
 

 

     

 

Technical Information Bulletin 

No. 03/1                                            0 
Title Marine engine – Renewal or overhaul 

Category Power transmission 

Content Engines in the first generation of Trintella yachts have often been hard at work 
for many years, which gives rise to the question if the diesel engine should be 
replaced or overhauled. After a short introduction, this TIB delves into the 
considerations. Attached are stories of four Trintella la and lll owners who 
share their experience in this process. 

 

Diesel engines  -  Renewal or overhaul 

Many Trintella sailing yachts still sail with the original engine installed by the shipyard. These engines 
are usually Sabb, Bukh, Volvo Penta, or Perkins. Sooner or later, these engines will be eligible for 
renewal or overhaul. Renewal or overhauling? This is a costly undertaking that usually requires a lot 
of consideration. Unless, of course, the engine is declared a total loss due to an emergency, leaving 
you with little choice. Many Trintella owners have already faced this decision and gained experience. 
In this Technical Information, we want to explain the various aspects of this decision in more detail. 

In the appendices, a number of owners describe their experiences in their own way, and in an article 
from the magazine Zeilen, a number of engine experts have their say. 

Reason for renewal or overhaul. 

There are several reasons why an engine in a sailboat may be eligible for replacement or overhaul. 

 Wear and tear. Wear and tear of one or more engine components reduces the reliability and 

thus the safety of sailing and manoeuvring. Maintenance costs and fuel consumption also 

increase as the vessel/engine reaches the end of its service life. 

 ‘Total loss’. If the engine has seized due to material fatigue of critical components, water 

hammer, or lack of lubrication, resulting in a connecting rod breaking through the engine 

block, for example, replacement is unavoidable. This is the worst-case scenario, as it happens 

at times and in places where immediate action and investment are required. 

 Other. The need for more power or reduced noise and exhaust emissions (comfort) can be a 

reason for early replacement. A Trintella equipped with a reconditioned or new engine with 

few operating hours increases its residual value and can be a factor in considering the 

investment. 

 

  



Reliability and fault analysis 

Before making a final decision about repowering or overhauling, it's important to determine the 
engine's technical condition. There's usually more than one reason to doubt the engine's reliability 
and usability. What malfunctions are you encountering? Not all malfunctions necessitate engine 
replacement, and thankfully so. That's why an expert reliability analysis is crucial. Here are some of 
the most common malfunctions and observations related to the level of repair and the need for a 
complete or partial engine overhaul. 

 Starting problems. Trouble starting an engine can indicate a dead battery, starter motor 

problems, wiring issues, bad injectors, no fuel due to clogged filters caused by contaminated 

fuel, air in the fuel line, a malfunctioning fuel lift pump, etc. Troubleshooting and 

subsequent repairs may be expensive but often doesn't necessitate an engine overhaul or 

replacement. Unless further expert investigation reveals a loss of compression. In that case, 

the cause is usually wear on the pistons, a leaking cylinder head gasket, (stuck) piston rings, 

and cylinders, and more major repairs are imminent.  

 Loss of Power. This can also have several causes. Aside from the possibility of a fouled 

propeller, this usually has a cause in the fuel and air supply. Examples include contaminated 

fuel and filters, injectors, air filter, high-pressure fuel pump, or a malfunctioning 

turbocharger. If the cause is loss of compression, the time for more significant intervention is 

approaching. 

 Smoke. The intensity and colour of the exhaust gases are important indicators of engine 

performance. Blue smoke results from excessive oil consumption. White smoke due to 

excessive condensation often indicates a low engine or exhaust system temperature. Black 

smoke (soot) is caused by incomplete fuel combustion due to faulty injectors, fuel pump, or 

turbocharger. 

 Temperature problem. The most common cause lies with the thermostat and impeller. If the 

cause lies with cooling channels that are severely clogged and corroded (direct-cooled 

engines), this must be assessed in conjunction with the overall condition of the engine, 

bringing the decision for replacement or overhaul closer to reality. 

The above shows that there are many potential malfunctions that impact reliability but don't 
necessarily require a major overhaul or replacement investment. Therefore, it's always advisable to 
consult an engine expert who can assess whether a simple repair is required or whether the 
underlying cause lies deeper, necessitating a partial or complete overhaul or replacement. 

Very informative websites, in Dutch,  about common engine failures and their causes can be found at 
www.vaartips.nl and www.dieseldokter.nl 

.  

 

http://www.vaartips.nl/
http://www.dieseldokter.nl/


 

 

Overhaul or replacement 

If, after consulting with an engine expert and following an in-depth analysis, you've concluded that a 
complete overhaul or replacement is necessary, the question arises as to which of the two options 
we choose. And, more importantly, what budget we're willing and able to spend. 

Decision criteria 

 The most important question to ask yourself first is how much time you expect to enjoy your 
investment. If you plan to part with your boat within a few years, your return on investment 
will be minimal. The market value will be higher, but not the value of the investment. This is 
arbitrary, of course, but if you anticipate at least another five years of boating, it's worth 
considering a planned overhaul or replacement investment.  

 If parts for a complete overhaul are unavailable, difficult to obtain, or expensive, the cost of 
an overhaul can often be close to or higher than that of a new engine. Please be aware that 
is most cases certain components such as propeller shaft, propeller, foundation, etc. can still 
be re-used, resulting in a lower total cost for this option. 

 A new engine uses the latest technology. Within 30 to 50 years, four to five engine 
generations will easily pass. This primarily means advantages in terms of exhaust emissions 
and noise, more compactness, lighter weight, and fuel efficiency. Replacement often involves 
additional costs related to modifications to, for example, the propeller shaft, exhaust system, 
engine foundation, engine panel, etc. This should be factored into the total cost.  

 When choosing an engine brand, it's important to consider the national and international 
service network, for example. The more well-known brands have invested in optimally 
"marinizing" their diesel engines in recent decades and have developed an excellent service 
network. The familiar yacht engine brands, such as Volvo Penta, Yanmar, Perkins, Vetus, Solé, 
Mitsubishi, etc., are often the first to be considered. 

 Experience with the overhaul and installation company. A good and reliable relationship with 
the mechanic or service company can often be decisive in engine selection. 

 

 



 

Conclusion 

When planning an overhaul or replacement investment, careful preparation is essential. Make your 
decision based on professional input from several engine experts and, ideally, evaluate multiple 
quotes (e.g., two for an overhaul and two for a replacement) based on criteria that are important to 
you. 

Experiences 

Many Trintella owners have experience with this topic. The annexes feature a few personal accounts. 
The final annex includes an article from the September 2015 issue of Zeilen on this topic. 

Annexes: 5 

 

Author: P. van der Waa – Translation Jan van der Pouw-2025 
Contributions : Multiple TVK members 
February 2017 
 
Note: Technical Information Bulletins are published by the Trintella Vriendenkring (Trintella Friends Circle) to advise members and  other 
Trintella owners on boat maintenance. Many of these bulletins are based on the experiences of Trintella owners themselves with boat 
maintenance. Although these publications have been compiled with the utmost care, no rights can be derived from them. The TVK  
welcomes comments that may improve the content of these publications..  

 

 

 

 

 

 

 

 

 

 

 

  



Annex 1. 

Replacing Sabb engine in Trintella la – BN 440 
‘Vrouwe Cornelia’– Owner: Jeroen Noot 
 
Published : TVK magazine - 2009/1, by J. Noot 

 

It feels a bit like a betrayal after a long friendship. A stab in the back, so to speak... After nearly 42 
years of being inseparably connected, Our Vrouwe Cornelia had to say goodbye to her loyal 
companion in January 2009, because of us. He had been loud, clumsy, unwashed, greasy, and quite 
overweight for 42 years, but you get used to that eventually. The most important thing was that he 
was there when he was truly needed... and: "That's what friends are for!" 

Even though its positive aspects far outweigh the negatives, we were still tough: we traded our Sabb 
for a new Yanmar 3YM20! Since purchasing our Vrouwe Cornelia, I've learned to sail with the Sabb. 
For the uninitiated, using the Sabb demands a bit more from the skipper than sailing with a more 
modern engine. The engine requires daily maintenance, it's operated with two levers (throttle and 
reversable propeller), mooring is done carefully, and the reversable propeller always keeps turning, 
even in neutral. 

After purchasing the boat, on my father-in-law's recommendation, we went to Abma's shipyard in 
Sneek for Sabb maintenance. Abma is a Sabb and Yanmar dealer and is located about an hour's sail 
from our berth. The engine maintenance there has always been excellent; I even received extensive 
instruction during the first year. Our regular mechanic, Alfred, is a true Sabb enthusiast and truly 
enjoys keeping the Sabbs running. 
 
Well, even though the engine runs well, we still had a new Yanmar installed. At the end of last 
season, I started noticing that reversing the propeller was becoming increasingly difficult. Normally, 
you had to lower the revs considerably to do this, but now I had to practically stall the engine to 
reverse the propeller. Definitely not ideal when manoeuvring in tight spots with a bit of wind. To fix 
this, the propeller's reversing mechanism, and possibly the reversable propeller itself, would have to 
be replaced. This turned out to be significantly expensive, especially considering that Sabb parts are 
becoming scarcer and therefore more expensive. 
 
To assess the cost of repair versus replacement, we asked Abma to provide a quote for a new engine. 
Because I found the 14 hp of the two-cylinder Yanmar a bit inadequate, we opted for the Yanmar 
3YM20, a three-cylinder with 21 hp. We found Abma's offer so competitive that the final decision 
was easy: a new engine. 



 
Our new friend 

 
Our new friend is much quieter, compact and sleek, and sporting a gleaming silver coating, free of 
greasy stains and equipped with silencers! Over the past few weeks, Abma has been busy working on 
the engine and propeller shaft. Abma completed the work in early March, and we'll be launching in 
early April for test runs and tuning. The engine has been installed on a newly welded foundation, and 
the engine room has received a new white coating. 

 



 
Neat installation  

 
Old situation without engine   



Annex 2 :  

Replacement Perkins engine – Trintella lll – BN 767 
‘Sailaway’ – Owner: W. Meurs 
 
Submitted contribution W. Meurs: July 2015 

 
The Sailaway is a Trintella III sailing yacht. The current engine is a Perkins 4108, which produces 37 
hp at 3,000 rpm. You might wonder how reliable the engine still is after all these years, and how long 
you'll want to keep sailing this vessel. The engine has approximately 3,500 hours on it. 
The engine is located under the cockpit floor and is accessible through two hatches in the cockpit. 

 
Ways to improve engine reliability: 
 
Overhaul. 
This allows you to choose what you want to replace. Typically, rotating parts such as the crankshaft, 
camshaft, valves, and pistons/cylinders are replaced. This leaves you with an old starter motor, 
alternator, fuel pump, water pump, etc.. If so desired these parts can be replaced with newer, more 
modern technology. 
The current gearbox (Paragon) also needed to be overhauled. This is a costly undertaking and costs 
almost as much as a new replacement gearbox. 
 

Advantages of an overhaul over replacement. 
Everything can be retrofitted after the overhaul. 
Cost. 
 

New engine 
Advantages: 
Modern technology and readily available parts. A modern engine generally runs more smoothly, 
thanks in part to a crankshaft with five bearings. It's generally lighter. 

Disadvantages: 
The engine foundation will need to be modified. Connections for cooling water, exhaust, electrical 
system, dashboard, and engine controls will all need to be adjusted. This will increase the cost. 
 
Eventually, I decided to install a new engine. 
I chose a Mitsubishi S4L2. This engine is widely used in industry, including for mini-excavators, 
generators, forklifts, refrigeration units, etc. This engine is also used in well-known marine diesels 
such as the Vetus M4.17 and the Sole 44. 
The reasons why I chose this engine include: 

 42 hp at 3000 rpm and torque are the same as the current engine. 

 The engine size and weight (this engine is approximately 100 kg lighter than the current one). 

 It's a relatively simple, straightforward machine. (No electronics, timing belts, etc.) 

 The exhaust and starter motor are on the same side as the Perkins. 

 Because the engine is mounted with its front flush against a bulkhead, I can't use 

adjustment-sensitive components on the front of the engine block. Engines with overhead 

camshafts are therefore not suitable. 

 This particular block is well-known in the industry and is used for a wide variety of purposes. 



I selected Drinkwaard in Sliedrecht because they offered the best price/quality ratio. They were also 
willing to trade in my old Perkins. The Perkins is equipped with a Paragon hydraulic gearbox and 
weighs 70 kg alone. This gearbox rotates in the same direction as the engine in forward gear. 
However, I wanted a mechanical gearbox for the new engine. Generally, hydraulic gearboxes are not 
allowed to rotate when the boat is sailing because they receive insufficient lubrication. A mechanical 
gearbox does not have this problem. However, a mechanical gearbox reverses the engine's direction 
of rotation in forward gear. This would mean I would need a different propeller. Technodrive 
supplies mechanical gearboxes specifically for twin-engine yachts. One gearbox rotates 
counterclockwise, the other clockwise. This type of gearbox, the TMC60, can be used in both 
counterclockwise and clockwise directions, which is why I chose this gearbox. 
 

Taking out the Perkins 
Sailaway's cockpit has two floor hatches, each 60 cm long and 70 cm wide (yes, you read that right). 
The engine is installed in such a way that it can only be accessed from above and from behind. It's 
impossible to remove the Perkins in its entirety through one of these hatches. One option is to cut 
out the approximately 25 cm wide floor section between the two hatches (made of polyester). The 
downside, of course, is that this will have to be repaired later. Apparently, the engine was installed in 
the hull during the ship's construction, after which the deck was installed. By partially disassembling 
the engine, it can be pulled out of the engine compartment; however, you must be certain that the 
new engine can also be installed without cutting out the floor section. 
According to the factory specifications, the Mitsubishi engine block is 599 mm long, so I have 1 mm 
to spare, more than enough. To lift the Perkins out, the following parts had to be removed: 
Disassemble and remove the gearbox from the engine block. 
Intercooler including mounting.  
Expansion tank cooling. 
Sea water cooling pump. 
Water injection elbow on the exhaust manifold. 
Alternator. 
 
After some turning and tinkering with the engine, the Perkins emerged from its shed after 37 years of 
faithful service. What remained was not actually an engine compartment, but a grease pit. Before 
any further work could be carried out, it had to be cleaned first. 

 
The expelled Perkins 

 

Installing the Mitsubishi 
The advantage of installing a new engine is that you can make a template of the hatch the engine 
needs to go through and fit it onto the new engine while it's still on the side. This way, you can 



almost certainly determine whether it will fit through the hole. It turns out that the following parts 
need to be removed from the Mitsubishi: 
 
Exhaust manifold 
Seawater cooling water pump. 
All cooling water lines running from the front of the engine. 
The electric fuel supply pump, which is mounted on the flywheel housing above the gearbox. 
 
It's remarkable that the gearbox could remain in place. But before the engine could be installed, the 
engine foundation had to be modified. Compared to the Perkins, the foundation had to be raised by 
approximately 80 mm. This can be calculated as follows, determining the centre of the crankshaft. 
The Perkins gearbox outlet is 33 mm lower than the crankshaft. The Mitsubishi gearbox outlet is 79 
mm lower than the crankshaft. That's already 46 mm higher. The Perkins engine mounts are 38 mm 
higher than the crankshaft. The Mitsubishi engine mounts are in line with the crankshaft. So the total 
difference is 46 + 38 = 84 mm. The engine mounts can be screwed in a bit, so an 80 mm thick-walled 
steel box section will suffice. This is all, of course, if you want the outlet of the new gearbox at the 
same height as the old one. For example, if you want to install a constant velocity (CV) joint between 
the gearbox and the propeller shaft, you can position it a little lower, as a constant velocity joint 
needs to be slightly offset. The new engine is a bit shorter, so an intermediate shaft needs to be 
installed between the gearbox and the propeller shaft. You could do this with a constant velocity 
joint, for example. 
 

 
Coupling – new situation 

 
Of course, the Mitsubishi engine mounts didn't fit on the Perkins' old engine mount. The width of the 
old engine mounts is 450 mm, while the new ones are 430 mm. I decided to place two steel beams, 



one to the left and one to the right of the Mitsubishi, on the old engine mount to compensate for the 
differences mentioned. These beams are mounted on the old engine mount, and these beams then 
form the new engine mount. Drilling the holes for the new engine mounts in the right places before 
installing the engine is tricky, of course. Engines are unwieldy things that aren't easy to move just for 
drilling a hole (185 kg). Fortunately, the flexible engine mounts have slotted holes, giving you some 
leeway. With the help of a forklift and a hoist, the new engine is in place after a bit of fiddling. The 
trick is to hang the engine with the gearbox down so that the gearbox can be slid under the rear 
cockpit floor, after which the rest of the engine follows. Once the engine is in place, the alignment 
can begin. If you want to prevent this, buy a constant velocity joint (CV joint) that will solve the 
alignment problems. However, a CV joint also has a disadvantage: it doesn't dampen torsional 
vibrations. A rubber coupling does, and since the old gearbox had a virtually new (and expensive) 
Bullflex, I planned to use that coupling again. Unlike a CV joint, which can be misaligned by 8 degrees, 
this coupling can handle a maximum of 2 degrees. To bridge the gap between the gearbox and the 
Bullflex, I used a flexible coupling on the gearbox and a short flanged shaft. Alignment is a tricky job 
because the engine is only accessible from above and behind. It was nice that the disassembled parts 
created a bit more space around the engine. 
 
Once the engine is in place, the removed parts can be reinstalled, making it look like an engine again. 
Working in a pit does require some organization. It's always the case that once you've descended 
into the engine compartment, you discover you've forgotten a tool. And of course, every now and 
then your cell phone rings. You climb out of the pit, rush inside, and then the ringing stops. But then 
comes the moment: the engine can be started. First, carefully, without letting it start by shutting off 
the fuel supply pump. However, because there was still fuel in the engine system, it fired 
immediately upon first pressing the starter button. Because the exhaust hasn't been installed yet, 
this starting is accompanied by a Formula 1 sound and, of course, a fair amount of smoke in the 
engine compartment. But luckily, the (electric) engine stop worked, and after a few minutes of forced 
ventilation, the engine compartment is breathable again. 
 

 
New engine foundation 



 
The supplied cable for the dashboard is the 12V power supply from the starter motor and is not 
fused. This is required by CE standards. The dashboard light burns continuously when the ignition is 
on, which is fine. However, when sailing as well as under tarpaulin, it's also nice to have the 
dashboard light on at night, if only to keep the instruments free of condensation. A switch has been 
installed for this purpose. 
No diagram is available, which is a serious shortcoming, but despite my complaint to Drinkwaard, I 
haven't received it. 

 
Installed new engine 

 

Experience after +/- 350 hours sailing in 2 years. 
Consumption is considerably lower, approximately 2 litres/hour instead of 3 litres/hour. 
Engine runs much smoother (especially at higher RPMs). 
No oil leaks, keeping the engine compartment nice and clean. 
The standard alternator is too weak. It specifies 50A, but that's only delivered when the engine is 
running at 3000 RPM. In practice, however, I run between 1700 and 2000 RPM, which means the 
alternator delivers approximately 20A. The standard alternator is clearly only intended to charge a 
starter battery. 
On Drinkwaard's advice, I replaced the alternator with an ISKRA alternator capable of 70A, costing 
approximately €180. This should actually be included as standard. 

  



Annex 3: 

Renewal Perkins motor – Trintella llla – BN 907 
‘LIV’ – Owner: F. Slikkerveer 
 
Contribution TVK lid: F. Slikkerveer 

Selection of a new engine in 2009 

I opted for a Mitsubishi S4L2 of 42 hp with a ZF reversing gear (mechanical) 2.14: 1. This included a 
new propeller shaft diameter 35 mm and 1.50 m. long and a new three-blade propeller 17 ‘’x 11’’ / 
right-hand rotation. 

This engine is often used as the basis for generator sets, excavators, marine engines, etc. The 
advantage is the good availability of parts and the experience of mechanics with this engine, both 
domestically and internationally. This basic engine is supplied as a marine engine by Vetus, Sole', 
Timray, Craftsman, Drinkwaard, and Martin de Jong. 

In my case, I chose M. de Jong Scheepsmotoren in Hardinxveld/Giesendam as my supplier. They 
traded in the old Perkins with a Paragon gearbox and included a nice dashboard with VDO 
instruments. They also adapted the water-cooled exhaust manifold to the existing exhaust system 
and installed a boiler connection on the engine. This included a ZF (formerly Hurth) gearbox with a 
2.14 to 1 reduction ratio. A new propeller shaft was needed because the old one was not only worn 
but also too short due to the compact engine/reversing gear combination. The reduction ratio of the 
gearbox was chosen slightly higher because the old engine with the same propeller only reached 
2600 rpm at full throttle. The sea trial report upon delivery of the new Trintella shows that this was 
already the case in 1975. The propeller was also replaced with a right-hand propeller; the old one 
was somewhat damaged, and the gearbox can now be used in forward gear. The disadvantage of 
using the reverse side to move forward is a slightly different deceleration and the gearbox can 
usually only handle 80% of its normal power. 

For comparison :                                Perkins M4108                                      Mitsubishi S4L2 

Gearbox                                   Paragon  2:1                                          Z F   2,14 : 1 

Engine capacity                                  1760 cc                                                    1758 cc 

Weight engine                                   261 kg                                                      165 kg 

Max torque                                         10,5 kgm                                                  10,0 kgm 

Fuel consumption at 2000 t/min.    3 litre                                                        2 litre 

Max revelations full throtle               2600                                                        2900 

L x B x H   in mm                                   895 x 581 x 647                                      598 x 440 x 572 

Engine removal: In my case, the Perkins had already been lifted out of the boat once by a previous 
owner because the oil pump in the crankcase was defective. This had the advantage for me that the 
connection between the two engine hatches was detachable. This allowed the engine and gearbox to 
be removed from the boat in one go by crane. This was done before the boat was laid up for winter 
berthing. This gave me time to thoroughly clean the engine compartment and apply an epoxy 
coating. I also replaced the throuhulls, seacocks, and pipes for the cooling water intake and cockpit 
drain. The wiring in the engine compartment was also inspected, replaced where necessary, and 



concealed in cable ducts. The entire engine compartment was insulated with rubber sheeting and 
foam. The fuel tanks were thoroughly cleaned through the manholes. 

Installation and alignment 

After removing the propeller and propeller shaft, I placed a wooden plug with a hole in the centre in 
the outer bearing. A wire passed through this hole, which I held precisely in the centre of the inner 
bearing. At the end of this wire, I put a screw in the front engine bulkhead. This gave me the centre 
of the engine and allowed me to determine the correct position on the foundation. Because the 
output shaft of new gearboxes is approximately 80 mm lower, it was necessary to raise the engine 
foundation. Fortunately, this was possible thanks to the more compact design of the new engine. 
Therefore, 80 x 80 mm thick-walled steel box girders were placed on the existing engine foundation. 

The support bearing of the old propeller shaft 

This is a radial bearing, not a thrust bearing. Because the distance between the Paragon gearbox and 
the inner bearing of the propeller shaft is too small to absorb the engine's movements, this bearing 
was installed. On our boat, the mounting for this bearing in the polyester had come loose. The result: 
chronic water leakage through the propeller shaft. With the new engine/reversing gearbox, the free 
length of the propeller shaft is much greater, eliminating the need for a radial bearing. The length of 
the propeller shaft between the inner bearing and the flange of the reversing gear must be at least 
20 (D - 9), D = propeller shaft diameter. In my case: 20 x (35 - 9) = 480 mm. In the new setup, this 
distance is 590 mm, more than sufficient. Since the installation in 2009, we have not had any leaks. 

After all the preparations, the new engine with reversing gear was lifted onto two beams over the 
cockpit by a forklift. Then, hoists were attached to the horizontal mast and the engine was lowered 
onto the new foundation. Then it was aligned and adjusted on the flexible engine mounts, after 
which everything could be reconnected: electrical, cooling, fuel, exhaust, boiler, and propeller shaft. 

Since its installation in 2009, the new engine has already run for 1100 hours without any problems. 
Fuel consumption has been reduced by a third, and the engine noise has also been significantly 
reduced. 

Costs in 2009: total € 8200, of which €7400 is for the engine, gearbox, engine mounts, flexible 
propeller shaft coupling, engine mounts, and spare parts package. This already includes the trade-in 
of the Perkins and Paragon. I did all the work myself. 

 

 

 

  



Annex 4: 

Overhaul Perkins in Trintella lll – BN xxx  
‘ILVA’ - Owner: Christoph Gusel, Oostenrijk ‘ 
 
from: Book Trintella Yachts – refit story  

Fortunately, the engine was in good external condition: there were no traces of oil or rust. 
Nevertheless, we decided to inspect it more closely. The pistons and cylinder liners were in excellent 
condition and had likely been overhauled at some point. We decided to replace all the seals and 
overhaul the water and fuel pumps, starter motor, alternator, and gearbox. A new exhaust system 
was installed, as the old one was damaged and in poor condition. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  



Annex 5: Article Dutch magazine Zeilen – Sept. 2015 

 

 



 

 

 

 



 

 

 

 



 

 

 

 


