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Editorial

The economic growth in Europe 
over several decades is evident 
and well documents in all kinds of 
tables and statistics. In harmony 
with this growth, the totals for the 
transport sector has also develo-
ped with an impressive ratio. When 
one looks in more detail however, 
one can see that road and shortsea 
are the real winners: miles ahead! 
Whereas to find traces of growth in 
barge and rail transport a very clo-
se look is necessary, and what is 
seen is not really convincing. 

Of course, focussing on inland waterway trans-
port, lots of new barge container services have 
started bringing new barge volumes into the 
statistics, as well as some new types of volume 
(waste, polluted earth), but the bottom line re-
mains that the modal share is modest and the 
growth next to nothing. 

The ECA report from 2015 on inland 
waterway transport was clear: 0.6 
% growth in 12 years time! Thus 
the output from the EU co-funded 
projects (infrastructure and operati-
onal pilots) is rather poor.

The missing coherency 
(infrastructure) is 
the main ar-

gument of the defence, but is that true? Retai-
lers who have missed the market developments 
will end in a bankruptcy  - these are enough 
examples!

Markets have changed completely in the last 50 
years, not only by means of the containerizati-
on, but also by scientific support in terms of the 
economics of the supply chain.

Among the visions, ideas, pilots and best prac-
tices in this edition, there are hopefully some 
which lead to advances in the "big picture" (the 
European waterway network and its poor usa-

ge) and get statistics moving in the right 
direction up. Fingers crossed!     

 

Jos W. Denis

 Think 20% less weight.

Think 1.5 times more stability.

Think 30% cheaper.

Think new.

BeeComp
Technologies Inc.www.beecomp-inc.com
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www.helixlearning.nl
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Telefon: +49 (0) 40 380 433 91
E-Mail: info@logsure.de
Internet: www.logsure.de

LogSure GmbH

your umbrella for safe logistic operations
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Universal growth model for container transferia nearby deep-
sea terminals. Picture shows a transferium for a throughput 
of 500,000 TEU/year.

4 stack lanes, 8 OHCs, quay length 150 m1

Handling speed: 
- shuttles 100-160 moves / hour (200-320 TEU/h)
- trucks    100-120 moves / hour (200-240 TEU/h)
  
Terminal area: ± 3.0 hectare
Stack capacity: 3,300 - 4,100 TEU

98 BOX®2016 - 07 BOX®

Higher performance, 
lower costs and a lot 
more advantages!

Containertransferium 
new style!

2016 - 07

http://www.ngict.eu/website/home/animations/
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Standardization with manageable links generates a gigantic 
waterway network with wide coverage and connectivity 
With a few relatively small connections the transport potential of the waterway net-
work can be extended enormously. Of course the relatively small connections need 
further interpretation, but with a standardized and gradual development such  an 
operation will affect much more realistic results, as with the stone chiseled and until 
now dominating philosophy of large barging. With step 1 (and optional next steps  in 
mind) the KEMPENAAR size would be realized and thus a first infrastructural level  
reached, which would challenge the sector to develop and exploit the opportunity. 
The creation of such starting entrances at the linking points will automatically demon-
strate the necessity of further developments or not.  
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THE growing Interest for SMALL inland barging also 
attracts watchers from outside the sector 

®
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The reactivation of small waterways is 
a process of small steps, which de-

mands  determination and staying power.  
This means, for the first step, getting the 
(still) available resources back in use and 
operational: waterways and barges. Se-
condly one must intensively go through 
the available and applicable innovations. 
This a conditio sine qua non for creative 
and succesful actions! 

The growth of the inland waterway sector 
according to European statistics (0.6% 
in a period of 12 years) is rather modest. 
Against that background the development 
in Brabant is not only curious, but a clear 
and positive signal  for  regions with com-
parable (old and small) waterways. 

Compliments must be adressed to the wa-
terway authorities and governmental ad-
ministrations as well, which, unless tense 
treasuries, have supported local entrepre-
neurial courage and, despite hundreds of 
other priorities, provided fundings to remo-
ve waterway bottle necks and thus suppor-
ted the further inland waterway develop-
ment in North-Brabant. In this process MCA 
Brabant has, since 1997, been supplying 
the lubricating oil for the Brabant engine!
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40,000,000 km 
less road transport:
Intermodal transport 
in Brabant is the secret

North-Brabant continues to have great suc-
cess with intermodal solutions. The handled 

container volume at the terminals in North-Bra-
bant (excl. Moerdijk) in 2014 has grown with 
95,000 TEU upto 660,000 TEU; when conver-
ted this volume represents 40,000,000 road ki-
lometres. 

These figures have been deducted from the 
BrabaCon data about 2014. BrabaCon is an 
informal network of seven companies with a 
total of 10 container terminals in the province  
of North-Brabant. In addition to the 660,000 
intermodal TEU these terminals further trans-
ported 105,000 TEU by truck to and from the 

sea ports. The figures of the container termi-
nals in North-Brabant show that the province of 
North-Brabant is a main turntable in both Eu-
ropean and global logistics. 180,000 TEU have 
been re-used for export after coming in as im-
port cargo and thus have reduced the volume 
of empty positionings. The imbalance between 
20' and 40' is quite amazing: 20' 20% against 
40' 80%. Which means that the inland terminals 
in North-Brabant in 2014 managed to realize 
160,000 container round trips between Rotter-
dam or Antwerpen and North-Brabant via in-
land waterways. Nearly 23,000 containers have 
been transported in round trips by rail between  
Rotterdam and the terminals in Tilburg and 
Eindhoven. Based on the more than  183,000 
intermodal transports with an average distance 
of about 220 km, the transport performance of 
BrabaCon is equal to 40,000,000 truck kilome-
ters. A single truck must drive around the globe  
1,000 times to achieve this. 

Thanks to the “modal shift” North-Brabant re-
duces 14,000,000 kg CO2 emissions per year 
through the transport of containers between the 
various container terminals and the sea ports. 

Stable growth 

Since 2010 the previous stable growth of the 
container flows to/from the intermodal terminals 
in North-Brabant has returned. The modest but 
growing numbers of re-used containers (export 
after import) is also contributing to the reduction 
of road volumes. In the combined transport-re-
lated road transport this general growth since 
2010 can also be observed. The available rail 
capacity (with the fixed connections Rotterdam 
<> Tilburg and Rotterdam <> Eindhoven) is 
working to full capacity.    

Seaport difficulties

One of the reasons for the strong growth in the 
transported volumes by road arises out of the 
obligation to deliver containers in time, which 
has become more and more difficult. The ope-
ration times for the barge handling at the sea 
terminals are often too long due to waiting times. 

For urgent containers the container terminals 
of Brabant Intermodal (Oosterhout, Waalwijk, 
Veghel, Cuijk and Tilburg) as well as Markie-
zaat (Bergen op Zoom) switch regularly to road 
transport to ensure that the containers meet the 
time window requested by the customers.
The terminals involved estimated, that in 2014 
approximately 10,000 of those urgent haules 
have been done (which is approximately 2.5% 
of their total volume), because operational time 
in the sea ports is too long and unreliable. 
Also the avoidance of costs for “detention” and 
“demurrage” generates more road transports 
than wanted and breaks the intermodal growth. 
This situation has not changed in 2015. For 
example the container terminal in Bergen op 
Zoom (Markiezaat) has been forced to transport 



Intermodal & containers BOX®BOX® Intermodal & containers

1716 BOX BOX® ®2016 - 07 2016 - 07

more than 50% of its container volume via the 
road to/from the sea port terminals.  

East-West difference

The intermodal growth is stronger in the middle 
and the west of Brabant. In the east and sou-
th-east regions one can watch a stabilization 
of the volumes. BrabaCon concludes that their 
long term customers in the short term do not 
expect growth of volumes and that the intermo-
dal share is already very high. There are never-
theless bigger potential customers, but actually 
these potentials can not be realized because of 
technical and operational reasons.

In the 
w h o l e 
area of 
North-Bra-
bant there are new, 
smaller customers, but their 
volumes are not significant enough 
for the statistics. Substantial growth 
is generated in combination with 
new settlements of international 
operating companies, or through 
large investments made by exis-
ting regional companies. Global 
logistics players have not sett-
led new branches in north-east 
and south-east Brabant during 

the last few years, which together with the high 
intermodal share of existing transport volume 
explains the stabilization of the volumes. The 
lack of suitable sites seems to be the main rea-
son for this settlement stagnation.

BrabaCon

The BrabaCon network includes 10 container 
terminals in North-Brabant, which exploit in to-
tal 20 container inland barges. Daily container 
trains with 80 to 90 TEU capacity are running to/

from the sea ports. As well as tailor made con-
tinental transport via water, rail and road.  The 
container terminals use container cranes and 
reach stackers for the handling of more than 
10,000 containers daily and have a container 
storage capacity at their disposal of more than  
40,000 TEU and their own logistic warehouses 
with 300,000 m² space. 

Contact  Cees van Elk

cvanelk@mcabrabant.nl
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The BrabaCon network partners
• Den Bosch: BCTN
• Veghel: Van Berkel Logistics - ILT Veghel
• Cuijk: Van Berkel Logistics - ILT Cuijk
• Bergen op Zoom: Markiezaat CT
• Oosterhout: Oosterhout CT 
• Oss: OOC-terminals Oss  (trimodaal) 
• Waalwijk: ROC Waalwijk 
• Tilburg: GVT Group of Logistics BTT [2]
• Tilburg: GVT Group of Logistics RTT
• Eindhoven: GVT Group of Logistics RTE

Budel

© John Huizing

BOX ®©
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IXOLUTION
I N T E L L I G E N T  E X E C U T I O N

Standard software for
intermodal transport & logistics
www.ixolution.com Zwijndrecht [NL] & Nettetal-Kaldenkirchen [D]
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EU-28 intermodal
volumes,who knows?
Part 2
Green potentials

During the last few decades the more en-
vironmentally friendly alternatives of rail 

and barge have been strongly promoted, often 
with public funding, but in terms of output of this 
“modal shift” the figures don't meet the targets 
of the “white book”; indeed it is more or less an 
"empty book". 

On the other hand steady intermodal develop-
ments have taken place and massive volumes 
have been shifted from the road to shortsea, rail 

and barge; the latter must have lost substantial 
volumes in their other segments (dry and liquid 
bulk, breakbulk).

The figures
The figures and the graphics are composed out 
of the cargo statistics –so forest products, ore, 
hard coal, sand, timber, fuel, etc.- and not ba-
sed on the general way volumes are counted 
and communicated in the intermodal business: 
TEU, loading units or trailers.

This means that volumes of waste paper or 
sawn timber or scrap transported in containers 
have certainly been included in these figures 
with their weight and transported distance (to 
get the tkm), but not mentioning the number of 
containers used for the transport or even the 
number of TEU.
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Of course these statistics give information 
about the modes with which the cargo has been 
transported, but a container with port wine from 
Portugal may have used three modes or even 
all four. 

Using three modes, which is quite a frequent 
picture in transporting containers, would mean 
the following screenplay: with a short sea ser-
vice from Portugal to Antwerp or Rotterdam, 
from there by barge to an inland terminal and 
after arriving there the “last mile” on a truck. In 
the case of using all four modes, there must be 
a rail interval in the intermodal chain. The barge 
carries the container to one of the Rhine located 
rail terminals like Duisburg or Neuss and from 
there a rail transport with a final ”last mile” by 
truck will be arranged.

The consequence of this is that the intermodal 
figures are hidden in the registration of the dif-
ferent mode performances. It will certainly take 

some time before everybody has been convin-
ced that it is necessary to change the registra-
tion on a European level to create a European 
intermodal overview of what’s going on in the 
vivid and creative intermodal jungle!

Missing monitoring
It is great that the European commission has 
already been supporting intermodal transport 
over the past few decades through different 
programmes and fundings, but it is a bit incom-
prehensible that this support is not monitored 
in a way that shows the effects of the efforts. 
Filling a patient with pills without looking at the 
effects of the pills is not only a waste of pills, it 
is also very bad care.

Approaching intermodal
As stated before, the four modes put together in 
the first graphics already include intermodal traf-
fic – even the road mode has intermodal com-

ponents –for example, a trailer arrived by train in 
Genk and trucked from Genk to a destination in 
the Ruhr area, discharged there and with a few 
empty kilometres reloaded in the same region, 
trucked back to Genk and railed to Italy. 

The forgotten mode

In each of the four modes a percentage of the 
probable intermodal volume has to be defined, 
and these four figures added together to crea-
te a new intermodal curve in the graphics and 
the four amounts should be deducted from their 
respective basic values. 

Constructing an estimated intermodal volume 
out of these available figures means on one 
hand that shares of for example “sea” transport 
are a building stone for the accumulated inter-
modal figure, but also that the figures for “sea” 
must decrease with a similar amount in order to 
avoid double counting.

The modal split is dependent on the geograp-
hy and infrastructures in the EU-28 countries. 
There are countries with a high share of barge 
and/or rail transport, but there are also coun-
tries without navigable waterways and/or even 
without a railway – like Cyprus. In defining the 
four percentages one can proceed moderately 
and progressively. The moderate approach me-
ans that one tries to define a percentage to co-
ver the volumes which are more or less sure  to 
be transported in intermodal ways on that par-
ticular mode….. of course for EU-28 this is the 
next challenge!

Data

When the available data per country (EU-28) 
represent the international standard on cargo 
statistics –fixed cargo lines- it will be possible 
to fine tune the three ranges for which we have 
decided and bring them closer to each other 
and in doing so scale down the wide range.
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Relevant, invisible cargo
4,000 ts of hard coal transported by 
barge from Dordrecht to Mannheim 
will proceed a volume in the barge 
statistics of approximately 2,000,000 
tkm. When the captain and/or barge 
owner decide to sail empty back to the 
sea port this empty trip disappears for 
the statistics. Same for iron ore or a 
hard coal train supplying steel mills or 
power plants – these traffics are dedi-
cated and include an empty leg, which 
is statistically not registrated.

In intermodal terms this is complete-
ly different. An empty container, bulk 
unit, trailer or tank container repre-
sents a transport for which is paid. Of 
course shippers and operators try to 
transport as few empty units as possi-
ble but because of the fact that Murp-
hy’s law is still the main ruling in  the 
intermodal day-to-day business, emp-
ty legs or transport of empty units are 
an inevitable evil. For the estimation 
it is important which percentages one 
decides upon. In the actual registra-
tion this volumes is not counted be-
cause only cargo is filed. So this extra 
volume is an “on top” figure in the final 
estimation.

CO2

When the estimations are workable 
and give reasonable outcome in some 
individual segments, where estimati-
ons and real figures can be checked, 
the CO2 reduction contribution of the 
intermodal industry can be more clea-
ly defined and by then we may have 
also reliable and real emission figu-
res.......
                                       Jos W. Denis
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your umbrella for safe            logistic operations

Phone:  +49 (0) 40 380 433 91 
Email:  info@logsure.de
Internet:  www.logsure.de

ogSure

LogSure GmbH
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Strasbourg <> Saverne & Dettwiller

A distance of less than 40 km but exactly here 
the increase in traffic strikes mercilessly with 
nearly permanent tailbacks. The ad-
vantage of the inland waterway 
concept is the elimination of the 
waiting times and the more re-
liable planning of the container 
loading at the shippers.   

The barge with (only) 12 TEU ca-
pactiy must be developed, becau-
se the possible barge width, the bridge 
height and the canal draft cause exceptional 
challenges on this extremely short distance.
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Two medium-sized companies, both with their 
roots in the inland barging with Peniches, want 
a new trend and are planning container barging 
on the Rhine-Marne canal. Inter Barge Shipping 
in Buggingen (D) and Europe Boat Trading in 
Strasbourg (F), designed a container barge with 
the dimensions of 39 x 5.09 m and capable of 
carrying 12 TEU (12 x 20' or 6 x 40' containers).
 
The aim is to connect the Saverne industri-
al area along the Rhine-Marne canal with the 
container terminals in Strasbourg. Strasbourg 
has frequent rail and barge connections to the 
sea ports of Rotterdam, Antwerp and Le Havre. 
With a service of two of these barges, it will be 
possible to carry 12,000 TEU yearly through the 
Zorn valley. 

This bar-
ge type is 
a novum 
w h i c h 
will be a 
modified 
design of 
the wel-
l k n o w n 
Peniche, 
w h i c h 
is the 
F r e n c h 
c a n a l 
barge de-
sign in-
spired by 

Charles Louis de Saulces de Freycinet  (1828 
– 1923).  From the basics of the design for the 
container barge other applications can be de-
veloped for project cargo and heavy lift or even 
palletized cargo.  

Contact

Jean Faber

j.faber@inter-barge-shipping.com

CONTAINER-SHUTTLE
SAVERNE – STRASBOURG 

For the past year the port of Strasbourg, the 
French region Alsace and Lorraine and 

Voies navigables de France as well as four regi-
onal companies around Saverne have co-ope-
rated in the development of this innovation.The 
aim is to shift import as well as export containers 
from the companies Kuhn, CDH Group - Hae-
mmerlin, Scierie et Caisserie de Stein-
bourg and Brewery Licorne from the 
road to the Rhine-Marne canal. The 
total yearly volume involved is near-
ly 5,000 containers, for which trans-
port with inland barge will generate 
65% lower pollution compared to the 
truck. The  project is based on a tech-
nical innovation, which still must be rea-
lized: design and construction of small inland 
barges for small waterways, which can carry 12 

TEU or 6 40' containers. At 
the moment such an inland 
barge does not exist  and the 
realization will be a European 
premiere. The so called Frey-
cinet barges, named after the en- g i n e e r , 
who established the dimensions of the French 
canals, nowadays only carry bulk goods, like 
grains or building materials.  

Close to Saverne (40 km north-east from Stras-
bourg) on a construction site, which was 

renovated in 2012 for works on the  
high speed rail track Paris-Stras-
bourg and where during the works 
100,000 ts of building materials 
have been handled, a small contai-
ner terminal will be created. With a 

sailing time of 8 hours from Dettwiller 
via the Rhien-Marne canal  in Strasbourg 

the north container terminal will be the place, 
where the containers will be exchanged with 

the great Rhine barges.The distance of this in-
land waterway transport (Dettwiller-Strasbourg) 
is longer than the road distance, but more relia-
ble without the traffic uncertainties  on the road. 
On the other hand synergies between the  co-
operating companies and the platform in Det-
twiller can be used and optimized for all part-
ners, which is a great advantage of this short 
barge liner service. 
With the final "go" of all co-operating partners 
the next steps towards realization of the project 
can be taken in order to realize the design, lau-
nch and construction of the new barge type as 
well as the cover for the corresponding invest-
ment.   The parties involved expect that they 
need 2-3 years to get the idea into practice and 
running!

Contact
Diane Lucet

d.lucet@strasbourg.port.fr

Inter Barge Shipping 
Jean Faber 

The times when more than 1,000,000 ts of 
goods a year were being carried by French 

canal barges between Paris and Strasbourg are 
long forgotten history! The continuous extensi-
on of  the highways, the permanent develop-
ment and optimization of the trucks, compared 
with an 18th century built canal network is more 
or less a catastrophy for inland barging and its 
development.
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  The Flexitank Company
  Malakkastraat  51  |  Rotterdam - Maasvlakte
 T +31 (0)181-745861  |  E a.vanhoff@theflexitankcompany.com

 Fitting of Flexitanks and Linerbag sets

 Supply of fitting materials

 Container inspections and surveys 

 Up-grade containers suitable for Flexitanks

 Manufacturing of new Bulkheads

 Collection and repair of bulkheads

 Supply and Installation of heater pads |  ISO Kits

 Experienced ADR-drivers

A brand new company, since 2016, with more than 14 years of experience in the Flexitank and Linerbag industry. Service provided to the pioneers 
of flexitanks as from the beginning. Well known in  the depot , transport and shipping world. COA recommendations followed as from 2007.

The independent service provider

 Cross pumping 

 Warehousing and ADR-storage

 Removal of Flexitanks and Linerbags

 Environmental friendly disposal

 Mobile services in Netherlands, Germany, 

 Belgium and France.

 Loading assistance and 

 training in Europe

 Transports and loadings with tank chassis 

 Inland barging service

 Shipments for overseas destinations 

Our services for flexitank related companies;
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Intensification of the use 
of smaller fairways by 
the development of small 
scale pushing units
BargeTruck
Henk Blaauw
HBCB, Wageningen

Introduction

Most of the cities in the Netherlands, Flan-
ders and the North of France are connec-

ted by means of fairways. Until the beginning of 
last century (say 70 to 80 years ago) transport 
between populated areas took place, for the 
most part, with ships. These transports were 
almost completely taken over by trucks. The 
smaller fairways became less important in eco-
nomic sense.

It concerns fairways of the CEMT class I, II and 
III: ships of 40 to 80 m, ranging between 250 
till 1,250 tons. Good examples are the so cal-
led Spitsen, Kempenaars, HAGENAARS, Dort-
mund-Eemskanaal ships and Dortmunders.

Practically speaking the situation in the Nether-
lands is such that almost in all canals navigation 
with ships with a length of 50 m, 6.7 m wide is 
possible (dimensions of a large Slits or small 
Kempenaar).

Transport keeps on growing 

During the last decade a number of problems 
became more and more manifest. Some impor-
tant examples are:

● The demand for transport has strongly in-
creased along with prosperity and the end of 
the growth is far from in sight.

● The increased demand to transport ca-
pacity cannot be dealt with only on basis of 
transport via road. This is not only because 
of finances, but also because of required in-
frastructural space, mobility and impact on 
the environment because of the exhaust par-
ticles and gases.

● Also in society more and more resistance 
is growing against exhaust of polluting gases
and particles. A number of larger cities have 
developed more restrictive rules for driving 
and navigation in densely populated areas. 

As an example, inAmsterdam new city crui-
se ships are only allowed on zero emission 
conditions. Also the city of Rotterdam initia-
ted with the formulation of requirements from 
the point of view of pollution for inland ships 
passing the city. These requirements will be-
come stronger over time.

"Sustainability: learn to use the 
available infrastructure"

Given the fact that the infrastructure of the 
smaller waterways is still available for the most 
part, it seems to be a good idea to at least ex-
plore if the use of these canals by ships can be 
intensified. 

This intensification can be realized by incre-
asing the competitive edge of transport via wa-
ter in relation to the other transport modalities. 
Finances do not only play a role in this but also 
the impact on the environment. A strong en-
vironmental performance increases the com-
petitive edge certainly when passing densely 
populated areas.

It has to be taken into account that transport 
via roads has become more and more environ-
mental friendly, which is a positive aspect, and 
transport via water shall have to cope with that 
development.

Push boat 

Because of all these considerations the SBIR 
program (Small Business Innovation Research, 
Agentschap NL, 2007…2009) paid attention 
to finding new possibilities towards the goal of 
intensifying transport via water on the smaller 
canals. HBCB developed a logistical and tech-
nical concept called the Barge Truck, BT. 

The concept boils down to small scale pushed 
barges, very clean pushers in combination with 
barges, to be coupled in an efficient way. 

These Barge Trucks must be capable of cost 
effective sailing, which goes hand in hand with 
minimizing the impact of the environment. Du-
ring the first phase of the indicated SBIR pro-
gram the logistical feasibility was shown, during 
the second phase the concept was optimized in 
the technical sense.

The smallest possible unit (pusher with one sin-
gle barge) is planned to be operational in the 
smallest fairways, as for example the canals at 
the polders as well as the Zuid Willemsvaart.

Depending on the application the barges can 
be equipped with a small pump jet. This pump 
jet can be used to support for better manoeu-
vring but can also be applied to pass a lock or 



Intermodal & containers BOX®BOX® Intermodal & containers

3736 BOX BOX® ®2016 - 07 2016 - 07

reposition the ships locally. However, in many 
cases an active bow rudder will do the job. The 
coupled units are propelled by the pusher and 
they can be coupled till units as large as the 
infrastructure allows.

One can think of 2 barges behind each other 
with a pusher, the 2 x 1 formation, or larger 
units such as the 2 x 2 formation. Small scale 
pushing units have a number of advantages but 
also disadvantages. These will be elaborated 
shortly in the following.

The advantages 
of the BargeTruck

First of all it holds that the loading and unloa-
ding processes are uncoupled from the opera-
tional sailing of the pusher. This is a logistical 
advantage because loading and unloading can 
be scheduled whenever this suits best. 

The barge can also be used as floating stock. 
The direct consequence is that the relatively ex-
pensive pusher can produce a large amount of 
sailing hours. Consequently the rate of return of 
investment of the pusher shortens significantly. 
Due to the fact that it became possible in the 
SBIR project to optimize the design of the bar-
ges also in a hydrodynamic sense the resistan-
ce became as low as possible. This also implies 
that the required power of the pusher is minimi-
zed.

The use of small scale pushing units means 
that per unit a large amount of cargo can be 
transported. In many cases this implies that the 
co-operation of shippers will be required to ge-
nerate sufficient cargo. As stated, the pusher 
will be able to make many sailing hours and 
transport a huge amount of cargo. On the basis 
of this it seems appropriate to pay more atten-
tion to the environmental impact and even set 
the first steps in the direction of zero emission. 
Realization of this is not rocket science!

The disadvantages 
of the BargeTruck
The use of the Barge Truck however also has 
some disadvantages which should be mentio-
ned. A first aspect to be brought up is the fact 
that when the barges are left behind at the place 
of destination an eye should be kept on the car-
go. In many cases this will not be a problem but 
sometime it is not self-evident. This can be the 
case when transporting containers for instance.  
Another disadvantage is the logistics of the bar-
ges. Once left behind, they have to be loaded 
and/or unloaded and for that matter they have 
to be repositioned and coupled to new forma-

tions for the next transport trip. Also from the 
point of view of safety it will be necessary for the 
barges to be monitored. 

Next, the large logistical advantages of the BT 
system do have a “dark side": the barges also 
cost money and depending on the application in 
many cases a lot of barges are required. 

As an example looking at point to point trans-
port with a 2 x 1 unit at least 6 barges are re-
quired: 2 are underway, 2 are left behind on the 
point of departure and 2 are waiting at the point 
of destination. This means a higher investment 
for the initial fleet stock.

Feasibility of the concept

The feasibility of the concept has been elabora-
ted extensively for a number of cases with the 
exploitation model developed by HBCB. This 
model calculates the transport costs as well as 
the environmental impact. The feasibility was 
not only determined for the transport of con-
tainers but also for bulk. The following parties 
were involved at the execution of the project.

HBCB for the set-up and project management. 
MARIN and DST did the hydrodynamic optimi-
zations and the power to speed relations. MA-
RIN looked after the manoeuvring properties 
and the selection of the propellers. MSN took 
care of the propulsion, IMC the coupling of the 
barges and Gaastmeer Engineering carried out 
the design. All results of the project are freely 
available for interested parties, please contact 
www.hbcb.nl. 

The results comprise optimized lines, motivated 
selection of main and auxiliary power, most sui-
table propellers and a conceptual design of a 
flexible system of coupling the barges.

The development of the Barge Truck was done 
in direct cooperation with Huis Vuil Centrale 
Alkmaar and HVC, Meppel Container Services, 
MCS. Both teamed up with HBCB in order to es-
tablish a thorough survey of the existing way of 
transporting domestic waste of the polders (the 
Nort-East Polder and Flevoland) to the HVC at 
Alkmaar resulting in costs involved and exhausts. 
Subsequently BargeTruck based solutions were 
generated and also for these cases costs of 
transport and exhausts were determined. 

The first results proved to be satisfactorily and 
it was decided to make more detailed calculati-
ons. These results formed the basis for the de-
sign studies to be carried out during the next 
phase resulting in the earlier mentioned BT for 
transport of containers.
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re. The fact remains that the BargeTruck needs 
a relatively large volume of cargo. It is a chal-

lenge to find shippers who 
want to co-operate in order 
to cope with that and intro-
duce the new concept also 
for their own benefit.

The feasibility studies 
were carried out by HBCB 
at 2007 and 2008. The 
complete design and all 
relevant sub- designs were 
done in 2009/2010. The fi-
nal results were reported 
by the end of 2010.

Contact

Henk Blaauw

h.blaauw@hbcb.nl

The first part of the 
trip from Helmond 
has to be passed 
with one pushed bar-
ge only. After Veghel  

2 pushed barges are possible and after Tiel 
even 4 (2 x 2 unit). Looking at the total amount 
of cargo to be transported for Hendrix it did not 
appear to be possible to make a sound exploi-
tation. 

This is only possible when the total cargo flow 
can be increased. For instance by means of 
co-operation with another cattle feed firm or 
another manufacturer or shipper in the region 
with fitting cargo flows. 

A combination with containers or even contai-
nerized cargo is of course also a good possibili-
ty to get the necessary critical mass.

Henk Blaauw  

Cattle feed

There was also a direct connection with Hendrix 
UTD at Helmond. This company is producing 
cattle feed with large amounts of imported agro 
bulk products. The biggest part of these trans-
port flows comes from Amsterdam. 

Much of these transports are already done via 
inland waterways and is done with "Spits" and 
"Kempenaar" barges. Hendrix UTD foresee an 
end of the lifecycle of these ships and is looking 
for other ways of transport via water. The Bar-
geTruck seems to be a good alternative.

The maximum draught is restricted to 1.9 m 
because of a nearby located lock. The barges 
should be capable of passing this lock under 
their own power and moor directly after the lock 
for unloading. The barges must also be able to 
reposition themselves.

CO2

It was stated before that the as-
pect of environment impact is of 
great importance when passing 
densely populated areas. It is a 
challenge for the BT to perform 
better then Euro VI trucks. This is 
possible by choosing LNG as fuel 
for the gas/electric propulsion. 
Gas engines perform well and if 
bio fuel is used the CO2 exhaust 
will decrease (short cycle CO2).

Some final remarks

During the execution of the SBIR 
program it seemed probable that 
the BT would become reality. This feeling was 
even strengthened because of the fading out of 
the older ship types such as the Spitsen and 
Kempenaars while the need for using the smal-
ler fairways was increasing. However, the finan-
cial crisis probably slowed down the process of 
putting the BargeTruck into operation severely. 
Maybe new chances will arise in the near futu-
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Recently Maasvlakte 2 was officially opened 
and the first container terminals will become 
operational in 2014. This causes the flow of 
containers in the port of Rotterdam to be 
fragmented even further. The philosophy 
behind the neutral Barge Service Centre is 
to bundle these little call sizes and to save 
money. www.bargeservicecenter.nl

Barge Service Center: neutral solution,
common benefit

Kramer Group B.V.
Missouriweg 17

3199 LB Maasvlakte-Rotterdam
+ 31 (0) 181 362 880
info@kramergroup.nl
www.kramergroup.nl

Waterslag

The predecessor barge pro-
ject of WaterTruck with the 

aim of realizing upscaling ef-
fects to the waterway limitations 
(bridge height, waterway and 
lock size, draft).
Two coupled barges double the 
capacity of a single barge, with 
more or less the same operatio-
nal costs.
Trials for both bulk and contai-
ners were succesful and the po-
sitive experiences were the base 
for the EU co-funded follow-up 
WaterTruck.

Contact

Michel van Dijk

mvdijk@vanberkellogistics.eu
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WaterTruck
With mainly cargo flows like building mate-

rials and waste (in containers) the experi-
ances of the "Waterslag" project were extended 
and practised in different waterway areas of 
(mainly) Belgium, partly using existing barge 
equipment (barges and push barges) and for 

the transport of palletized car-
go one of the partners inves-
ted in a dedicated barge with an on board 
crane in combination with an easy access from 
the land side.
Also the WaterTruck trials and pilots show that 
the loss of speed (from road transport to barge 
transport) is generously compensated or re-
placed by other aspects within the supply chain. 

We handle the world.
High performance Container Crane Technology by Kuenz.

Hans Kuenz GmbH |  6971 Hard - Austria

T +43 5574 6883 0   |  sales@kuenz.com | www.kuenz.com

A strong positive is the wide range of goods: 
bulk, pallets, containers. Also the fact that most 
of the pilots and trials have been executed with 
existing (old) equipment - with optimized equip-
ment (at a later stage) the results must even be 
better than in the trials and pilots. 

In the big picture we talk here about another 
pilot to revive a European infrastructure of 
thousands of kilometres. Because of the size of 
that big picture, the budget for the communica-

tion of these encouraging results should be more 
generous than only depending on free publica-
tions which will certainly not have the intended 
and targeted effects. Good drawings, visualisati-
ons and pictures will bring the results more easily 
to the great targeted EU-28 public of not yet wa-
terways users. 

Contact
Sandra Vanderniepen

sandravanderniepen@vim.be
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In inland waterway shipping this problem affects 
particularly the smaller vessels. In this segment 
cargo space will disappear because there are 
almost no new vessels and the life span of the 
current fleet is almost at its end. And that while 
there is still strong demand for the flexible small 
vessels that can go to places that are too small 
for the big ones. And it is precisely this group 
that needs the relatively smaller loans

Problem

The unfortunate combination of the credit crisis 
and overcapacity in the inland waterway ship-
ping, has meant that virtually no loans are gran-
ted. The effect of this is that trade in inland ves-
sels stops. There is no increase in new inland 
shipping entrepreneurs, because they want to 
start on a relatively small vessel but can not get 
funds for that. And thus other entrepreneurs 
can not move up to a larger vessel.
The ultimate result is that older skippers can not 
stop because they can not sell their vessel. Al-
lowing both entry into and withdrawal from the 
market is virtually impossible. And that’s an un-
desirable situation for an industry with a bright 
future as long as it can respond to the market 
demand.

Credit Union

Entrepreneurs in the inland water-
way shipping thus have great difficulty i n 
obtaining funds in the mainstream financial sys-
tem. A credit union may be the solution. A credit 
union is a co-operative of entrepreneurs in a re-
gion or sector, aimed at providing and obtaining 
funds from members of the creidt union.

Bart Verkade
Bart Verkade (48) is an advisor and inland wa-
terway shipping entrepreneur. After his studies  
of Business Administration at Nijenrode he 
gained broad (management) experience in pri-
vate and public organizations. 
Currently he combines his activities as an in-
land waterway entrepreneur with activities for 
customers like Rijkswaterstaat, the Shipping 
and Transport College, the Maritieme Acade-
mie and Provincie Noord Brabant.
He is the initiator of Coöperatie Vertrouwen 
(www.cooperatie-vertrouwen.nl), which brings 
old sailing freight-vessels into service again 
to carry containers on inland waterways in an 
energy-neutral way.
Finally he is one of the co-founders of Binnen-
vaart Kredietunie Nederland (www.binnen-
vaartkredietunie.nl).

bart.verkade@vaart.net

Port Solutions
Her business Port Solutions Rotter-
dam is a groundbreaking consulting 
company in the field of maritime and 
logistics issues with a strong focus 
on yield. This can be expressed in 
different ways, but always leads to 
an optimization of streams, organi-
zations or persons.

The services of Port Solutions Rot-
terdam are divided into three bran-
ches; consultancy, training and inte-
rim professionals. 

www.portsolutionsrotterdam.nl 

Marieke Vavier

After years of having worked at the Port 
of Rotterdam as an investment manager 
and later on as a lecturer at the Masters 
of the Shipping and Transport College in 
Rotterdam, she founded Port Solutions 
Rotterdam. 

With a background in Business Admi-
nistration (Erasmus University in Rotter-
dam) she advises various parties in the 
field of maritime and logistic issues, with 
a strong focus on efficiency. 

vavier@portsolutionsrotterdam.nl

Great future for small in-
land waterway barging 

How to finance it?
Immediate cause

Inland waterway shipping has a golden future, 
but many entrepreneurs struggle to keep their 

heads above water. The main cause of this is 
the market structure (a limited number of large 
customers and many small providers of capaci-
ty) leading to a regular pork cycle. 
In the years before the economic crisis a huge 
amount of large vessels were built, which, with 
the decline in the demand, immediately led to 
tariffs which barely covered costs. And becau-
se vessels last much longer than pigs, this si-
tuation leads to many years of imbalance in the 
market.

Financial crisis

The credit crisis, with its lows in 2008, means 
that banks work with more stringent require-
ments. They must therefore adopt stricter con-
ditions with the result that they provide less 

funding. In addition to this, the internal costs 
for banks have risen. This combination means 
that banks hardly ever provide relatively smaller 
loans. A large group of entrepreneurs in small 
and medium enterprises have no access to fi-
nancing instruments to finance growth, innova-
tion and investments.

€

Inland waterway entrepreneurs can mobilize re-
sources through a credit union but also convey 
knowledge. This combination of capital, know-
ledge and expertise will contribute to the im-
provement of the business climate in the inland 
shipping sector.

Let us get together to make the Inland Water-
ways Credit Union Netherlands (Binnenvaart 
Kredietunie Nederland) a success, so a great 
future can be secured for the (small) inland wa-
terway shipping sector.



Intermodal & containers BOX®BOX® Intermodal & containers

4746 BOX BOX® ®2016 - 07 2016 - 07
© Martchan / shutterstock.com



Intermodal & containers BOX®BOX® Intermodal & containers

4948 BOX BOX® ®2016 - 07 2016 - 07

Risks in 
push boat shipping
Push boat shipping on the Ri-
ver Rhine has a long and rich 
tradition and has seen many 
shipping companies along its 
banks, both large and small, 
come and go.

Rhine & Danube

From an insurance perspective, the risks 
of push boat shipping are not unknown 

to insurers. However, today, basically only 
a few large shipping companies are invol-
ved in push boat shipping operations. As a 
result, the push boat shipping business no 
longer plays such a big role in comparison 
to other types of inland waterway shipping. 
Bulk cargo such as coal and iron ore are 
the mainstay of push boat shipping ope-
rations.  The motorization of pusher craft 
on the River Rhine has been accordingly 
adapted to the prevailing conditions in this river 
with its not insignificant currents. The engines 
used often have a total of several thousand hor-
sepower.

Of course, push boat shipping is also carried 
out with smaller pusher craft with much less 
powerful engines, which are to be found on 
waterways with relatively weak or non-existent 
currents. Again, bulk cargo is the main type of 
business here. 

Very strong on the Danube

On the River Danube and the entire Eastern 
bloc, push boat shipping is still practiced by 
many different shipping companies and has a 
higher profile due to greater demand. Here pri-
marily bulk cargo is transported, including grain 

and fertilizer. The size of the pusher craft and 
their engines are, however, smaller than, for 
example, on the River Rhine. 

As mentioned above, push boat shipping has 
been taking place up and down the River Rhine 
for decades, yet on a larger scale both in terms 
of pusher craft and the barges themselves. De-
pending on the size, conditions and possibili-
ties, up to 6 barges can be pushed with a single 
pushboat. 

Small and large push barges

In the newly developed concepts presented 
here, different sized freight barges are to be 
pushed depending on the circumstances ari-
sing. The barges would then be transported 
along different sections of their journey from A 

to B, for example from Rotterdam to Constance 
by means of various pusher craft. This would 
result in different tow constellations of barges, 
depending on the requirements, possible com-
binations and conditions arising. From an insu-
rance perspective, we basically have a similar 
situation to large-scale push boat shipping. 

The push boat belongs to owner X. The pushed 
barges are the property of the same owner X 
or owners A, B or C. During the entire trip from 
Rotterdam to Constance, the compilation of the 
group of barges in the tow changes depending on 
the circumstances, as well as the fact that push-
boat X can be replaced by push boat Y and Z. 

Along the journey, the barges can be moored at 
safe locations, before being incorporated into a 
new train of barges. 

European push conditions

Liability between the pushboat and the 
unpropelled barges should be regula-
ted according to the Pushboat Shipping 
Agreement (General European Condi-
tions for Contracts for the Transport of 
Barges by Pushboats, 2015, European 
Treaty on Conditions for Inland Water-
way Transport 2015)  Schubschifffahrts-
abkommen (Allgemeine Europäische 
Bedingungen für Verträge über die 
Mitnahme von Schubleichtern durch 
Schubboote 2015, European push con-
ditions 2015) and must be agreed in or-
der to be applied accordingly. 

The push boats are manned and the 
barges are unmanned and therefore the 
nautical responsibility lies with the push-
boat. Liability rests with the entire barge 
and push boat assembly. The liability of 
the pushed convoy is governed by the 
applicable laws of the country concerned.

More push & pull

As already explained, the barges are dropped 
off at various mooring points by the push boat 
where they are picked up by another push boat 
(possibly even a few days later).  The usual 
problems now arise in clearly defining any loss 
or damage arising and assigning who caused 
the loss or damage, when it occurred and what 
caused any possible damages or loss to occur. 
This assignment of liability is a well-known pro-
blem which has previously always been settled 
in a reasonable way.

Casco & liability

Regarding insurance, we have the following si-
tuation: pushboat of firm X, Y or Z. This must 
have adequate hull and liability insurance, the 
best is a P&I insurance (Protection & Indemni-
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ty). The same applies to the barges owned by 
X, A, B or C.

The hull insurance covers damage to your own 
vessel. This can cover damage to machinery to 
varying degrees. Another component of hull in-
surance is the compensation of third party liabi-
lity which arises when operating a vessel. This 
covers collision damage to floating and fixed 
objects caused by culpable action. 

Floating objects can be other vessels or fixed 
objects such as piers, bridges and loading fa-
cilities. 
Another component of hull insurance should be 

cover against the risk of salvage. This risk is 
usually included as a fixed amount in the cover. 

If salvage costs exceed the agreed sum cove-
red by the insurance policy the excess amount 
should be covered by the liability insurance. 

But more on this later. Hull insurance thus pri-
marily protects the owner’s interest in his/her 
property (push boat and barges). Liability insu-
rance should be provided wherever possible by 
a P&I insurer. This cover essentially includes 
cargo claims made against the carrier vessel:

●  Personal injury incurred in a colli-
sion with another vehicle. 

●  Salvage costs, in as far as these 
are not covered by hull insurance - 
extra attention on this aspect is not 
a luxury, but a necessary precaution!

●  An essential component is also 
cover against water pollution dama-
ge that can occur not only with tank 
barges but also represents a signi-
ficant potential hazard in dry cargo 
shipping.

Interlinked 
         insurances 

The most essential and im-
portant aspect in terms of 
hull and liability insurance is 
that both types of insurance 
should be so well interlinked 
that no inadequate cover or 
gaps exist. 

It is clear that both the liability 
component of hull insurance 
and liability insurance (P&I) 
are a must, since the extent 
of claims that can be made 
here are not predictable. Pure 

hull insurance in terms of p.a. dama-
ge could be uninsured because the 
maximum loss is the ship itself or its replace-
ment value. 
If you are financially robust enough to survive 
such a loss, you could do it. However this ma-
kes little sense, since insurance costs are tax 
deductibles as stated on the balance sheet and 
thus reduce taxable profits and, last but not 
least, means the owner has peace of mind. 
Therefore, let’s take this opportunity to make a 
few essential points about insurance cover op-
tions.



Intermodal & containers BOX®BOX® Intermodal & containers

5352 BOX BOX® ®2016 - 07 2016 - 07

Affordable insurance

Every owner and operator of a ship is 
obviously keen to find an affordable 

insurance option for his vessel or fleet. 
Therefore, let’s first explain a few funda-
mental aspects.

Policy holder

At the beginning of the chain is the policy 
holder, the ship owner. He is advised to 
seek the assistance of an experienced 
marine insurance broker, who represents 
the interests of the policy holder. The in-
surance broker occupies a legally neutral 
position between the policy holder and 
the insurance companies. He carries out 
certain tasks of the insurer, such as the 
collection of the premium and drawing up 
documents. 

Insurance broker

Despite his legally neutral position, each 
insurer is clearly aware that the insu-
rance broker represents the interests of 
the policy holder, even though he is paid 
by the insurance companies. In a cer-
tain sense the insurance broker works 
against his own interests, since his pay 
(the commission) is a percentage of the 
insurance premium payable by the policy hol-
der. However, if he is unable to broker accepta-
ble insurance cover to policy holders, he cannot 
generate any business and make any earnings. 

Although it is sometimes said that insurance 
would be cheaper for the policy holder without 
a broker, I cannot confirm this is true, as I have 
never experienced this in all my years in the 
business. If the insurer wants the business, he 
is also willing to pay the insurance broker ap-
propriately for his work, which does not mean a 
higher premium.

This broker should be familiar with the various 
international insurance markets so that he can 
broker cost effective and attractive cover for the 
policy holder. Here it is important to consider 
several, very important points. Value for money 
has to be right - each customer has his own ide-
as. 

Retention in the case of damages or loss (ex-
cess franchise) along with the extent of cover-
age obviously determines the price and thus the 
premium to be paid by the customer. The higher 
the retention, the lower the premium. However 

both of which have to make sound economic 
sense. Does retention only apply to damage or 
loss occurring to the policy holder’s own vessel 
or does it also separately apply to damages the 
policy holder has inflicted on third parties? Or 
does the same amount of retention apply to all 
types of damages that occur?  

As already stated, savings on premium have to 
make sense in economic terms when seen in 
relation to the larger own risk at stake. Regar-
dless of this however, it is equally important that 
the risk-bearer (insurer) or the risk-bearers, if 

several insurers are involved in the po-
licy, are solvent enough to indemnify 
any damages. The willingness of the 
insurer to pay up is a crucial factor and 
there are huge differences here. The-
re are insurers who love to collect the 
premium, but prove unwieldly or start 
splitting hairs in the event of a claim, 
to delay or even possibly reject indem-
nification. The speediness of claims 
settlement is of great importance. The 
higher the loss, the more difficult the 
financial situation of the owner. Does 
he have to apply for a bridging loan 
with his bank until the insurer has paid 
because the shipyard of course wants 
to have their money before the ship 
leaves the dock? Or does he receive 
additional funds from the insurer to co-
ver initial costs, plus a guarantee by 
the insurer to pay the yard? 

Claims, banks, shipyards

Shipyards are also only too familiar 
with troublesome brokers and insurers 
who are known for late payments. Si-
milarly, we all know just how difficult it 
can be to get another loan these days 
from the bank. All of which illustrates 
clearly enough the importance of 

choosing the right experienced broker, 
who in turn, using his knowledge of the market, 
chooses the right risk bearer for the insurance 
policy and is able to provide 24 hours and 365 
or even 366 days of the service, since damages 
in shipping do not only occur during regular of-
fice hours but mostly at the most awkward and 
inappropriate times. This shows just how much 
added value the insurance broker actually deli-
vers. Does he instantly provide the right advice, 
especially in cases of conflict, to sufficiently sa-
feguard the interests of the policy holder? Or 
does he leave everything to the insurer and the 
customer standing in the rain?
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Insurance agencies

So far we have shown the path the policy hol-
der takes via the broker to find one or more risk 
bearers. In some markets, there is also the pos-
sibility that the broker can cover the insurance 
policy by means of insurance agencies; so cal-
led underwriters. 

These are legally independent companies that 
are able to bear partial or complete insurance 
risk from different insurers on their powers or 
with special power of attorney. They do not bear 
the risk of the insurance policy itself but are only 
the authorized representative of the insurer.

One way or another, the broker covers the risk 
with a single or multiple risk bearers. What’s 
more, this can also be done in one or even in 
different markets. It’s important to note that the-
re has to be a so-called leading insurer and all 
other affiliated insurers for this cover align with 
the decisions taken by the leading insurer. This 
clause must be part of the policy.

Mutual insurances

For the moment, we have not taken into consi-
deration that in addition to the commercial risk 
carriers (insurance companies) there are, of 
course so-called mutuals operating in the mar-
ket. These mutuals bear the risk and have the 
opportunity in accordance with their articles of 
association to request supplementary contribu-
tions on top of the agreed insurance premium, 
in the case that the claims to be indemnified ex-
ceed the premiums they have collected. 

This risk is present and must be checked at 
each mutual association in accordance with its 
conduct in the past. While this is no guarantee 
for the future, it certainly gives a clear indication 
of the future. To be fair, it must also be said at 
this point that mutuals have paid out premium 
refunds to their members in the past.

The differences are in the terms

The main differences between insurers ac-
tive in the free market, the insurance compa-
nies and the mutuals are the conditions. In the 
case of a mutual, conditions are restricted by 
the majority and should apply to the members 
of the mutual in an equally strict and restricted 
manner, in order to ensure equal treatment of 
its members. For this reason, mutuals employ 

their own surveyors and only make use of inde-
pendent surveyors in exceptional cases. Thus, 
mutuals often offer cheaper premiums, but the 
policy holder or if we stick to the parlance of 
the mutual association - the member - receives 
lower indemnification in the case of damage 
or loss mainly due to the insurance conditions.  
Here again we are talking about value for mo-
ney and everyone has to decide what he feels 
is appropriate and what he is comfortable with. 

The challenge is to find the right solution which 
is a suitable balance somewhere between “co-
wardice and avarice”. The policyholder is too 
“cowardly” to accept limited conditions or high 
retention in the case of damages or loss but at 
the same time too “stingy” to pay for the higher 
insurance premium that comes with better con-
ditions. The right decision is, as is so often the 
case, the right compromise.
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The best transport solutions

to your clients throughout Europe

NEW: Multimodal Door-2-Door Service via Euro Tunnel from Poland to UK v.v.

Overseas Logistics
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We reduce the risk of damage to your products from humidity and condensation. 
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international shipping and storage.
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The desiccant specialist

Having a broker makes sense

To summarise, all that remains to be said is that 
it is better for the policy holder to turn to a bro-
ker who can advise him on all matters. It is just 
as important to engage a good surveyor in the 
event of damage. His expertise and experien-
ce are reflected in his damage report and can 
significantly influence rapid settlement of claims 
and thus indemnification.

In principle, this also 
applies to liability in-
surance. There are 
two options for cover. 
One option is cover by 
one of the P&I clubs, 
some have speciali-
zed in addition to ma-
ritime transport on in-
land waterways. Here 
again the principle of 
mutual association 
applyieswith the pos-
sibility of eventual ad-
ditional contributions. 
Limitation of cover can 
also be agreed for a 
fixed premium. 

The conditions of a 
P&I club is very mem-
ber-friendly and in par-
ticular these mutual in-
surance associations 
can adjust unusual 
damages not covered 
by the P&I club condi-
tions by means of the 
“omnibus rule” in the interests of the member 
(the ship owner). In addition to P&I clubs a fu-
rther option is P&I providers who offer lower le-
vels of coverage for attractive fixed premiums. 
The conditions offered by these providers are 
certainly stricter than the P&I clubs, since the 

risk bearers for this cover are insurance com-
panies who naturally want to make a profit. Mu-
tuals are non-profit organisations which for un-
derstandable reasons try not to make losses in 
order to avoid requesting additional contributi-
ons from their members. As with hull insurance, 
here there are also significant differences when 
it comes to claims processing and the willing-
ness to indemnify. When damage or loss does 
arise, your insurance broker be able to provide 
you with professional expertise.

Contact

Klaus Schulz

info@greenp.international
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