advance.
2. Contractual claims
This amendment determines ships’ managers’
obligation to provide financial security for contractual
claims, as included in national legislation and/or
(collective) bargaining agreements, for cases of
long-term illness, disability or death. Payment of
medical expenses or wages in case of illness are not
included in the scope of this financial security.
The amendment also requires effective measures to
be taken in order to be able to process any
contractual claims quickly, fairly and impartially. All
vessels will be required to carry certificates or other
documentation, issued by those financing the security
in question
In 2015, the KVNR and the ministry of Social Affairs
have discussed the amendments’ implementation in
Dutch law. The expectation is that the P&I clubs (and
maybe other insures as well) will be issuing the
financial guarantees required by the amendments.
The matter of war risk and cover required for four
months’ arrears of wages in case of repatriation will
require particular attention.

Social insurance information meeting
In December of every year, information meetings for employers
in the maritime industry are held in Groningen and Rotterdam,
to provide information on the latest developments regarding
social security. Wim Waanders, chairman of the Shipping
Foundation (Stichting Scheepvaart) and member of staff for
labour affairs at the KVNR is chairman of the day during this
very well-attended meeting.
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