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Linking the past
with the future

A

ttending the Greek Shipping Hall of
Fame dinner in London recently
reminded me of the amazing and
significant contribution that Greek shipping
has made to global shipping and also
of the prime role that London has,
and continues to play, in forging the
industry’s future.
But as I looked at the sepia photographs
of past Hall of Fame inductees such as Basil
Goulandris, Stavros Niarchos; Michael
Peraticos; George P Livanos and, of course,
Aristotle Onassis, I was equally struck by the
tradition that is shipping and everything that
surrounds it.
These past pillars of Greek shipping
dominance relied on traditional means of
conducting their business – contacts,
networking, the right people advising them on
market trends and, of course, traditional media
like daily papers and monthly magazines.
It also got me thinking about how
shipping is changing and how the need for
constant information flow is changing to meet
modern day demands. Addressing this year’s
CMA on the stimulating subject of the
maritime media in the 21st Century, Teekay’s
Jonathan Anthony talked about the 25 Cs of
social media and how the modern day smart
phone and tablet is opening up new
communicating opportunities. The internet
age is here with all its benefits but as far as
social media is concerned, companies need to
employ their own robust company-wide social
media policies to ensure their own reputations
and reputable working practices are not
put at risk.
An old boss of mine once said that if you
are still hard at work at your desk more than
an hour after you should have gone home then
you are not working efficiently. This view of
inefficiency, he hinted, was also related to the
processes and work practices at large in the
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workplace to the extent that for a company to
work effectively, safely and profitably it has
to work at an efficiently optimum level.
Inmarsat’s Frank Coles hit the nail
squarely on the head when he said the next
revolution to hit the shipping industry is the
internet. This industrial internet revolution, he
claimed, was driven by faster and faster
computer power and larger and larger data
networks “until we find ourselves, together
with unprecedented access to information and
communications,
still
driven
by
communications – something we take for
granted ashore.”
Addressing a room full of shipping
dignitaries, the Inmarsat boss was suggesting
that if shipping used today’s communication
technology to the full, then ships could be
operated as efficiently as they could be, so
saving unnecessary costs, time wastage and,
of course, fuel.
If his words are to be believed, then the
shipping industry has the technological tools
at its fingertips to make it one of the most
efficient transport modes there is. As he
contends, that situation when a ship’s
performance is being adjusted minute by
minute to ensure maximum use of the data
available, will have massive benefits when it
comes to ship efficiency and cost control.
With ships already featuring ever
increasing numbers of sensors, smart
operational decision-making is available
through advanced analytics. Without doubt,
communications will be the enabler of
operationally efficient technologies; how this
is harnessed will be interesting to see.
Happy reading.

Sean Moloney

NOTEBOOK
SHIPMANAGEMENT NEWS AND REPORTS FROM AROUND THE WORLD

BIMCO slams costly
climate rules

S

of
the
environmental
ome
legislation that is in place is neither
fair nor properly thought out and
will impose a huge cost burden on the
shipping industry, according to the
President of the ship owners’ association
BIMCO.
Addressing delegates at this year’s
Connecticut
Maritime
Association
conference in Stamford, John Denholm
said that in the case of ballast water
management, the extra costs involved will
lead to a number of ships being scrapped.
“Don’t misunderstand me, I am
committed to the environment: I live in
Scotland which is the land of green trees and
clean rivers and I do not think that ship
owners should be allowed to pollute the
waters from one part of the world with microorganisms from another part of the world.
“But I do not believe that some of the
legislation that is in place is either fair or
properly thought through. Let me talk about
ballast water management, when the IMO
Ballast Water Convention comes into force,
and existing ships are required to retrofit
ballast water management systems onboard
ships, this will impose a huge cost for the
industry and will lead to a number of ships
being scrapped.
“Surely a better solution would be to
manage the problem through ballast water
exchange and require new ships to be
fitted with ballast water treatment plants,”
he told delegates.
He added: “There is not much point
pressing this point because this argument
has been lost and we need to get on with
dealing with the reality that is ahead of us.
In view of this I am delighted that the IMO
has agreed to extend the timetable for
fitting ballast water treatment plants for
existing ships, however, I do not think
there is enough yard capacity to meet this
extended timescale.
“BIMCO believes it is grossly unfair of
regulators to pass legislation requiring
standards to be met before the technology
to meet those standards has been proven,”
he said.
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Speaking ahead of April’s meeting of
the IMO Marine Environment Protection
Committee (MEPC), the International
Chamber of Shipping (ICS) has suggested
a number of steps by which IMO Member
States might address implementation
problems associated with the Ballast Water
Management Convention, which has yet to
enter into force.
As previously highlighted in a
submission to the MEPC (made by ICS in
conjunction with other international ship
owner organisations), the implementation
problems which ICS urgently seeks to
address include the lack of robustness of
the current IMO type-approval process
for new treatment equipment, and the
criteria to be used for sampling
ISSUE 48 MARCH/APRIL 2014

ballast water during Port State Control
inspections.
ICS believes that the legal changes
needed to make the ballast regime fit for
purpose are relatively straight forward and
could be agreed in principle quickly by
IMO Member States. ICS has therefore
suggested that the MEPC might agree a
‘road map’ using the mechanism of an
MEPC Resolution which - if agreed - could
make it easier for additional IMO Member
States to decide to ratify the Convention.
“If so decided, this Resolution would
provide greater confidence for owners and
operators installing treatment equipment,
and could help end the current impasse,”
said ICS Secretary General, Peter
Hinchliffe. ■

NOTEBOOK

Hoisting the flag for German owners

A

selection of EU Flags have visited
Germany in an effort to woo local
ship owners and maximise on
changes to EU tonnage tax legislation.
James Ramagge, a Partner in the
Shipping and Admiralty department at
Gibraltar law firm Triay & Triay, was one
of a number of maritime representatives
who travelled to conferences in Hamburg

(pictured)
and
Leer,
organised by the German
Ship Owner’s Association.
Here,
the
maritime
administrations
of
Gibraltar, Cyprus, Malta,
Madeira, Luxembourg and
the UK made presentations
to German owners.
“We are out there,
actively marketing and
promoting
the
ship
registry,” Mr Ramagge
said. “The EU is coming down harder on
Germany because the tonnage tax system is
viewed almost as a subsidy. In the past,
German ship owners have flagged their
ships in Germany, obtained that subsidy
then bareboat chartered these vessels with
a secondary registration on another flag and
in many cases this has been with flags such
as Liberia, Marshall Islands or Antigua and

Barbuda. The EU has decided that if you
are going to have that sort of subsidy in
place, you need to have more ships on
European flags than on third country flags.”
This has brought new business
opportunities to EU maritime administrations
but, as Mr Ramagge said, one of the greatest
challenges is that with a high number of
German ships currently registered to other
flags, getting owners to switch is not
something that can happen overnight.
“There’s been a heightened interest
from German owners in the past few years
but it is slow and steady – it would be
difficult to take on a large number of new
ships in a short space of time,” he said,
adding that as Gibraltar prides itself on
being a quality flag, it is only looking for
quality clients – particularly those owners
who respect the need to up manning levels
onboard and who are working to address
problems such as seafarer fatigue. ■

Agreement reached to increase ILO
minimum wage for the Able Seafarer

T

he
International
Labour
Organization (ILO) minimum
monthly basic wage for an Able
Seafarer is to increase to $592 from 1st
January 2015.
Maritime Employer representatives,
coordinated by the International Shipping
Federation (ISF), met with International
Transport Workers’ Federation (ITF)
counterparts at the ILO in February to
review the ILO recommended minimum

wage. It also agreed the basic wage would
increase to $614 from 1st January 2016.
ISF spokesperson Arthur Bowring led
the Shipowner Group in the discussions in
Geneva and in his opening statement,
reflected that the current figure of $585
came into effect on 31st December 2013
and noted that the purpose of the meeting
was to ensure the maintenance of a safety
net for seafarers particularly from
developing countries.
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He also referred to publications from
UN bodies such as UNCTAD that
underlined uncertainty in the global
economy and challenges facing world trade
and particularly over supply of tonnage in
the shipping industry.
Mr Bowring commented: “We believe
the decision taken is an appropriate one that
gives ship owners adequate notice to be
prepared for the impact of agreed changes
going forward to 2016.” ■
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Light dues to
reduce for UK
and Ireland

S

hipping
Minister
Stephen
Hammond has announced a
reduction in the rate of light dues,
the contributions paid by the shipping
industry for the upkeep of navigation aids
such as lighthouses, buoys and beacons
around the UK and Irish coastline.
Light dues will reduce by a penny to
40p per net registered tonne in 2014 to
2015. This is expected to reduce annual
costs for shipping by £2 million.
Following the freeze in light dues since
2010, this represents a 14% real terms
reduction in the level of light dues over the
last four years.
Mr Hammond said: "Ninety five per
cent of UK imports and exports go by sea,
so our lighthouse authorities are not just
providing an essential service to mariners,
they are supporting the wider UK economy.
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"We have modernised the way our
lighthouse authorities work and they have
harnessed new technology, for instance
converting aids to navigation to use solar
power. The savings that have been made as
a result mean that, having frozen light dues
in 2010, we can now actually lower them
without compromising safety.
"This will reduce the burden on the
shipping industry as well as helping send
out the message that, in the global
economic race, Britain is the place to come
and do business."
Michael Everard, Chairman of the
Lights Advisory Committee, said: "The
reduction of 1p in the light dues rate is
extremely positive, it is a small but
important step in the right direction, it will
help UK shipping, and is further evidence
that ministers in this government are
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committed to a pro-shipping agenda and
reducing taxes.
"The General Lighthouse Authorities
(GLAs) are now close to resolving both the
move of Irish Lights to a self-funding basis,
and the pension deficit of the three GLAs.
Two major and longstanding issues. The
Lights Advisory Committee believes that
these developments together with other ongoing operational cost-saving measures by
the GLAs will enable further sustainable
reductions in light dues in the years ahead."
The maritime sector is estimated to be
worth up to £14 billion a year to the UK
economy, providing employment for around
a quarter of a million people, and it is
growing. Last year UK sea ports handled
over 500 million tonnes of freight, and gross
tonnage has more than doubled on the UK
shipping register since 1999. ■

work
How I
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HOW I WORK

SMI talks to industry leaders and asks the question
How do you keep up with the rigours of the shipping industry?

V

isiting Dubai today, there is little
or no sign of the financial misery
the Emirate and the region
suffered six years ago as the global
economy went into meltdown. Business
is booming; the mood is staggeringly
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MOHAMMED AL MUALLEM
DP World, Senior Vice President and
Managing Director, UAE Region
optimistic; tourist numbers are growing
and are forecast to double in the next six
years and Dubai is rubbing its hands in
glee as it contemplates two significant
opportunities: the dropping of global
sanctions against Iran and the prospect of
ISSUE 48 MARCH/APRIL 2014

connecting the entire region including
Dubai and the UAE by rail.
“Dubai has gone through huge
changes over the last few years,
undergoing eight years of growth to 2008
when we saw a 20% growth in our port

HOW I WORK

setting up their regional offices here in
Dubai because of its geographic position.
Emirates airlines has done a fantastic job
– it has seven flights to the US every day;
Germany eight or nine daily; UK the
same. Africa and Far East are also very
well served.

“

“

sector. The 2008 financial crisis affected
us largely because Dubai and the UAE
has a very open and connected economy.
2009 was the only year we saw a decline
in numbers but we were optimistic this
downturn would be temporary because
when we compared our situation to that
being experienced by rest of the world,
with a drop of minus 6% in the cargo
sector, we were faring a lot better.
“Growth returned in 2010 at a level
of 6%. Over 90% of Dubai’s GDP is
based on business and services because
we don’t have oil. Tourism is also a key
area for us. Dubai used to have 60km of
beach but now thanks to the Palm and
Islands projects it has 1,300km of beach,”
he said.
Last year, 10 million tourists visited
Dubai but the target is to grow this to
24m by the date of the World Expo in
Dubai in 2020. Hotel rooms have
increased from 30,000 to 60,000 over the
last few years and there are plans to build
even more hotels to be prepared for
Expo2020 when 24m people are expected
to visit over a six-month period.
Dubai beat off rival bids from Brazil,
Russia and Turkey to host the World
Expo trade convention in 2020, making it
the first Middle Eastern city to hold the
Expo, which takes place every five years.
Indeed, the ruler of Dubai, Sheikh
Mohammed Bin Rashid al-Maktoum, has
promised to amaze the world with the
event, saying when the result was
announced: "We renew our promise to
astonish the world in 2020. Dubai Expo
2020 will breathe new life into the
ancient role of the Middle East as a
melting pot for cultures and creativity."
Dubai authorities say the Expo 2020
will bring in around $23bn; financing for
the six-month event will cost a total of
$8.4bn, with the government spending
around $6.5bn on infrastructure projects.
A huge exhibition centre will be built to
host the event, plus new hotels and an
extension to Dubai's metro line.
It is Dubai’s geographic position and
its population demographic that many
believe are the key factors in its
continued prosperity.
Mohammed Al Muallem added:
“Today, we are very well connected via
sea and air. Many shipping companies are

Dubai Expo 2020
will breathe new
life into the ancient role
of the Middle East as a
melting pot for
cultures and
creativity

“The UAE is an economy based on
the demographic of its population, the
majority of which is young and that is
what is needed for the economy. It is a
very safe place to live and work;
tremendous ease of doing business and we
are blessed with being near surrounding
rich economies – with lots of cash on hand
to invest in various projects. The Iranian
sanctions are slowly being sorted out and
the emerging economies of Africa have a
lot of ambition too.
“Iran used to be the number one
trading partner for the UAE, but this
stopped due to the sanctions. It is all about
a matter of distance. Iran is about six
hours from here by ship – you can leave
in the evening and by early morning you
are there. We have a big community of
Iranian businessmen set up here in Dubai
and we have strong ties in the country,” he
said.
And what of rail? Well the
development of rail connectivity could be
a reality as soon as 2016 and DP World
has appointed consultants to undertake a
study of the potential involved. Indeed,
Etihad Rail, the master developer and
operator of the UAE’s national railway
network, and DP World have already
signed a memorandum of understanding
for the development of a rail terminal at
Jebel Ali Port. The agreement paves the
way for an intermodal rail terminal at
Jebel Ali Port, securing it as a key node in
the emerging regional rail network.
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Once complete, the Jebel Ali Port
terminal will further streamline transfer of
containerised freight arriving at the port,
bringing substantial benefits to logistic
companies and the UAE economy as
a whole.
“The first phase is for the UAE to
build its own rail network and the second
phase is to connect it with the GCC rail
network which will give us all an
advantage. Our region has a population of
2 billion people and once stability comes
through the countries of Lebanon, Syria,
Iraq then we can see the possibility of
connecting the rail link there too. So
Dubai is in the position of being a hub for
this region.
And what of the ports and the growth
in cargo being handled?
Well, according to latest figures, DP
World handled 55 million TEU across its
global portfolio of container terminals
during 2013, with gross container
volumes growing by 0.7% on a like-forlike basis. The second half of the year
delivered a stronger performance with
volumes growing 3.6% on the prior period
on a like-for-like basis. On a reported
basis gross volumes declined 1.9% mainly
due to the monetisation of one of its Hong
Kong assets. All three reporting regions
displayed a stronger performance in the
second half of 2013, driven largely by an
improved performance from its Asia
Pacific, Australia and UAE terminals,
while Europe continued to show signs
of stability.
The UAE delivered another record
year handling 13.6 million TEU,
representing growth of 2.7%. At a
consolidated level, its terminals handled
26 million TEU during 2013, a marginally
lower like-for-like performance.
As DP World Chairman Sultan
Ahmed Bin Sulayem said: “We are
encouraged by the volumes handled at our
flagship Jebel Ali port, with our UAE
operation recording the best year in its
history. This reflects the continued growth
of Dubai, the UAE and the wider region.
The one million TEU expansion of Jebel
Ali’s Terminal 2 contributed to that record
result, and this year, we will add four
million TEU new capacity at Terminal 3
to ensure we are well placed to handle
future capacity demand in Dubai.” ■
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HOW I WORK

mart Connectivity may be one of
those business terms we all think we
should know more about and
actually don’t but according to Inmarsat’s
Head of Maritime Communications, the
industrial internet revolution is here “and
shipping will have to accept it”.

FRANK J COLES

President, Inmarsat Maritime
“The one crucial item in any
technological war or advance is
communications,” said Frank Coles. “When
Inmarsat launched its first Inmarsat A
satellite system it was only 9.6 kb per sec
but it was the beginning of a global mobile
service for the maritime industry.

Communications governed everything and
still continues to do so.
“The next revolution began with the
internet. The internet revolution was driven
by faster and faster computer power and
larger and larger data networks until we
find ourselves, together with unprecedented
access to information and communications,
still driven by communications – something
we take for granted ashore. From an
Inmarsat and maritime communications
perspective, we have fleet broadband with
over 40,000 terminals activated in the
industry – effectively the most successful
launch of a global communications service
in the ocean. And of course we have smaller
and faster tablets and smart phones.”
If the words of Mr Coles are to be
believed, then the shipping industry has the
technological tools at its fingertips to make
it one of the most efficient transport modes
there is. As he contends, that situation when
a ship’s performance is being adjusted
minute by minute to ensure maximum use
of the data available, will have massive
benefits when it comes to ship efficiency
and cost control.
“With ships already featuring ever
increasing numbers of sensors, smart
operational decision-making is available
through advanced analytics. Inmarsat is
developing the platform which will enable

HOW I WORK

the Maritime Industrial Internet age. Ultrafast data transfer rates were in sight.
Communications will be the enabler
of operationally efficient technologies,”
he said.
“The shipping industry is innovative,
but in its own way. Today, we send data in
2mb bundles, but tomorrow it will be
15mb-20mb. The point is it is no longer
about getting data ashore, but about
analysing it and sifting it to ensure smart
operations.”
Quoting a McKinsey projection that 50
billion devices will be internet-connected
by 2020, Mr Coles also cited an
Engineering Software Reliability Group
estimate to argue that $20 billion could be
captured across 100,000 ships through
smart decisions on energy efficiency,
predictive maintenance and downtime
avoidance. “Again, the future of
compliance with environmental rules lay in
collecting, analysing and acting on real time
data,” he said.
He went on: “But things are changing
in our industry – many shipyards and
shipbuilders and many equipment
manufacturers are looking at the smart ship.
Every new ship is fitted with more and
more sensors. From Inmarsat’s perspective
we have put up our first satellite for the
Global Xpress platform – by the end of this

year we will have three satellites providing
a global service of up to 50 mbs per sec
enabling all of these sensors on the ships to
be brought ashore. And, as a part of that,
Inmarsat is building a service enablement
platform which will enable all the
manufacturers and the owners to connect
the ship to the shore.
“We are beginning to see the industrial
internet and it is inevitable that our industry
is going to have to follow suit. We are
seeing faster and faster and more intelligent
machines but they are taking fast analytics
to filter through this data and turn it into a
place where this data can be used ashore for
smart decisions. It is the meeting of
machines and minds. I read an article that
told me that ships are more complex than
planes but put simply an aeroplane uses
four engines or two if it has them to start,
taxi, take off, fly and land. A ship on the
move is dealing with a lot more weather
and sea conditions and a lot more engines
at the same time – all needing to be
monitored over a longer period, thereby
offering a much more complex internet
problem to be solved.
“The one thing that ties everything
together in bringing a ship onto the internet
is communications and changes in maritime
communications are leading us down the
path to the maritime industrial internet. But

SHIPMANAGEMENT

none of this is as simple as it sounds – we
have challenges. The first being aligning
all of these stakeholders – owners,
managers, class, builders and the other is
a need for skilled analysts with shipping
domain expertise who also have the ability
to make the decisions, albeit on the ship
which would suggest we need better
qualified people onboard, as well as in
these large network operating centres that
people talk about which are needed to
manage the systems.
“This leads me to perhaps the most
difficult question: can we work to an open
standard? As we at Inmarsat talk about
building our service enablement platform
we see many people such as engine
manufacturers and people with bridge
equipment who want to bring their
information ashore. But not everyone is
using the same standard. Hopefully the
industry can work towards a common
standard where we can bring all this
information ashore. Critical to all of
us is reliable and fit for purpose
communications as well as reliable
hardware and software. The future is now,
we are moving in this direction and in 15
years we will look at ships being
connected with smart decisions by smart
people running in a much more efficient
way. It is the new efficient ship.” ■

BUSINESS VIEWPOINT

CLASSIFICATION

No magic solution

I

nspecting vessels on behalf of flag
states for MLC compliance and
getting involved in the drive for
energy-efficient ships are two examples
of activities that are ‘on the border line’ of
the traditional concept of classification –
but according to Roberto Cazzulo,
Chairman of the International Association
of Classification Societies (IACS) they
are part of a wider, balanced picture in
which transparency and constant
communication are vital.
During his year as Chairman (which
runs to the end of June), Mr Cazzulo,
chairman of Rina Services, has overseen
adoption of the revised common structural
rules for tankers and bulkers – 10 years
after the original CSRs were introduced
under the chairmanship of colleague Ugo
Salerno, CEO of the Italian classification
society.
Among the myriad of other topics
IACS is working on, he highlights the
project team set up in February to address
large container ship safety as a good
example of the way IACS gathers together
the technical and collective knowledge of
its members.
This work began with a review of the
present situation, bringing together the
criteria considered by each class society –
based on that review, the IACS council
decided to work on developing functional
structural requirements for containerships.
“I am sure it will define a level playing
field for this type of ship,” said Mr
Cazzulo. “It was already on our agenda
before the recent series of casualties but of
course they prompted us to speed up the
process. However, we will not base our
considerations on a specific case but on the
members’ collective experience on this
issue. We take comments and feedback
from all the member societies – and
invariably some from authorities involved
in casualty investigation.”
This is where IACS scores by being
international rather than regional, he said.
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“IACS is a focal point for the global
industry. When we organise a working
group on a specific subject, we receive
comments and information from all parts
of the world.

Roberto Cazzulo, Chairman,
International Association of
Classification Societies and Rina
Services
“For example, shipbuilding has moved
to the Far East – but the operational side
hasn’t. So you need feedback from
different parts of the world, from different
points of view and perspectives, and for all
types of operation and ship type. That is
the benefit of having an international
association. Imagine having solely an EU
organisation – it would be unbalanced.”
The implementation of the Maritime
Labour Convention has seen flag states
delegating compliance inspections to class
and this too has demanded strong
communication, says Mr Cazzulo.
“Recently IACS has been a technical
observer of the IMO discussions on MLC.
“There are some elements of this
convention relating to the physical
condition of the vessel, working
conditions, noise, etcetera, that are
relatively simple for a naval architect or
engineer to deal with. But with other issues
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– for example, wages, accommodation – it
is very important that we know what the
instructions of the flag state or of the
International Labour Organization are. It
is proving very important to keep a close
dialogue with administrations when we act
on their behalf.
“What we can do within IACS is to
exchange information, keeping all
members informed about the position of
the different administrations, international
requirements or interpretation of
international requirements to make sure
there is a good level of consistency in the
work being carried out. This is a new area
for us – a little bit on the border line for
traditional class – but we all know how
important the human element is.”
And then, said Mr Cazzulo, there is
the drive for ship energy efficiency. “What
is the role of class here? It is not directly
to verify compliance to specific
regulations but to consider actions taken to
improve overall ship energy efficiency,
and verify whether some of those actions
may impact on the fitness of the vessel or
even safety.
“You might be inclined to put a very
low power engine onboard to get the best
EEDI result, but it might be too low power
for manoeuvring the ship in adverse
weather conditions. We have developed
some internal guidelines on minimum
power. Whatever contracts are signed
today, however good the EEDI score, it
should not impact aspects like navigational
or manoeuvring safety.”
This, he said, is another element a
little bit broader than the traditional
concept of class of inspecting and
verifying compliance with rules – “it is
more performance than compliance”.
“You need to be holistic in the way
you approach these problems. There is
no magic solution but a good sum
is defined by a very good balance – which
is normally the most difficult thing
to achieve.” ■
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Can’t stop the

Rock
The British Overseas Territory of
Gibraltar, which has an area of just
2.3 square miles, is home to a plucky
maritime cluster which proves that
small is definitely beautiful, writes
Helen Jauregui

P

Border patrol

olitical relations between Spain and
Gibraltar have been further strained
in recent times, particularly
following last year’s construction of an
artificial reef around Gibraltar – something
which the Spanish government claims has
been to the detriment of Spanish fishing
vessels. This was followed by what was
seen by many Gibraltarians as a form of
retaliation on the Spanish side, as Spain
introduced stricter border controls,
resulting in lengthy queues at the frontier.
But what impact have these tensions had
on the Gibraltar maritime cluster? Richard
Beards, Managing Director at Gibdock,
which provides ship repairs, conversions and
maintenance and has three dry docks and a
deepwater port, explained: “It has become
international news now whereas before it was
more like local knowledge but luckily, these
issues haven’t caused us any problems with
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getting hold of spare parts or equipment –
thankfully, we haven’t been put in a situation
where we’ve had to let a client down.
He added that the political tensions have
led to more education from agents and clients
regarding what the frontier is and how
Gibdock operates within it: “I remember
meeting with a German client who asked me
about the frontier because he had been sat at
the border for four hours in the summer with
his kids in the back of the car – he was taking
his family to Gibraltar for the day and had to
queue. He asked me why he should bring his
ship to me because he thought his spares
might end up sat in the same queue.
“But that’s the difference between the
pedestrian queue and the commercial queue.
As long as our agents have done all their
work right – and they do – things should flow
freely. The general perception is, when
people see something on Sky News showing
people sat in queues in 30° heat drinking
bottles of water, they may assume that’s how
their business will be treated here as well but
that is just not the reality.”
ISSUE 48 MARCH/APRIL 2014

According to Danny Gabay, Managing
Director, Redwood International (forwarding
agents, customs agents and transport and
removal specialists), his experience of
moving spares across the frontier has shown
that Spanish border police are not taking as
hard a line with the commercial industries,
choosing instead to focus on holidaymakers:
“The commercial side of the border hasn’t
really been targeted as severely as the
passenger side and we have only been
affected a little. It is mainly Spanish
businesses which would feel the impact if
they were to become stricter with commercial
vehicles so that’s why they are ensuring they
don’t take things too far on the commercial
side so things shouldn’t get out of hand.”
Mandy Gaggero, Marketing Manager at
MH Bland, a shipping agency and travel
services provider, set up in 1810, said the
leisure arm of her business was impacted
after August 2013 when huge delays began,
discouraging people from crossing the
frontier to visit Gibraltar. In addition to its
shipping agency services, MH Bland offers a
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broad range of excursions on the Rock and
owns the famous cable car which leads to the
Ape’s Den. Ms Gaggero said although
business has picked up since, the political
tensions have been cause for concern: “It
caused huge delays and people were put off
coming to Gibraltar but it has also had a huge
impact on the Spanish side because
Gibraltarians are now reluctant to go across
the border.”
It would seem that whereas in the past
many Gibraltarians would choose to venture
across the frontier into the nearby town of La
Linea (meaning ‘boundary line’ in Spanish)
for dinner or to take a drive further afield to
the nearest Spanish shopping mall, some are
reluctant to do so now owing to fears of long
waits at the border. Some Gibraltarians told
SMI that owing to the political tensions, they
do not want to spend their money in Spain
simply out of principal. The result is that
many restaurants in La Linea have now
closed down and it is beginning to resemble
a ghost town.
Meanwhile, Gibraltar’s shops are busy
and local restaurants advise guests to book

well in advance. For those individuals who
work in the Gibraltar maritime cluster but
live in Spain, border controls have meant
some complications for these commuters and
one shipping agent told SMI they have made
special arrangements for commuting staff,
including taxis to the border and pick-ups at
the other side, to prevent them from queuing
up at the border in their vehicle every
morning.

Fuel for thought
J. Manuel Tirado, Deputy Captain of the
Port, Gibraltar Port Authority, said
following the recent political tensions,
Gibraltar’s name has become more
prominent globally, within the maritime
world and beyond. “The fact is that we are
still very much ahead of the game and I
believe we are proving to the rest of the
maritime industry that we are a serious and
well regulated port in all aspects of
operations,” he said.
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Mr Tirado emphasised Gibraltar’s
importance as a one-stop-shop where
bunkering, provisions, crew change and more
can be accessed easily and he noted that
Gibraltar has also cut down on bureaucracy,
making it a straightforward port of call for
bunkers. But how is competition in the strait
impacting on Gibraltar’s bunkering industry?
John Ghio, Bunkering Superintendent at
the Gibraltar Port Authority, said although the
number of stems for bunkers has decreased
slightly in recent times, the total number of
vessels calling is still high, meaning Gibraltar
has not seen any drastic decrease in bunker
volumes. When asked about competition
between ports in the strait, he said much is
made of the idea of competition between
Gibraltar and the nearby Spanish port of
Algeciras but in reality, it suits Gibraltar that
the strait as a whole is a facility where vessels
can take bunkers and choose their port
depending on congestion levels.
“I think too much focus in placed on the
competition rather than the fact that it is a
mutually beneficial situation for both sides,”
Mr Ghio said. “A number of our bunker
SHIP MANAGEMENT INTERNATIONAL
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suppliers take their cargo from installations
in Algeciras and that’s been the case for a
long time and it’s an increasing trend. There’s
also competition from Tanger Med and Ceuta
but our view is that any ship which comes to
the strait and ends up taking bunkers in
Tanger Med, Ceuta or Algeciras will ask to
take bunkers in the Gibraltar area again.
“In terms of competition, really, we
would be more worried about ships passing
the strait and not taking bunkers at all, rather
than worrying about ships calling at
Algeciras. Competition is healthy and good.”
Mr Ghio added that despite the global
downturn, Gibraltar has only experienced a
slow downturn over the past couple of years
and this success is mainly down to
adaptability: “It all points to resilience in the
marketplace. We are convinced that the
quality of the product, meaning a bunker call
in Gibraltar, will offset any negative publicity
we may have in terms of the political issues
between Gibraltar and Spain and by in large,
Gibraltar is quite used to political or
environmentally driven criticisms which are
not based in fact and which are not accurate.”
One of the greatest challenges facing
Gibraltar on the bunkering side is one of
more general concern to European ports –
stricter EU limits on sulphur in fuel. “The
bunker market in Gibraltar is very adaptive
to circumstances and despite the uncertainty
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in terms of sulphur limitations and the
possible switchover to other fuels which may
happen in future, Gibraltar has already shown
it is able to adapt and to cope with change. In
fact, it’s easier for us to adapt because we are
a small port,” Mr Ghio said.
But are local shipping agents concerned
over perceived competition in the strait?
Chris Linares, Operations Manager at the
Gibraltar branch of Inchcape Shipping
Services, said: “Algeciras is picking up the
pace with regards to bunkering. We were the
dominant port by miles in the past but I think
the distance has now been pulled back a bit.
Gibraltar is synonymous with shipping – it is
a tradition and one of the pillars of our
economy so obviously anything that’s seen
as a possible threat is definitely of concern.
Algeciras has extended its fuel storage
facilities and this could make life a little more
difficult for us because we simply don’t have
the space.”
As Mr Linares added, Gibraltar’s
maritime cluster must market itself
effectively to ensure it makes the most of its
fantastic geographical location: “Ships need
to transit the strait and it’s our job to
encourage as many of them as possible to
make a call here. For bunkering, it’s a
competitive market and the price will
determine where the Principle makes the port
call so really it’s largely in terms of cost. But
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we need to make sure we provide the best
possible service – if that needs to be upset
with a little bit of a higher cost, then so be it
but the Principle will be getting what it says
on the tin, so to speak.”
George Barabich, Financial Director,
Rock Maritime Services, a local bunker
trader and shipping agent (which recently
celebrated its 20th anniversary), said some
port costs have grown significantly in
Gibraltar compared to Algeciras, meaning
agents have to cut costs elsewhere in order to
compete for business. For example, a
clearance certificate may be charged at £250
in Gibraltar, whereas this is free in Algeciras.
Mr Barabich said nowadays, ship owners are
looking to reduce costs in any way they can
and are paying attention to all kinds of costs,
however insignificant they may seem in the
scheme of things – this leads to extreme price
pressures on all Gibraltar-based agents.
“When I started in 1994, agency fees
might be around £800 – that’s what you
would charge your client but nowadays
agents are just reducing the agency fees in
order to get business. There are many agents
based here and there are also a lot of Spanish
companies working in Gibraltar, so we have
to compete. Agency fees have gone down so
much and are now only about £200. Some
agents will do it for even less, just to get the
business. It’s tough,” Mr Barabich said, but
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he highlighted the good relationships he
holds with his clients and the need for great
service in keeping such relationships going.
“We don’t overcharge but we also don’t
mess up! If an agent messes up, there are
plenty of other agents the client can go to
instead,” he said.
José Cristóbal Jiménez, Director at
shipping agent A. Mateos & Sons, agreed
that clients’ expectations for low costs and
excellent service are making for a harsh
competitive environment. “People don’t
appreciate a good agent until they have a
problem with a bad agent,” he said, adding
that despite competition from other ports
in the strait, Gibraltarian agents can
easily adapt as they are used to change,
working in an industry where “every day
is different”.

“We are more worried about the market
in general as fewer tonnes means fewer
vessels,” he said, noting that last year Mateos
saw a reduction in the number of vessels it
served in Ceuta. He said his company is
looking to grow its presence in Ceuta and Las
Palmas by going hand-in-hand with
suppliers. Mr Jiménez added that if good
service is provided, along with fair prices
then clients will return again and again and
he believes 98% of the clients Mateos serves
are long-term, repeat customers.
Nicholai Bado, Ships Agency Service
Manager for the Strait of Gibraltar at
Wilhelmsen Ships Service (WSS), said: “We
have seen owners running their vessels more
efficiently – we still have the same volumes
in terms of port calls but you can see more
cost control from customers. Maybe what

they are doing is restructuring how they
maintain and repair vessels.
“Well over 100,000 vessels transited the
strait last year, making this a very high traffic
area. The owner has the flexibility to look for
the cheapest port here where he can carry out
his services and of course, owners are
motivated by fuel prices and port charges.
Things change and it can suit an owner better
to visit a different port within the strait on a
different day – I just see it as a bit of
rough sea.”
In a response to this ‘rough sea’ of
owners choosing their port based on cost,
WSS launched ‘Your Strait Solution’ in 2011,
allowing customers to utilise the company’s
services in three ports – Algeciras, Ceuta and
Gibraltar, from one location and as one entity.
According to Mr Bado, creating a “one stop
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shop” has been highly beneficial for owners
and operators, particularly as only one
agency fee is charged for each vessel, even if
it calls at all three ports.
Considering his role in overseeing
activities in all three ports, how does Mr
Bado feel about competition between
Gibraltar and Algeciras? “There’s only one
thing that the government can do. They have
to build storage tanks, onshore. That is the
reality and there is the space to do it,” he said.
SMI heard rumours from many maritime
professionals on the Rock which suggest a
local company is interested in funding a
major fuel storage project but with nothing
confirmed as of yet, Gibraltar’s maritime
cluster is keeping close watch on its main
rival port Algeciras, where Vopak has
plunged investment into a 403,000m³ oil
storage terminal.
Harry Murphy, Director, Commercial
Services at Gib Oil, a provider of fuel and
related services in Gibraltar, said the marine
side of his business has been helping to
counter some negatives on the land-based
side: “2013 was a good year for us and the
marine business is going well. We have had
had some problems with the land business
mainly because of the political situation at the
border and the queues as our retail stations
are not seeing quite the same level of crossborder customers as we had. Overall volume

for 2013 in retail was down 17%. But we
look at the business as a whole and we have
had a real upside in marine, including an
increase on the marine lubricants side.”
Gib Oil is the authorised distributor for
Shell Lubricants in Gibraltar and also took
over the Shell lubricants business in Spain 18
months ago – in this short space of time, Gib
Oil has managed to grow this side of its
lubricants business by 40%. In December,
Gib Oil also took over the Shell lubricants
business in Argentina as a macro distributor
and currently has three depots in Argentina
supplying 17 ports. “The opportunities are
there for companies like ours who want to
grow and to build customer-facing
relationships. The oil majors want to move
everything to indirect channels and don’t
want to have small customers – it works well
for them to have companies such as ours buy
from them wholesale and to take on and build
on their historical customer base.”
Mr Murphy agreed that competition
from other ports in the strait is not a major
concern at this time: “We’ve seen massive
investment in Algeciras and Tanger Med and
in Ceuta where fuel storage capacities have
been expanded. But there are 120,000 vessels
passing through the Strait each year and the
sum total of vessels which are being supplied
with bunkers in Algeciras, Gibraltar, Ceuta
and Tanger Med is fewer than 20,000 so

there’s still 80% of the market out there
that’s not taking fuel here.”
Gibraltarians are keen to highlight the
Port’s ability to adapt to change but there’s
no denying Gibraltar’s problem when it
comes to space, or a lack of it. Mr Murphy
agreed: “We have hit the limit of our
infrastructure. Over the last 30 years we’ve
monitored increases in volumes and in the
past five years or so we’ve been at the limit
because there are only 13 bunkering slots
in the bay. Two of these were, up until
recently, occupied by floating storage
vessels. We’ve got four or five operators in
Gibraltar and there are 17 or 18 bunker
barges operating at 100% capacity. Often,
you have a situation where everyone is
fully committed for a week in advance and
every other enquiry that comes into
Gibraltar, you have to ‘no quote’ – that’s a
fairly regular occurrence. It’s frustrating.”

Whatever the
weather
Mr Murphy added that although the
possibility of opening up the east side of
the Rock for bunkering may be a
controversial topic, he would like to see
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this occur in future. “It is a politically
sensitive issue as the east side anchorage
is more exposed than in the bay but
our belief is that under controlled
circumstances, it would be perfectly safe
to perform these operations on the east
side for around nine months of the year.
For the remaining months, weather
conditions could prevent this from
happening. I don’t think we would have
any problems, if strict conditions were
set out.”
Paul Imossi, Director at Smith Imossi,
a shipping and bunkering agent based in
Gibraltar’s Irish Town, which was
established in 1837, said the ‘ballgame’
for bunkering in Gibraltar has altered
quite dramatically in recent years, with
Algeciras growing in capacity and
competing for Gibraltar’s business.
“I’ve always thought the only solution
that will come is when both ports are
saturated and the ship owner will deviate
their vessel according to where there is
space – and I think we have reached that
point already. There’s only as much space
as we have. The good thing is we have a
lot of bunker barges so we can still work
with large numbers of vessels. The
obvious area for expansion is to do
bunkering on the east side. There are
anchor positions there that can be used

Accomodation onboard
the Sunborn Gibraltar

and a decision could be taken to decide if
the weather is suitable with each day.
There are big currents on that side but you
have to manage it accordingly.”
On the subject of bad weather, during
SMI’s visit, a number of flights were
unable to land at Gibraltar owing to
strong winds and had to divert to Malaga
instead, adding a lengthy coach journey
back to the Rock onto each passenger’s
itinerary.
When asked if such diversions cause
chaos for ships agents responsible for
seafarer travel, Mr Imossi explained:
“Anyone with a Schengen Visa can fly in
via Malaga but we have to be well
organised. Persistent bad weather is not
ideal but a large proportion of our spares
and stores come via Malaga airport so we
are used to this process. We should be able
to organise, if Spain is receptive, Transit
Visas from Malaga to Gibraltar but they
don’t allow that at the moment.”

No room at the inn?
With competition in the Strait of
Gibraltar bringing sharp motivation for selfimprovement from all rival ports, the Rock’s
hospitality sector is experiencing something
of a makeover throughout the coming
months, enhancing its facilities for visiting
businessmen – bringing worry to local
shipping agents, who fear the knock-on effect
will mean a lack of accommodation
for seafarers.
With the opening of the Sunborn
Gibraltar (a luxury floating hotel costing
€150m), historic local hotels such as The
Caleta at Catalan Bay and The Rock (the art
deco setting for John Lennon and Yoko Ono’s
marriage in 1969), are taking on major multimillion pound refurbishment projects in order
to up their game.
Meanwhile, the family-run Queen’s
Hotel, which professes to be Gibraltar’s only
budget hotel and for agents, is an essential
provider of seafarer accommodation, has
been facing an uncertain future with possible
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closure and at the time of going to press, the
Queen’s Hotel was not taking room bookings
beyond April.
This has left shipping agents wondering
how they will be able to accommodate
seafarers, as Inchcape’s Chris Linares,
confirmed: “There are very few low market
hotels here. We tend to use The Caleta but
this is not ideal as it is now classed as a four
star hotel. The problem with hotels such as
the Bristol is they are more family orientated
and they tend to be almost always fully
booked with tourists who plan holidays in
advance and they do not offer meal services
either which makes it awkward for us.” He
said that if the Queen’s hotel closes this
would be an ‘unfortunate occurrence’ and
would make it difficult for agents seeking
seafarer accommodation.
George Barabich, Financial Director at
Rock Maritime Services, agreed that the
availability of beds for seafarers is already a
problem in Gibraltar and one which he
believes the government should look into. He
added that if the Queen’s Hotel were to close,
this would complicate the issue. “There’s
already a problem finding beds for seafarers
but you just find a way,” he said.
Ian Penfold, Director, MH Bland, said:
“Right now as things are, we are having
trouble putting our seafarers into hotels as
there is a lack of beds. We have been lucky
in being able to put seafarers into hotels in
Spain whenever there has been a shortage
of beds. But now Gibraltar is focused on
event-led tourism and hosting festivals
and conferences (including the Gibraltar
International Literary Festival and the annual
Gibraltar Chess Festival held at The Caleta
Hotel) and this is taking its toll on our side of
the industry, particularly if a lack of beds
means seafarers then require Schengen Visas
in order to get into Spain. We’ve even had to
try hostels sometimes.”
Mr Penfold said that ratings are usually
given accommodation at the Queen’s hotel
and he believes around 70% to 80% of the
occupancy there is used by the shipping
industry. “The way the market is right now,
ship owners just want to save as much money
as they can and they don’t want us to be
spending £80 a night per seafarer, putting
them up in a four star hotel,” he said.

Arrested
development
Gibraltar’s convenient location at the
entrance to the Mediterranean, combined
with its efficient processes and practise of
English law, has made it a popular
jurisdiction for ship arrest.
James Ramagge, a Partner in the
Shipping and Admiralty department at law

firm Triay & Triay, said 2013 was a strong
year for his firm in terms of arrest numbers
and despite a quiet period during the latter
part of the year, things have picked up
considerably now. At the time of interview,
Triay & Triay had four vessels under arrest
and had just sold one too. “Selling the ship
on is the last piece of the jigsaw puzzle but
the tricky bit is getting the vessel arrested
in the first place, helping the crew,
repatriating them and assisting the
creditors,” he said.
Mr Ramagge said his firm has seen a
number of private treaty sales in recent
times (when the vessel is sold to a
nominated buyer, instead of going to public
auction) and he added that the ability to sell
vessels in this way has been a positive for
Gibraltar. “If the vessel is arrested but there
is a nominated buyer in the wings who
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agrees to buy the vessel at a good price
based on valuations, then we don’t have to
wait weeks for a public auction sale and can
go ahead and sell the vessel there and then.”
Private treaty sales are well-known in
most English common law jurisdictions
though Singapore and the UK have recently
seen judgements where such sales were not
allowed to go ahead. Conversely, Gibraltar
has been allowed to continue with private
treaty sales and as Mr Ramagge said, such
sales are the ideal case scenario in most
circumstances and are subject to strict
procedures, ensuring no abuse of process.
“The fact we can do private treaty sales
is a positive for Gibraltar. Our courts have
taken a pragmatic view and are used to
dealing with court sales of this type,” Mr
Ramagge said, adding that on a human
level, ship arrest is satisfying work,

particularly when assisting seafarers in getting paid and
returning home to their loved ones.
Guy C Stagnetto, a Partner at law firm Triay Stagnetto
Neish, said one reason there has been a slow-down in ship
arrest work for his firm is that clients are weighing up much
more whether or not an arrest will be worthwhile.
“In the past, clients and creditors were quite ‘trigger
happy’ when it came to ship arrests but people think about it
a lot more now. I think there is a general concern that you may
get landed with an asset that you may just not sell within a
reasonable time. The cost of arrests can be substantial and for
what may have been a relatively small debt for which the
vessel was arrested in the first place, you could have a
significant liability on your hands in the form of mounting
arrest costs. Usually when an arrest is undertaken by a
mortgagee bank or the crew different considerations will
apply. Other creditors, however, are weighing up the
possibilities much more before they decide to arrest a vessel.
It has been this way for some years.”
Mr Stagnetto always advises clients to be careful and to
put a lot of consideration into whether one should proceed
with an arrest. Recently for example, Triay Stagnetto Neish
advised a fuel supplier with a watertight $30,000 claim and
there was no question this client was due this debt. “In years
gone by the arrest would have been undertaken without
hesitation,” Mr Stagnetto said. “In this case they decided they
weren’t prepared to fund the arrest deposit. I guess it is just a
sign of the times we live in. People are far more cautious than
they used to be. That said, however, once the decision to arrest
has been taken, Gibraltar continues to provide an almost
unparalleled service as an arrest jurisdiction. The process and
the results are as good as ever.” ■
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The traditional experience when you
sit on a tour bus listening to
facts and figures – those days are gone
Henry Catania, Director, Calypso Tours

T

he ‘been there, done that’ mentality
is one which cruise tour companies
grapple with on a daily basis as
plucky vacationers demand more
innovative excursions during port visits –
and for those tasked with devising new
excursions for popular destinations, the
wackier the approach, the better!
Henry Catania, Director, Calypso
Tours; a company owned by Gibraltarheadquartered port agent MH Bland, knows
all too well that with a high percentage of
returning customers, the modern cruise
industry is always working towards bigger
and better ideas.
“I would say that around 60% to 70%
of cruise customers are returning clients and
you have to keep those customers happy.
They have already been on many of the
cruises available on the market and
nowadays they want something different.
Consider Gibraltar as an example – it is
literally two by three square miles and there
is a limit to what you can offer here but
that’s why you need to be innovative.”
Some of the most unusual excursions
offered by Calypso Tours are home visits,
where groups of tourists enter the homes
of local people to see first-hand how
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they live, in a kind of ‘fly-on-the wall’
style experience.
“Home visits are now very appealing to
cruise passengers. You take a small group
of maybe eight or 10 people into a local’s
house so they can see how families in the
local community live, in situ. This is really
popular for passengers visiting all kinds of
ports, but has been particularly successful
in Scandinavian countries.”
Mr Catania said the cruise passengers
will ask all kinds of questions of the family
they are visiting such as what they do for a
living, what they typically eat for dinner,
what they do in their free time and even
what salary the hosts earn or how much
they pay in tax or for water bills! The
visitors are inquisitive and keen to learn
first-hand what it’s really like to live in the
country they are visiting!
“We do this a lot in Spain where we
have agreements with people who live in
buildings
with
very
traditional
architecture,” Mr Catania said, adding that
this ‘Big Brother’ style experience is
growing in popularity. “Think about it –
you’re on a cruise liner, you’re going to
visit a famous destination – the traditional
experience when you just sat on a tour bus
ISSUE 48 MARCH/APRIL 2014

and a man would tell you facts and figures
about the place – those days are gone!
“People want to visit somewhere and
actually mingle with the locals – it’s a
different way of getting information about the
local area, from people who are not
‘professional’ tour guides so to speak, but it’s
very genuine. There are people in the
community who are passionate and enjoy
sharing stories and information about their
homeland – why not tell cruise passengers
what we’re all about? It’s a real thing and not
dressed up but a genuine experience.”
Mr Catania added that some time ago,
Calypso Tours realised the need to expand its
business and consolidate its activities in the
Iberian Peninsula and beyond and he
acknowledged that Asia has become a real
hotspot for cruise passengers, hence the need
to offer bigger and better excursions in
European destinations. He added that he does
not believe the cruise sector is struggling:
“Cruise is probably the only sector within
tourism which is currently growing, but not at
the speed it used to be. There are fewer cruise
vessel orders than there used to be five years
ago but that said, I still think airlines and hotel
owners probably wish their industry was as
good as the cruise industry.” ■
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COATINGS

Weird
science
A

s the most widely adopted energy
efficiency technology used by 70%
of ship owners today, according to a
new study by the University College
London Energy Institute*, advanced hull
coatings are developing at pace to stay ahead
of evolving ocean conditions and meet the
growing market demand for energy,
environmental and operational efficiency.
One of the toughest challenges for coatings
chemists is the age-old problem of ‘slime’.
When the shipping industry has a
myriad of current challenges; impending
environmental regulations, rising fuel costs,
a continued lack of liquidity, and pressure
from charterers scrutinising every element of
their supply chains, slime might not seem like
a big deal. However, according to a recent
formula produced by Michael P Schultz,
Professor, Department of Naval Architecture
& Ocean Engineering, US Naval Academy,
at today’s bunker prices, the effects of slime
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*UCL Energy Institute, 2013, ‘On the attitudes and
opportunities of monitoring and measurement and the
identification and validation of energy efficiency and
performance interventions’

potentially cost the shipping industry 44
million extra tonnes of bunker fuel, $28.6
billion in additional fuel costs and an extra
134 million tonnes of CO² emissions
every year.
So, it really is a significant issue, and
fundamentally impacts the challenges that are
at the top of every owner and operator’s lists.
But what is slime? It is a complex, varied and
dynamic organism predominantly made up
of bacteria and diatoms. There are thousands
of individual species in the oceans that can
result in varying slime film thicknesses,
textures, compositions, and surface
roughness on ships’ hulls. Slime begins to
cultivate as soon as the vessel enters the water
as bacteria populate the substrate and excrete
Extracellular Polymeric Substances (EPS).
EPS is what makes the surface feel "slimy"
to touch.
The make-up of marine slime, or bio
films, is so diverse that samples from one part
ISSUE 48 MARCH/APRIL 2014

of a vessel could be completely different to
bio films from a few metres away. For
example, slime at the waterline could have a
very different composition to that based at the
flat bottom of the vessel, and this diversity is
why the problem is so hard to address.
International Paint’s chemists take vessel
samples of slime wherever possible to study
bio film composition, which can vary
according to many factors, including
geographic location, season and vessel
operating profiles, as well as the types of
coatings applied. Whereas typical best
practice is to go back to one specific
organism to develop coatings, with bio
films being so diverse, focusing on one
target may result in colonisation from other
species, so this isn’t an option – adding to
the complexity.
Developing evolved coatings technology
on a global scale makes collaboration
essential, and combining insights with

COATINGS

different academic institutions multiplies the
impact of the work. Through its partnerships
with Oman University and Newcastle
University, International Paint is continuing
its work to develop test methodologies.
For example, working with Newcastle
University’s world renowned School of
Marine Science & Technology, International
Paint has been involved in research that has
resulted in a deeper understanding of, as
well as the development of, scientific
methodologies that define the roughness
and drag characteristics of coated surfaces
and propellers.
The collaboration with Newcastle
University has also enabled International
Paint to have access to the only cavitation
tunnel in the UK – which offers vital
background research and development
services to academia for cavitation, noise,
propulsion, turbines, coatings and
hydrodynamics related activities. The
University’s hydrodynamics laboratory,
which includes a towing tank, wind wave
current tank, U-Tube and a flow cell
specifically designed to test biofouling
resistant coatings, has provided invaluable
data and insights.
This research resulted in the launch of
Intersleek1100SR, the shipping industry’s
first biocide free, foul release fluoropolymer
technology that tackles the market’s age-old
‘slime challenge’.
Intersleek1100SR delivers macro and
micro fouling control with improved static
resistance, even in warm waters and is
suitable for slow steaming. The movement
of the ship through water can release slime
that builds up during static periods. As a
result, vessels can achieve reduced drag,
improved fuel efficiency and reduced
CO² emissions.

The new patented fluoropolymer in
Intersleek1100SR has been developed by
enhancing the slime resistant polymer
groups used in earlier generations of
Intersleek. The tailored surface chemistry of
this new technology specifically influences
and resists the adhesion and settlement of
organisms that make up slime colonisation.
A tropical carnivorous plant – the
pitcher plant – which traps its prey inside its
body with a virtually frictionless surface is
also inspiring a new generation of coatings
capable of repelling liquids including blood,
oil, honey, ice and fouling on ship hulls.
Nature is well-known for its ability to
repel liquids with lotus leaves, rice leaves,
butterfly wings, mosquito compound eyes,
cicada wings, red rose petals, gecko feet,
desert beetles, and spider silk all having the
ability to remain dry.
However, the pitcher plant or
Nepenthes, which is found in countries
including Australia, Malaysia and
Madagascar, has a special adaptation which
creates a near frictionless surface with
unique self-healing properties.
The ability to repel liquids and
contaminants has important applications to
industry and everyday life. Coatings are
needed to help stop the formation of lifethreatening bacteria on medical instruments,
ice build-up on airplanes, fouling on ship
hulls, anti-corrosion and the efficient
transportation of products like crude oil
by pipeline.
The pitcher plant is different to some
other nature-inspired adaptations by
‘locking-in’ a lubricant layer onto the surface
of its skin which cannot be penetrated by
another liquid and is more damage tolerant.
The result is also fatal to the plant’s prey –
insects and small frogs – which are unable
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to climb out of its smooth, deep, tubularshaped body.
A team at Harvard University have now
been able to mimic the pitcher plant’s inner
skin design to produce a transparent coating
capable of being economically applied to
almost any object – large or small.
The multi-stage coating process involves
attaching a thin, but rough layer of porous
silica particles which are used to lock-in a
lubricating layer onto the surface to be
protected. Its diverse applications could
include acting as an anti-graffiti coating on
walls or on medical implants to aid blood flow.
This latest development in coating
technology reached the finals of this year’s
Institution of Chemical Engineers (IChemE)
Awards in the UK, which recognises
excellence and innovation in the chemical and
process industries worldwide.
IChemE’s Chief Executive, Dr David
Brown, said: “Some existing coatings have
limitations including contamination and
degradation by contaminants, lack of selfhealing capabilities and damage tolerance.
“By mimicking the pitcher plants skin
structure, Harvard University’s new coating
self-heals almost instantly, even if scraped
with a knife or blade. It is capable of
operating in extreme temperatures and high
pressure, and can be applied to surfaces
ranging from metals and semiconductors, to
paper and cotton fabric.
“It is a very clever solution by the team at
Harvard University and another excellent
example of how chemical engineering is being
used to improve the features and performance
of products we need and rely upon every day.”
The role of chemical engineers in the
health, water, food and energy sectors is
explored in IChemE’s latest technical strategy,
Chemical Engineering Matters. ■

FUTURE PROOFING WITH PPG

PPG claims to be the first coatings manufacturer to have
successfully developed and marketed a range of copper-free
antifoulings for commercial vessels to help customers stay ahead of
future regulation.
The SIGMA NEXEON range has been developed based on
research and testing at PPG’s facilities and third party studies.
Sijmen Visser, Global Marketing Manager Marine, PPG
Protective & Marine Coatings, said: “At PPG, we are constantly
looking for ways to anticipate and evaluate the impact of future
trends and legislation.
“Regulations around the use of copper in antifoulings are the
ones to watch and as a result we have decided to offer the option to
our customers to prepare for this future scenario.”
The SIGMA NEXEON range provides a complete copper-free
antifouling solution. SIGMA NEXEON 710 is an antifouling
solution for operational vessels and can be applied during
construction and dry dockings. For newbuildings where outfitting
takes longer than six months, a high activity copper-free topcoat

antifouling, SIGMA NEXEON 750 is specified.
Both products combine unique self-polishing zinc-acrylate
binder technology with high performance to help protect ships
during the new-building process and while in service.
A benefit of SIGMA NEXEON copper-free antifouling is its
‘smoothness from start’. Thanks to the absence of copper, the
levelling and smoothness right after application is significantly
improved, delivering better fuel efficiency from the start and
following third party testing with universities and test institutes in
Korea and Japan, PPG has classified SIGMA NEXEON as a ‘low
friction antifouling’.
Mr Visser added: “For prolonged outfitting periods, common for
new-building FPSOs, drill ships and offshore structures and also for
shorter outfitting periods of general commercial ships, there is an
increasing demand for vessels to look good at delivery both above and
below the water line. SIGMA NEXEON 710 and 750 are ideal as
initial and finishing coats to keep vessel hulls clean under water whilst
providing a brand new cosmetic finish above the water line.” ■
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What is really driving
ship efficiency?

S

hipping is lagging behind other
industries in its approach to new
technology and is not leveraging even
current technology adequately, according to
participants at a recent SingTel Maritime
ICT Roundtable which debated the main
drivers for ship efficiency.
Owner and manager participants
acknowledged that broadband and next
generation HTS services were necessary for
efficient shipping operations, but said the
industry has been slow to adopt new
technologies when compared to other
industries and faced challenges in its ability
to define broader technology objectives and
opportunities.
Now in its fifth year, the SingTel
Maritime ICT Roundtable has developed a
reputation as a forum for the frank exchange
of views on the industry’s hottest topics. The
prolonged downturn in the shipping industry
has led to an increased focus upon cost
efficiencies and particularly those made
possible by the intelligent deployment of ICT
solutions. However, it seems clear that ICT
and broadband in particular, offer wider and
more significant advantages than merely cost
efficiencies.
According to Tey Yoh Huat, Technical
Head at Altus Shipping: “We are not utilising
modern technology. The kind of changes
which, for example, the introduction of
FleetBroadband saw, are not even 50% of
what other industries have seen.”
Although fellow roundtable member
Ajay Tripathi, General Manager at MMS,
agreed that ship operators were not focusing
on future technologies to support the
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changing requirements of businesses and
crews, he believed there was a repressed
desire in the industry to leverage technology
better.
One key area on the exploitation of new
technology is clearly expense, at a time when
the shipping industry has been undergoing
extremely challenging market conditions.
Vibhas Garg, Vice President Fleets at BW
Fleet Management, suggested: “The market
is not going to allow any new technology
because new technology is going to be more
expensive in the beginning. We are going to
continue living with the old technology as
long as we can sustain this market.”
Captain Garg believed that the
investment in broadband will help ships
“phenomenally” and said that linking up
diagnostics systems on LNG carriers has
reduced the need for service engineer. “If I
could reduce the service engineers on the
entire BW fleet of 90 ships, then we are
talking millions here. That alone is going to
pay back the cost of this investment,” he said.
Participants agreed that adoption of new
technology was not being driven purely by
compliance needs but by a need to drive
efficiency or increase the competitive edge.
“If you look at your SMDSS equipment
you’ve got things like narrowband direct
printing telexes – and that’s a mandatory
requirement. Nobody ever uses the thing. And
then you’ve got a VSAT which handles 90%
of your communication and there’s no
requirement to have it,“said Alasdair Smith,
Managing Director of SeaTeam Management.
Forward-thinking ship managers still
have to persuade owners of the benefits of
ISSUE 48 MARCH/APRIL 2014

new technology like broadband – a process
that can prove difficult – and it was “up to
ship managers to advise owners of these
benefits and the savings that come along with
it,” said Victor Wee, Head of Shipping at
Global Energy International.
“Love technology, hate technology, just
don’t ignore it because it’s here,” was the
stark message from Stark Moore Macmillan
consultant Roger Adamson.
Ship operators’ compliance with new
regulations could also be a question of timing
it right. According to Vijay Rangroo,
Managing Director of MTM Ship
Management, some regulation was seen as
benefiting the seafarer, like the Electronic
Chart Display and Information System
(ECDIS) while the Ship Energy Efficiency
Management Plan (SEEMP) and Ballast
Water Management were considered to add
administration and costs.
Arun Ahluwalia, Fleet Director at MSI
Ship Management Singapore, believed that
with more technology like ECDIS coming
onstream, “second mates are very happy if it
is implemented onboard. They don’t have to
do any chart correction.”
Tim Wilkins, Regional Manager for
Asia/Pacific at the independent tanker owners
association INTERTANKO, believes that
while SEEMP is mandated, tanker owners
were already looking at efficiency and
commercial viability issues because of the
hike in bunker fuel costs. SEEMP, he said,
just happened to have come along at the same
time. Compliance is not the driver for
efficiency, but the profit from the voyage is,
added Tey You Huat.

SINGAPORE

Since implementing broadband “we
have been doing two downloads per day on
route optimisation and I can tell you we
actually saved over $500m last year on fuel
efficiency,” said Neptune ShipManagement
Services Managing Director Lee Chee
Seong. “If you can get a system that will help
you save money on fuel in the last couple of
years, people are interested and are willing
to invest in it.”
The use of broadband and advanced IT
systems has also raised the spectre of the
threat to ship owners posed by cyber-attacks,
or possible tracking by terrorists or pirates.
Although the amount of information moving
from ship to shore is a source of concern,
connectivity could also improve the chances
of locating a missing ship.
On the reverse side of the coin many
panel members believed that security was
more likely to be threatened by disgruntled
employees. In the event of a crew sabotaging
the network, day-to-day functions that
depend on downloading data could be
gone and could take some time to restore, it
was discussed.
While using broadband for CCTV
surveillance on ships could provide benefits,
this was still a controversial topic and could
result in a change of work patterns if crew
members knew they were under surveillance.
Satellite technology obviously has a role
to play in crew welfare and training at sea,
as improved communications with their
families would obviously be of benefit. The
question of whether crew retention was better
as a result of improved communications was
one issue. According to Christopher Kirton,
Managing Director of Norstar Ship
Management, crews joining ships without
broadband “may whinge for a while but that
won’t stop them from staying onboard the
ship”. Others suggested that a lack of
broadband might prove a barrier to
recruitment.
Broadband access could present
problems, however, crews could be less
interested in working overtime when they
could watch films in their cabins during rest
periods and might not be resting as required
under the new Maritime Labour Convention.
Different owners operate different
systems as far as access to broadband is
concerned with some selling prepaid cards to
try to recover part of the cost, according to
Lim Kian Soon, Head of Satellite at SingTel.
Tim Wilkins said that seafarers were not
choosing which employer to work for based
on connectively issues but on whether the
employer was a good one overall. Broadband
can also be used for distance learning
purposes although Captain Garg mentioned
that current technology was still not capable
of delivering face-to-face coaching and
mentoring. Systems that reduce the amount
of paperwork will obviously benefit
overworked crews. ■
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Driving Asia’s
integrated growth

W

ith Asia’s dynamic, robust
and increasingly affluent
economies helping to keep the
international shipping industry buoyant,
“the need for a unified Asian voice has
never been more important”, according to
Esben Poulsson, Honorary Secretary of the
Singapore Shipping Association.
Addressing delegates at the influential
Connecticut Maritime Association (CMA)
conference in Stamford in March on the
issue of the “The Fast And Furious Pace Of
Change In Asia”, Mr Poulsson said the
projected growth for the Association of
Southeast Asian Nations (ASEAN) was
5.2% this year and 5.6% in 2015, pointing
out that “an essential element” of this is
ASEAN’s “economic integration”.
He expressed the view that the
‘Dragon’s Head’ of Shanghai will “become
ever more important over time” while Hong
Kong will remain important for North Asia
and Singapore’s influence “will further
strengthen in South East Asia and beyond.
It is thus important for our association to
work ever more closely with other
organisations in Asia to ensure the Asian
message is heard internationally. The need
for a unified Asian voice has never been
more important,” he said.
In the area of shipping regulation, it is
essential that the views of Asian ship
owners are heard loud and clear, especially
on the many current issues such as piracy
and armed robbery, the Ballast Water
Convention, greenhouse gas emissions and
so on, he emphasised.
“Asian values prioritise community or
state interest over individual interests;
social order; stability and unity over public
debate; a respect for authority; hard work,
self-sacrifice and loyalty. Asian workers
and leaders embody these principles and
with their ‘can do’ attitude, they personify
the values of self-reliance and hard work.”
Pointing out that Asia, and most
certainly Singapore, “strongly focuses on
the need to bring young talent into the
industry”, Mr Poulsson highlighted the
Singapore Shipping Association’s strong
support for initiatives to attract young
people with an interest in shipping into the
industry – including the provision of
scholarships. He concluded: “Asia is
indeed changing the face of global
shipping today.”
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Esben Poulsson, Honorary Secretary,
Singapore Shipping Association
● In a separate move, more
international law firms could start basing
their maritime arbitration teams in
Singapore following BIMCO’s acceptance
to name Singapore as a recognised global
maritime arbitration centre alongside
London and New York.
This move by the Baltic and
International Maritime Council (BIMCO)
is a testimonial to the fact that Singapore
has gained international recognition as a
key player in the global maritime network
and a recognition to the efforts made by
SMF in developing the Singapore Ship Sale
Form, 2011 (SSF) and the draft Singapore
Time Charter Party Form (STCP).
The SMF developed the SSF in
response to the Singapore and Asian
maritime community’s call for an
alternative viable up-to-date ship sale form,
which caters to their requirements in view
of increasing maritime activities, an
SHIP MANAGEMENT INTERNATIONAL
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unprecedented increase in the volume of
maritime arbitration cases in Asia and
changing bank regulations. The SSF was
launched by SMF on 6th January, 2011 and
is increasingly being adopted by various
stakeholders in the shipping industry.
The form has since gained international
recognition with endorsements from the
Federation of ASEAN Shipowners’
Associations (FASA) and the Asian
Shipowners’ Forum (ASF). The SMF, since
1st November, 2011, has given the right to
distribute the editable version of the SSF to
the Asian Shipowners’ Forum (ASF). The
ASF then worked with SD Software
Developers (SDSD) to distribute a digital
editable version of the form through the
Charter Party Editor programme.
Drawing from the success of SSF, SMF
ventured into developing the STCP.
However, when the STCP was in its final
draft stage; BIMCO and the Association of
Ship Brokers and Agents (USA). (ASBA)
invited SMF to join them to bring about an
updated charter party form – the NYPE
Time Charter (NYPE form). The NYPE
form will be a tri-partite form revised by
BIMCO, ASBA and SMF. The revision of
the shipping industry's most widely-used
standard time charter party form has
required some hard-thinking by the

members of the drafting team. At an early
stage in the project it was decided that the
NYPE form should be more comprehensive
than its earlier incarnations – notably the
1946 and 1993 editions. Recognising that
the NYPE form is regularly supplemented
by numerous rider clauses added by users,
the new version will incorporate the most
commonly used additional clauses into the
main body of the contract. This process
alone will mean that users will significantly
reduce their risk of overlooking key clauses
or adding clauses which may conflict with
other provisions. As a result the NYPE form
will necessarily become much longer, but
this should be weighed against the
considerable benefit to users of not having
to add numerous rider clauses from various
sources or even having to draft their
own clauses.
Despite the lengthening of the form,
every effort has been made by the drafting
team to maintain the overall look and feel
of NYPE.
The NYPE form will incorporate
Singapore as one of the places of arbitration
along with New York and London and
several other provisions on ISM, ISPS,
slow steaming, hull fouling, piracy,
designated entities, advance cargo
notification, sanctions to name but a few.

All these provisions have been carefully
reviewed by the drafting team to ensure that
together they form an integrated wellbalanced and clearly written standard
form contract.
What does this mean for Singapore?
According to David Chin, Executive
Director, Singapore Maritime Foundation
(SMF), this development will put
Singapore at the heart of global maritime
arbitration. He said: “When you combine
this with the fact that BIMCO forms are
now listing us and the fact that more and
more shipping and chartering companies
are moving to Singapore then it would not
be unreasonable to assume that Singapore
could see more arbitration being
conducted in Singapore and not just on
our form but on all BIMCO forms.
The Singapore Chamber of Maritime
Arbitration is doing a lot of good work and
as a result, more English law firms have
opened here and their arbitrators are
moving to Singapore.” Mr Chin further
commented: “We were initially aiming to
launch this revised charter party at the end
of April in Dubai but the timeline has
slipped so we are now talking about
launching it at the BIMCO Documentation
Committee meeting in Copenhagen in
November.” ■

SLATER ON MONEY

COMMENTARY

slater
on money
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The outlook for shipping 2014 and beyond

013 was a year which saw extremes of
failure in the bankruptcies of many
public shipping companies and the
various restructurings of others.
Notable was the continued withdrawal of
traditional shipping banks, the collapse of
numerous German KG investment funds and
the further decline in spot freight rates in
most sectors.
Surprisingly all this was accompanied
with more ships being ordered than in any
year since the middle of the last decade and
the emergence of several billion dollars of
new equity funds from both Private Equity
firms and Hedge Funds, much of which
came through the Oslo OTC markets. These
funds also bought some large distressed
debt packages from the withdrawing
commercial banks.
This all gives rise to a number of
questions.
Many of these new orders have been
made in the expectation that the new fuel
efficient engines and hull designs will render
existing tonnage worthless and therefore
remove the capacity oversupply that these
orders would create. This theory is rampant
in the MR tanker and handysize dry-bulk
markets, yet with the existing fleets averaging
only seven years of age and the majority of
the new ships being delivered by 2016, it is
highly doubtful that these unproven
economies will prevent an acute over supply
of capacity. Furthermore, the existing ships
will have a lower capital basis than the new
ones and operating track records for
charterers to view which may create a two
tier market but not expand overall demand for
cargoes to be shipped.
The new equity capital is coming from
short-term investors many of whom still view
the boom freight rates of 2004/5 to be part of
a cycle which will return shortly and cause
significant increases in secondhand values.

This is not going to happen and the double
digit returns that these funds are expecting
will not materialise.
Shipping is a service industry which
earns a living carrying other people’s cargoes.
The charterers directly face the economics of
world trade made possible by the use of ships
and they are ever mindful of the
extraordinary levels that freight rates reached
in the middle of the last decade, primarily
caused by China’s unpredicted expansion of
its manufacturing industries and the
apparently insatiable appetites of customers
in the USA and Europe.
That bubble is long burst and the
economies of USA and Europe are still in
recession with little hope of recovery any
time soon. China itself is reviewing its own
economic policies for the next 10 years,
while still maintaining a huge shipbuilding
industry aimed at keeping freight rates down
for both its imports and exports.
All of this does not mean shipping
cannot produce economic returns for
investors as all ships have a finite life and
need to be replaced on a fairly regular basis
but the returns are rarely extreme except
where unpredicted events occur.
There is still too much active shipyard
capacity that can modify its prices and produce
ships of all types at will and even in some
cases build for their own account. Thus the
expectations of freight demand balancing or
even exceeding capacity are foolhardy, and
even the marginal benefits of fuel savings will
get lost in the pricing pressures that the
delivery of the present orderbook will produce.
Nowhere is this more clearly seen than
in the container sector. When Maersk moved
the ship sizes up above 9,000teu, the race to
build ever larger ships has been global while
the cargo volumes being moved have
remained static. The entire fleet has an
average age of some seven years with the
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larger ships being only four years. Yet the
current orderbook will increase the fleet
above 7,000teu by an astonishing 50% by the
end of 2015, and the ordering continues, and
revenues continue to decline.
Attempts by the large container
companies to work their routes in unison and
thereby improve the prices they can charge
customers, has met with enormous
opposition from shippers and is being
subjected to government investigations in
Europe, the USA and even China.
The new huge ships also face port
problems as they need larger cranes and
longer berths which some ports are reluctant
to invest in. Also the financial problems of
the new Panama Canal are certain to cause
several years of delay in the completion,
thereby restricting the Pacific/Atlantic
movements of these new ships.
Finally, when looking at the shipping
industry’s finances I am convinced there is
ample equity already available among the
traditional owners and it is the debt that is the
problem. The shortage of bank debt is a
universal problem that will not recover until
interest rates are lifted from their present
worthless levels, which are destroying the
value of savings, and inflation returns. Thus
many shipping companies have resorted to
another Wall Street creation of perpetual debt
which is very expensive and gets worse if the
borrower defaults.
The Hedge funds have also been buying
existing troubled bank debt at a small
discount, which begs another question; if the
present borrower cannot even pay the interest
on the existing loans and certainly not the
principal, how will these funds make money
on a marginally discounted price and where
is the double-digit return going to come
from? ■
Paul Slater is Chairman and CEO of First
International Corporation
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Go east
“L

ondon is extremely important,
it’s still the most important
shipping services centre in the
world but the industry can’t operate solely
through London” – Denis Petropoulos,
Executive Director, Braemar Shipping
Services, is fiercely loyal to his London
roots but having relocated to the firm’s
Singapore office, where he is responsible for
tanker chartering and development, he is
well-attuned with the need to seek out new
possibilities in the Far East.
With the greatest demand for bulk
commodities having switched from Europe
to Asia, trade patterns have enabled service
companies such as shipbroking, insurance
and finance based in the Far East, to be
further ahead with their deals on any
given day than those in the west and Mr
Petropoulos said as a result, the buzz phrase
‘trade zones’ has become a far more crucial
term than ‘time zones’.
“There is an enormous amount of
business for which the geographical position
of London is not always as convenient as
Singapore. People are moving to Singapore
because there is a great
tradition in
shipping of
building
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relationships,
building
trust
and
understanding how the trade evolves – if you
are close to the trade, you get a greater
understanding and gain better trust.
“Shipping has always been about
meeting and networking with others and ship
owners, charterers, brokers, bankers, insurers
and shipyards have all taken notice and have
established offices in Asia.”
But with Singapore having recently been
deemed the most expensive city to live in the
world, according to a survey from the
Economist Intelligence Unit (which compared
over 400 individual prices across 160 products
and services – clothing, rent, transport, food
and drink costs being just a small handful of
the considerations taken into account), will the
cost of living put some talented brokers off
moving to Singapore and are such costs a
barrier to entry for some firms?
According to Mr Petropoulos, this isn’t
a real issue: “It’s very expensive to live here
but people commute to London whereas you
can’t really commute to Singapore, you’re
either here or you’re not. When you compare
Singapore and London, I believe differences
between taxation and the cost of living mean
you end up with about the same net result in
the end and it’s not really too different to
European cities or New York for that matter,
in terms of living costs.”
He added that one important
consideration is that the Singaporean
authorities are incentivising shipping
and other transportation businesses to
choose Singapore as their eastern base,
as opposed to Hong Kong, Kuala
Lumpur or Dubai. “Singapore sees the
maritime industry as a key part of its
strategy and they must keep it incentivised
but ultimately, brokers are here because of
the business that comes from being in this
trade zone – they are not there because
of tax incentives.”
When asked
about
the
level
of
expertise
available
locally
in
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London is
extremely
important, it’s still the
most important shipping
services centre
in the world
Denis Petropoulos,
Executive Director,
Braemar Shipping Services

Singapore, Mr Petropoulos said growth in
local shipping services has really proven the
talent of local professionals, in broking,
accountancy and media and that it is a
common misconception to assume Singapore
is constantly desperate for talent to be
exported in from elsewhere. “It would be
wrong to think that local people aren’t
capable. I would say in some cases it’s the
experience which is lacking, not so much the
talent, skillset or education,” he said, noting
that Braemar’s Singaporean brokers are
building on their expertise.
“There is a great generational business in
Hong Kong and some generational business
in Singapore but it is very much about
experience as this is required as well as skill
and talent,” he said, adding that locally, a real
mix of different professional talent is helping
Singapore to bloom. “It’s rather nice that
Singapore is full of young talent and that this
is combined with overseas and local
experience – it all comes together rather well.
Singapore is like London in that you never
experience a feeling of being ‘foreign’ and
that’s quite a special thing.”
Describing Singapore’s lure for brokers,
he concluded: “If you are looking for a
lifestyle change, Singapore has everything.
Brokers enjoy working in big cities such as
London or New York and they enjoy the
lifestyle there so they may be less keen to
move. But those who make themselves
available to move to Singapore are realising
that the quality of life is even greater here
than in some of the most glamorous parts of
the world. I love London and I enjoy it very
much but Singapore is a pleasant place and
there is no hassle with commuting. It is
expensive here in some ways, schools are
expensive, driving is expensive, but then
that’s balanced out in other ways.”
But wherever a broker may be situated,
Mr Petropoulos said it’s always business as
usual: “Brokers spend their entire lives
giving market calls and market opinions
because of their experience but of course,
we have no control over the markets –
wherever we are based, we are here to
deal with the macro economics of
demand within shipping and the global
economy.” ■

MARKET SECTOR

TECHNICAL MANAGEMENT

Lifecycle
approach brings
welcome accuracy

A

new approach to the way vessels
are looked after in the long-term is
proving to be a great success with
the company behind it believing it will one
day be adopted by much of the industry.
Wilhelmsen Ship Management has been
at the forefront of pioneering its drydocking
management with vessel lifecycle approach
and has established an in-house team of
drydock specialists, as Head of New
Building, Docking and Projects, Sanjiv
Rastogi, explained: “We decided we should
set up a separate project and drydocking team
because traditionally drydockings are carried
out by vessel superintendents, who usually
look after two to five vessels depending on
the complexity of the vessels.
“It takes a lot of time to prepare a good
specification, deal with the tender process
leading to shipyard selection, to order parts
and services for the docking. All this was
being done by individual superintendents and
this is how it is done in most companies, even
now. A Superintendent would do one or two
projects in a year and would not have time or
resources to access previous records of
similar dockings. The quality of preparation
depended on the time he could spare
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from day to day operational issues and
communication, and also his individual
experience. So, we decided to start a
drydocking group where we would look after
all the drydockings with common process
and to make use of a state-of-the-art software
as well. Since we would be doing 20 to 30
projects in a year, we would not only be
professional, but implement experience and
best practices from one docking into the next
ones leading to continuous improvements.”
Resourcing for the new WSM project
group started two years ago and the
group actively began its drydocking last
year. In the first year they analysed many
docking projects, and collected data from
industry experience.
Mr Rastogi said the lifecycle approach
had been brought in to decrease the amount
of maintenance and operating costs by
providing greater accuracy.
“When we talk of a lifecycle, it is the cost
of ownership of the vessel – so it includes the
purchase price and then the maintenance and
operating costs (excluding bunker costs)
during the vessel’s lifetime.
“The lifecycle approach to machinery
and hull is something new. Today, the focus
ISSUE 48 MARCH/APRIL 2014

is on the operating cost of the vessel and
when and how it can be influenced. It can be
influenced at the time of shipbuilding by
adopting designs and the construction
process with a view for reduced maintenance
and operating cost and improved reliability.”
“After vessel delivery, the lifecycle cost
can be influenced by the quality of running
maintenance of the vessel, and more so
by implementing lifecycle management
techniques during the scheduled Drydocking
every two and a half or five years.”
Nevertheless, Mr Rastogi said the
lifecycle approach was not all about saving
money “because saving money is in the
longer term and we may have to invest a little
bit of money by more inspections.”
For example, when the ship is younger,
you can restore the coating in ballast tanks
and open areas of the deck, and by this action
can prevent steel from corroding in later
years. To replace the steel when the ship is
aged 15 to 20 can cost millions of dollars.
“People are actually spending that
money for steel renewal,” said Mr
Rastogi. “So instead of that, if you spend
$50,000 or $100,000 on restoring the
paint when the ship is younger, you can

TECHNICAL MANAGEMENT

“We always try to keep on top of the
technology and new research. Of course, in
the end though the ship owners spend the
money they are happy to receive cost benefit
analysis on new developments (including
project cost) and at times they like to give it
and try and then maybe implement it for
the fleet.”
The software WSM uses is from
UK-based company Minitech. “We
now have a centralised database – including
specifications, cost reports, technical reports
and photographs,” said Mr Rastogi.
He added: “Clients drydocking with us
can really benefit from our experience from
other similar projects and this means they can
avail of better discounts that we had
successfully negotiated on other projects, as
well as our technical experience from other
projects.”
The software also has ship module, so
the vessel can report defects within the
software, and that can be converted to

really extend the life of
that system. If crew is
unable to prevent rust on
decks during normal
operation, this must also
be treated at drydocks to
save on expensive steel
renewal.”
The drydocking group also needs to
be kept constantly aware of new
legislation and regulations, particularly
those
involving
environmental
consideration and this can be crucial when
carrying out preparations.
“If it is something we can do during
the time the ship is taken out of operation,
that is the time you have to plan well
beforehand for any environmental
upgrades,” said Mr Rastogi.
There is a separate department within
WSM that keeps the drydocking group
informed of new regulations and this is
then put down into cost in terms of money
and time. If there are any changes
that need to be implemented, they try to
discuss them a year in advance of the
drydock so there is enough time to
plan it in.

Sanjiv Rastogi, Head of New
Building, Docking and Projects,
Wilhelmsen Ship Management
specifications in the office. So at any time, a
repair specification can be ready for any
emergency or unscheduled docking.
One of the biggest challenges in
managing drydocking, according to Mr
Rastogi, was the communication with
shipyards.
“When a shipyard received an
incomplete specification, they could only
quote prices for such jobs and many other
costs have not been accounted for. Now, we
ensure that we get fixed prices for at least
95% of all items. We provide detailed
specifications so that the shipyard
understands everything and are able to quote
accurately. We benchmark ourselves by
seeing how much accuracy we can achieve
on a job level.”
“For the projects we have done, we’ve
ended up in 99% of cases within or below
what we have projected.”
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The drydocking group has also recently
started newbuild supervision, the know how
and procedures obtained through its in-house
service (Wilhelmsen Marine Consultants).
The experience is now adopted and refined
by WSM’s Drydocking Group to cater for
third party new building projects.
“There is a demand in the market for
newbuild supervision. We have started that
now and we have our first couple of projects
and hope it will expand rapidly,” said
Mr Rastogi.
“From the lifecycle point of view, that is
a time when you can really influence how
the ship is built and being there at that point
can really work along with having a better
ship for the next 25 years.”
Have there been any problems with
implementing the new way of managing
drydocking?
“Initially, it was thought that shipyards
would be reluctant to work with improved
specifications from the docking group
because most shipyards are used to the way
they have been dealing with superintendents.
However, when Mr Rastogi, a former
Chief Engineer who has now worked on
shore for 23 years, visited about 10 shipyards
and asked them how they would like to have
accurate specifications - they said they
would welcome this, despite not making
much money out of extra jobs, as they could
have sufficient margins by optimising
resources and materials with a good
predictable project.
“They also said it’s good working with
a single point of contact within a company.
They do not need to work with 10 different
superintendents for 10 different projects.
We found that is a very powerful advantage
for our clients – now we have sufficient
leverage to get dock space at short notice
and if we ask a shipyard to reduce costs in
some areas they know we are serious and
they normally do it.
“Today it is not too bad for owners, but
a few years ago most of the shipyards in
China were going into new building and
there were fewer resources left for docking
and the price went up.”
The shipyards also did not have any
problem to provide their quotations in a
format required by the docking software.
Mr Rastogi believes the drydocking
team approach, combined with the software
will be a lot more effective and powerful.
Individual Superintendents can have more
time to deal effectively with the operation of
vessels instead of partially doing operations
and project work.
“I think the results are clear. We can see
reduced costs, predictive time and cost and
more work gets done. The lifecycle approach
is just starting now and we are actively trying
to promote it because it will keep a better
quality ship and will raise the value of the
ship for the client.” ■
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BUSINESS VIEWPOINT

P&I & LAW

Come together
T

he recently concluded merger
between North of England P&I
Club and Sunderland Marine
Mutual Insurance has inevitably stirred up
discussions about the likelihood of further
consolidation within the P&I sector.
Indeed, shortly before his retirement as
Chief Executive of Charles Taylor, which
manages Standard P&I, Alistair Groom
asserted that “consolidation is likely in the
medium term”.
However, Andrew Bardot, Secretary
and Executive Officer of the International
Group of P&I Clubs, sees it differently:
“There is often talk of consolidation
between clubs but while there have been
flirtations between group clubs that have
come to nothing, there haven’t been any
direct mergers between IG members for
many years. Yes, we have seen the merger
between North and Sunderland – but the
latter was not a group club.”
Between them, the 13 International
Group members provide liability cover for
approximately 90% of the world fleet.
“Some would say there should be
fewer clubs in the group but others say
one has to look at the very unique
structure to understand that they don’t
merge in the same way that commercial
insurance organisations might merge,”
says Mr Bardot.
“P&I clubs tend to be fiercely
independent. They are effectively owned
by their ship owner members, who tend to
be quite proud of their independence as
clubs – they are generally in the club they
are in because they like that club and the
way it is run. So unless there is a
compelling commercial imperative, there
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doesn’t appear to be a great appetite
for merging.”
There is, however, one ‘but’ in his
point of view – the increasing regulatory
pressures faced by the P&I sector. In
particular, he highlights the EU’s
Solvency II Directive, aimed at
harmonising EU insurance regulation.
It’s possible that increasing financial
regulation could mean some may need to
consider a merger, he said.
“Like any industry, regulation is
becoming an ever-increasing burden on
management
time,
with
endless
requirement to have actuarial exercises
undertaken – and I suspect it will only get
more so.”
EU regulators do understand the
unique nature of the P&I system – that the
clubs are not capitalised in the
conventional way and their ability to levy
supplementary calls on their ship owner
members is key in calculating solvency
margins – he added. “But it is an increasing
burden and as the processes become more
formalised, it is slightly inconsistent with
the concept of the mutual.”
If the P&I system of pooling and
reinsurance needed a tough test, then the
Costa Concordia disaster of January 2012
provided it. “This was the first claim that
has really gone through the first ($500m)
layer of the reinsurance programme, and
then also all the way through the second
($500m) layer and into the third,” said Mr
Bardot. “That was a rude shock for
underwriters having to pay claims for the
first time in many years and unsurprisingly
it has had a reaction in terms of the pricing
of the reinsurance contract for this year.”
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However, he said he is hopeful that the
impact of this ‘very exceptional accident’ –
liability claim $1.16bn at the time of writing
– has now been absorbed. “The main impact
was in the 2012-2013 renewals.”
This was a game-changing event he said
– the massive cost of wreck removal
operations being very much a one-off. “It was
exceptional in the way it happened and in the
way it had to be dealt with, which has been
more akin to a civil engineering project.”
This was compounded by the loss in the same
policy year of the container ship Rena off
New Zealand, in October 2011.
“That was a very bad year for the market
but since then the claims have been very
benign and that will hopefully help the
reinsurers get their books back into order.”
The oldest members of the
International Group trace their roots back
more than 150 years and the group pooling
arrangement dates back to 1900. It is, said
Mr Bardot, a system which has proved
immensely resilient, durable and adaptable
to meet ship owners’ needs.
“Rather than merging, we are actually
seeing clubs diversifying into non-core
activities such as setting up or managing
fixed premium facilities,” said Mr Bardot. “I
think that is likely to increase.”
At the club level, however, the last policy
year was tough, with quite heavy claims
within the retention and pool levels, he said.
“And obviously, the clubs are suffering from
poor investment returns. Historically, interest
rates have been an important cushion for
underwriting; clubs don’t like making
supplementary calls, but when investment
returns plummet, that takes away the
safety margin.” ■
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UNITED KINGDOM

A

s the UK city of Liverpool
prepares to welcome the maritime
world
to
showcase
what
Merseyside and other parts of Britain have
to offer as part of the International Festival
for Business in June, momentum is
building for another event now firmly on
the shipping social calendar.
Following the success of last year’s
inaugural London International Shipping
Week (LISW), plans are now forging ahead
for the second one, which will take place in
the capital in September 2015 and the
combination of two major maritime events
for the UK is causing quite a buzz.
Speaking of the push to promote the
maritime sector as a growth industry in the
UK, Dan Turjussen-Proctor, Commercial
Director at TheCityUK, the independent
promotional body for UK financial and
professional services, said: “When I
consider it alongside the core of the
Government’s work, being led by a new
body, the Financial Services Trade and
Investment Board (FSTIB), we have ample
evidence of Government working hand in
hand with industry at least in the financial
services sector to drive effectively export
level growth.
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Making
Britain great
“It’s about helping British firms that are
doing business in the UK to access overseas
markets in a much more helpful way.”
Indeed, responding to the recent
Chancellor’s Budget for 2014, Guy Platten,
Chief Executive of the UK Chamber of
Shipping, described it as an “export-led
budget for export-led recovery”.
He said: “Countless new and old
businesses are crying out for the
opportunities to access global markets but
for too long have been held back. But
shipping moves 95% of the UK’s exports so
you cannot have an export-led recovery
without a strong and vibrant shipping
industry. It is why the UKTI (UK Trade &
Investment) needs to get out there and bring
new maritime business to the UK in
partnership with industry.”
Jonathan
Roberts,
Head
of
Communications for the UK Chamber of
Shipping/Maritime UK, said: “It is clear
that the shipping industry is very much in
the mindset of our politicians now. LISW
came at the perfect time for us, as we
were beginning to make significant
breakthroughs in building our relationships
with Government and Parliament – LISW
helped cement and build on those
ISSUE 48 MARCH/APRIL 2014
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relationships. Now we’re seeing tangible
and very positive changes in Government
policy.”
London International Shipping Week
2013, held last September, saw thousands
of delegates descending on the UK capital
to attend more than 70 maritime events
including a high-level Government
reception at Lancaster House, a Downing
Street summit, a variety of conferences and
a spectacular Gala Dinner.
It was deemed a great success by all
concerned including Shipping Innovation,
who organised the event in association with
Maritime UK partners The Baltic
Exchange, Maritime London, the UK
Chamber of Shipping and TheCityUK.
Mr Turjussen-Proctor added: “We were
absolutely delighted to support London
International Shipping Week. We see it as
an important part of the overall financial
services industry in the UK.”
On the opening day of LISW 2013,
TheCityUK published a Maritime Business
Services Report which showed the
important role of maritime services in the
UK economy and how it is demonstrated by
its direct contribution. The sector was
generating GDP of £1.5bn and providing

UNITED KINGDOM

employment for over 12,000 people as well
as raising tax revenue of £385m and
producing overseas earnings of £2bn.
TheCityUK has not measured this
again since as it only does so periodically
but Mr Turjussen-Proctor said he certainly
hoped to have up to date figures for LISW
2015, which runs from September 7th to
11th next year, and there could possibly be
an interim report.
“When we come to refresh the
employment and GDP figures for the
maritime business services industry then we
would anticipate and hope to see growth,”
he said.
He added that the other measure of
success of LISW was the breadth and depth
of member interest – TheCityUK is a
membership body and therefore represents
many in the maritime financial sector
including banks, insurers and asset
managers.
“The feedback we have had from
members has been very positive. We had a
significant number of members attending a
variety of the events that were put on during
the course of Shipping Week. It also came
up for discussion at our Board Meeting
and the Board was minded to note
that it was a very successful event and
it was very pleased that
TheCityUK’s
Executive

chose to get involved and encouraged us to
do so again.”
He added: “These are soft measures I
suppose, in many ways, but in the absence
of hard data about GDP or numbers of
employment in the industry, at least we can
say we thought it was a great event, our
members wanted to come along and we
want to support it again.”
Speaking at the UK Chamber of
Shipping’s Annual Dinner in February,
Stephen Hammond MP, the Parliamentary
Under Secretary of State and UK Shipping
Minister, spoke about the progress made in
providing a more “cohesive, co-ordinated
approach to the maritime sector” and how
strategic partnership plans had been
published.
“The inaugural London International
Shipping Week was an example of
partnership working in practice,” he said.
“And I would like to pay tribute to the
central role the UK Chamber of Shipping
played in making the event a success.”
He outlined what he saw as the three
main priorities for the UK in the
year ahead and the first was
growing the UK shipping
industry, in particular the number
of
maritime
training
opportunities available.
His second priority
was getting rid of
unnecessary regulation
and cutting taxes to help
businesses to grow and invest in the
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infrastructure they needed and the third was
developing the strategic partnership and
supporting the expansion of the maritime
sector in the UK.
“Britain’s trading relationships with the
fast growing economies outside of Europe
are increasingly important to our national
prosperity,” he said.
“Britain has world-beating firms in the
maritime services sector. More vessels are
fixed through British-based shipbrokers,
more capital provided via London banks
and funds and more vessels insured here
than anywhere else in the world.”
He said he also wanted to work with
industry colleagues on the future
development of the strategic partnership
plan adding: “And I want to understand
what’s needed so we are ready by the next
London International Shipping Week.”
Mr Hammond confirmed that the
Government would be providing its full
support for LISW 2015.
Doug Barrow, Chief Executive,
Maritime
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London, who sat on the LISW 2013
Steering Group said it was difficult to
quantify the success of last year’s event
but there was no doubt it would become a
firm fixture on the shipping calendar.
“Direct outcome is difficult to
ascertain and in many instances
sometimes you will never know. All you
are doing is raising the profile and
providing an opportunity for those
companies to meet, to talk and to
do business.
“What is interesting is it is still very
much in the forefront of people’s minds.
In daily conversations people still refer to
LISW 2013 and, more importantly, there
is a high level of interest for what is going
to happen in 2015.”
He said many members of Maritime
London had been asking about the plans
and how they could be involved.
“I think if you look back to what was
lacking in 2013, it was the confidence
from some parts of the industry – they
didn’t know if it would be successful or
not and therefore they would not join in.
“However, as we approached the
event, we did notice at the end there was
quite a sharp increase in interest when
people realised it was going to be
successful. I think that is not a concern for
2015 because people know there were

over 70 events in a week and on the first
time of doing it, that’s quite incredible.”
Mr Roberts agreed saying: “It takes
time for any new venture to embed itself in
the mindset of its target audience. But
there’s no doubt that it has left a lasting
impression. It was interesting to see how
many organisations, companies and
individuals who were a little sceptical of the
project, are now fully behind it as we build
towards 2015.”
Mr Barrow said it was important to
keep the momentum and interest going and
to monitor the format to make sure there is
the right level of activity.
“Really, it is up to the players in the
market. All that has really been done has
been to provide a blank canvas and say
‘here you go, paint what you want into it’.
Now organisations have got it then it will
be up to them to say ‘what can we do in that
period of time and how can we differentiate
ourselves?’”
Mr Barrow thinks the format worked so
well because there was such an array of
interests covered from education and
technical matters through to commercial.
“People came because they heard about
it not necessarily because they were
individually invited for a special event or
members of an organisation. London is also
very accessible for many people.”
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And it seems word of London’s success
is encouraging other UK maritime centres
to promote themselves too, as is the case
with the Maritime, Logistics and Energy
(MLE) thematic at the International
Festival for Business in Liverpool in June
(more details pages 54-55).
“Since LISW we have been getting
more interest from outside of London.
We’ve got members up in Ipswich, for
example, who are looking to do something
in that part of the world and even though
it’s a long way up, there are quite a lot of
ship owners utilising the ports up there.”
TheCityUK’s Dan Turjussen-Proctor
added: “One of the interesting things from
our perspective is that we are a UK-based
organisation and our scope is the UK not
London or the City so we would be really
interested in how we reach out to the
broader maritime services industry across
the country.”
“What is most important is that the
unity between industry and government
is maintained,” said UK Chamber of
Shipping/Maritime UK’s Mr Roberts.
“It is the first thing potential inward
investors look for. But we also need to
look beyond our inward investors and
think much more about how the UK can
allow its own maritime entrepreneurs
to thrive.” ■
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Liverpool looks to echo
London’s shipping success

A

n exciting opportunity to
network and gain important
business links will take place in
June when over 250,000 visitors
descend on the UK city of Liverpool
for the International Festival for
Business 2014.
In what is being described as the
business equivalent of the 2012 London
Olympics and hot on the heels of the very
successful London International Shipping
Week held last year, two of the six weeks
are dedicated to the Maritime, Logistics
and Energy sectors with over 30 themed
events taking place. Other sectors being
showcased in the Festival include
Professional & Financial Services,
Manufacturing, Science & Technology
and Low Carbon & Renewables.
The MLE thematic, which takes place
from 9th to 20th June, is being organised
jointly by Mersey Maritime and Shipping
Innovation, which was responsible for coordinating last year’s highly successful
inaugural LISW.
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Mersey Maritime Group, which
represents over 200 maritime and maritimerelated businesses in Liverpool and the
North West, used its March ‘Face-to-Face’
Forum to outline to its members the benefits
of being involved in the MLE event and the
reaction was said to be overwhelming.
Events already scheduled include a
champagne launch reception at Liverpool’s
iconic Royal Liver Building, two days of
themed events showcasing the Isle of Man,
a panel-led discussion on The Changing
Landscape of Transport and Logistics, a
two-day conference on Shipping in
Changing Climates: Prioritising the Future,
a Maritime & Logistics Conference, WISTA
(Women’s International Shipping and
Trading Association) Grand Debate and
MLE Grand Gala Dinner. The International
Mersey River Festival also takes place
during the fortnight.
Jim Teasdale, Chief Executive of
Mersey Maritime Group, said the variety
and diversity of events that are already
planned for the MLE fortnight point to the
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crucial role the region and its businesses
currently play on the global transport stage.
“This can only be good news for the
hard work undertaken by Mersey Maritime
members and other businesses in the region.
We look forward to inviting the business and
political decision-makers to Liverpool in
June to show what this dynamic region is
achieving and is capable of achieving in
the future.”
Llewellyn Bankes-Hughes, Director of
Shipping Innovation, said: “The two weeks
of focused maritime, logistics and energy
events during IFB 2014 will bring thousands
of people to Liverpool and highlight the
multiple business opportunities in this fastdeveloping region. It will also deliver new
investment that will not only benefit this
historic maritime and trade-oriented city, but
also the north west of England and the rest
of the UK.”
For further information about the
programme or sponsorship, please visit the
Maritime, Logistics & Energy website on
www.maritimelogisticsandenergy.com ■
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Born to perform
Third-party shipmanagement is challenged by increasingly
demanding performance requirements. However, performancebased contracting (PBC) is hardly applied in the industry. This type
of contracting could create a win-win situation for ship owners
and managers, writes Jeroen Hollebrands, Project Manager
Newbuilding, Group Procurement, APM Group, who has

P

completed an MBA thesis analysing two successful cases of PBC
erformance-based contracting is a
relatively new type of contracting
for service providers. PBC lets
clients
define
the
performance
requirements which are fulfilled by the
service providers in a transfer of risk for
the reward of incentives for performance
excellence. This improves the alignment of
interests of both parties.

Shipmanagement outsourced
A ship owner decided to outsource
management of the fleet to a ship manager
to benefit from economies of scale. The
parties used standard BIMCO contracts
where performance-based contracting was
added to align the interests of both parties.
The contract contained two types of
performance measures: budgetary controls
and Key Performance Indicators (KPIs).
Budgetary control was considered more
important and had a higher weighting. The
KPIs were meant as quality control
measures. The OPEX and CAPEX budgets
were based on the three-year estimates.
The KPIs were averaged over the fleet
and consisted of operational and safety
indicators. A fixed management fee was set
per vessel on top of which (dis)incentives
were applied. The total amount of
incentives to be earned over the three-year
period was a maximum of 10 times the
annual management fee per vessel while
penalties were limited to seven times
the fee.

Outsourcing shipmanagement led to a
significant change in the company. An
elaborate communication scheme between
manager and owner was used to keep all
parties well informed (such as board
meetings, monthly meetings, etcetera).
After implementation of PBC, timeconsuming discussions evolved around the
allocation of expenses (i.e. CAPEX or
OPEX), because incentives were only
linked to operational expenses. Also,
unplanned downtime was claimed due to
complacency in CAPEX investments,
which was arguably beyond the manager's
control. Valuable time was spent on these
discussions to prevent PBC penalties,
which distracted from managing the ships
safely and efficiently. Ultimately, the owner
decided to discard all penalties and only
keep the incentives in force.
Upon contract renewal the PBC clauses
were reviewed and KPIs updated. This
allowed for focus on particular operational
areas and improved alignment between the
owner's strategy and the manager's
performance.

Crew management outsourced
The other ship owner only outsourced
crew management activities, while
technical management was kept in-house.
A standard BIMCO contract was used with
an additional incentive system. Four
categories of performance measures were
linked to an incentive: owner performance,
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victualing, training and innovation. The
total available incentive was about 3% of
the total annual operational expenses of
the fleet.
The incentive tied to 'owner
performance' was divided into three subcategories: safety, people and expenses. The
safety indicators were based on universally
applied KPIs e.g. LTI. The expenses KPI
enabled bonuses when the expenses were
below annual budget. All operational
expenses were entirely transparent to the
owner, since these had to be reimbursed to
the ship manager. Therefore negotiations on
next year's budget were based on detailed
bottom up calculations with allowance for
year-on-year inflation. This prevented the
manager from forecasting budgets which
would have been too high to benefit from
reduction incentives.
Onboard feeding costs were linked to
an incentive which increases linearly with
reduced expenses. A large share of this
bonus was returned to the crew, as reward
for increased efficiency.
The training and study leave of crew
had to be managed efficiently to earn that
incentive. Finally, incentives were available
for innovations which improved business
performance, these were assessed on a caseby-case basis.
This PBC was successful and used over
a considerable period. Performances were
evaluated annually and new KPIs were set.
Communications between parties took
place extensively.
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DISPATCHES

PBC guidance
The following part of this article
analyses the two cases to develop
guidance for applying PBC in ship
management. The theoretical framework
of agency theory is used to analyse how
the three risks in PBC (adverse selection,
moral hazard and risk preference) are
averted in the cases.

Adverse selection
An adverse selection problem arises
when the principal is not completely
informed about the capabilities of the agent
before contract signing. The agent may
withhold information or overrate
capabilities, because this may lead to better
contract conditions.
The cases provide no evidence of
adverse selection. The problem was
avoided by short-listing only well-known
ship managers. Literature suggests using a
rating system to select the best agent.
InterManager's Shipping KPI system can be
used to solve adverse selection. This is
particularly useful for ship owners with less
experience in shipmanagement.

Moral hazard
Moral hazard is a problem that the
principal cannot predict – he cannot be
completely informed about the agent's
behaviour after contract signing. And the
agent has no incentive to give the highest
level of effort if the principal is not aware
of this and will not reward the agent as
such.
Both cases apply measures against the
moral
hazard
problem:
intensive
communication
and
outcome-based
incentives. Intensive communication
creates awareness of the manager's
activities and objectives. In both cases
performance measurements are recorded by
the agent itself. This bears a risk of
manipulation, but due to extensive
communication and transparency this has
not been an issue. The need for accurate
definitions of performance measures
became apparent in both cases and this was
solved between the parties. Alternatively,
third party certification for quality
assurance and monitoring could provide a
solution here.
The cases combine two payment
models:
long-term
behaviour-based
contracts (the management fee) and
outcome-based incentives based on
performance.
The
outcome-based
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incentives
reflect
the
manager's
performance, so that any signal about the
manager's effort is used in the
compensation scheme.

Risk preference
Outcome-based contracts transfer risk
from principal to agent. There are two
factors affecting the cost of transferring risk
to an agent. (1) A high outcome uncertainty
leads to a higher cost of transferring risk to
the agent. (2) A higher risk aversion of the
principal and lower risk aversion of the
agent leads to a lower cost of transfer.
However, neither case has transferred
risk from owner to manager, this limits the
effectiveness of PBC. There are several
reasons: (1) in a standard BIMCO contract
the ship owner is responsible for the full
insurance of the hull and machinery. In the
case of damages to equipment caused by
operational mistakes of the manager, full
insurance is still provided. (2) The BIMCO
contract limits the liability of the ship
manager. (3) Causality is another problem
for transferring risk. For example, a ship
manager becomes responsible for all
maintenance against a fixed sum per year
and performance is measured against
equipment availability. This is considered
difficult to implement due to the complex
stakeholder structure in shipmanagement.
External factors beyond the ship manager's
control can severely affect the operation of
the ship's equipment, such as the underinvestment in CAPEX.
A ship manager's willingness to take on
risks varies per organisation. Financial
strength is an important determinant. A ship
manager operating just five ships is much
more affected by a financial disincentive
than a manager operating 100 ships. The
more risk averse, the more incentives come
at the cost of a higher risk premium.

Limited liability
Limitation of liability is common in
shipmanagement
contracts.
This
complicates the moral hazard problem,
because managers experience less risk.
Owners cannot disincentivise the managers
adequately in case of failure and incentives
need to be higher in case of success. One
solution is revenue sharing.
Revenue-sharing between ship owner
and manager has its challenges. A ship
owner earns revenue by providing
transportation services to a charterer,
governed by a charter party between owner
and charterer. A shipmanagement contract
concerns the operational management of
ISSUE 48 MARCH/APRIL 2014

the vessel, between owner and manager.
The two contracts are entirely separate.
However, the performance of the ship
manager directly influences the charterer,
e.g. through voyage execution and care of
cargo. As such the charterer benefits from
an efficient ship manager. For example,
operating a ship at optimal trim saves fuel,
which directly improves the charterer's
bottom-line. But for the ship manager there
is little incentive to improve fuel
performance as long as speed and fuel
consumption comply with contract figures.
The benefits for the charterer are not
passed on to the manager. To achieve the
optimum performance a holistic approach
is required, which optimises the benefits for
ship owner, manager and charterer. Because
of this tripartite relationship, a bipartite
contract between ship owner and manager
does not maximise the full competitive
advantage for the ship owner.
In other industries revenue-sharing is
achieved by equipment manufacturers
retaining ownership and guaranteeing fixed
maintenance costs. Ship managers are not
suppliers of equipment, the ships are
constructed
by
shipyards
upon
specifications agreed with the owner. This
adds further complications to the PBC
structure. Recently, manufacturers of
marine equipment have signed contracts
with ship owners based on PBC principles.
This development is logical in the overall
PBC context, but leaves out the role of the
ship managers.

Conclusion
Performance-based contracting could
become an important tool for ship owners to
gain and maintain a competitive advantage
when outsourcing shipmanagement services.
The cases demonstrate that PBC enables the
ship owner to steer and reward the
performance of the ship manager with more
focus than a standard contract.
The two cases only apply bonuses, not
penalties, therefore the full potential of
PBC is not used. Risk is not transferred, due
to the limitations of liability in contracts.
Also, the different contracts between ship
manager, owner and charter are not aligned
and prevent incentives from charterer to
manager.
To encourage better application of PBC
in shipmanagement, one suggestion could
be to review the liability limitation and
enable the transfer of risk to the manager
against incentives. A holistic approach is
required to implement PBC and obtain
the competitive advantages through
shipmanagement. This will further improve
alignment of the interests of ship manager,
owner and charterer. ■
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HEARTBEAT

heartbeat
Breathe easy

W

ilhelmsen Ships Service (WSS)
has launched an innovative but
simple solution to assist ship
owners in meeting one of the demands of
MLC2006. The Duct Air Treatment,
showcased for the first time at APM
Singapore, is an anti-bacteria block which
works within HVAC systems onboard
vessels to stop the spread of invisible
mould, bacteria and viruses.
Hilde Hvaal Durban, WSS Product
Marketing Manager for Marine Products
said: “The block works by sterilising
and sanitising the entire onboard air
conditioning system, including both the air
passing through the system and the air
handling unit, ducts and diffusers. It is
100% natural with no maintenance or
energy costs and is quick and easy to install,
with no need for installation equipment or
training”.
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The cleanliness of onboard air
conditioning systems is crucial to the health
and well-being of passengers onboard ship
and as such, makes up part of the
MLC2006. According to Svenn Jacobsen,
WSS Technical Product Manager
Refrigeration, marine HVAC systems are
ideal breeding grounds for bacteria, viruses
and mould and as such, it is vital that they
are well maintained.
“All mould and yeast spores should be
regarded as potentially allergenic. Repeated
exposure to high concentrations of spores
from any number of species can lead to
crew sensitisation and in worst cases, acute
and chronic health problems. Because the
Duct Air Treatment facilitates fast and easy
disinfection, it works to prevent the spread
of disease onboard and improve air quality
significantly,” Mr Jacobsen said. ❤
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Drink to
health

H

utton’s
Group, a UK
ship supplier,
has
reported
an
increase in sales of
bottled water, up 30%
on last year’s figures
and Alex Taylor,
Hutton’s
Group
Managing Director,
has attributed this to a growing awareness of
healthy living and the industry-wide
deterrence of alcohol onboard ships.
“We are getting clear signals from our
customers that their crews want to live a
healthy lifestyle while onboard and we think
this increase in requests for bottled water
reflects this desire. I also think the portability
aspect of a bottle of water is having an
impact too – seafarers want to have clean
water at their fingertips while they are
working,” Mr Taylor said.
The Hull-based supplier to the
international shipping industry says this
January alone it sold almost 40,000 large and
20,000 small bottles of still water with sales
of sparkling water (particularly popular with
eastern European customers) growing too. In
fact January’s sales equate to more than
13,000 litres of water!
Hutton’s also stocks water filtration
products including the anti-legionella safe
shower head, for which it also reports
increasing sales. They are treated with
antimicrobial coating and use a filter to
remove any legionella from the water.
Hutton’s Medical General Manager
John MacDonald said: “We have fitted
these shower heads in a range of vessels for
our customers and they are proving popular
as they remove the bacteria without the
need to take the shower heads off to
disinfect them.” ❤
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World Cancer Day highlights
occupational cancers

T

he British Safety Council (BSC)
marked World Cancer Day by urging
employers to implement sensible
controls to manage workplace carcinogen
exposure.
World Cancer Day, (held annually on 4th
February) is an initiative which forms part of
the wider campaign to significantly reduce
premature deaths from cancer and improve
the quality of life for cancer sufferers and to
improve cancer survival rates. Research has
shown that occupational cancer remains a
key health issue and the risks from exposure
to carcinogens in the workplace can be
minimised through proportionate, effective
risk management.
The Health and Safety Executive (HSE)
estimates that past occupational exposure to
carcinogens currently accounts for 1 in 20
cancer deaths in Great Britain. HSE also
estimates that 8,000 of 13,000 deaths each
year from work-related diseases are

attributable to cancer. Research has further
highlighted that the construction sector
accounts for just under half of the estimated
cases of occupational cancer in Great Britain.
The British Safety Council urges all
businesses and employers to be alert to the
hazards that carcinogens pose and put in
place the measures necessary to prevent
exposure. Leading occupational cancer
expert Dr Lesley Rushton of Imperial
College London, said: "Thinking about the
new generation, it's very hard to say to the
workforce it's too late because of course it
isn't. We know for example if you stop
smoking your risk of smoking-related disease
goes down, so it's not too late to help prevent
some of these diseases."
Neal
Stone,
Policy
and
Communications Director at the British
Safety Council, said: “We are committed to
continue our work with our construction
sector members, who account for one-fifth
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of our membership, to build greater
awareness of the risks posed by carcinogens
and most importantly share our knowledge
to prevent future exposure. We are working
to ensure our members are kept up to date
with research in this area to assist them in
devising effective intervention strategies.
“More broadly, the British Safety
Council promotes the principle of good
leadership in health and safety to ensure
that occupational health remains in the
corporate mind set as much as safety. We
will continue to play our part in
disseminating information to businesses to
help them develop their knowledge in
general or specific to their sectors, through
our sector interest groups and our regular
publications as Safety Management. We
will continue to make the case concerning
the social and business benefits that
proportionate and sensible health and safety
interventions deliver.” ❤
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EMERGENCY MEDICINE

All

hands

on deck
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on commercial vessels, transiting hostile
waters in the Indian Ocean, Gulf of Guinea
etc. Mr Peña Núñez said cases for this
group of individuals tend to be
gastrointestinal complaints or diseases such
as malaria, which are endemic to the areas
they are operating in.
Explaining what kinds of specialist
equipment are commonly used for remote
medical access in the maritime industry, Mr
Peña Núñez told SMI that telemedicine is
the most exciting development in health
related technology and can be of great help
to vessel owners.

“

“

E

mergency maritime medicine can
be an extremely demanding arena
in which to work but some of the
greatest challenges are born from
increased levels of risk and the practical
limitations of life onboard, this according
to Juan Peña Núñez, Head of Corporate
Specialty Risks at CEGA – a company
providing travel risk management, medical
assistance, air ambulance and claims
management services.
“It’s a combination of increased risk,
for both trauma injury and illness,
combined with limitations in the ability to
administer treatment onboard due to the
restricted expertise or the capability of the
first aider or medic, or the absence of
specialist medical equipment or supplies,”
Mr Peña Núñez said. “The critical
difference is that on land patients can be
rushed to the nearest hospital. At sea this is
not so easy, and although medical advice
may be available, definitive treatment may
well be significantly delayed.”
Describing how the needs of individual
patients in maritime medicine can best be
served, whether they be seafarers or
passengers, Mr Peña Núñez added: “There
are of course specific issues such as sea
sickness, and the potential for rapid spread
of infectious diseases in the confined
environment of a ship, but the biggest
issues we face tend to be the more serious
health problems of the general population,
including respiratory infections, heart
attacks and strokes.”
Mr Peña Núñez explained that CEGA's
maritime client base is diverse and includes
supporting organisations and their crew
working on mega yachts: “Our experience
is that these individuals tend to suffer from
acute trauma or issues with joints, such as
knees, hips, wrists etc. Passengers on cruise
liners tend to be older and quite often suffer
from gastrointestinal issues, as well as
strokes and cardiac complaints.”
CEGA also has a large portfolio of
armed maritime security personnel working

EMERGENCY MEDICINE

The biggest
issues we face
include respiratory
infections, heart
attacks and strokes
Juan Peña Núñez, Head
of Corporate Specialty
Risks, CEGA

“The latest devices which operate over
a Wi-Fi, Ethernet, GSM or satellite phone
connections, can monitor and transmit
clinical data such as 12-lead diagnostic
ECG & glucometry, blood pressure, pulse
oximetry, capnography and tympanic
temperature. This data can be analysed by
the medical team at the assistance company
who can also communicate with the patient
or crew via real time video,” he said.
“This technology allows the assistance
provider to recommend an action plan
based on hard medical data which is crucial
when deciding whether to divert or arrange
an emergency evacuation.
The power of remote medicine was
highlighted in a recent BBC documentary
which showed the CEGA Air Ambulance
joining forces with the elite flying medics
of Embrace (part of Sheffield Children’s

MARCH/APRIL 2014 ISSUE 48

MARITIME MEDICAL

NHS Foundation Trust) to repatriate a
family with their critically ill baby.
The third episode of Children's
Emergency Rescue on BBC Two
demonstrated the value of collaborative
care in remote medicine as CEGA and
Embrace transferred baby Ellizeah from
Alicante to Leeds. Ellizeah, born 13 weeks
early, during her parents’ holiday in Spain,
has a perforated bowel, a heart defect and
bleeding on the brain. She spent three
months in a Spanish hospital, 1,000 miles
from home, and her family desperately
wanted to come back to the UK for her
continuing care.
“The episode reveals the clinical
expertise and sensitivity of the Embrace
team as they care for Ellizeah during the
transfer in CEGA’s intensive care air
ambulance,” said Dr Tim Hammond, Chief
Medical Officer for CEGA. “Both parents
were by Ellizeah’s side throughout and
everything was done to make her
comfortable - with continuous supervision
and protective care in our specialist
incubator.” Embrace lead Dr Steve
Hancock, a critical care consultant, said:
“It’s great to work with such a dedicated
team who care for children and families
when they really need it.”
A production team from BBC
Yorkshire's network programmes team
spent six months following Embrace
medics to capture the reality of emergency
medicine on the road and in the air.
Embrace, part of Sheffield Children’s
NHS Foundation Trust, is a paediatric and
neonatal transport organisation, based in
Barnsley, South Yorkshire. Embrace,
which is funded by the Sheffield Children's
NHS Foundation Trust, handles 3,500
cases a year and is a unique service in
the NHS.
Ian Cundall, Executive Producer of
Children’s Emergency Rescue, added: "We
hope this series will give viewers an insight
into the life or death dilemmas faced by a
remarkable team of medics." ❤
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Help in a

heartbeat

W

hen English Premier League
footballer Fabrice Muamba
collapsed in the middle of a cup
tie two years ago, his life hung in the
balance for days.
Suffering a sudden cardiac arrest, the
seemingly healthy Bolton Wanderers
player’s heart stopped beating for 78
minutes and it was only after a spell in the
intensive care unit of the London Chest
Hospital that he recovered to tell the tale.
But it could have been a very different
end to the story had he not been given
defibrillation from an AED (automated
external defibrillator) at the time of his
cardiac arrest and not everyone is so lucky
to have a life-saving device nearby when
they suffer a heart attack.
Research published recently in the UK
shows that these types of machines are onhand in public spaces for just 4% of heart
attacks. And they are a particularly vital
piece of medical equipment on vessels as
seafarers go about their daily duties many
miles away from the nearest medical centre
or hospital.
The research, published in the BMJ’s
Heart online journal, was carried out by the
University of Southampton and South
Central Ambulance Service in Hampshire,
UK and looked at all calls to an ambulance
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for heart attacks in the county in a single
year. The shocking results showed that out
of 1,035 calls, the caller could access a
defibrillator in just 44 cases.
The report states: “Despite several
campaigns to raise public awareness and
make PADs (public access defibrillation)
more available, many public areas have no
recorded AED available, and in those where
an AED was available it was only used in a
minority of cases by members of the public
before arrival of the ambulance. Overall, a
PAD was only deployed successfully in
1.74% out-of-hospital (OOH) cardiac
arrests. This weak link in the chain of
survival contributes to the poor survival rate
from OOH cardiac arrest and needs
strengthening.”
The British Heart Foundation
estimates that in the UK alone, 60,000
heart attacks occur out of hospital every
year and research has shown that when
somebody is having a heart attack leading
to unconsciousness, every minute of
delay in resuscitation and defibrillation
reduces their chance of survival by 10%.
“In some cases the patient is just not
going to survive but your chances are
significantly increased if you get a defib
within the first three minutes,” said Laura
O’Hara-Lee, Sales Director at The Medical
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Warehouse, a UK-based company which
supplies medical bags and kits to the
maritime industry.
“It is basic life support. Along with
being taught CPR (Cardiopulmonary
resuscitation) it is super important,”
she said.
Mrs O’Hara-Lee said the message
about the importance of defibrillators was
now getting across to ship owners,
particularly since the introduction of MLC
2006 which requires employers to give

MEDICAL EQUIPMENT

seafarers better access to medical care and
equipment.
Indeed, even before the Convention
came into force last August, Germany
became the first flag state worldwide to
legally require seagoing merchant vessels
to carry AEDs by September 2012.
However, it is still up to each flag state to
decide on whether an AED is required
onboard.
The reason many have dragged their
heels, according to Mrs O’Hara-Lee, is not
just the expense but people are worried
about not using them correctly. There is also
often no formal training, as Mrs O’HaraLee explained: “I have done my
MCA Medical care onboard and they
don’t teach AED as it is not listed on the
medical register!”
However, she said they were very
simple to use.
“The only way you can hurt someone
is by hitting them over the head with one
because it self-checks. It will check the
patient and, if a shock is advised, it will tell
you,” she said.
“There’s no reason why any lay person
shouldn’t be able to use them. They are
super easy.”
In fact, a 2011 study carried out into the
Implementation of Automated External
Defibrillators on Merchant Ships, in
Hamburg, investigated the effect of training
ship officers in the handling of AEDs and
their perceptions concerning the userfriendliness of defibrillators.
Using four different AEDs, 130 officers
performed a total of 400 resuscitation drills
– with performances timed and
questionnaires about the user-friendliness
of each AED. Without resuscitation
training, 81.7% of all those using one
particular device delivered an effective
defibrillation shock and after a seven-hour
resuscitation training with special regard to
defibrillation, all ship officers used the AED
correctly. The voice prompts and the screen
messages of all AEDs were well understood
by all who took part.

Is there more awareness now about
just how crucial defibrillation can be in
saving lives?
“In general first aid there is, but I think
that people are still scared of it and they are
not necessarily fully aware of what it does
or how it does it and therefore they are
perhaps a little bit reluctant to invest in it.”
In answer to this problem, The Medical
Warehouse has just launched a new website
– www.defibhub.co.uk – which allows the
user to get advice and compare
defibrillators. The site tells the user what
each device can do, in layman’s terms, and
everything from the weight of it to what
type of kit it should fit in and who it might
be good for – for instance an individual or
a small team working remotely. The site
also gives information on what accessories
are needed with the defibrillator, how often
things like the batteries and pads should be
changed, and when it needs to be tested.
“On a daily basis we have so many
people asking questions about the different
defibs and asking if there is somewhere
they can look to compare them and there
really isn’t anywhere that is unbiased.
That’s why we came up with the site,” said
Mrs O’Hara-Lee. “We are not biased
because we sell so many different types.”
Defibrillators range in price from £800
to about £2,500 depending on whether you
want an ECG (electrocardiogram) with it,
but the main ones cost around
£1,000.
“It is a cost, but it
only takes one person
to use it once to be
worthwhile,”
said
Mrs O’Hara-Lee.
“Having an AED
close by is just so
vital. We, at The
Medical Warehouse,
all carry them in our
cars and I have one at
home as well. It’s not
necessarily for me but if I’m
out somewhere and someone needs
MARCH/APRIL 2014 ISSUE 48
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one, no harm
can be done by
having it.”
There is currently a
campaign in the UK to
put defrbrillators into empty phone boxes
and they have also been put in cabinets in
public places like halls.
“I know people are still scared of them
but medics realise the value of them.
Otherwise you are relying on CPR and in
that kind of situation, it’s only really a defib
that will save them.”
The maritime sector is also responding
to the awareness campaign.
“They used to ask to take out certain
items from our maritime kits and the AED
was one of them, whereas now, the AED is
pretty much standard in all of them.
“They are also a lot less bulky than they
used to be and although this shouldn’t be a
consideration, it often is, because people
think of all the stuff that has to be carried
onboard and how easy it is to get to it. Now
they are quite slimline and light. More and
more offices now also have them,
particularly the big corporates where there
is a duty of care. They are buying them
along with their first aid kits.”
She added: “AEDs are so simple to use
and maintain, and the benefits of carrying
one are just so vast.” ❤
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COMMENTARY

Alternative

viewpoint
Michael Grey

I

In praise of simplicity

t was interesting to hear the recent
views of Tom Boardley, Marine
Director at Lloyd’s Register,
commenting on the prospects of future fuel
and its probable take-up in the industry. It
was all very well considering issues of
price and practicability and whether LNG,
methanol or even hydrogen would be part
of the fuel mix of future ships – but what
about the matter of competence?
It seemed a good point to make,
considering, as he had, the number of cases
of ships getting into trouble when switching
onto low sulphur HFO. If you found this
operation problematical, more sophisticated
fuels might be quite beyond some of those
involved, both aboard ship and in bunkering
stations ashore.
It is a sort of measure of how
complicated marine technology is
becoming, when people start worrying
about whether even bunkering might be
beyond the people employed. But from one
end of a ship to another, everything is more
complicated and more sophisticated, when
real technical progress would be in striving
to make things simpler.
Years ago, there was a diesel engine
manufactured in the Netherlands marketed
as so uncomplicated that it was “idiotproof”. They didn’t quite use these words –
even then they might be termed rather
insulting – but everyone knew this is what
they meant. It was particularly favoured in
coasters, fishing boats and in the dredging
trade, all sectors where they would shrink
from complexity and all its users knew that
it positively thrived on neglect.
In dredgers, the crew could submerge
the engine in liquid mud for a fortnight,
give it a blow with a steel-capped boot, and
it would fire up immediately. In fishing
boats, where it might spend half its life
underwater, the engine never appeared to
need maintenance and in coasters it would

run on whatever filth they poured into the
ready-use tank, without missing a beat.
Sadly, the engine is long gone, and the
engine rooms of these ships are now filled
with amazingly complex equipment, much
of which may be quite beyond the staff to
fix, if it goes wrong. It could be that the
industry is in transition from a time when
ships’ people were able to intervene, to a
situation like modern aircraft engineering,
where the engine talks only to a man in the
maker’s headquarters, who will keep it on
the straight and narrow and effectively
exercise control in real time, from
thousands of miles away.
Technical superintendents are already
worrying about whether they should avail
themselves of engine builders’ offers to
take over all maintenance of ships’
machinery on a lifetime contract, with the
manufacturer even supplying a contract
engineer to make sure the crew don’t do
something they shouldn’t. It has certain
attractions, even if the owner might enquire
sarcastically about why engineers are on
the payroll.
Deeper thinkers are already carrying
this theme along to its logical conclusion
and wondering about whether whole
ships, not just their engines, can be run
remotely. Kai Levander of Rolls-Royce
has offered some futuristic sketches of
what a robot ship might look like, without
the need to have any accommodation on
it. Simplicity is probably the last feature
of such a vessel, which will doubtless
have to pass through a whole lot of legal,
practical and regulatory barriers that
might render the whole idea impractical,
and make ships crewed conventionally,
seem quite attractive.
Why cannot designers produce ships
that are simpler, more robust and more
easily maintained by the sort of people it is
practical to employ in a seagoing capacity?
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Some might suggest that there would be a
good market for less complexity in both
ships and their equipment.
It is an issue that has been voiced in the
ferry organisation Interferry, which is
working with the International Maritime
Organization to try and prevent so many
awful ferry accidents in the developing
world. It is becoming doubly important,
bearing in mind the complexity of many first
world craft, which might eventually find their
way via the sale and purchase market to
developing world purchasers, who will find
great difficulty in operating them safely.
There are now design competitions for ships
that can be built cheaply, operated simply and
cannot be overloaded. As a principle, maybe
the rest of us ought to learn from this.
Ships were once so relatively
uncomplicated, a competent seaman was able
to move from one to another with the
minimum of fuss, immediately able to
contribute. The complexity of modern ships
and equipment make people into specialists,
only able to operate with one type of engine,
or one electronic chart system and driving
personnel people mad as they try and shift
them around the fleet. Some might suggest it
is because the industry really doesn’t think
too hard about its technical specifications and
is instead led by the nose by equipment
manufacturers, who have cunningly inserted
themselves into the regulatory process.
Standardisation could make maritime
life less difficult, if we ever could prevail
upon people there was no great virtue in
trying to make every new ship reflect the
owner’s ideas. Series ships go some way
towards this, although the series are never
really big enough to make a difference.
Builders tried hard with the “Liberty
replacements” but only two ever caught on,
and they are now nearly all gone. ■
Michael Grey, MBE, is an internationally
respected maritime commentator
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Making strides in

E

arlier this year ODC announced its
strongest year of trading so far. The
shipyard undertook 75 drydockings
and repairs during 2013 taking the total
number to 190 since the yard was opened in
Duqm in Central Oman in 2011. ODC also
saw the workforce increase to more than
2,000 in 2013.
Over recent weeks ODC has completed
repairs onboard a series 61,986 dwt
containerships, all three technicallymanaged by Maersk’s US office. All three
ships completed fairly extensive repairs
within a 16 day/ship schedule. The ships
involved were the 61,986 dwt Maersk
Kentucky, the Maersk Idaho and the
Maersk Wisconsin. The Maersk Wisconsin
was the 200th ship repaired by ODC since
starting operations during 2011.
The Greek shipping market is a regular
supporter of ODC – Dynacom having sent
some nine ships so far to the yard. Chandris
Hellas recently had the 115,878 dwt tanker
Aegea in the yard, the second vessels from
this owner.
Part of the Riyadh-based Al Blagha
Group, Dammam Shipyard is fully
equipped to support the Marine, Oil and
Gas industry with two IACS-Classed
floating docks – 22,000 tonnes and 10,000
tonnes lifting capacity.
Last year (2013), Dammam Shipyard
carried out 138 repair projects involving 102
vessels. The largest project involved China
Harbour Engineering’s 6,155 kW cutter
dredger Heng Long. The main market, at the
start of this yard’s operation, is ships
operating in Saudi waters – both Saudi-
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owned and international. This includes the
many offshore jack-up rigs operating in the
Saudi sector of the Arabian Gulf. Some
offshore companies, including MacDermott,
have looked to carry out audit of the yard’s
facilities for future repair projects.
Dammam Shipyard, which began
operations in 2012, is part of the King Abdul
Aziz Port of Dammam, and has a 10 year
(option a further 10 years) contract from the
port to develop ship and rig repair facilities.
According to ASRY’s Chief Executive
Nils Kristian Berge, whose position is now
confirmed after a number of months as
Acting Chief Executive, repeat custom is the
key to success: “Recent expansion plans has
now left the yard with an alongside capability
of 15 ships and five rigs. This is essential for
the yard to carry on in its two main markets
– shipping and offshore repairs.
“One of the main reasons for the yard’s
success is the fact that some 80% of work,
from both markets, comes from repeat
customers – a very good indicator of the
yard’s work and reputation. During last year
(2013) ASRY completed its 4,000th repair
project and its 50th rig repair operation.”
Following its best year during 2013 in
terms of revenue, when 17 rigs were repaired,
ASRY Offshore Services (AOS) is expecting
even more rigs to be repaired in the yard
during this year. AOS began operations in
2008 and has been building up its reputation
ever since – improving the number of rigs
repaired each year.
One of the main sources of work came
from the number of rigs stacked in the nearby
basin. However, from a maximum of 12 rigs
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stacked in 2010, there is now only one left –
the Hercules 156, and this rig is likely to be
re-activated this year.
A contract signed during January this
year involved Kuwait’s KOTC, as the owner
looks to install Ballast Water Treatment
(BWT) systems onboard its fleet of tankers.
KOTC has a fleet of some 19 ships, which
require BWT systems.
It is expected that N/KOM (part of
Singapore’s Keppel Offshore & Marine) will
receive another 27 LNG tanker repair
projects during this year (2014). N/KOM has
an agreement from France’s GTT for the
repair of membrane-type vessels, and
N/KOM use Marchani (France) and Gabadi
(Spain) as sub-contractors for membrane
repairs, but, for spherical containment
systems – Norway’s Moss Marine do not
enter such agreements with shipyards.
Apart from LNG tankers, N/KOM is
now beginning to make inroads into other
types of repair markets from various
countries throughout the world. Greece has
been one area of success with Samos
Steamship giving six repair projects,
involving tankers and bulk carriers, and
Marangas sending a number of LPG repair
projects to the yard. Saudi Arabia’s Vela Corp
has also sent seven large tankers to the yard.
During 2013 a total of seven VLCCs tankers
and eight smaller tankers were dryocked.
Dubai’s Drydocks World (DDW) has
announced the completion and delivery of the
107,481 dwt Eagle Louisiana, the second of
two Modular Capture Vessels (MCV) for oil
pollution operations in the US Gulf. The first
MCV, Eagle Texas sailed away from DDW
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during August last year. The vessels are the
world’s first MCVs.
DDW has also recently completed the
major repair and refurbishment of National
Drilling Company’s (NDC)’s self-elevated
crane vessel Al Ghweifat. The self-elevated
crane vessel has undergone extensive
maintenance
related
repair
and
refurbishment. Extensive maintenance was
performed on the three Truss type legs
including the spud can, which would enable
the vessel to attain peak performance at
47.8 m of water.
Goltens Dubai, the largest of the
Goltens World-Wide facilities, is currently
carrying out its largest ever repair project
($10m),
involving
the
3,500dwt
desalination barge Bowerege 11, which is
owned by International Barges Co (IBC),
Jeddah. The barge has been based in
Yambu, Saudi Arabia and suffered
extensive damage to her accommodation
and power supply during a fire during last
year. The vessel arrived in Dubai Maritime
City (DMC) during mid-December. It is
expected that the project will be completed
during early May this year.
The fire did not damage the
desalination modules, but completely gutted
the aft section, which includes the
accommodation block and the power supply
containers. The power supply comprises a
total of nine containers each containing two
Cummings gensets. A total of six containers
were only slightly damaged and Goltens
will carry out repair and overhaul of the
existing gensets. However, three containers
(six gensets) were badly damaged and

Goltens will supply new containers with
new gensets – all of Cummings
manufacture. A new accommodation block
has been installed – all the design and
engineering work carried out by Goltens.
Geoff Taylor, former Chief Executive
of Drydocks World, has been confirmed as
Managing Director of Topaz Engineering,
of which Nico International is a part. Based
in Abu Dhabi, Geoff will take responsibility
for the shipbuilding and shiprepairing
activities of the group, including Nico
International and the Liwa 11 shipyard in
Abu Dhabi.
Formerly part of Adyard before it was
sold to Interserve (UK), the Liwa 11 yard
covers an area of some 650,000 m2 and
includes a 2,000 tonnes lifting capacity
floating dock, which is currently being
refurbished, an a slipway. Investment in
new workshops and offices is now being
carried out. The yard is used for repair and
newbuilding activities, up to 95% of which
are involved in the Abu Dhabi market, and
it is expected that the yard will enter the
construction of lift boats.
Nico International has started the year
well after a busy December. One of the
projects carried out in December was
onboard a NYK LNG-managed LNG
tanker, which had previously completed
general repairs in Qatar’s N/KOM. The
vessel, owned by RasGas, underwent
general repairs at the yard prior having an
OceanSaver (BWT) system installed in
Dubai anchorage by Nico.
This installation is believed to be a
‘test-case’ for RasGas, the rest of the fleet

MARCH/APRIL 2014 ISSUE 48

expected to have similar installations in the
coming years. Nico carried out the work
with OceanSaver, although Nico has
licence agreements with Cathelco and
Severn Trent.
Ajman’s Arab Heavy Industries (AHI),
part of Singapore’s Keppel Offshore &
Marine, is currently carrying out the final
stages of the conversion of the Deep
Cleaner for Sharjah’s Navipsec. The vessels
arrived in the yard during December as the
offshore supply vessel (OSV) Zakher
Crown, part of the Zakher Marine fleet. She
is expected to leave the yard during April at
the Well-stimulation vessel Deep Cleaner.
The conversion has included three
Cummings generators, with a total output
of 450kw, being removed and three
Caterpillar gensets, each having an output
of 450kw, being installed. The vessel has
also been increased to DP 1 capabilities,
including the installation of a fixed-pitch
aft thruster.
Damen Shipyards Sharjah (DSS), part
of Holland’s Damen Group, was officially
opened on January 13th this year (2014),
although the shiplift system at the yard was
commissioned during December 2012.
Since then some 120 repair projects have
been carried out. Since December last year
(2013) the yard has enjoyed nearly 100%
occupancy. Some 30% of the repair
contracts carried out this year (2014) have
involved new customers for DSS. The
current workload includes the coastal
tanker Oracle, which, in terms of length, is
the largest ship yet drydocked on the yard’s
shiplift system. ■
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“

By Samantha Giltrow

To make maritime security teams defunct would be a step back for the
shipping industry, resulting in more hijacks, attacks and crew deaths
James Kellett, Operations Director, Allmode International Security Services
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“

UK security firms
‘strangled’ by new
seafarer ruling
ISSUE 48 MARCH/APRIL 2014

T

he maritime security industry in the
UK, and indeed worldwide, has been
thrown into disarray following the
decision by the Maritime and Coastguard
Agency (MCA) to no longer class security
personnel as ‘seafarers’.
From January this year, the MCA ceased
issuing Seaman’s Discharge Books and
Seaman’s Cards and this decision was
upheld at a UK Maritime Labour
Convention tripartite meeting between the
MCA, the British Chamber of Shipping and
seafarers’ union Nautilus in February.
The move has angered many private
maritime security providers including
InterManager associate member Allmode
International Security Services, as many
maritime security operatives (MSOs) come
from the UK.
Its Operations Director, James Kellett,
explained how seafarer documentation was
no longer being issued to UK-based
privately contracted armed security
personnel (PCASP) and operatives working
onboard British-flagged ships.
“The whole purpose of the IMO and
ILO efforts in creating MLC was to provide
decent working and living conditions for
seafarers with protected rights in relation to
time at sea, medical care, living conditions,
repatriation and protection in relation to
being paid. This step by the MCA says
MSOs don’t matter and can be treated or
abused in any way,” he said.
“As the MSO has to embark/disembark
at ports all around the globe (as crew do), the
necessity for a Seaman’s Discharge Book is
paramount – simply certain countries will
refuse entry, which in turn will have a knock
on effect to the vessel/shipping company.”
He added that the MCA’s refusal to
embark personnel for this reason would also
leave the vessel vulnerable to possible attack.
“To make maritime security teams
defunct would be a step back for the
shipping industry, resulting in more hijacks,
attacks, crew deaths, as it was back
in 2009/10.
“It has taken over five years to get
where the UK maritime security industry is
at the moment, with legislation, due
diligence, and compliance. To stop UK
companies from operating will enable other
companies from other countries to flourish,
that don’t have to be compliant, which in
turn allows unqualified and poorly-trained
MSTs to operate onboard vessels. This can
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have far-reaching legal complications for
the master, vessel and crew.”
He called on the Security Association for
the Maritime Industry to do more to try and
get the decision reversed.
Peter Cook, CEO and founder of SAMI
said the association was working with its
members to represent their views to the
relevant authorities and was hopeful of
finding a solution to the problem.
It had surveyed its membership to
provide the MCA with supporting data and
information to try and compel a reassessment
of the current stance.
“In garnering the views of SAMI
members, it was strongly felt than in an
increasingly uncertain financial market, both
PMSCs and individual PCASPs need support
from the UK Government,” he said.
“Amongst a range of comments, it was
felt that by denying contractors the ability to
efficiently embark and disembark without the
requirements for visas, a large amount of
business could be lost.”
Mr Cook said that requiring each
individual to obtain visas for all the main
countries around the rim of the NW Indian
Ocean would have a significant cost and time
implications – a ball park figure for an
individual to have a multi-entry visa valid for
no less than 90 days would cost over £1,200
and would take 100 days.
“This decision is likely to strangle British
PMSCs out of the market unless they
significantly increase costs, which in turn will
result in them being uncompetitive in a
saturated market.”
Indeed just over half of the respondents
to the SAMI survey stated that the decision
to cease issuing seafarer documentation to
PCASP negatively impacted their decision to
win business and a similar figure felt the
MCA move had hindered their operations
and travel and would also impact their
recruitment and retention of staff.
“Given the majority of respondents
are UK companies employing British
nationals, it can be seen that any decision to
suspend seafarer documents will have a
negative impact on businesses,” said
Mr Cook.
“The decision to cease issuing seafarer
documentation to security personnel is,
in our opinion, an oversight, and one which
is having unforeseen implications. We
are working with a range of shipping
associations to further the argument for a
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reassessment and re-evaluation of this
damaging scenario. We have forwarded our
findings to the MCA, and hope that a
workable solution can be found.”
Mr Cook said, unfortunately, the wider
issue of security personnel categorisation and
documentation was not solely a UK issue:
“We have been contacted by members in
Germany, and they have stated that a similar
problem is emerging.”
Adam Swierczewski, Corporate and
Legal Affairs Manager for another private
maritime security provider, Ambrey Risk,
said there were pros and cons for operatives
being recognised as seafarers. Among the
cons he cited were rest hour requirements
proving problematic, especially with threeman teams and shifting a lot of compliance
burden onto the ship owner from the PMSC.
Pros, he said, include a clear position
with regards issuance of seaman’s books;
provision of clear legal stance in relation to
basic employment rights and better
protection for operators in relation to
those rights that are not addressed by the
Guardcon agreement.
A spokesman for the MCA said the
decision to no longer class MSOs as seafarers
had been taken after lengthy discussion.
“On 23rd May 2013, the UK MLC Tripartite Working Group, comprising ship
owner and trade union representatives and
MCA – debated whether there was doubt as
to whether armed guards on UK registered
ships should be regarded as seafarers.
Representatives of armed guards, insurance
companies, and Department for Transport
were also invited to present their views.
“The matter was fully discussed and all
parties made a very good case that they
should not be designated seafarers. The
meeting concluded that for the purpose of the
Maritime Labour Convention, on UK
registered ships, armed guards were not
seafarers. This has been accepted by MCA.
“During a subsequent review of MCA
processes it was discovered that seamen’s
documents continued to be issued to armed
guards. As MCA does not have the powers to
issue these documents (which also fall under
the Maritime Labour Convention) to people
who are not seafarers, the practice of issuing
them to armed guards was ceased.
“Whether armed guards are seafarers
can be reviewed should one of the members
of the Tri-partite group wish to raise
the matter.” ■
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Avoiding
temptation
at sea
John Thompson, Managing
Director of maritime security
company Ambrey Risk, discusses
the temptation of drugs and

T

alcohol at sea
he recent deaths of two security operatives onboard
the Maersk Alabama highlighted an acute concern
among the shipping community: the threat of
substance abuse. That there were narcotics found in the
same cabin as the individuals concerned is even more
worrying, but nothing new. The area of particular concern
though is the likely use of drugs and alcohol by embarked
security personnel with access to weapons. Ambrey
received a flurry of enquiries from clients following this
incident, seeking reassurance about drug and alcohol
policies for embarked teams.
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John Thompson, Managing
Director, Ambrey Risk
Like every ship owner, manager and
charterer, Ambrey has a detailed drug and
alcohol policy, with 10% random testing per
year throughout the company. We conduct
testing of both our staff and operatives and
have had no incidents of drug misuse
onboard a vessel, nor have any of our
operatives been specifically tested at the
instigation of the Master. Overseas, Ambrey
empowers its Senior Team Leaders to spot
test as and where they feel appropriate.
Testing is carried out by our own staff and
applies for all employees and contractors, in
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the UK and overseas. Most recently an
Ambrey team was tested along with the crew
of a vessel at the Master's request, who was
instructed by the ship owner to test his crew
for the presence of drugs and alcohol. As an
Ambrey security team was onboard at the
time, they were also tested and all passed.
For every seafarer, including embarked
security personnel, the sanction of being
found tested as positive, or even refusing a
test, can result in the removal of the
individual from the vessel and termination
of contract or from employment. However,
despite this, the option of using drink or
drugs to relieve the routine of being at sea
is still a powerful alternative. Which begs
the question of how an owner can be sure of
the sobriety of their seafarers onboard?
Spot checks and the threat of dismissal
will go so far, but when this unknown is
transferred to the embarked security
personnel, the quality of personnel
recruiting and screening comes into
consideration. It is of no surprise that
owners wish to drive down the cost of
embarked security against a perceived
diminished threat, but attacks and suspicious
approaches continue. So when it comes
down to the rigour and professionalism of
the security staff, there is a cost implication
for quality. The indicators of quality are
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subjective, but given the recent
implementation of ISO28007 and the sheer
amount of due diligence conducted upon
private maritime companies; ship owners
can quickly gauge standards at the point
of delivery.
For private maritime security
operatives, periods of time without alcohol
is not uncommon, former military personnel
are well accustomed to long periods of
abstinence on deployed operations and the
legacy of a zero tolerance policy towards the
use of narcotics in the UK Armed Forces
remains strong among the private security
community. But given the isolation of teams
onboard and long periods of time at sea,
Ambrey is not complacent and is increasing
its testing to a greater percentage of its staff
and contractors and also introducing the
carriage of test kits throughout all team
boxes / kit, in order that a sufficient method
and deterrent is present.
Working on merchant ships is
challenging and often hazardous; combine
the effects of substance misuse, it becomes
a
potentially
lethal
environment.
Preparation,
screening,
awareness,
education and sanction can overcome
temptation at sea and thus deliver the
reassurance sought from quality security
providers. ■
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Fast track for slow
steaming strategies

By David Tinsley

01

E

mployed as a tool to reduce fuel
costs and rampant overcapacity,
slow
steaming
has
been
increasingly adopted by the world’s
shipping community over the past six
years.
While the practice has come to be
widely applied in all main sectors, the
extent to which it has been implemented by
international container lines to raise
network efficiency has commanded
particular attention, largely because of the
often startling shifts in service speeds
entailed. The strategy has typically seen
average speeds cut from 20-25 knots to 18
knots or even 14 knots.
It has brought to a close an era of
design evolution which saw the rapid
emergence
of
larger
mainline
containerships designed and engineered
with the capability to sustain laden speeds
of 25 knots or more.
Today’s state-of-the-art is encapsulated
by Maersk Line’s Triple-E class. This
generation of 18,270 TEU behemoths has
been optimised for speeds between 15 and
23 knots, and will typically trade at 16-19
knots, effectively slow steaming. The Triple
E-class graphically demonstrates the
correlation between power and speed. By
capping the top speed at 23 knots, two knots
lower than that of the 15,000 TEU Emma
Maersk type, the overall power requirement
is 65-70 MW compared to the 80 MW of
Emma Maersk.
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Through particular attention to design
features for slower speeds and maximum
efficiency, in concert with the advance in
carrying capacity, it is claimed that the
Triple-E emits 50% less CO2 per container
transported than the average hitherto in the
Asia/Europe trade
It might be assumed that ocean carriers
will return to pre-2007/2008 speeds if
market conditions were to change and full
capacity was needed. Also, the implications
of slow steaming for shippers in terms of
product transit times and stock inventory
levels have to be taken into account.
However, it is widely believed that
speed moderation among the boxship,
bulker and tanker fleets is here to stay for
the foreseeable future on economic
grounds. It constitutes the new operational
reality. The substantial fuel savings
achievable through slow steaming remain
the overarching attraction and driver.
Bunker prices have eased over the past year,
but crude oil prices are expected to stay
firm, and fuel cost volatility and uncertainty
is a given for the future.
The environmental benefits arising
from reduced fuel consumption are also
credited as an influencing factor, due not
only to the legislative backcloth, but also
because of a growing corporate culture that
fosters enviro responsibility.
Prior to the widespread adoption of
slow steaming, propulsion engines were
designed for maximum operation at high
ISSUE 48 MARCH/APRIL 2014

loads. The optimal load range of a twostroke engine was hitherto seen as between
70-85%, and engine fuel efficiency,
operational parameters, the specification of
the turbochargers, coolers, auxiliary
systems, and exhaust gas boilers were
chosen and optimised for that normal
load range.
Accordingly, when an engine is
operated continuously in a load range
below or even well below 60%, the overall
system is no longer fully optimised, with
negative implications for unit fuel
consumption and potentially also for engine
and equipment condition over the medium
and long term if recommended technical
precautions and measures are not adopted.
Modern two-stroke engines are able to
reliably operate between 10% and 100% of
nominal output IF the operational
parameters and precautions prescribed in
the operating instructions are properly
followed. Without adherence to the
recommendations, possible consequences
of running continuously at reduced load
include lower air flows, poor combustion,
cold corrosion and fouling. Potential
efficiency losses extend beyond the engine
to the propeller, turbocharger, shaft
generators and heat recovery systems.
As well as strengthening in-house
shipping know-how on operational and
maintenance issues, the service experience
and requirements of companies who have
been in the vanguard of implementing slow
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steaming strategies has provided vital
feedback to industry technicians working
on the complementary engine and
propulsion optimisation and modification
solutions.
While newbuilds provide a platform for
technological advance geared to evolving
market needs, propulsion and ancillary
suppliers have developed a raft of measures
applicable as retrofits to increase the
financial return from slow steaming. These
include slide fuel valves, turbocharger cutouts, engine derating, and propeller and
lubricating oil system upgrading.
Turbocharger cut-out, for engines
equipped with multiple turbos, is a
relatively simple method that addresses
slow steaming. MAN’s system, for
instance, is designed to lower the fuel
consumption and improve the performance
of its two-stroke marine diesels during lowload operation. This can be achieved either
by fitting swing gate valves on the
turbocharger air outlet and turbo exhaust
gas inlet, or through the installation of
blinding plates in the turbo air inlet and
exhaust gas inlet and outlet. Fuel savings up
to 7g/kWh are said to be obtainable by
means of these arrangements, which make
for operational flexibility in catering to both
full- and part-load.
Wártsilá’s slow steaming upgrade kit
(SSUK), designed for proprietary lowspeed marine engines with multiple
turbochargers, offers a fully automated,
flexible solution to meet the needs of
ships regularly operated throughout the
load range.

The kit allows the
engine to be run
continuously at any power
in the range of 10% to
100% of the contracted
maximum
continuous
rating (CMCR) without
additional
operating
restrictions. Depending
on operating profile and
vessel type, fuel oil
consumption is typically
3-10g/kWh lower when
fitted with the kit.
SSUK also allows for
turbocharger
cut-out
activation or de-activation
during normal operation.
The use of this measure
means that the modified
engine is not permanently
derated, but can be run at
any time up to its full
installed power for full
sea speed.
As an envisaged
further
development,
Wártsilá has identified the
potential for a ‘two-step
SSUK’ for large engines equipped with
three or four turbochargers and running in
very low load ranges. Additional savings
would be achieved by cutting out a second
turbocharger below a certain low load limit.
The latest initiative by MAN is a device
known as the EcoCam, a retrofit solution
for the low-load optimisation of the
company’s range of low speed, mechanical
drive engines equipped with single
turbochargers. Depending on an engine’s
load profile, the device is claimed to yield
fuel savings of 2-5g/kW.
EcoCam adjusts the exhaust valve
timing between 10% and 60% load. The
earlier closing of the valve produces a
higher compression pressure, thereby
delivering increased combustion pressure
and a lower fuel oil consumption.
Flexible exhaust valve timing has hitherto
only been available for electronically
controlled engines.
“Slow steaming is now an established
industry standard across all segments,
including the tanker and bulker markets,
and MAN Diesel & Turbo continuously
seeks to further refine its technology and
improve efficiency,” stated Christian
Ludwig, head of the company’s retrofit and
upgrade division. Significantly, the new
solution takes due account of the impact of
low-load tuning on torsional vibration and
NOx emission level.
An integrated design engineering
approach has been more fully embraced in
recent years, through the optimisation of
hull lines and aft body design to allow the
use of larger-diameter propellers, securing
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higher propulsion efficiencies at reduced
optimum
revolutions,
with
the
complementary development of new
designs of ultra-long stroke engine from
market leaders MAN and Wártsilá.
Electronic engine technology, as
encapsulated in the latest prime movers,
offers the ability to control each fuel
injector separately, promoting lower fuel
consumption across the full operating
range, especially at low and part loads. In
addition, different engine tunings are
available to meet customers’ specific
requirements. One of the advantages of the
technology is stable running at low engine
speeds, promoting easier manoeuvring.
MAN’s G95ME-C9.2 and S90MEC10.2 designs rank among the largest and
most potent engines the company has ever
released to the two-stroke marine
propulsion market. The machinery has been
conceived principally for container ships in
the 13,000-14,000 TEU category, to confer
a 23-knot laden speed capability while
ensuring efficient operation at the lower
speeds at which the vessels will
normally sail.
As the sole competitor to MAN and
Wártsilá in the large, two-stroke propulsion
engine stakes, Mitsubishi Heavy Industries
(MHI) has added another string
to its bow by unveiling a new design
developed specifically to suit slowsteaming practices.
The super long stroke UEC50LSH-Eco
has been conceived mainly for supramax
and handysize bulkers, medium-range
(MR) tankers, vehicle carriers and smaller
classes of containership, where slowsteaming is integral to the operating profile.
In its highest output configuration, the
engine will deliver 1,780kW per cylinder at
108rpm. However, an exceptionally wide
rating field confers a high degree of
application flexibility in terms of output and
speed combinations, down to 1,030kW at
85rpm at the P4 rating point.
Significant sulphur content in fuel and
lower engine loads can create greater
amounts of acid which in turn require
higher base number (BN) lubricants so as
to avoid corrosion, while slower steaming
means lower engine loads and resultantly
lower lubricant feed rates. These issues
have compelled lubricant makers to put
added resources into R&D to ensure the
availability of new products compatible
with slow steaming practices and engine
design, while meeting competitive criteria
as to costs and consumption. ■
01/ Triple-E Maersk McKinney-Møller
maiden voyage

02/ Installation of a MAN
turbocharger onboard a vessel
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NedcoN puTs crewINg IN safe haNds
rewing companies have been
getting to grips with the Maritime
Labour Convention (MLC 2006)
and Nedcon Maritime – an independent
supplier
of
Romanian
maritime
manpower for seafaring, riding teams,
shipyard personnel, oil and energy and
hospitality personnel – has been working
hard to ensure full compliance.
Narcis Bacaintan, Managing Director,
Nedcon, said: “MLC 2006 has been
ratified by 56 states representing 80% of
global shipping. This has become a
challenge for the seafarer recruitment
process as new employment conditions
have been added to seafarers’ contracts and
need to be honoured by the employer
accordingly.
“Nedcon Maritime performed gap
analyses in 2012 and 2013 and we have
been certified and MLC 2006 approved
by Lloyds Register in
order to comply
with the
new
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requirements in the maritime sector. We
need to ensure that the crew recruited
through us will be sailing on MLC 2006
flag state compliant vessels, that their
employment contracts are in accordance
with this, that the social security conditions
and resting hours are assigned accordingly,
and that seafarers are medically fit.
“We have developed a specific MLC
Manual where all requirements related to
our activity are stipulated and followed
accordingly. All mandatory implemented
requirements were compliant with our
procedures, being only a matter of
structuring and presenting the information
as per MLC 2006 requirements.”
Mr Bacaintan added that the
expanding markets of oil, energy and
passenger cruise vessels have also become
a challenge in the recruitment of suitable
candidates. For Nedcon, a stringent
reference check, language skills and
medical checks are the main keys in the
recruitment process of required crew.
Describing the difficulties which can
occur onboard when crewmembers
speak different languages – problems
in communication and camaraderie,
difficulty building friendships,
problems with isolation, etcetera –
Mr Bacaintan said he believes
communication onboard is a key
which holds together the
safety and sociability of
the crew.
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“In order to make sure that this is achieved,
the International Maritime Organization
(IMO) has made it mandatory that all the
seafarers signing onboard a ship must take
part in Maritime English courses and a
Social Responsibility On Board course.
“Nedcon Maritime is making sure that
all the crew selected and recruited have the
required courses as per their rank and have
achieved good or very good language
skills at a technical and conversational
level. We want to avoid any such problems
that can arise from a lack of
communication and social behaviour.”
He added that in the maritime world,
major incidents onboard can often happen
owing to a seafarer’s inability to
communicate and understand instructions
that are to be performed but said that the
Romanian seafarers Nedcon supplies have
working experience with multicultural
crews, having often been the only
Romanian onboard and so, they are used
to this environment and easily make
friends with colleagues from other cultures
and backgrounds. “They do their best to
understand each culture and tradition,
striving to encourage the same
behaviour onboard. We encourage the
crew recruited through us to communicate
as situations can arise because of
miscommunication
onboard,”
Mr
Bacaintan said. ■

ADHOC

E

BUSINESS OF SHIPPING

recogNIsINg respoNsIbIlITy

fthimios Mitropoulos received
the Annual Promotori Award
from L’Associazione Promotori
Musei del Mare in Genoa on 4th
February during the seminar, entitled
People, Profit, Planet for a Sustainable
Maritime World, organised by Rina.
Mr Mitropoulos received this annual
award for his commitment and
leadership shown in favour of
environmental protection and the rights
of seafarers during his eight year
mandate as Secretary General of
the IMO.

The event was organised in the
auditorium of The Maritime Museum
Galata in Genoa, and was sponsored by
the group Giovani di Confitarma e
Youngship International Italia. Angelo
Scorza of Ship2Shore moderated the
discussion. Among the notable speakers
and panellists present at the conference
were Roberto Cazzullo, Chairman of
IACS, from Turkey, Sadan Kaptanoglou,
Valeria Novella and Andrea Garolla from
Confitarma, Tom Strang from Costa, Gian
Enzo Duci from Assagenti Genova and
Roberto Giorgi.

M

“The initiative to organise this
manifestation was originated by the
Associazione Promotori, for the promotion
of the museum and the City of Genoa to the
young generation, in order to give more
visibility and to create a better knowledge of
the shipping industry and the challenges
before us. We believe that maritime
museums around the world could have a
fundamental role and responsibility to
promote this message. It is another
important tool to maintain the heritage of our
past and to reach the young force of our
generation,” Roberto Giorgi commented. ■

MIddle easT fujI celebraTes 20Th aNNIversary
iddle East Fuji held a special
event for customers and staff to
mark its 20th anniversary.
Held at Atlantis, the Palm in Dubai, the
event welcomed special guests, including
H.E. Matsunaga, Consular General of
Japanese Consulate in Dubai. Many Middle
East Fuji customers, Heads of Fuji branches,
prominent business people in Dubai and
company staff and their families also
attended. The event involved an official
celebration of the anniversary and then the
company’s staff party for 2014, for which
many staff performed, including through
singing and dancing.
Saeed Al Malik, President and CEO
(pictured), said: “Our 20th anniversary is a
major milestone in our history. It became
very significant as all our ventures and
business verticals have made good progress
during the past years and show us the
positive growth path for the future.
“Our target for the 20th anniversary was
to improve customer experience and provide
excellent services for all of their marine

MARCH/APRIL 2014 ISSUE 48

requirements. This has been enhanced by
achieving all ISO standards related to our
industry, improving our IT system and
establishing excellent networks in the
region. Even during the global financial
crisis, we have still been growing but in
2013, the growth was tremendous.”
Mr Al Malik began his career 25 years
ago as a banker but soon decided to start his
own business. Since 2000, Middle East Fuji
has diversified and expanded and has
partners regionally – Khimji Ramdas Group
in Oman and Capt Yaseen Ali Binali in
Qatar. Mr Al Malik also said his company
intends to expand into the offshore sector.
“I never wanted to be the biggest but
always aimed at being the best. This vision
drives us in our day-to-day business and we
have achieved all ISO certificates of
relevance to our industry (for quality,
environmental safety, occupational safety
and food safety) and have established the
national association for ship suppliers in the
region and developed IT solutions for our
business model.” ■
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Objects of desire
Gran design
Sometimes when you need a functional car
you can find yourself trading in its looks for
practicality. Not so with the BMW 4-series
Gran Coupé - the third model in the 4series stable, following the launch of the 4series Coupé and Convertible. The sleek
and stylish car is comfortable yet sporty
and offers plenty of legroom – perfect for a
daily drive to the office or on longer
journeys with the family. The Gran Coupé
comes in four configurations – the 420i,
420d, 428i and 435i. There are also
customising options including the M Sport
package and BMW Individual Program.
BMW 4-series Gran Coupé
From £30,310

www.bmw.com

Stay on track
You can now hold your fitness instructor in the palm of your hand, or even
attach them to your running shoe, with this clever little device crafted from
aerospace aluminium. The Misfit Shine Activity Tracker tracks your walking,
running, swimming and cycling and even your sleep patterns, distances and
calories burned. If you place it on your smart-phone to wirelessly sync via
Bluetooth you can also set goals and unlike most fitness trackers that need
charging daily, this takes a standard replaceable battery that lasts four
months. It is also water resistant to 50 metres and is available in black or grey.
Misfit Shine Activity Tracker
£99.99

www.firebox.com

Handy device
You can now get your hands on one of the latest technological advances with the Pebble Steel watch. Smart watches are
big news and this one, designed to be a companion to your phone, can display texts, emails and list all your calendar
entries. It can also control a variety of devices via Bluetooth, including music players.
Pebble Steel Smart Watch
$249

www.getpebble.com
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Cool idea
This super sleek Aston Martin bottle cooler is literally quite the coolest bar accessory
we have ever seen. Just like the cars it is stylish and beautiful and, using cutting-edge
technology, has been crafted in carbon fiber and hallmarked sterling silver by London
silversmiths Grant Macdonald. The carbon fiber inner holds the ice and water,
insulated by the polished sterling silver exterior to prevent condensation and keep the
inside cool. The cooler is limited to just 77 pieces.
Silver by Aston Martin Carbon Fiber and Sterling Silver ‘The One-77’ Bottle Cooler
£19,400

www.grantmacdonald.com

Light camera action
Taking out of focus pictures can become a
thing of the past with the Lytro Light Field
Camera which records the entire light field
rather than just a 2D image. This means that
you can refocus your pictures after you have
taken them and because there is no need for
autofocus, you can instantly capture the shot
before the moment is gone. The Perspective
Shift feature also allows you to interactively
change your point of view in a photo after
you’ve taken it. The 8GB camera’s aluminium
housing makes it strong yet incredibly
lightweight and with its textured silicon grip you
can shoot with one hand or two. Available in four
colours.
Lytro Light Field Camera
£399.95

www.amazon.co.uk

Bulldog Bluetooth
This dog really could be your best friend as it
provides a super stylish way to listen to your music
in high definition. The AeroBull, from Jarre
Technologies, is designed for use with any iPhone
or other iOS device with a lightning connection and
also offers a line in for CDs. It is made of chrome
plated ABS with a paint finish and comes in the
choice of three colours – red, black or white.
AeroBull iPhone Bluetooth Speaker
€999

www.jarre.com
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review
£14.99 books

Charlie Chaplin
By Peter Ackroyd
Chatto & Windus

Published to coincide
with the 125th
anniversary of Chaplin’s
birth, this new
autobiography by Peter
Ackroyd focuses on
Chaplin’s life as well as
his work, from his
humble theatrical
beginnings in music halls
to winning an honorary
Academy Award.
Chaplin was the very
first icon of the silver
screen and, even though
100 years on from his
first film, is one of the
most recognisable faces
in Hollywood.
The book also looks at
the glamour of his
golden age to the murky
scandals of the 1940s
and his eventual exile to
Switzerland.
Author Peter Ackroyd
has written biographies
on T S Eliot and Charles Dickens among others and is also a broadcaster, poet,
historian and award-winning novelist. He holds a CBE for his services to literature.

Shipton & Tilman: The Great Decade of Himalayan Exploration
By Jim Perrin
Arrow

82

£9.99

Jim Perrin is one of Britain’s most highly
regarded travel writers and was one of the
best British rock-climbers and in this new
book, using unpublished diaries, he tells
the story of one of the greatest exploring
partnerships in British history.
In the 1930s, Bill Tilman and the younger
Eric Shipton pioneered many routes in
Africa and the Himalayas and found the
key to unlocking Everest. They crossed
Africa by bike, explored China with
Spender and Auden, travelled down the
Oxus River to its source and, with no
support, opened up much of the Nepalese
Himalaya.
As Perrin writes ‘The journeys of
discovery undertaken through two decades
by this pair of venturesome ragamuffins
are unparalleled in the annals of mountain
exploration’.
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Black Moon
£12.99
By Peter King
International Maritime Anti-Piracy
Group

Insomnia has become an epidemic and
the world has stopped sleeping. Restless
nights have grown into days of panic,
delirium and, eventually, desperation but
few and far between sleepers can still be
found – a gift they learn to hide.
Matt Biggs is one of the few sleepers.
His wife, Carolyn however, who is no
stranger to insomnia, is on the very brink
of exhaustion. After six restless days and
nights, Biggs wakes to find her gone.
He stumbles out of the house in search of
her to find a world awash with
pandemonium, a rapidly collapsing
reality. Sleep has become the rarest and
most precious commodity – money
cannot buy it, no drug can touch it and
there are those who would kill to have it.
In this end-of-the-world tale, Kenneth
Calhoun’s dark and hallucinatory debut
confronts one of our deepest needs and
fears – with style, vision and a very
human heart. Anyone who likes a
thought-provoking read will enjoy his
first foray into novel writing.
Kenneth Calhoun, who lives in Boston,
US has had several short stories
published in a variety of publications
including The Paris Review and is a
graphic designer professor at Lasell
College.

canvas 61 x 51cm, Tate Modern, London © Estate of Francis Bacon/SODRAC (2013)

Francis Bacon Study for Portrait II (After the life mask of William Blake) 1955, Oil on
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The Golden Tide
£6.99
By John Guy
CreateSpace Independent Publishing
Platform

dining
Les Amis
www.lesamis.com
1 Scotts Road, 2-16 Shaw Centre,
Singapore 228208

This is the
second
novel from
global
shipping
industry
insider
John Guy,
who
served on
merchant
ships and
warships
for 16
years before becoming a ship inspector
and journalist and for almost 20 years he
has also been advising companies and
organisations in the industry on media
and crisis management.
In this novel, green activist Simone
struggles with her beliefs when she
meets journalist Michiel, who shows her
how an oil spill threatening Sicily is a
bonanza for many locals. Compensation
and clean-up money floods into the
community, creating conflicts between
politicians, the oil company,
environmentalists and locals.
Simone and Michiel fight to save the
coastline, putting them into a tense and
dangerous confrontation with powerful
forces which have a different agenda.
The book is also available as a Kindle
eBook.

From the outside, Singapore’s Les Amis
exudes sophistication and this carries on
inside with an interior that stimulates the
senses with its use of teak and yellow
marble.
The restaurant can accommodate 37 diners,
including six at the Chef’s Table where
guests can dine in privacy and watch the
behind-the-scene action. While waiting for
the meal to be served, they can even help
themselves to a selection of premium
culinary books to get their digestive juices
flowing.
Les Amis also boasts two temperaturecontrolled wine cellars and a 2,000-label
wine list which has been a recipient of the
Wine Specatator’s Grand Award.
There are various menus on offer including
the Menu Dégustation which costs S$280
and includes caviar on petal of potato salad
with condiments of herbs, beef tenderloin
with black truffle and melody of winter
vegetables, and winter apples in a clear jelly
with comice pear sorbet and crystal tuile.

Francis Bacon and Henry Moore: Terror and Beauty
www.ago.net
Showing from 5th April to 20th July
Two giants of 20th century British art are
brought together in a major exhibition of
sculpture and paintings at the Art Gallery
of Toronto in Canada.
Francis Bacon and Henry Moore: Terror
and Beauty features more than 60 works
by the two highly influential artists as
well as a number of photographs and
drawings dating from the Second World
War.
It draws on the artists’ experiences during
times of conflict and violence including
the London Blitz and shows how they
both reflected differently upon torment.
It is the first Canadian exhibition of
Bacon’s work and has been organised in
collaboration with the Ashmolean
Museum, University of Oxford.
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The Fashion World of Jean Paul art
Gaultier From the Sidewalk to the
Catwalk
www.barbican.org.uk
Showing from 9th April to 25th August

Jean Paul Gaultier Virgins (or Madonnas)
collection, “Laudes” ensemble
Haute couture spring/summer 2007 Capesleeved jacket with stays at the bust and
cascading tails at the back, black silk
crepe knee-length pencil skirt, salmon
pink satin lining Model: Dita Von Teese
© Patrice Stable/Jean Paul Gaultier

The first major exhibition devoted to
French fashion designer Jean Paul Gaultier
features more than 140 cutting-edge couture
and ready-to-wear garments and explores
his fashion world.
It includes such iconic pieces as the conical
bra and corsets Madonna wore during her
1990 Blond Ambition World Tour, stage
costumes designed for pop star Kylie
Minogue and pieces created for the films of
Pedro Almodóvar.
There is also a wealth of photography by
collaborators such as Miles Aldridge and
Andy Warhol as well as footage of catwalk
presentations, concerts, music videos, films,
dance performances and Gaultier’s cult
television show, Eurotrash.
Designed as an installation rather than a
conventional fashion retrospective, the
theatrically-staged exhibition presents
pieces created between the 1970s and now,
many of which are being shown in Britain
for the first time.
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GIRL
Pharrell Williams
i Am Other/Columbia

The Take Off and Landing of
Everything
Elbow
Fiction Records

The line-up of popular alternative
Manchester band Elbow has not changed
since they got together some 22 years
ago which is no mean feat for any group.
With the same members, you could be
forgiven for thinking they might stagnate
somewhat but this, their sixth studio
album, brings a joyful array of fresh
sounds featuring the stunning tones of
vocalist Guy Garvey.
Particularly beautiful is New York
Morning for which long-term friend of
the band Jimi Goodwin of Doves
provides backing vocals.
You can always rely on Elbow for
delivering soothing sounds and fantastic
lyrics with perfect production from the
band’s keyboard player, Craig Potter.
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Beale Street Music Festival
www.memphisinmay.org
From 2nd to 4th May

One of the most diverse music festivals
in the world takes place in Memphis,
Tennessee next month with a line-up
including rockers Kid Rock and
Motorhead, the legendary Jerry Lee
Lewis, soul diva Patti Labelle and Snoop
Dogg aka Snoop Lion.
As the staple kick-off of Memphis in
May, the 37th annual Beale Street Music
Festival starts the month-long
celebration from Tom Lee Park.
The three-day music festival sees big
name acts appearing alongside local
musical acts with tickets for the whole
three days or day passes available.
ISSUE 48 MARCH/APRIL 2014
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Portsmouth Historic Dockyard and The
National Museum of the Royal Navy will
be marking the centenary of the First
World War (2014-2018) with a full
programme of activities across the site.
A major highlight of this year’s events will
be the unveiling of HMS Hear My Story
where £4.5million has been spent on new
galleries covering 100 years of the Royal
Navy. Following themes from War and
Peace to Popular Culture, the collection,
which opens on 3rd April, draws from the
National Museum’s extensive archive and
an atmospheric cinema will show
specially commissioned films to evoke
what war at sea was like.
From 3rd April to January 2015, Racing to
War: The Royal Navy and 1914 will tell
the Royal Navy’s story during the last
years of peace and the opening of the First
World War.
Also, from 3rs April, HMS Alliance, the
only surviving WWII era submarine will
be ready for her ‘relaunch’ after
undergoing a major £7million
conservation and restoration project.
A D-Day 70th Anniversary guided tour
takes place on 4th June when visitors have
the rare opportunity to experience a full
guided tour of Fort Blockhouse. Formally
known as HMS Dolphin, the 18th Century
fort was home to the Royal Navy’s
Submarine Service for most of the first
100 years of the RN Submarine Service.
There will also be a number of events
aimed at families and children including
Armed Forces Day in June and the World
at War Arena Event, also in June, when a
full day of activities will be staged in
Victory Arena, plus the chance to meet
veterans from the Second World War to
the present day.
The NMRN will also host a special event
in the Arena on 5th August to
commemorate the firing of the first shot
fired at sea on 5th August 1914.
For more details and the full programme
of events visit
www.historicdockyard.co.uk

// HMS Hear My Story, Submariner Captain
Johnnie Walker. Image courtesy of The
National Museum of the Royal Navy

Recording artist and music
producer Pharrell Williams
is THE man of the moment
in the music world.
Whether it’s using music,
fashion or design, he likes
to express his distinctive
style and he’s in great
demand.
Pharrell started his
producing career as one
half of The Neptunes with
Chad Hugo and more
recently he helped create
Daft Punk’s Get Lucky and
Robin Thicke’s Blurred
Lines.
This is the second studio album from Pharrell himself and it features the foot-tapping
number one single Happy, which was nominated for an Academy Award thanks to its
inclusion in the Despicable Me 2 soundtrack.

Packed programme to
mark First World War
Centenary

LIFESTYLE

Dutch duo Lodewijk Bosman (left) and
Hidde Van Der Straaten, owners of The
Upcycle – a company specialising in
the transformation of bicycle waste
into inventive new products

Helen Jauregui talks to the
contemporary designers
who take the phrase ‘waste
not, want not’ as a personal
challenge
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Katcha Bilek at work in her Bristol studio

“

“
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roving that one man's trash is another
man's treasure, upcycling is the
conversion of unwanted or waste
materials into new, innovative products
which have a higher value or quality than
the original materials – a trend which has
broad appeal, not only to eco warriors but
also to design devotees, fashion fanatics or
simply those traditionalists among us who
seek sturdy, well-made products.
Katcha Bilek, who runs her own range
of ethical designs from her studio in Bristol,
UK, is known for her creative range of
handmade fashion accessories created from
reclaimed materials such as inner tubes, bike
tyres and car seat belts.
As Ms Bilek said, there is a real sense
of achievement to be found in creating
something new from unwanted materials:
“I love the transformation. I enjoy the
challenge of it. We are not working with a
blank canvas but material which has been
formed into a product previously. In reality,
what you are working with is, essentially,
rubbish – but I like to experiment and make
something really beautiful out of this – I
like the opportunity to improve it in
this way.”
If you think upcycling sounds easy or
cheap be warned – although reclaimed
materials can quite literally be rubbish and
may be completely free to source, the
research and development process can be
time-consuming and a great deal of manpower may be needed in washing and
preparing the materials too, particularly
when it comes to well-used products such
as tyres.
Perhaps one of the most interesting
aspects of working with reclaimed materials
is that often, the material can hold unique
properties which may need to be
manipulated in order to work within a new
application. According to Ms Bilek, tyres
and inner tubing are perfect as they are made
from extremely durable synthetics, making
them malleable. They can also perform and
look fairly similar to leather, making for a
strong product but one which is cruelty free.
“Once I realised the quality was so
good, I decided it made sense to use this
material,” Ms Bilek said. She added that as
the material already has a specific form and
was created in the shape of a wheel rather
than being a flat piece of material,
designing a new product around this is
tricky as there are limitations based on the
rounded shape of the material.
Often, limitations in a chosen material
can really capture a designer’s imagination,
making them think innovatively to create
something truly original. Having worked with
tyres and noticed how their intricate tread
patterns resemble the armour of crocodiles,
Ms Bilek created a range of near life-sized
crocodile sculptures, made from different
pieces of tyre and other reclaimed materials.

LIFESTYLE

My mother had contempt for waste
and engrained it in us to recycle
Katcha Bilek, ethical designer

These unusual beasts can be used as garden
ornaments, furniture and climbing frames.
The crocodiles have huge blunt white
teeth and travel to different festivals and art
shows across the UK, accompanied by a
comical sign advertising ‘feeding times’.
Adults and children are encouraged to come
and pet the crocs and interact with them. Ms
Bilek said the inspiration behind these
humorous reptiles came in part from graffiti
art in Bristol and that in creating them, she
wanted to produce comical, rather than
absolutely realistic sculptures.
Explaining her route into upcycling, Ms
Bilek said recycling and resourcefulness have
been part of her life from a young age: “My
mother had contempt for waste and engrained
it in us to recycle so we’d be creative and
instead of throwing something away, we’d try
and find a use for it. I grew up with an older
sister so I wore hand-me-down clothes but I
would change them a little bit to make them
more bespoke, making them my own. My
mum was creative and at Christmas time, she
would make up competitions for us, where,
for example, we would see who could make
the best hat out of found materials. So my
interest in upcycling has all really stemmed
from my mum’s attitude towards waste.”
Ms Bilek concluded that recycling is
definitely in trend at this time and that the
fashion for vintage clothing is another
example of how eco friendly and resourceful
approaches are reaching the mainstream.
With upcycled products growing in
popularity, entrepreneurial types are finding
new methods of promoting their products
to a wider audience. Many designers
specialising in this field are relatively small
players in the retail world but websites such
as Hipcycle, an online retailer specialising in
upcycled products, have helped in allowing
small businesses to partner with online
retailers and sell their products to a
wider audience.
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For some designers, a grassroots outlook
focused on local waste problems has helped
bring new business opportunities. With a selfprofessed ‘work hard, play hard, enjoy life’
mentality, Dutch duo Lodewijk Bosman and
Hidde Van Der Straaten created The Upcycle,
a company specialising in designing and
making products using reclaimed bicycle
parts, in 2012. Lodewijk and Hidde have
backgrounds in creative and industrial design
and aim to build sleek and useful products
which prove that the term ‘waste’ can be hard
to define.
The Upcycle is proof that success can
grow from misfortune because the idea to
work with reclaimed bicycle parts was born
when one of the company’s co-founders
parked his bike incorrectly and had to visit
the ‘Bike Depot’ in The Hague region to
collect it. There he saw a huge ‘bicycle
orphanage’ first hand, representing just a
small portion of the thousands of bicycles
discarded in The Netherlands each year.
From this experience, he developed the idea
to do something useful with this enormous
waste stream.
As Lodewijk explained, The Upcycle
aims to reconsider the role of materials:
“Nature is very good at keeping things in a
cycle but industry fails to do this in an
efficient way! We look at materials as being
part of a continuous cycle, starting with
bicycle parts.”
The Upcycle works with Stichting Stunt,
a social workplace which supports vulnerable
people in the welfare system, helping them to
build on their skill set and find work while
making a contribution to society. Here,
reclaimed bicycles are dismantled and the
parts are sorted accordingly, after which the
frames are cleaned and sandblasted.
After much further work, beautiful, fully
functional bicycles emerge, painted with The
Upcycle’s signature turquoise paint. But the
company makes all kinds of other products
SHIP MANAGEMENT INTERNATIONAL
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With the motto 'love upcycled, love
unique', The Upcycle Movement was devised
by Lynn Haughton with the aim of building
a supportive community of upcyclers, to
create a platform for the sharing of ideas and
techniques and to help promote and educate
others about upcycling. Ms Haughton, who
is based in Dublin, Ireland, explained how

“

“

from bicycle waste too, including desk
lamps, belts, wallets and even furniture!
Hidde Van Der Straaten said The
Upcycle’s ethos goes beyond simply striving
against huge amounts of bicycle waste,
though this is an important aspect of their
work: “We want to stimulate people to look
differently at waste as it can be a resource for
lots of things. Waste is food for creativity, we
say. We also want to show the world that it is
possible to make quality products with a
waste stream as the basis, implementing it on
the mainstream market. Why would a belt
made from a bicycle tyre not be a viable
alternative for the boring leather belts we
have been wearing for decades?” He
emphasised that through the collaboration
with Stichting Stunt, The Upcycle’s
production line is socially conscious too,
making it a great alternative to less ethical
methods of mass production.
Lodewijk and Hidde pride themselves on
developing a sustainable business and are
confident in the staying power and longevity
of their designs, as they said: “We really
believe that we are part of a development
rather than a trend. Mass production is our
goal, but educating people is part of that.”
Winnie McHenry, who runs Upcycle, a
company based in Johannesburg, South
Africa, dedicated to ‘changing the way we
look at waste’, is familiar with the challenges
of finding new applications for tricky
materials: “I have had tonnes of fun with
plastic milk bottles as they are not that easy
to convert into anything other than what they
are. High-density polyethylene, specifically
white milk bottles, are almost impossible to
paint, colour, or glue. This makes the product
quite a challenge but that’s the best part!”
Ms McHenry believes the more you play
with materials, the more creative you become
and she has recently published a book for
children entitled Maak Cool Goed (Afrikaans
for ‘make cool stuff’) which contains over
100 craft projects, teaching young people to
experiment with re-using materials.
Discussing her reasons for creating
Upcycle, Ms McHenry said: “My primary
goal was to inspire everyone to reduce their
carbon footprint and enjoy doing it. Upcycle
is a company dedicated to changing the way
we all look at waste. Through our projects,
ideas and articles we share new and exciting
ways for people to get involved in the
green revolution.”
Ms McHenry’s business is socially
conscious and she has much experience of
teaching unemployed people how to make
crafts from trash in order to help them out of
poverty. As she said, crafting has always been
a part of her life and it was a simple
progression to switch from working with
bought materials to choosing recycled
materials instead: “This way I get to play a
lot, teach people and save the planet – the
perfect dream!”

We look at
materials as
being part of a
continuous cycle
Lodewijk Bosman,
Co-founder, The Upcycle

she developed an interest in upcycling: “I
have always been a creative soul and
conscious of the environmental impact I
leave behind me. I want to leave this earth
knowing that impact has been a positive one.
I was working as an interior designer
updating properties for the rental market and
was disgraced at the amount of items deemed
'for the skip' just because it seemed like the
easiest option.
“I set about restoring and transforming
the unwanted items, learning and teaching
myself as I went. I loved making the
transformations and reviving these unloved
items into something special and my interest
and skills have developed from there. I love
to challenge myself to come up with new
ideas and learn new techniques all the time.”
Soon after, Ms Haughton discovered a
‘secret world’ of upcyclers, all striving
towards the same goals and so, she decided
to create a platform to showcase this positive
global movement, “in order to encourage
more of it and to help change people’s
mindsets and perceptions of ‘waste’”.
And so, The Upcycle Movement was
born and according to its founder, the
response has been phenomenal: “I have met
and got to know upcyclers from all corners
of the globe, all striving for the same goal –
to make a positive impact on our world and
to ensure future designs are sustainable. It is
an exciting time. Businesses have
collaborated through the network too which
is really exciting to see!”
When asked what creative projects she
is currently working on, Ms Haughton said
she has been re-upholstering old chairs and

sofas using swatches from discontinued
fabric book samples: “These are thrown out
all the time but they are perfectly good
material and can create a beautiful end
product – so full of colour!”
Kathy Tempestoso, Founder of
Upcycling the Gift, a company which
specialises in ‘inspiring creativity with what
we already have’, creates products from
materials which are readily discarded. Some
of her most eye-catching products feature
reclaimed magazine pages, folded and
twisted into dozens of shapes which are then
used to decorate bowls, boxes and vases.
Ms Tempestoso described how this
interest came about for her: “Being a stay-athome mom and artist, I wanted to do
something to give me a creative outlet that
would require very limited costs. One day, I
saw a small upcycled magazine bowl online
and loved it! With all the magazines I had
accumulated, I decided to give it a try but
wanted to do something big and beautiful like
a large decorative bowl or vase. After
creating one piece, I was hooked!
“Magazine pages are so colourful and
produce beautiful, decorative pieces and it
feels so good to repurpose all that I have! For
every magazine project I create, I make every
effort to use the entire magazine but whatever
I don’t use, I simply recycle. It’s fun to be
surprised by how beautifully unique and
vibrant each piece becomes.”
She added that a love of the arts has
always been an important part of her life and
that crafting provides a unique and serene
creative outlet. “When it’s upcycled from
materials we already have, it takes it to a
whole other ‘feel good’ level,” she said.
When asked if she believes upcycling
has become a fashionable trend in the
mainstream or if it’s something reserved for
eco-conscious and creative people only, Ms
Tempestoso said: “Without a doubt, I feel
upcycling has become a fashionable trend
across the globe. It may not be for everyone
but it certainly is not exclusively for the ecoconscious and creative. Sure, there are those
who can craft beautiful, upcycled pieces but
upcycling goes way beyond the pretty
upcycled vase. There are endless upcycled
ideas shared everyday all over the world
thanks to the internet – these make people
rethink, reuse, and reduce the things they
have in ways they would never have thought
of before.” ■

Bench made from reclaimed skateboard
decks, available from Hipcycle.com
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