




SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 1



SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 2



SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 3



SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 4



JULY/AUGUST 2008  ISSUE 14 SHIP MANAGEMENT INTERNATIONAL 5

50 The image
of Shipping

COVER STORY FIRST PERSON

SHIPMANAGEMENT FEATURES

T H E  M A G A Z I N E  O F  T H E  W O R L D ’ S  S H I P M A N A G E M E N T  C O M M U N I T Y ISSUE 14   JUL/AUG 2008

NOTEBOOK

8 STRAIGHT TALK -  Is that horse smiling?

9 Columbia bans its ships from
Nigerian waters
Limassol-based Columbia Shipmanagement has

declared it will no longer allow vessels to pass

through Nigerian waters in light of a recent piracy

attack at Nigeria’s Pennington marine terminal. 

InterManager warns that management
fees must rise

11 Shipping industry forum created to
tackle image crisis

OffTheCuff
Deepak Sen - Managing Director of Swan Ship

Management

12 EC sets out its stall for an 
integrated maritime policy

13 Place your bids now…
Ferries become the new mode of transport up

for grabs on online auction site eBay.

OnTheRecord

14 Napoli is the second highest
marine disaster after Exxon Valdez

OverHeard
Nicos Efthymiou, President of the Union of

Greek Shipowners, commenting on a Union

of Greek Shipowners educational initiative

15 Never underestimate the power
of training

Coral Sea master jailed
A Greek court has shocked the global 

shipping industry with a guilty verdict and a

14-year jail sentence on the master of the Coral

Sea, Kristo Laptalo.

16 An Epic move
Epic Ship Management has been taken over by

the Pacific Basin Group in a move which will see

a managed fleet of 130 vessels across 15 different

vessel types exceeding three million dwt

17 10 could go at V.Group

22    How I Work
SMI talks to industry achievers 

and asks the question: How do 
you keep up with the rigours 
of the shipping industry?

34 On my mind
Vijay Rangroo - Managing

Director, MTM Ship 

Management Pte

43 Opinion
Lars Modin - Managing 

Director, International Tanker

Management Holdings

81 Insight
Bjorn Hojgaard - Managing

Director Thome Ship

Management. His appointment 

as Managing Director is 

indicative ‘of the new generation

of managers who will take the

company to its next stage of 

development’

18 Michael G. Jolliffe
Chairman of StealthGas Inc,

Deputy Chairman of Tsakos

Energy Navigation and Joint

President of Hanjin 

Eurobulk

DISPATCHESDISPATCHES
S H I P P I N G  B U S I N E S S  R E P O R T S  F R O M  A R O U N D  T H E  W O R L D

SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 5



SHIP MANAGEMENT INTERNATIONAL ISSUE 14   JULY/AUGUST 20086

TRADE ANALYSIS

28 Meeting changing sentiment
Product and chemical tanker numbers have grown considerably

during the past five years, a situation which is set to continue

on the back of a huge orderbook.

MARKET SECTOR

76 Using Tried and tested principles
Acrew trained in theory but not in practice; a vessel compliant

with the ISM Code but not really implementing it. These are

increasingly common problems, according to the Marshall

Islands ship registry,

OBJECTS OF DESIRE

90 Objects of desire Things that make you go oooh!

DISPATCHES

60 Vietnam and India raising their newbuild game
Vietnam's emergence on the international shipbuilding stage

and India's reinvigoration of its shipyard sector, have created

new tonnage sourcing opportunities for ship owners

LIFESTYLE

92 Savile Row - a cut above the rest
Lust for luxe, maybe? Wealth, certainly. A certain

je ne sais quoi, almost definitely. A tailor on

Savile Row – yes, most emphatically.

94 You rang sir....
Welcome to the exclusive world of the

wealthy and the elite – a

sphere untainted and uncharted by

mere mortals, and where the absence

of a personal assistant to pander to

every single infinitesimal need is

beyond comprehension.

REGIONAL FOCUS
89 What I’m reading
With David Dingle, Chief Executive Officer, Carnival UK

PLUS, Faceless Killers and The Sea, The Sea

BOOK REVIEW

37 Confidence and wariness displayed in a complex
market

NEWBUILDING
SHIP REPAIR

84 FPSO conversion work all the rage

38 Dubai
Hot to trot
If the Dubai government’s enthusiasm to attract the global shipping

industry to its much heralded Dubai Maritime City is anything to go

by, then the Middle East and the UAE in particular, is poised to

become a force to be reckoned with.

44 Germany
Controlling the insatiable appetite for growth
The German marine industry does not appear to be as badly hit by

the world’s economic slowdown and so called ‘credit crunch’ as

some other countries. However, across Germany unemployment

continues to rise while GDP is slowing.

BUSINESS OF SHIPPING

31 Stemming the flow
The marine insurance market is bleeding and underwriters are making

sure that ship owners with a poor claims profile get hurt too. For them

it’s increases in premiums and deductibles, writes Denzil Stuart.

64 AdHoc
SMI and Videotel in party mood
Speedos, sun cream, Blackberry?
Stepping back to the ‘twenties’
A lot of hot gas?
‘Subbing ridiculous’
Historical gems showcase shipwreck history in new exhibition
Giddee up…
Credit Crunch…what credit crunch
60m bhp: a record
Precious water arrives in Limassol

BUSINESS VIEWPOINT

70 Salvaging its own crew crisis
If fears are to be believed, consolidation within the salvage industry

coupled with a fallback in recruitment levels are presenting their

own major threats, writes Amy Kilpin.

86 Getting Personal
Benjamin Goggin, Joint Chairman of the FFABA and Senior

Director at SSY Futures

SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 6



SMI14_v.1.xpr:Layout 1  27/7/08  19:23  Page 7



SHIP MANAGEMENT INTERNATIONAL ISSUE 14   JULY/AUGUST 20088

The Shipping Business
Magazine today’s owners and
managers have been waiting for

According to Oscar Wilde, you should always play

fairly when you hold the winning cards. Sound

musings indeed from Ireland’s sardonic wizard,

but alas life can have a habit of turning around and

kicking you in the proverbials. Just consider the

third party ship managers. At a time when their

services have never been more valued, they are

being forced to shed previously deemed essential

senior staff in order to weather the ravages of low

management fees and an under-performing dollar.

This is at a time when their principals have never

had it so good.

Tsk, tsk, not good news especially when ship

owners need these managers more than ever before

to spearhead a global recruitment drive to ensure

their high-earning behemoths don’t find them-

selves stacked up in lay-up yards for want of a

decent crew. Spoil the ship for a ha'pworth of tar is

another well known nautical saying we could all

contemplate. 

To say the industry is witnessing a recruitment

merry go round at the moment is something of an

understatement when you consider recent news

that the V.Group is currently negotiating departure

terms with up to 10 senior managers as the ship-

ping services company undertakes a strategic

rethink in the face of intensifying pressure in the

shipping and capital markets.

The latest termination process, which follows

earlier news that Don Anderson has stepped down

as its Chief Executive, is still in the early stages

and has yet to be concluded. And while the compa-

ny has pledged to focus a lot more on its core ship-

management business, with particular emphasis on

product delivery and client relations, it is a worry-

ing development considering the crew shortages

and the continuation of the terrible weakness in the

dollar.

And it isn’t just confined to the V.Group.

Separate managers in Norway and Cyprus are

known to have lost key personnel and one manag-

er we spoke to in Singapore has already imple-

mented cost cuts because of low revenues. With

costs in Euros and revenues in dollars the industry

is finding it difficult to remain profitable.

But it isn’t just a case of raising management

fees because that will benefit the corner cutters in

the management industry and we all know they are

still there, waiting in anticipation to migrate their

whole operations lock stock and smoking barrel to

the cheapest labour backwater as soon as they start

to feel the financial pinch. No, the time has come

for the owner and the manager to respect each

other for the business partners that they are and to

understand that anything of quality comes with a

price.

Guy Morel, General Secretary of InterManager,

recently spoke of the malaise in the shipmanage-

ment industry due to the rising costs of managing

ships against a backdrop of a five-fold rise in ship-

ping revenues over the last five years and a grow-

ing dependency by ship owners on the services of

today’s third party manager. Proof is there, he said,

that while around 25% of the world’s fleet is under

some sort of shipmanagement today, the number is

expected to grow to 35% within the next five

years. Furthermore, he claims, the benefits offered

by today’s quality ship managers have become a

given of the corporate strategy of many ship own-

ers. But ship managers will naturally continue

efforts to improve the lot of the ship owner: it is

their bread and butter and the assurance that they

will continue to sell their services if they have

competent crews to place onboard. But more than

that, ship managers will continue to initiate indus-

try efforts, because they need to always be on the

go: the ship manager is bound to impress his client,

and to keep this impression alive at all times. This

is probably why ship managers have demonstrated

their ability to be creative in the definition of new

approaches of their functions, through new prod-

ucts, new attitudes and new activities.  They will

continue to do so, because they have to – when you

have a less than respecting customer and a vicious-

ly competitive market, you have to be one step

ahead just to keep the business.

Continuing the flow of idioms, today’s

shipowners are looking a gift horse in the mouth

but this horse is in danger of bolting when it is

needed most.

That stable door is starting to swing on its

hinges, don’t wait too long before you shut it.

Sean Moloney

STRAIGHT TALK
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NOTEBOOK
SHIPMANAGEMENT NEWS AND REPORTS FROM AROUND THE WORLD

Columbia bans its ships from
Nigerian waters

Ship owners must realise that shipmanagement and 

crewmanagement fees need to increase otherwise the major-

ity of professional managers will become reluctant to take on

more ships for management, according to Ole Stene,

President of the ship managers association InterManager.

Claiming that ship owners still had to recognise the

valuable role that third party managers play in today’s

shipping industry, Ole Stene complained that owners still

“did not want to pay the fees that managers’ deserve for

taking care of their assets”.

He added: “I have not seen much improvement in the management fee

structures since it first started to be debated in the media and when you

see how the shipping market has improved coupled with the concerns we

have on recruiting and manning and taking care of the asset value of the

ships, we are surprised owners are not prepared to share

their fortune with us in taking care of their ships.”

Despite this reticence on the part of the owners, he

claimed it was inevitable that fees would rise and that

owners would start to realise they have to invest in man-

ning but also in paying for the management services they

are receiving.

“It is becoming more difficult for ship owners them-

selves to recruit the right shipmanagement resource. In a

way it is the third party managers who control those people who will

be eventually employed as superintendents ashore. If a ship owner, par-

ticularly asset players, goes out into the market to try and hire superin-

tendents or crew managers, he will find he has a huge problem attract-

ing the right people,” he added. ■

Limassol-based Columbia Shipmanagement has declared it will no longer

allow vessels to pass through Nigerian waters in light of a recent piracy

attack at Nigeria’s Pennington marine terminal. 

Authorities were alerted when the Cape Brindisi, a 159,195dwt

Marshall Islands flagged crude oil tanker, was attacked by militants during

cargo operations in port. The raiders opened fire on the vessel and attempt-

ed to board the ship while appropriate procedures and safety measures

were carried out and shore assistance sought.

Captain Andrejs Udrovs and the 18-strong crew onboard were praised

for their professionalism and bravery in the face of danger, however, con-

cern was later raised regarding the alleged lack of assistance received from

the Nigerian Navy, despite the urgent request for support. 

Captain Dirk Fry, Managing Director of Columbia Shipmanagement,

said that as a result of the incident: “We have taken our ships off the char-

ter route and none of our vessels will be calling there again. In the mean-

time we have made this incident known to all our crew and given advice

as to how they should react in future situations. We should remain vigilant

at all times when dealing with such areas of risk.

“It is one of the worst piracy regions we have on the planet, and our

decision was logical – to simply say we will not take our ships in that

region, or to remain very far off the coast. It is also important to give advice

to all ships entering dangerous waters, not just Nigeria, and to issue safety

measures that apply to all areas. The most important thing is to remain alert

to future piracy risks, and take as many preventative measures as possible,”

he added. ■

InterManager warns that management fees must rise
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NOTEBOOK

Shipping’s lacklustre image is to be tackled head on by the formation of a

new global forum of maritime leaders, made up of ship owners, managers

and seafarers’ representatives.

The Forum is already planning its inaugural meeting in London, to be

chaired by shipmanagement association InterManager, and European

Commission funding could be on the cards when the group produces an

effective business case.

The initiative, which was the result of nearly two days of debate 

at the recent 2nd International Ship Management Summit in Limassol,

Cyprus, will be made up from key shipping industry leaders including:

INTERTANKO, InterManager, the International Chamber of Shipping and

the International Shipping Federation. The International Transport

Workers’ Federation and Round Table and industry associations are being

asked to join.

Welcoming the proposal, which emerged from a high-level round table

discussion at the SMI Cyprus summit, InterManager General Secretary

Guy Morel said: “Shipping provides a vital service on which the world’s

economy and people’s welfare depends. And yet, for the majority of peo-

ple, the industry has an unfavourable image.”

The shipping industry needs to lobby actively for its rightful role on the

global stage, he explained. “We’re creating this group in order to improve

the image,” he said.

Welcoming the formation of the Image Forum, Dimitrios Theologitis,

Head of Unit, Maritime Transport & Ports Policy, Maritime Security,

European Commission DGTren, said the group’s initiatives need to be ‘far

reaching and ambitious’. “I think that, from our side, we would be very

positive towards such an initiative,” he said.

Peter Swift, Managing Director of INTERTANKO, said the Forum will

tackle shipping’s image concerns at company, national and international

levels: “The image of the industry shapes the business and legislative envi-

ronment and our ability to attract resources. We need to highlight the good

and remove the bad,” he said. ■

Shipping industry forum created to tackle image crisis

“We know we are running out of quality crew from the Philippines so we

have started to go out to nearby countries and we have found some nice

well trained officers in places like Indonesia, Bangladesh and Sri Lanka.

The majority of the officers in Bangladesh and Sri Lanka have English

licences or Australian tickets and they appear to be fairly well educated.

Indonesia is still to be desired as a crew supply source but is OK if your

selection processes are good. The crew complement for the vessels we

manage for Stealth are currently all Filipinos but now we are putting in a

drop here and a drop there of different nationalities.  Right now I have offi-

cers from Sri Lanka who are under training and we have a few officers

from Indonesia.” ■

OffTheCuff
Deepak Sen 
Managing Director of Swan Ship Management

Capt Ajay Das and John Chambers, StealthGas and Deepak Sen, Swan Ship Management
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The European Commission has called on EU

member states to submit their own nation mar-

itime policies by Spring of next year prior to

drawing up its own proposals for an integrated

Europe-wide maritime policy that will be deliv-

ered for approval to member states by 2009.

Addressing an informal meeting of

European Ministers, Joe Borg, EC

Commissioner for Fisheries and Maritime

Affairs, said the Commission did not intend to

impose anything on Member States “nor to call

on you to adopt any single system of maritime

governance. On the contrary, we want to let

Member States chart their own course whilst

agreeing on certain basics principles.”

He added: “Your national integrated maritime

policies will differ from each other, depending

on your different constitutional, geophysical,

economic, social, cultural and environmental

contexts. At the end of the day, an integrated

approach to maritime policy can only be effec-

tive if it thrives on political leadership by each

government and it is organised in harmony with

domestic administrative traditions.

“Indeed, we are relying on the power of per-

suasion. I am aware that persuasion, without

the hard guarantees of

law, is only as powerful

as the willingness of

those addressed to lis-

ten. But the arguments

for adopting an inte-

grated approach to

maritime policy are

strong indeed, and the

best evidence for this is

the broad international

trend to move towards

integrated maritime

policy in the US,

Canada, Australia, Japan, besides, of course, a

growing number of European countries.

“As a follow up of these guidelines I invite

you to provide us with information on your

countries' approaches by the spring of next year.

On that basis, the Commission will then make

the information available as part of the report on

the implementation of the Integrated Maritime

Policy that it will deliver to the European

Council in 2009, as requested by the European

Council in December last year,” he said.

Commissioner Borg said the EU could ben-

efit further from stronger coordination of the

activities of EU agencies working in areas con-

nected with the sea, such as the External

Borders Agencies (Frontex), the Maritime

Safety Agencies (EMSA), the Fisheries Control

Agency and the European Defence Agency.

The Commission is ready to do its bit in this

regard. “But we also need a firm commitment

from Member States. To that end, I would wel-

come a signal today that we all share the goal

of ensuring coherence in the actions of these

EU Agencies,” he told Ministers. ■
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EC sets out its stall for an integrated maritime policy
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A new wave of vessel trading is entering the shipping industry as fer-

ries become the new mode of transport up for grabs on online auc-

tion site eBay.

Latest offerings include a 1989 Russian-built 90' Voskhod-2

hydrofoil fast ferry based in Ontario, Canada. The 71 passenger-

capacity vessel also comes fully equipped with a passenger saloon

and snack bar, with bids currently reaching $50,000.

Washington State Ferries (WSF) also attempted to sell four of its

1920s-built ferries on eBay at a starting price of $350,000 per vessel.

Renovated between 1981 to 1987, the steel electric class ships

were removed from service due to widespread hull corrosion, and

were listed on the online auction site after repair plans for three of

the vessels estimated at around $4m each was renounced. 

Recycling companies estimated a scrap value of around $460,000

per vessel, according to Doug Russell, WSF's acting chief naval

architect, however the decision remains unclear as to whether the

items will be re-listed at auction or involved in broker networks, if

not sold. ■

NOTEBOOK

Place your bids now…

“Our whole company and operation is borne out of mistakes

made by agents who are more interested in the vessel and the con-

tainers rather than about the crew which they regard as a

headache. We have prepared a system where we can resolve all

Visa problems in five minutes. Each crew can travel without a

visa to the first airport in Schengen, we arrange a visa over there,

and then he can fly after a couple of hours to his destination.”

Hans Boers, Boers Crew Services ■

OnTheRecord
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Recovery of the MSC Napoli, which grounded off the British coast last

November, has become the second most expensive claim ever, accord-

ing to marine insurance group The London Club.

In it’s 2008 Annual Report, London Club states that the total cost for

the recovering the 4,700 teu containership’s cargo, cleaning up spilled

oil and removing the damaged ship is now approaching $185m, mak-

ing it second only to the Exxon Valdez oil pollution claim in 1989.

“The response to this casualty has been an enormous challenge in

technical, regulatory and legal terms,” said Paul Hinton, Chief

Executive. “The salvage and removal of the wreck of the ship and her

containers, as well as the disposal of cargo within the containers, has

been a unique experience in a number of respects, but, importantly, it

is the first occasion on which a large container ship has foundered in a

recoverable condition off the coast of a European State.”

The London Club reports a $30m loss for 2007, it’s first for five

years, which it attributes to the fall-out from America’s sub-prime

mortgage crisis, reduced investment returns and increasing costs, as

well as the Napoli incident.

Nicos Efthymiou
President of the Union of Greek
Shipowners, commenting on a
Union of Greek Shipowners 
educational initiative
“There are not enough Greek officers to

man the rapidly expanding Greek-owned
fleet and this campaign is designed to
highlight the benefits of our industry and
way of life as a means of making it more
appealing to the new generation. In the
last 18 months, 127 vessels have joined
our fleet but the number would have been
higher if we had had a capable number of
Greek officers to man them. Without Greek
officers, we will lose our know-how, expert-
ise and eventually our traditional love for
the sea. Our friends from the Far East
would stand to benefit from this develop-
ment because their shipping industry is
blossoming through continuous invest-
ments in education and training.” ■

OVER
HEARD

Napoli is the second highest marine disaster after Exxon Valdez’
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The industry should never underestimate the benefit of training in

developing and retaining a pool of loyal and committed seafarers who

can add value to the entire maritime industry by reducing the number

of accidents and casualties and improving the image of shipping in gen-

eral, said Daniel Ioannides, Director of Cyprus-based owner Ocean

Tankers.

Addressing delegates attending the 2nd International Ship Management

Summit in Limassol, he said well-trained and experienced seafarers

“should eventually be offered shore-based positions so that they may in

turn guide the crew of the next generation and work together to achieve the

industry goal of continuous improvement in safety, quality, and reliability.

“As a responsible ship owner and an advocate of the belief that pre-

vention is better than cure, I believe that the implementation of a well-

designed and planned training program on a long-term basis should be

sought for on a collective basis. It’s never too late to begin.”

Undoubtedly it would be a difficult task to try to get together the par-

ties concerned to strike a universal agreement to begin to solve the prob-

lem once and for all, he said. However, he said he believed “that the

shipowners acting through the national shipowners unions and ECSA

(The European Community Shipowners' Associations) together with the

ship managers should create a common forum to discuss and debate the

matter on a collective basis, to strategise the best way forward.

“Perhaps the creation of a European Maritime Academy sponsored

and supported by all parties concerned to recruit and train young cadets

might be the best way forward, instead of individual initiatives which

are in competition with one another. Once a consensus has been

reached between ship owners and managers, I believe the matter should

be discussed further perhaps at IMO level, supported by the member

governments.

“Let’s remember the well known motto: “United we stand and divided

we fall”,” he said. “This is a call to unity. It’s the only way forward.” ■

A Greek court has shocked the

global shipping industry with a

guilty verdict and a 14-year jail

sentence on the master of the

Coral Sea, Kristo Laptalo.

Capt Laptalo, a Croatian

national, was arrested a year ago

after the Greek coast guard

found 51 kilograms of cocaine

in boxes of bananas being dis-

charged. He was also sentenced

to 14 years in prison and fined €200,000.

The arrest, trial and conviction of Laptalo, who was indicted

has attracted considerable attention in Croatia. Croatian diplo-

mats attend the trial and afterwards the country’s foreign min-

istry issued a statement saying it could not comment on the ver-

dict “because the ruling is not final” but it added that it would

continue to provide Capt Laptalo with consular protection and

would also assist him in other ways, in accordance with the

Vienna Convention on Consular Relations and other interna-

tional regulations.

Capt Laptalo has already spent over a year in detention and

the trial has been postponed twice. The International Transport

Workers Federation described the verdict as “unexpected and

impossible to reconcile with all the evidence heard in court

which pointed to his innocence”.

Lawyers representing Kristo Laptalo have said an appeal

against a Greek court verdict sentencing him to 14 years for nar-

cotics offences is unlikely to be heard until next year. ■
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Never underestimate the power of training

Coral Sea master jailed
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Epic Ship Management, the third party ship and commercial manage-

ment arm of Epic Shipping, has been taken over by the Pacific Basin

Group in a move which will see a managed fleet of 130 vessels across

15 different vessel types exceeding three million dwt.

The move, which follows Epic’s decision to withdraw from its third

party shipmanagement business in order to concentrate on shipowning

and other projects, will mean the creation of a dedicated third party

shipmanagement operation backed up a $2.5bn parent company.

The new operation will be named PB Maritime Services and will be

headed up by Nigel Cleave as CEO. It will have offices in Singapore,

Japan, the UK, Cyprus, Germany, the Baltic countries and the

Philippines, providing a round the clock service wherever a client or

vessel may be.

Epic will continue in its own right, with PB Maritime Services and

Pacific Basin Tankers, two new divisions formed three months ago, tak-

ing over the shipmanagement and commercial management activities of

Epic respectively.

The PB Maritime Services fleet will encompass a broad range of ves-

sel types, size and age, comprising VLCCs, product carriers, chemical

and LPG carriers, in addition to specialised units in the offshore oil sec-

tor and in short sea transportation, including offshore oil support ves-

sels, ro-ro, ro-pax, car carrier, container ships and tugs under its man-

agement. As such, PB Maritime Services will have considerable expe-

rience across virtually all sectors of the shipmanagement industry,
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which includes the engagement of over 2,700 seafarers of

varying nationalities.

It is currently supervising an extensive number of new-

buildings under construction which will flow through to man-

agement upon delivery. It has pledged to continue to actively

source and recruit highly talented staff both afloat and ashore.

In addition to having a major recruitment and crew man-

ning operation based in the Philippines, it is also one of the

largest foreign employers of Chinese seafarers.

Epic Shipping was created in 2004 when the Pacific Basin

Group was floated on the Hong Kong stock exchange. Pacific

Basin was at the time a substantial privately held shipowning

and operating group of companies, based in Hong Kong with

a strong position in the handy sized bulk carrier sector,

focused on the Pacific area and in particular the Chinese mar-

ket. As part of Pacific Basin’s pre-IPO restructuring, Epic

Shipping was formed as a separate vehicle to hold the tanker

and other non bulk carrier shipowning, operating and ship-

management activities of the business, which were not

included in the flotation.

Epic Shipping’s shareholders remain largely drawn from

the original private shareholders of Pacific Basin. ■

NOTEBOOK

V.Group is currently negotiating departure terms with up

to 10 senior managers as the shipping services company

undertakes a strategic rethink in the face of intensifying

pressure in the shipping and capital markets.

The latest termination process, which follows news 

earlier today that Don Anderson has stepped down as

chief executive, is still in the early stages and has yet to be

concluded.

But SMI understands that the senior managers and in

some cases directors, may be given the opportunity to sell

their shareholdings in the group as part of their move out

of the business.

Roberto Giorgi, V.Ships President, was quoted in the

press as saying the company would focus a lot more on its

core shipmanagement business, with particular emphasis

on product delivery and client relations. “We will grow

only when and where it makes sense. This is almost of

paramount importance now due to crew shortages, 

the continuation of this terrible weakness in the dollar,

which is hitting everybody, and the rising costs in just

about every area: bunkers and lube oil; insurance; techni-

cal expertise; maintenance and repair in European and

Asian yards.”

While the company is putting more energy and

resources into core propositions it is understood to still be

committed to the other 20 services it offers. Indeed, it is

looking to extend its activities in other areas, especially at

the end of the ship life cycle such as ship scrapping.

Sources close to the business claimed the company 

was going through a period of consolidation and that there

was nothing fundamentally wrong with the group at the

moment.

10 could go at V.Group
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I
could sense the pride in Harry Vafias’ voice when he suggested

that I seek out his chairman Michael Jolliffe for an interview.

“That’s him standing over there,” he told me while I was  net-

working at StealthGas’ Kifisia office party during Posidonia

week. “Tell him that I said he should speak to you,” he added, as I

trundled off with my tape recorder in hand. 

Immediately on introducing myself, I could see why Harry felt the

way he did. Michael Jolliffe is clearly a man with the right credentials

to front a public company – or many public companies for that mat-

ter. He is highly educated, knowledgeable about his subject matter,

speaks fluent Greek to complement his very well spoken English

accent and he also has the presence

and confident personality to

charm the investors and the

stock markets.  A shipping

grandee you could say.

He is also a strong pub-

lic supporter, unsurpris-

ingly, of the companies

he fronts and of the new

breed of publicly-facing

young Greek ship owner,

believing them to be very

important to the future of

Greek shipowning.

“I think they are hugely important because first of all you’ve got

the traditional Greek shipping family which has been around for

maybe one, two, three or sometimes four generations.  But this new

generation has been very highly educated. They’ve been to universi-

ties in the US, in the UK, sometimes both. They’re living in an infor-

mation age where they have access to huge amounts of information

that isn’t just shipping information; it’s all sorts of financial informa-

tion, and they fully understand that markets are cyclical and that you

have to take advantage of them when they are in a growth position. In

order to do that, you need instant access to capital. Therefore, I think

they’ve understood very well that by sorting out the equity capital

markets particularly in the US, this has given them access to the cap-

ital they need to grow quickly. These are people who are confident of

their ability to run public companies; to have independent directors;

to keep good corporate governance standards; and to welcome all that

that entails,” he said.

Sound words indeed but not surprising considering their drive to

succeed not only for their benefit but for the wellbeing of their share-

holders.

“I think perhaps with the more old fashioned ship owner who per-

haps grew out of the family environment, he maybe doesn’t see the

necessity for this and distrusts the idea of having all these strange for-

eigners sitting on his board. He also asks himself the question ‘why

do I need to spend all day in an audit committee meeting when I

should be out chartering ships?’,” he added.

Michael G. Jolliffe
Chairman of StealthGas Inc, Deputy Chairman of Tsakos Energy Navigation and Joint President of Hanjin Eurobulk

A cursory glance at his
CV shows Michael
Jolliffe to be the sort of
man heavily in demand
on the boards of publicly
quoted companies. 
But as he says, he
appreciates and 
understands the split
between the needs of the
public company and the
needs of the private
shipowning concern
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This has been often said of the young Greeks, but they have only

seen good times and have yet to be tested when times get tough.

“Well you’re entirely right, that’s why I’m such an admirer of

Harry because for such a young man who has such a tremendous trad-

ing ability, he’s also very conservative,” said Michael Jolliffe.  “I

think StealthGas has something like 87% of its ships fixed forward

for this year and it’s got over 60% of its ships fixed forward for next

year. That’s not the sort of actions you would necessarily expect from

a thrusting 29 to 30 year old entrepreneur. But he understands very

well that markets don’t always last and you know he wants to make

sure that his cash flow which is everything in shipping, is protected.

He’s also very careful with his signatures. He’s not just saying, I’ve

got a three year charter, he asks who with, who signed that piece of

paper and how valid is that signature. Harry has all of that.”  

A cursory glance at his CV shows Michael Jolliffe to be the sort of

man heavily in demand on the boards of publicly quoted companies.

But as he says, he appreciates and understands the split between the

needs of the public company and the needs of the private shipowning

concern, something that is relevant to many of today’s Greek

shipowning concerns. 

“As you know, apart from being the Chairman of StealthGas, I’m

also Deputy Chairman of Tsakos Energy Navigation.  The Tsakos

family has 50 tankers in their public company, but they have nearly

the same number of containerships and dry bulkers in their private

company.  Also many owners in Greece historically grew up out of

dry bulk and that includes the Vafias family.  Mr Nicos Vafias is a

substantial dry bulk owner.  He probably doesn’t have as many ships

at the moment as he’s had in the past, but in the past he had a large

dry bulk fleet and it was Harry that expanded it into tankers and then

of course LPG.  So I think there’s always been this tendency amongst

Greeks to diversify because after all, a ship is a ship.”

According to recent press reports, the Tsakos Group has just

entered a dry bulk joint venture with a compatriot agri-business also

involved with Mr Jolliffe, that has disclosed its intention to list on

London’s Alternative Investment Market.

Athens-based Soya Mills, a soyabean and seed oil processor and

one of Greece’s largest grain distributors, is seeking to raise up to

€50m ($77m) from the placement, which is aimed primarily at insti-

tutions. AIM admission will activate the joint venture, dubbed TSoy

Marine, which was established in May this year with a 55% partici-

pation for Tsakos and 45% for Soya Mills.

Of the proceeds, €22m has been earmarked for investment in the

shipping joint venture, which plans to spend $250m on an initial fleet

of three bulkers. The rest of the new cash will be put towards a €100m

programme to expand and upgrade Soya Mills facilities.

Tsakos and the Marina Ofloudis-Giavroglou headed grain group

are said to know each other well. One point of contact is the presence

of TEN deputy chairman Michael Jolliffe, who is also an executive

director with Soya Mills.

But how will the credit crunch affect the Greek owning communi-

ty especially in light of the sale and purchase appetite existing in this

sector at the moment? ➩ 

19JULY/AUGUST 2008  ISSUE 14 SHIP MANAGEMENT INTERNATIONAL

FIRST PERSON

“As you know, apart from being the Chairman of
StealthGas, I’m also Deputy Chairman of Tsakos
Energy Navigation. The Tsakos family has 50
tankers in their public company, but they have
nearly the same number of containerships and
dry bulkers in their private company”
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“Well I think that obviously the credit crunch is bound to have an

effect.  First of all on the small to medium sized owners because I

think in some instances they’re actually finding it difficult to get

credit, particularly at the same levels as they were previously. In other

words, where as before they were used to getting 70% or 80%

finance, I think banks at these prices are very loathed to give those

levels to small or medium sized owners in some instances.

“The spreads as we know have gone up, and of course they’ve

gone proportionately up more for the smaller and medium sized

owner, than they have for the large owners who’ve got big balance

sheets, big cash reserves and so on.  So it has segregated the market.

“I think today they’ve decided to separate customers into categories,

and the better customers are still getting the good deals, albeit at slight-

ly higher spreads, but they’re still getting the same percentages, the same

leverage as they have previously. We know for example that some of the

German KGs are finding it hard to finance their newbuilding programme

at all, and, in some instances, having to sell the ships because the banks

just aren’t there to back them or support them.”

So is this going to create a two tier system in the sense of the compa-

nies that can expand as and when they need to, and others that can’t?

“I think that’s very much the case. It’s rather like when we looked at

the single hull, double hull situation as recently as possibly five years

ago.  There wasn’t much price differentiation on the charter market

between the one and the other.  Then as we get closer to 2010 with the

phasing our of single hulls, values have crept up. Oil companies have

become more and more aware of the general feeling about the environ-

ment and you’ve got these huge pressures on governments and politi-

cians worldwide to improve the pollution issue. The same thing is now

happening in the banking system.  Suddenly people are waking up and

saying, well hang on a minute do I really want to give an 80% loan and

a very small spread to an owner with five ships, when I’m giving the

same thing to an owner with a hundred ships.  And perhaps I’ve got to

be a little bit more discerning, because there’s less money available, and

the banks of course are finding it more expensive to borrow the money

themselves. They are now creating this two tier market.” ■

“I think that obviously the credit crunch is
bound to have an effect.  First of all on the
small to medium sized owners because I think
in some instances they’re actually finding it
difficult to get credit, particularly at the same
levels as they were previously”

“Suddenly people are waking up and saying,
well hang on a minute do I really want to give
an 80% loan and a very small spread to an
owner with five ships, when I’m giving the
same thing to an owner with a hundred ships”

• Vice-Chairman of both Klonatex and Naoussa Spinning Mills,

two companies quoted on the Athens Stock Exchange that 

together form the third largest integrated textiles company in 

Europe.

• Deputy Chairman of Lannet, a telephone company quoted on 

the Athens Stock Exchange

• Chairman of StealthGas Inc, a shipping company with a fleet 

of LPG ships quoted on the Nasdaq National Market

• Deputy Chairman of Tsakos Energy Navigation

• From 1997 until March 2004 he was a director of Royal 

Olympic Cruise Lines Inc 

• Chairman of Wigham-Richardson Shipbrokers, one of the 

oldest established shipbroking companies in the City of London

• Chairman of Shipping Spares Repairs and Supplies, an agency

company based in Piraeus, Greece

• President of Eurotrans Hermes Hellas, the Greek agent for 

various manufacturers of trams, buses and trains

• Joint President of Hanjin Eurobulk, a joint venture between 

Hanjin Shipping Co of Seoul, Korea and Wigham- Richardson

Shipbrokers

Curriculum Vitae

FIRST PERSON
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DIMITRIOS THEOLOGITIS
Head of Unit, Maritime Transport & Ports Policy, Maritime Security
at the European Commission’s Directorate General for Energy and
Transport (DGTREN)

“If the forum idea becomes a project, then we will be very glad to put

in the expertise to rally European member states to make sure that

consultations are done in a smoother way so as to build commitment

from all actors involved, because they will need to act”

It is entirely refreshing to sit and watch a committed and supportive

decision maker in action. Because when it comes to supporting indus-

try causes that have merit and, more importantly, have a credible

chance of success, the European Commission’s head of maritime

transport is straight on the phone to Brussels to determine to what

extent the Commission can support the debated initiative and what

positive message he can give out.

This was the scenario at a recent round table debate on the image

of shipping held under the auspices of this magazine in Limassol. He

followed up his telephone conversation by pledging European

Commission support to an initiative to create a pan-industry forum to

help resolve shipping’s image crisis and even indicated that European

Commission funding could be on the cards if and when the group pro-

duced an effective business case moving forward.

“We’re very much aware that shipping’s image is a subject which

has been talked about but any subject that has been talked about a lot,

at some point ripens.  Maybe in the past, not enough pressure was

brought to bear or maybe the industry saw the signs, but did not have

the concrete evidence that it was actually happening. So much more

is now happening such as the shortage of crews and we’re coming to

a point where we cannot afford to ignore it anymore and we need to

take some more structured action,” he said.

Hard, but welcome news nonetheless and while the Commission

admits it has addressed the image issue at various points in the past,

any ideas which may have been raised were never taken up on a proj-

ect-based basis, which Mr Theologitis admits is the only way that can

give results now.  “So from our end what we are going to do is, we

will be mentioning a few general approaches in our new communica-

tion on the future of maritime transport, because we recognise the

human element as being amongst the top three of the issues that we

want to address.  One is globalisation and the place of Europe, the

other one is the question of quality shipping, so this means safe,

secure and environmentally-friendly shipping, and the third one is the

issue of human element. I mention it third, not because it’s third in the

ranking but rather because it’s among the top three.”

Ideas are not lacking in this area and according to Mr Theologitis,

the Commission will certainly look at what needs to be done at

European level especially where Brussels can be the catalyst.  “I think

we are at the stage where the best way forward would not be to real-
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SMI talks to industry achievers and asks the question: How do you keep up
with the rigours of the shipping industry?

“We’re very much aware that shipping’s
image is a subject which has been talked
about but any subject that has been talked
about a lot, at some point ripens”
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ly embark on some sort of legislative activity because the climate is

not right for this. What we can do, and what the Commission can

often do is to be, let us say, a structuring element in an industry pro-

cedure.  If the forum idea becomes a project, then we will be very

glad to put in the expertise to rally European member states to make

sure that consultations are done in a smoother way so as to build com-

mitment from all actors involved, because they will need to act.  It’s

not the Commission who will be acting for them, but we can be a cat-

alyst in this process as well as a facilitator.” 

The forum idea is yet another example of the global shipping indus-

try trying to resolve its issues as a collective force. But does the

Commission believe the shipping industry is starting to get its house in

order, internationally and regionally? Does the head of maritime regu-

lation in Brussels actually believe the industry now wants to work with

the regulators to make the industry a safer and cleaner place?

“As a regulator I have seen the shipping industry operate both in a

less proactive as well as a relatively proactive way.  There are some

issues where they work with us and with the member states and there

are other areas where I can understand they need to overcome inter-

nal difficulties and perceptions about their own industry.  But as a

whole I see ship owners, port and terminal operators and ship man-

agers being much more inclined to talk and be open.  

“I say that in the context of understanding that after a period of

strong legislative activity, we’re entering a period of implementation

and consolidation. We have all the assets now and we can capitalise

on them. 

The industry has had some problems and we have had accidents

but we have responded very well. Nobody can ever point the finger at

the community in general and say it has not reacted to the problems

it faced, whether they be accidents, financial, compensatory, environ-

mental, safety or issues of surveillance. We have reacted as a commu-

nity and I don’t use the word now as a European community but

rather as a shipping community and we, being a very small part of it,

have reacted very well to this.  So now is a time to build on this cli-

mate. We hope we will have the opportunity to show that we are a

clean, safe and secure industry that is forward looking and income

generating, and our communication on the future of maritime trans-

port in October will show this.  It is looking at the successes we’ve

had and will try to build on them, identifying the issues and making

sure that mistakes of the past don’t happen again.”

Supportive words indeed, but the Commission has recently found

itself in hot water over its push to collectively represent the interest

of the European Union Member States at the International Maritime

Organisation. What are the Commission’s thoughts on this and how

can it overcome the flood of opposition to the plan?

“Yes, I know that this is a very hot subject and it is highly debat-

ed,” said Dimitrios Theologitis. “It’s debated at many circles.  The

commission has asked to become an observer at the IMO and this

alone has triggered a lot of negative, but also some quite positive,

responses. I must say, from a very legalistic point of view things are

fairly simple.  

“Either the matter discussed at the IMO is not community compe-

tence which means there is no legislation of the subject, at which

point, of course member states are free to express their opinions. Or

it is community competence at which point of course member states

cannot go and represent a different opinion than the ones they have

agreed with the other member states and the Council and the

Parliament.  So there has to be a very strong, let’s say, community

position there. 

“The main debate is about the areas in between where things are

not yet community competence because they are impending legisla-

tion or where it is what we call community interest, and there judg-

ing by past experience, it has been proven beyond any doubt in my

view that some sort of coordination before the meetings of the IMO

can only be positive, because that way you strengthen the strengths of

your opinion and you find ways to address certain weaknesses,” 

he added.

One example where the presence of the Commission at the IMO

has proved extremely successful is the domain of maritime security

where within a very short period of time, the European Union, has

become an important player on the subject. “Nobody now dreams of

proposing anything without first addressing the European

Commission, knowing full well that the Commission will go and con-

sult the member states; that we will set up the whole coordination

mechanism and come up with a position which we can then defend

and stand by.  So to come back after this sort of analysis into the three

parts, to come back to this I can only see advantages. 

“Everybody needs to undertake a discreet role and try to maximise

the effect of common positions expressed at the IMO.  I know that

some people are saying yes this will divide the voting blocks.  But

that’s the world as it is today.  We are living in a world which is made

up of several blocks and they’re organising themselves – look at

South America, look at the Far East. They are organising themselves,

not because of us. It’s the society of development which makes them

want to have a distinct voice.  Facing this, how shall we respond?

Individually? And who’s going to listen?  I think we stand to gain

much more out of this coordinated approach.”

But being a member of the European Commission is a busy job but

how do you cope with the workload and how do you balance your

busy schedule when everybody wants a bit of you?

“Well there are demands which I put on myself personally and

there I try to come to terms with them by allocating my time as best

as I can.  But on the other hand I can count on my team.  I have a won-

derful team back home: we’re now a fairly large one dealing with

several subjects, and I have very good specialists on the job, so if

something does not necessarily need my presence because it has ➩
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“Nobody now dreams of proposing anything
without first addressing the European
Commission, knowing full well that the
Commission will go and consult the member
states; that we will set up the whole coordina-
tion mechanism and come up with a position
which we can then defend and stand by”
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become a matter more or less of a routine, or as a matter of represent-

ing the Commission’s interests, I know my colleagues can do a very

good job of that.  We share the effort within the whole team.  

“But one thing is important and that is that there has been a gradual

change in the Commission in particular during the Barroso Commission.

The Commission has become much more open, much more a consulta-

tive body and we have become an organisation where we actually active-

ly seek contact with the citizen. But since we can’t address everyone

individually, the contact with professional organisations has become

even more important for us than it was in the past.” ■

DAG SCHJERVEN
President and Chief Executive Officer, Wilhelmsen Maritime Services 

“Ski jumping was something every Norwegian kid did, it was part of our

culture and you grew up with skis on. You learned to jump five metres

when you were five years old and you took it further as you grew. It

demands discipline and concentration because it is a power sport; you

have a fraction of a second to do the basic moves to be a failure or

success, so concentration and coordination of movement is essential”

It’s almost fitting that as a past Norwegian ski jumper and a current

member of the Ski Jumping Committee of the Norwegian Ski

Federation, Dag Schjerven’s personal motto should be “no guts, no

glory”. But considering the current state of the global shipmanage-

ment sector with falling fees, weakening exchange rates and work-

force churn, both ashore and at sea, you could argue the aphorism is

probably more fitting now than ever before.

By his own admission, shipping is Dag Schjerven’s third career.

And that is if you don’t count the jumping. He spent the first 20 years

of his professional life in the chemicals industry with Dyno

Industrier and then five years with one of the world’s largest locking

and security companies, the VingCard group. But all the way along,

he has followed the same Scandinavian management model where

you avoid the temptation of doing it all yourself in favour of putting

together a team with some cross industry experience as well as the all

important cross competency. It is then up to this team to empower the

staff with enough authority to enable the work to be done further

down the ranks. Considering the fact that Wilhelmsen Maritime

Services is likely to hit the $1bn sales barrier this year, a ten fold

increase in turnover over the last three years, and that it manages

some 5,700 people ashore and 8,500 at sea, that’s an awful lot of suc-

cessful delegating going on. 

“We empower our staff and we give a lot of power to the heads of

the divisions. The four of them run the businesses,” he said. These

include David Tandy in Wilhelmsen Ships Service, previously Geir

Sekkesaeter in shipmanagement (his replacement is currently being

sought) and Tor Øiseth, President of Wilhelmsen Ships Equipment,

who has now been appointed President of Wilhelmsen Marine

Engineering, succeeding Lars Marcusson.  Peter Stockley, Managing

Director of Wilhelmsen Marine Systems, has been appointed

President of Wilhelmsen Ships Equipment, succeeding Tor Øiseth.

“We authorise these four guys with a lot with power to run their

divisions, but with very clear strategies and annual operating plans

which we follow with monthly board meetings. They run them like

individual business with their own board meetings. As President and

CEO of WMS I have a strong CFO who joined the company with me

in 2005 and I have one guy for HR and one for IT and one for

Communications so there are nine of us in the management team.”

WMS was one of the forerunners of the totally integrated service

package combines that are starting to influence global shipping: very

definitely a one stop shop but with purpose and the right efficiencies

thrown in.

“It goes back to the fall of 2004 when the board of the Wilh.

Wilhelmsen Group started to look at the different service companies

it had in its portfolio. The group is focused on the car and ro-ro seg-

ments and has a strategic joint venture with Wallenius Lines so every-

thing within shipping and logistics is very focused with a clear strat-

egy,” he said. Once the board started to look at the plethora of serv-

ice companies it had, in shipmanagement, through Barber, in agen-

cies, insurance, IT and bunker broking, it decided to pull the busi-

nesses together and realise the ambition of growing a second leg of

the group through the maritime services side. Wilhelmsen Maritime

Services was formed on January 1st, 2005. 

“I think the rationale was that shipping is typically very cyclical and

if you evolve and develop a service arm this is perceived to be more sta-

ble over time, it can act as a buffer to the overall economics of the

group,” said Dag Schjerven. “That is where it all happened and I was

asked to come in and head up that development. I was the first

Managing Director of WMS and I brought some other people onboard

in that management group with typically non-shipping experience to get

a balance of experience and competence in the management group. We

were fortunate to get the opportunity to acquire Unitor which we did

and later on we integrated Unitor into  the structure. Last year we

acquired the Callenberg Group, which is an engineering group provid-

ing electrical automation and air condition systems. So the strategy has

been to build a maritime cluster where we have core areas.” ➩ 
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“I was the first Managing Director of WMS 
and I brought some other people onboard in that
management group with typically non-shipping
experience to get a balance of experience and
competence in the management group”
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But it is in the area of shipmanagement where WMS, through its

previously named Barber, has made strides over the years. However,

Dag Schjerven hit the headlines at the beginning of this year when he

gave the clearest indication yet that shipmanagement was not deliv-

ering the profit levels it should be by ruling out any acquisitions by

its Barber shipmanagement offshoot, now renamed Wilhelmsen Ship

Management and cancelling any previously laid plans for it to domi-

nate the third party management sector. 

Speaking to journalists in London, he said WMS would not look to

expand Barber aggressively through acquisitions. While shipmanage-

ment is playing an important role this was maybe not the case for

companies to be acquired, he suggested. “This is because shipman-

agement is an industry where the flat fee dominates, where it is priced

in dollars and most of us have our costs in other currencies, the attrac-

tion is not there from a profitability point of view,” he said.

The about turn contradicted a claim by the now outgoing Barber Ship

Management President Geir Sekkesaeter two years ago that Barber had

mapped out a series of investments it hoped would deliver it a dominant

20% share of the global third party shipmanagement market by 2011.

Barber Ship Management currently contributes around 5% to WMS

revenues. Because of the poor flat management fee structure, it was dif-

ficult for any managers to make money, Dag Schjerven stressed at the

time. “There was no incentive for third party managers to really

increase the quality they provide, the safety, to be innovative or even to

look at ways to develop the industry,” reporters were told. 

When questioned today, he still claims that shipmanagement is very

important to the WMS group, however a change of operating strategy

has been sought to improve returns. Indeed, Wilhelmsen Ship

Management is determined to challenge the established management

fee system by moving away from a lump sum basis in favour of charg-

HOW I WORKSHIPMANAGEMENT

• President and CEO of Wilhelmsen Maritime Services, a 

company in the Wilh. Wilhelmsen group, since October 2004

• WMS manages four business areas: Wilhelmsen Ships 

Service (ship agency and marine supply); Wilhelmsen Ship 

Management (shipmanagement and crewing); Wilhelmsen 

Ships Equipment (safety and environmental systems); and 

Wilhelmsen Marine Engineering (electro, automation and 

HVAC systems). It employs 5,700 employees and operates 

out of 352 offices in 71 countries. In addition it has a 

crewing pool of 8,600 seafarers

• Dag Schjerven holds a Master of Business Administration 

from the Norwegian School of Management  and has more 

than 25 years of experience from international business

• He started his career in 1980 as Financial Consultant for 

Dyno Industrier, a global Norwegian-based chemical 

company. During the 1980s he held various positions within

the Dyno group, and was appointed Executive Vice President

& CEO for the Chemicals & Plastics group in 1991

• In 1999 he took up the position as President & CEO for the 

VingCard group, the global hotel security division of ASSA 

ABLOY, the worlds leading locking company

• He is/was an avid ski jumper and since 2001 has been a 

member of the Ski Jumping Committee of the Norwegian Ski

Federation

• Hobbies include skiing, golfing and hunting

Curriculum Vitae
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ing for individual services within the total management service chain.

The move, which was put in train by Geir Sekkesaeter and will be

continued when he has left and a new successor has been found, is a

new direction for the company and is based on a similar scheme oper-

ated in the Wilhelmsen Maritime Services’ agency operations.

According to Dag Schjerven, the strategy change will boost rev-

enues because of the increased potential for new business. “Only 10%

of the market is outsourced in terms of full technical shipmanagement

but if you look at the remaining 90% there is huge potential here to

offer single services,” he said.

“The strategy is definitely to move towards not offering a total

service for a fixed fee but rather view it as a single offering and a

standalone service that we can offer to everybody, not just the clients

that we have on the shipmanagement side. We would say to an owner,

we can do your dry docking, look after your manning or handle your

administration services. There are a number of different services you

can actually split and look at individually,” he added.

So are ship owners driven by the concept of receiving an integrat-

ed package or is it a question of a company like WMS being ready to

offer a solution when needed?

“This is our thinking that it will become more of a package and we

are starting to sign contracts where we actually start to provide safe-

ty systems, electric and ventilation systems and supply service and

consumables in the after market. We believe this is the future,” he

said. “This ambition of becoming the shaper of the service industry in

the marine segment is quite good because the industry is so fragment-

ed. The question is what do you take on and does it fit with the rest?

The challenge is to pick the right areas where there is a logical fit,  he

concluded. ■

“The strategy is definitely to move towards
not offering a total service for a fixed fee but
rather view it as a single offering and a
standalone service that we can offer to 
everybody, not just the clients that we have
on the shipmanagement side”
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roduct and chemical tanker numbers have grown considerably

during the past five years, a situation which is set to continue

on the back of a huge orderbook. Most players in the market

think that scrapping will increase in the next few years, but

will not keep up with the volume of deliveries.  

According to leading Oslo-based specialist tanker broker Inge

Steensland, there are 2,897 tankers fitted with IMO specified tanks in

service of 3,000 dwt and over, totalling 59 million dwt. However some-

what worryingly, there are a further 1,615 vessels of 40m dwt on order. 

Due to the reclassification of cargoes into IMO II and IMO III hulls

last year, product tankers have encroached on the more traditional car-

goes that were usually carried on chemical tankers, while vegoils now

need to be carried in chemical tankers. 

Turning to the chemical sector, Inge Steenland’s researcher Huizhen

Li said that there were 1,802 chemical tankers of 28.1m dwt in service

of 3,000 dwt and above and another 961 confirmed orders of 17.1m

dwt, or 60% of the current fleet. This means an annual supply growth

rate of 10.5%, against an historic level of 4.5%, she claimed. 

She calculated that the average age of the vessels in the chemical sec-

tor was 11.1 years. Some 22% of these were over 20 years old and 9%

were over 25 years of age, hence scrapping will increase, especially in

two or three years time when the 2010 MARPOL single hull phase real-

ly kicks in. 

However, chemical tankers tend to have a relatively long life span

illustrated by the average age that a vessel goes for breaking, which was

27 years, Li said. 

Several other factors need to be taken into consideration when try-

ing to balance the future supply and demand. For instance, the current

increase of Middle Eastern exports to 19%, resulting in longer trade

routes and changing trading patterns, is a plus point which is forecast

to grow.

Huizhen said that by 2012, Middle East chemical imports were pro-

jected to be in the region of 20m tonnes plus, while exports would have

climbed to a massive 35m tonnes plus on the back of huge increases in

local refining capacity. 

She gave an indication of how the freight market will behave in the

future. This year, she said the trend was ‘softer’ despite Middle East

expansion and stricter vetting of vessels, including their age. The year

would be dominated by strong fleet growth, including the continued high

number of clean petroleum products (CPP) tanker deliveries. 

As for 2009-2010, she forecasts a ‘sideways’ move, but firming

towards the second half of the period. Increased scrapping and continued

Middle East expansion could be set against a record number of deliveries

and possible economic growth setbacks. 

In 2011-2012, the market was expected to firm partly due to the MAR-

POL Annex 1 phase-out, although there still could be worldwide econom-

ic growth problems, she said. 

Biofuels seems to be on everybody’s lips these days, although any

significant amount of extra cargoes won’t be seen by the tanker indus-

try for some time. Lloyd’s Register’s CEO Richard Sadler went so far

as to say that a further 400 handysize chemical/product tankers would

be needed by 2030 to cope with the forecast increase shipments of

biofuels by that date.

Despite still appearing to be a long way down the road in terms of vol-

ume shipments, tanker companies and the regulators are already in dia-

logue. Odfjell’s senior analyst Klaus Walderhaug put the current volume

shipped into perspective by saying that out of the total amount of chemi-

cals shipped worldwide, only 1% was made up of biodiesel, just over 7%

were ethanol cargoes and 5.5% were vegoils/fats. He said that there were

around 350 to 400 other cargoes shipped in chemical tankers, which

made up the majority of around 85% of all the cargoes carried.

He explained that at present biodiesel- fatty acid methyl ester (FAME)

cargoes come under MARPOL Annex II cargoes (pollution category Y)

and have to be carried in IMO II class tankers in 3,000 cu m tanks.

Ethanol is what is called an IBC Chapter 18 product (pollution cate-

gory Z), which basically means that it can be shipped on any NLS

tanker – a vessel certificated to carry noxious liquid substances. It is a

low flash cargo where nitrogen needs to used for tank inerting and alco-

hol resistant foam, or similar, used in firefighting systems. There are

also requirements for cargo cleanliness and the actual cargo specifica-

tion must be taken into account.
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Meeting changing
sentiment

The numbers and sizes of the parcels to be
carried on any one vessel need to be 
carefully considered as do the logistics,
such as time at sea and local versus 
international chemical distribution links
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Walderhaug gave pointers to carrying such cargoes onboard chemical

(parcel tankers), such as those operated by Odfjell, where 30 to 40 differ-

ent cargoes are often carried on the same vessel. 

On the question of stowage, the cargoes’ compatibility with other car-

goes onboard must be taken into consideration. Heating and/or cooling

systems must be considered for each cargo, as must the cargo tank’s coat-

ing, that is - whether it is compatible with the cargo.

‘Last cargo’ considerations need to be taken into account for tank

purging purposes and for economic vessel operations – the route and

port rotation for each cargo needs to be considered in tandem with the

position of the vessel and also the back haul legs.  

He explained that extra vessel operating costs can be incurred by

deviating to another port or terminal, such as port costs, extra bunker

charges, tank cleaning, cargo heating, etc. Extra time could be accrued

in port to load/discharge the various parcels and in a port such as

Rotterdam, a parcel tanker would often shift berth on more than one

occasion to load/discharge different cargoes. This is due to the storage

tanks being operated by different shippers and located in separate areas,

such as Europoort, Botlek, Pernis and Vlaardingen in Rotterdam’s case.

These shifts will incur extra tug and pilot costs among the other ‘extras’

involved with moving a large vessel. 

The numbers and sizes of the parcels to be carried on any one vessel

need to be carefully considered as do the logistics, such as time at sea

and local versus international chemical distribution links. 

Walderhaug also said that if a rapid biofuels demand growth period

is experienced, then quality tonnage of an optimum unit size will be

needed together with skilled and motivated seafarers to operate them.

Those seafarers with chemical carrying experience onboard backed up

by a competent shore organisation will win the day, he said.

He concluded by claiming that biofuels would compete for seagoing

transportation much like any other cargo, but there would be extra com-

mercial, technical and operational considerations to be taken into

account. For example, biodiesel can only be carried in chemical

tankers, while bioethanol will be mainly carried in chemical carriers,

but may not be entirely confined to the chemical tanker market. 

Walderhaug agreed that there would be considerable growth in

demand for biofuels transportation and didn’t rule out biofuels being

used as a marine fuel in the future. 

Remaining with this theme, Janet Strode of the International Parcel

Tankers’ Association (IPTA) warned that biodiesel, bioalcohol and bio-

fuel did not appear in the current IBC Code. She reminded us that: “Any

cargo offered for bulk shipment shall be indicated in the shipping doc-

ument by the product name under which it is listed in Chapter 17 and

18 of the IBC Code, or the latest edition of the MEPC-2 circular, or

under which it had been previously assessed.”

There were no regulations covering operations of blended Annex 1 and

Annex II cargoes onboard and there was a concern that a waste stream

might be generated, she added. There were also concerns about the abili-

ty of oil discharge monitoring equipment to cope with these products.

She said that agreed interim measures would remain in place until

July 2009 and tests must be carried out by ODME manufacturers, while

she urged interested parties to provide data on types of blends being

shipped to enable more permanent measures to be developed. 

She explained that the current situation was that pure biofuels must

be carried under the appropriate provisions of MARPOL Annex II and

must be shipped under an IBC Code name and not just as biofuels. The

decision on blends was expected in 2009, while the situation with

renewable diesel as a cargo was still under discussion. 

In general the chemical and product trades are experiencing some-

thing of a downturn, partly due to escalating operating costs. This was

illustrated recently by the world’s largest parcel tanker operator Stolt

Nielsen (SNSA) unveiling lower quarterly results. 

Commenting on the second quarter 2008 figures, Niels Stolt-Nielsen,

SNSA’s Chief Executive Officer, said: “Demand in all of SNSA's mar-

kets remained healthy in the second quarter, with good volumes on our

global parcel-tanker trade lanes and continued high levels of utilisation

at both Stolthaven Terminals and Stolt Tank Containers.  

“Second-quarter profits, however, were held down overall by esca-

lating operating costs, driven primarily by higher fuel prices and a

weaker US dollar.  The average price paid for bunkers increased to $550

per tonne at the end of the second quarter from $495 per tonne at the

end of the first quarter.

“Stolt Tankers' operating margin continued to decrease as a result of

significant increases in our operating costs particularly bunkers, which

we were not able to recover fast enough through surcharges and freight

increases.  We have not seen any significant changes in demand for our

parcel-tanker services in the last quarter, despite the current weakness

in some sectors of the global economy.  Neither have we seen any

impact on the market due to the increasing number of newbuildings

being delivered,” he added.

Due to the slowdown in interest the smaller chemical tanker market,

a leading Turkish shipbuilder has turned to marketing designs of chem-

ical and bunker tankers of about 3,000 dwt.

Tuzla-based Cicek Shipyard has had some success building chemical

tankers in the 15,000-26,000 dwt range and is in the process of con-

structing a series for domestic owner Besiktas. However, Berke Cicek,

son of the founder, said there was now a downturn in interest especial-

ly among the more traditional Scandinavian owners. ■
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‘Last cargo’ considerations need to be taken
into account for tank purging purposes and
for economic vessel operations – the route
and port rotation for each cargo needs to be
considered in tandem with the position of
the vessel and also the back haul legs
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The underlying tone of the market remains soft, with premium rates in

most cases flat. Simon Stonehouse, a hull underwriter at Lloyd’s with

Brit, and current chairman of the London market’s Joint Hull

Committee, points out that rates are still below those of 1994 in terms

of dollar per dwt (60% of 1994), and even worse as a percentage of pre-

mium against the aggregate value of the world fleet (35% of 1994).

He stresses that this situation “is against a background where under-

writers face huge increases in repair costs, increased exposures in terms

of vessel values and a greater degree of risk because everything related

to shipping is stretched and under pressure.”

Hardy Underwriting, a well respected syndicate at Lloyd’s whose

marine hull book has produced solid results over the last three years,

recently reported that while competition for the larger blue water fleets

is always strong across an insurance cycle that is turning, “we are now

seeing more significant reductions on most modern tonnage and on per-

ceived quality risks.”

The insurer also reported an increasing amount of smaller business

being lost to local markets, supported by treaties from the large global

reinsurers. This is likely to result in a slow drift downward for marine

income levels over the next few years “until the losses dampen the

appetite for treaties or a major global insurance loss event stiffens rates

across the board.”

Elsewhere in the market, competition in cargo is beginning to have a

significant impact on the larger accounts, with rate reductions of 30%

not unusual.

Further confirmation of the market’s parlous state has come from

Norway, the biggest competitor to London, where the Norwegian Hull

Club has warned that premium hikes of at least 50% are needed to get

the market back on an even keel. Managing director John Wiik was

keen to stress that pricing had slipped so far behind claims inflation that

action was overdue. The Bergen-based club is to quit the highly com-

petitive international hull business and quote premiums based on its

own long-term pricing model rather than the going market rate.

The club, nursing an operating loss of $4.1m. last year (against a sur-

plus of $29.2m the previous  year) and an uplift in gross claims from

$110m to $170m, has lost major accounts this year as a result of a

tougher approach to pricing. But Wiik said the mutual is not afraid of

losing business and walking away if rates are out of line with the risk.

He has told members he expects opportunistic competitors will take

advantage of the club “facing the music” but market leaders should

behave prudently.

On the other side of the market, in the P&I world, things look equal-

ly grim. A loss of $6m was unveiled in July by the Shipowners’ Club,

last of the International Group mutuals to release details of its financial

performance. This means that six of the 13 IG clubs posted losses for

2007, three of the major losers in financial terms being the UK,

Britannia and London clubs.

Shipowners, which spe-

cialises in smaller vessels, did

have some good news as vessels

on its books increased by 1,860 to

28,590, the largest number of any of the

clubs. Gross premiums were also up by

more than 12% to $146m.

All the clubs are citing continued high

claims levels, and of course investment

income is now in negative territory. The

UK Club said the relentless claims situa-

tion that shaped 2006 continued in 2007,

with the impact on the IG pool among

the greatest in the past 15 years. The cost

to the club in the 2007 policy year could

be as much as $77m, based on its 14.5%

provisional share of the pool, against a

current projection of about $84m for the

2006 pool.

The outlook is bleak – none of the

clubs sees any respite in the short term.

UK Club Chairman Tullio Biggi, said: “I

expect P&I cover will continue to

become more expensive as the environ-

ment in which owners operate is ever less

forgiving of accidents of any kind.”

And like everyone else in the mar-

itime world, the clubs are getting

increasingly apprehensive about the

manpower crisis and the prospect of

even more claims. James Stockdale,

Chief Executive of the Steamship

Mutual’s managers, commented: “The

P&I market is at a crossroads. We now

have clear confirmation that, unless the

inadequacies in the maritime infrastruc-

ture are addressed as a matter of urgency,

claims will remain at or above current

levels for as long as global shipping

demand remains buoyant.

“Attracting and recruiting a new gener-

ation of skilled seafarer is being made

even more difficult by those states that are 

seeking to make political capital out of

criminalising seafarers for actions that 

in other industries would be treated as sim-

ple mistakes.” ➩ 

P & I BUSINESS OF SHIPPING

Stemming the flow
The marine insurance market is bleeding and underwriters 
are making sure that ship owners with a poor claims profile
get hurt too. For them it’s increases in premiums and
deductibles, writes Denzil Stuart.
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The high-profile casualty among those alluded to by Stockdale was

of course the VLCC Hebei Spirit incident last December which caused

widespread pollution. The claim is expected to reach a net cost to the

IG reinsurance pool of around $150m. The captain and another officer

were released from arrest but at the time of writing were still forbidden

from leaving Korea.

Meanwhile, the crew situation worsens. Shipping accountants Moore

Stephens recently carried out a survey of shipping’s main problem

areas, and said that a shortage of suitably qualified crew – which could

ultimately lead to owners being forced to lay up ships and default on

mortgage repayments – and the escalating cost of fuel impacting on the

ability to invest in other areas, were recurring themes among respon-

dents to the survey.

Now it seems that the shipping industry may be looking to China to

fulfil its crewing needs for the future. The American P&I Club report-

ed in June that Chinese sources indicate that owners and crewing agen-

cies are targeting the inland provinces to recruit, and some of the larg-

er companies are headquartering their manning bases in these inland

areas. These are relatively poor and the salaries offered are still attrac-

tive to the younger people.

According to the Shanghai office of the club’s managers, quoting the

Ministry of Communications, China has the most populous crew force

in the world. At the end of 2006, there were 1.5m crew working on ves-

sels, including 510,000 on seagoing vessels.

The P&I market, said former mariner Richard Gayton, the club’s

principal surveyor, is also concerned about the impending shortage of

experienced, well-trained officers. The IMO has recently been under

pressure to address training concerns, and currently has its STCW 95

convention under review. “However, these standards are minimum

ones and actual training programmes worldwide differ significantly,”

said Gayton.

He asserted that this worsening crisis can only be avoided if

extraordinary measures are taken now. “A culture of safety and oper-

ational integrity needs to be promoted, and the ship owner must focus

on recruitment, training and retention programmes if any progress is

to be made.”

P & IBUSINESS OF SHIPPING

The high-profile casualty among those alluded to
by Stockdale was of course the VLCC Hebei
Spirit incident last December which caused
widespread pollution
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There is a concomitant problem for

the maritime colleges. They need to sup-

port an increase in cadet recruitment

while maintaining quality; and to assist

young officers rapidly promoted into

senior positions with much less experi-

ence than previous generations.

According to John Millican, the director

of Warsash Maritime Academy, this

challenge has to be set in a context of

rapidly expanding higher education

around the world. 

He said: “There are more than a few

shipping people who think that all we

need are the practical skills to keep a

watch, and that we don’t need degrees

and all that academic stuff. But I 

disagree with them. If the maritime

academies are to turn out really good

officers, they have to achieve a sensible

balance between academic study and

hands-on skills.”

Millican was presenting to the ‘Life at Sea’ forum in Athens this

summer organised by the UK P&I Club. “I am talking about develop-

ing the skills which will enable cadets, when they become officers, 

to investigate problems in a systematic way; to avoid making 

judgements based on inadequate data or unjustified assumptions; 

and to generate and assess alternative solutions before making 

recommendations.”

Millican is keen for the industry to embrace the notion of life-long

learning, and feels that the present manpower shortage requires more

than just focusing on increasing numbers.

“Maintaining and raising the quality of training is equally as impor-

tant. Cadet training is not just about equipping young people with the

competency to be watchkeepers. It is also about competing with other

professions to attract the best.” ■

P & I BUSINESS OF SHIPPING

“A culture of safety and operational integrity
needs to be promoted, and the ship owner must
focus on recruitment, training and retention 
programmes if any progress is to be made”
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Why should ship owners consider a smaller boutique ship
manager like MTM and not one of the bigger boys who are
probably managing 30 chemical tankers themselves?
I think the attention to detail is still a major factor for the smaller com-

panies. The bigger managers definitely have their own areas of experi-

ence and seafarer pools but somewhere down the line the distance

between applying that experience to the needs of the ship is shorter in

a small to medium-sized company. The distance is shorter and the man-

agement effort reaches the ship quicker. The bigger management com-

panies have the muscle and they have the knowledge to react, there’s no

doubt about that, but we pick up the tell tale signs that we are closer to

the ships and I’d like to keep it that way: an operating model where you

can be close to the ship..

Those owners that manage their own tonnage do so because
they feel they have more passion and ‘ownership’ of the asset
than any third party manager. What do you say when they
claim managers don’t manage their ships as passionately as
they do?
On the tanker side managers assume a lot more ‘ownership’ than is pos-

sibly suggested on paper because of the reputation they have to protect.

They are quite a bit the ‘de facto’ owner of the mistakes they make. As

a manager, you’re an owner of the results you produce as far as the oil

majors are concerned: the manager is the one preventing mistakes and

preventing errors. We’re just doing good for the ship. So I can’t tell an

owner that ‘yes, this is your ship and I feel the same way as you do’ and

expect him to just believe me.  But he can definitely believe that if I

make a mistake or an error on his ship, I will be affected more by that

result than he will. My prevention of those mistakes and errors will

result in a ship being well looked after with the value added being a

manager maintaining that business, you’ve got to work harder than him

anyway. So he gets, in a way, the best of both worlds. I have a reputa-

tion attached, and owning a reputation can sometimes be more onerous.

You carry out total management for the 21 vessels you man-
age. But what about commercial management, is there a lot
of it happening in the industry at the moment?
No the only dealings we have with commercial management are on

the operation of the ships.  Because on the chemical tankers we man-

age, operations are a major part of the technical management process.

Operators like Odfjell and Chembulk have excellent experience of

operations.  But sometimes owners who are managing the vessels

themselves lack that kind of operational experience. They may have

technical management experience but the operational experience may

not be there, with the result that there is no support to the commercial

operation. That is where experience in chemical tankers comes into
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“In the past you could stick to one country for

your recruitment, today you have to look for

the best person rather than the nationality.

With a smaller pool of ships, you can end up

relying on agencies and one off people which

is not what exactly what you would want 

to do”

Vijay Rangroo
Managing Director, MTM Ship Management Pte

MT Maritime Management was formed in 1980 and

has been active in product and chemical tankers as

owners and operators. Shipmanagement services

include both crewing and technical management

and are provided via its Singapore affiliate. MTMM

Hong Kong represents the MTM Group's interests in

mainland China and offers agency services to ship

owners. Vijay Rangroo, best known for being sec-

ond in command at Eurasia, now part of Bernhard

Schulte Shipmanagement, is Managing Director of

MTM Ship Management in Singapore and believes

you need at least 30 plus ships to have a good pool

of people. 
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“What are the downsides of being a smaller manager? Obviously securing the crew”

“One of the main downsides today is the availability of crew. Whereas in the past you could stick to one

country for your recruitment, today you have to look for the best person rather than the nationality”aQ

play because you are talking about chemicals and you are talking

about compatibility; factors which are a little bit detached from the

technical management aspect but at the same time form part and par-

cel of the operation.

What are the downsides of being a smaller manager?
Obviously securing the crew.
One of the main downsides today is the availability of crew. Whereas in

the past you could stick to one country for your recruitment, today you

have to look for the best person rather than the nationality. With a small-

er pool of ships, you can end up relying on agencies and one off people

which is not what you would want to do. The volume is essential just to

counter the effect of investment and training. 

I think in the end the customer is going to drive the situation. Even

if you have bigger service providers, there are still clients who want that

personal contact or feel.  So I guess there’ll always be a market for that

kind of stuff. Don’t forget, even with the crewing situation, with a small

to medium size manager, the distance between the customer and the

supplier is very short. If you’re running ships well then looking at issues

like safety, the crews feel comfortable, they’re safe and they know the

people involved, that also helps. So size is not necessarily a downside. 

Where are you getting your crews from?
Ninety five percent of our crew is from Myanmar and that’s again

because of longevity. We have been employing crews from here for 17

or 18 years so we have been there for a long time. I think Indonesia and

Vietnam are two areas where the spot light is shining.  Recently attend-

ing a conference in Singapore about China, the Chinese are sort of real-

ising that they are not doing as well as they should be so Indonesia and

Vietnam are the openers at the moment.

How do you see the ship management sector developing
because we’re hearing of owners being turned down by man-
agers because they don’t meet their standards. Also what
about consolidation in the industry?
I think shipmanagement will remain an essential service to shipping,

and as long as it remains a service, the successful delivery of that serv-

ice in my opinion will remain the criteria. It’s not going to be deter-

mined by size; it’s not going to be the talk. We have decided we will

walk the talk.  If we need to talk less, we will talk less but in the end I

think delivery will remain the sole differentiator.  Do the big guys deliv-

er, of course they have an advantage and they consolidate but they say

they can manage the ships because we have the variety of exposure but

if they’re not able to deliver, there will be the small guy around the 

corner and the owner himself willing to step in. I have heard some 

managers have been refusing business, but in the end they are not a 

non-profit operation but a service organisation and they will charge. But

the problems start if you don’t deliver.  ■
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“I think shipmanagement will remain a service

essential to shipping, and as long as it remains

a service, the successful delivery of that 

service in my opinion will remain the criteria.

It’s not going to be determined by size; it’s not

going to be the talk. We have decided we will

walk the talk.  If we need to talk less, we will

talk less but in the end I think delivery will

remain the sole differentiator”
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NEWBUILDING

UNERRING DRIVE BY

CHINA INTO NEW

MARKETS, VESSEL

TYPES
By David Tinsley

AN investment of $360m in dry cargo tonnage of

the multipurpose category has been made by China

Navigation Company, the deepsea shipowning arm

of the London-based Swire group and a name syn-

onymous with the Hong Kong shipping community.

At 40,000dwt, the six vessels ordered from private-

ly-owned Chinese shipbuilder Nantong Mingde

Heavy Industry will be among the world's largest

multipurpose carriers, offering a range of revenue-

earning capabilities including a container capacity

of 2,321 teu. 

The deal with Nantong Mingde, a recently estab-

lished yard, calls for deliveries starting in mid-2011,

and includes an option for up to six further vessels

for completion from mid-2012 onwards. China

Navigation has developed the design in collabora-

tion with Shanghai Merchant Ship Design and

Research Institute (SDARI), and intends to deploy

the new generation in the trades of liner operating

subsidiary Swire Shipping. Realisation of the proj-

ect, which is expected to set a new benchmark with-

in the multipurpose sector, will enable China

Navigation to reduce its reliance on chartered-in

tonnage for developing existing trades. 

The company's disposition towards the life-long

trading attributes and value of vessels, rather than

towards the worth of tonnage as assets to be bought

and sold, has permeated the latest design endeavour.

Self-sustaining qualities and heavy cargo handling

wherewithal will be conferred on each of the new

ships through the adoption of four deck cranes, with

a maximum lift capacity of 250t, serving a five-

hold, nine-hatch configuration. 

Fuel efficiency is one of the most compelling

aspects of the nascent class. Engine selection and

hull form design should give a daily fuel consump-

tion of around 40t at a fully-laden speed of around

16 knots, or 30t per day at 14.5 knots. This com-

pares very well with other multipurpose types, even

with those which are faster, but which are smaller in

deadweight and burn more fuel. 

The Chinese shipbuilding industry's unerring

ability to break new ground, and the preparedness

of many tonnage buyers to forge large deals with

yards that have little or no track record in the ves-

sel types involved, has also been exemplified by a

huge Brazilian project for very large ore carriers

(VLOCs). The Nantong yard of Rongsheng Heavy

Industries, a privately-owned undertaking, is

reported to have been awarded a provisional order

covering up to 14 bulkers in the VLOC category,

to the account of the Brazilian mining group Vale,

previously known as Companhia Vale do Rio

Doce (CVRD). Each of these ships could be as

large as 400,000dwt. 

Having earlier moved to sell its dry bulk fleet,

Vale has made a strategic commitment to vessel

ownership, in a bid to better control freight costs. In

addition to the Rongsheng series, fleet development

plans embrace the use of a number of VLOCs

ordered by foreign principals, including four

388,000dwt bulkers to be built elsewhere in China

for Bergesen Worldwide (BW Bulk). Vale has

entered into a 25-year freight contract with BW in

which the quartet of bulker behemoths will be

involved. The first of these ships is due in 2011, and

the series will deliver economies of scale and help

reduce volatility in the landed costs of the group's

iron ore exports to China. 

Consistent with its history of pioneering the

deepest and biggest iron ore loading facilities,

Vale's new initiatives in bulker contracting and

engagement will take the industry forward in

VLOC size. An earlier milestone was the 1986

introduction of BW Bulk's 364,000dwt Berge

Stahl into the Brazilian group's ore export trade to

northern Europe. 

At the other end of the scale, Norwegian shortsea

specialist Rederiet Wilson has awarded its latest

tonnage requirement to China, entrusting construc-

tion of eight bulk cargo carriers of 4,500dwt to

Shandong Baibuting Shipbuilding Co of

Rongcheng. The Bergen-based operator, which con-

trols a fleet of 108 vessels, including 50 in the

3,500-4,500dwt range, already has eight newbuilds

of 8,000dwt on order at Yichang Shipyard. The

prospective further series of eight from Shandong

Baibuting would occupy delivery slots between mid

2010 and early 2012.

While a further phase of restructuring has been

announced for the parent group-owned Odense

Steel Shipyard, in a bid to strengthen the Danish

shipbuilder's possibilities of long-term survival,

A.P.Moller-Maersk has signed a huge deal in

South Korea encompassing 18 containerships for

Maersk Line. The centrepiece of the project is a

flexible design of vessel of 4,500 teu capacity, suit-

ed to the needs of trades serving the eastern

Mediterranean, Africa and Latin America. An

immediate target is deployment of the new gener-

ation to serve the sub-Saharan African trades,

where average annual export and import growth is

7% and 11% respectively. 

The 18 newbuilds are to be delivered by Hyundai

Heavy Industries, for whom Maersk is a longstand-

ing client, over the course of 2011 and 2012. An

important technical feature of the vessels, which

will help reduce both fuel consumption and engine

exhaust emissions, is the nomination of a waste heat

recovery (WHR) system. The Danish ship owner

claims that the project will represent the first

instance of an Asian yard installing a WHR of the

size and efficiency rating involved.  ■

NEWBUILDCONTRACTS
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I
f the Dubai government’s enthusiasm to attract the global ship-

ping industry to its much heralded Dubai Maritime City is any-

thing to go by, then the Middle East and the UAE in particular, is

poised to become a force to be reckoned with.

So it was no real surprise to hear that the region has gone on the

offensive in its marketing efforts and while there are still a lot of com-

panies left to convince that relocating to the Emirate is the right thing

to do, the wheels have been set in motion and momentum is underway.

V.Ships and Bernhard Schulte Shipmanagement are two companies

who have so far been persuaded. They have agreed to open offices in

the much heralded Dubai Maritime City as Dubai steps up its efforts to

attract managers and owners away from established maritime clusters

like Cyprus.

John Ewing, Chief Commercial Officer at the Dubai Maritime City,

told SMI that the world’s two top ship managers had agreed to open up

a small presence to begin with but they would be encouraged, as would

other interested ship managers, to boost their operations on the man-

made island.

“They are going small up front but are looking to see how it oper-

ates,” he said. “They have a lot of resources going through India so it is

better for them to be in Dubai than India because of the infrastructure

and air links from Dubai.

“We hope to see them setting up and building their operations here.

I am not saying they should move the headquarters here but Dubai

could be a major regional centre for ship management,” he said.

And interest doesn’t stop at the ship managers: the maritime service

sector has also started to show significant interest in the DMC. Indeed,
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“Dubai Maritime City has been aggressively 
promoted by the government of Dubai. Not only
does it have warehousing facilities and facilities for
the marine industry but it also has upscale 
housing on the waterfront. It is an innovative 
project that combines business and pleasure”

Hot to trot
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John McFadyen, General Manager of Marine, at Nico International,

said that anyone who is anyone in the repair market will have to be in

the DMC “because all the companies that were in Jadaf will move there

and I think we will have to have some of our lines of business in the

maritime city to compete. There is a need for us to be in DMC and we

know that and we will probably move some of our main lines of busi-

ness in there like our turbocharger and automation businesses.

“We are growing as a company. Four years ago when I joined Nico

we had just over 400 people. Now we have 1,800 and turnover has

increased three or four times. We are always on the look out for acqui-

sitions – we have just purchased Doha Marine Services for $124 mil-

lion so we will be moving another workshop into Qatar to back up our

services in Oman, Sullalah, Muscat, Fujairah and Dubai, Kazakhstan

and Azerbaijan.”

Saeed al Malik, Chairman of the United Arab Emirates National Ship

Suppliers Association and from Middle East Shipstores, is realistic

about the extent of growth in the Dubai area. While the number of con-

tainers being handled and the number of ships visiting the UAE is ris-

ing, the question on the lips of many service companies is, how long

will it last?

He told SMI: “There is an expectation of one year, two years or

maybe three but there is some sort of fear within the service providers

about whether the boom will continue. The shipping business is close-

ly tied up with the oil prices, since the majority of ships in this area are

oil tankers.  We are seeing good times now, the numbers of ships are

increasing, business is rising and the chart is going up but how long will

that be sustained?”

He added: “Shipping is good here, but it all depends on the infra-

structure which is a key element. Property here in Dubai is very expen-

sive, risen 500% over recent years but if you have the proper manpow-

er and tools, it is a very good industry to be in. For companies who have

been here years, there is an inflation problem. Housing costs have risen

dramatically and inflation rises by 12% to 15% every three months 12%

to 15%.”

Faizan Gulamhusein, Director of Adamallys ship chandlers and ship

stores suppliers, believes Dubai’s importance to the maritime industry

is growing. “Dubai has been very important for the shipping industry

and lately, this new Dubai Maritime City has been aggressively promot-

ed by the government of Dubai. Not only does it have warehousing

facilities and facilities for the marine industry but it also has upscale

housing on the waterfront. It is an innovative project that combines

business and pleasure.

“We have taken a small place at the DMC for our warehousing. It is

supposed to be a good place to be so it could be a success,” he said.

The DMC has also just signed a memorandum of understanding

(MoU) with Confitarma, the Italian Ship-owners' Association, calling for

synergic cooperation between the two parties to promote the growth of

the maritime industry in Dubai and Italy. Under the terms of the MoU,

both parties will jointly exchange ideas, know-how and policies that pro-

mote mutual growth and help in consolidating the global maritime indus-

try. They have also pledged to explore new forms of cooperation in areas

that include advanced services for the shipping industry, while collaborat-

ing in the development of new investments for the two parties. 

“We believe that the signing of this MOU is another step by

Confitarma towards the internationalisation of the Italian shipping

industry. Italy has a strong and dynamic shipping sector and could pro-

vide DMC with the expertise needed in the realisation of its ambitious

project. At the same time Italian ship-owners will find in Dubai an

excellent location for doing business with fast growing markets such

India, China and the Far East in general, benefiting the advantageous

position and fantastic logistic facilities,' said Nicola Cocci, President 

of Confitarma. ➩ 
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“The shipping business is closely tied up with
the oil prices, since the majority of ships in this
area are oil tankers.  We are seeing good times
now, the numbers of ships are increasing, 
business is rising and the chart is going up but
how long will that be sustained?”

Amer Ali
Chief Executive Officer
of Dubai Maritime City 
“We have a lot of shipman-

agement companies looking

at Dubai at the moment, and

Dubai Maritime City espe-

cially, because of the location

and because of the services

that we will provide. They

want to be close to the financial centres of Dubai and the Middle

East and we are just six hours from Europe and six hours from the

Far East.”

MyView
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Dubai recently hosted one of the biggest ship supply acquisition deals

for some time. The timing and the location may not have been a surprise

but the guise of the players did cause a few raised eyebrows, especially

when you consider the likely long-term strategy behind the deal.

Eitzen Maritime Services’ $115 million acquisition of Dubai head-

quartered Seven Seas Shipchandlers is an important part of its plans to

have a global approach to ship supply but it hasn’t ruled out acquired

growth in its other areas of operation.

The dust has only just settled on EMS’ acquisition last year of ship

supply group Provimar which gave the company penetration in the

Mediterranean, the Iberian Peninsula and North and South America.

The Seven Seas acquisition now gives the group a strong presence

throughout the UAE, Bahrain, Oman, Qatar, Kuwait and Djibouti. The

next obvious area to look at could be the Far East.

“We have a very good presence in Singapore where we have had

good and increasing sales over the past year and then we need a little

bit of time to digest this acquisition which is a big one. We will contin-

ue to see where we should have a presence to have a global approach,”

said Annette Malm Justad, CEO of Eitzen Maritime Services.

This new move gives EMS entry into the Middle East market and

access to more than 60 ports around the world. 

EMS chief executive Annette Malm Justad said the company had

wanted to break into Dubai as part of its global expansion plans.

She told SMI: “We have done exactly what we said we wanted to do

because we said we wanted to grow within ship supply. Last year we

bought Provimar with representation in southern Europe and the Iberian

peninsula and that gave us a strong hold in that part of Europe. The

Middle East and UAE has been a natural next step because it is quite an

important area for the shipping world.  Seven Seas is a very good com-

pany, well maintained and good people.”

She continued: “Seven Seas has a huge logistics centre in Dubai, just

next to the new airport – with 30,000  sq m of storage and cold storage

so that is the centre where we will be in that region. It serves all the

UAE as well as smaller centres in Fujairah, Ras al Khaimah and Jebel

Ali. So whether we would look to have a presence in the maritime city

has not been talked about.

“We saw the benefit of the restructuring we’d done, and we said all

the time that we wanted a global position, and the Middle East is a

key area where we did not have any presence,” she said. “The

Provimar deal gave us a strong foothold in southern Europe, South

America and Houston, Texas. It also gave us the infrastructure 

and volume.”

Seven Seas had sales for the first quarter of the year of more 

than $52.9m and an earnings before interest, taxes, depreciation and

amortization margin of 8.6%, according to figures released with the

announcement. ■
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Stiff competition within the marine sector has

left many insurance companies in the Middle

East complaining about what they see as

unfair play, with some industry sources even

warning the issue could destroy the market.

According to local press reports, insurers

claim that while trade volumes and ship

capacity continue to increase, premium rates

in the market have remained flat due to the

ongoing competition – and there is no sign

that rates will go up soon. “Due to increases in

volumes the number of claims has naturally

increased,” said Mohammad Hussein,

Manager for Marine Insurance at Al Buhaira

National Insurance Company in Dubai.

Speaking to Emirates Business, he added:

“Even where we want to raise our premium to

match market trends we cannot do so because

our competitors are not cooperating. The com-

petition is unbelievable as each company

wants to increase their portfolio, but unfortu-

nately this is softening the regional marine

insurance market.”

Insurance claims in the region have

increased by about 20% since the beginning

of the year on the back of the boom in sea-

borne trade and a rise in the number of ships.

Captain Ashuman Singh, Regional Adviser

for Protection and Indemnity and Senior

Claims Manager for the Gulf Agency

Company, said: “The number of claims is

poised to keep on rising in the coming years

due to a greater risk aggregation per vessel.

This should have been a good opportunity for

companies in the marine insurance market but

hull and cargo premiums have not risen at the

same rate as the trade.

“There has been widespread rate cutting in

cargo due to overcapacity and underwriters

growing their top line. We now see outright

reductions as underwriters under price business

and chase revenue,” he told Emirates Business.

According to market sources, the average

cost of a hull claim has risen by 86% over the

last five years and, with claims costs likely to

continue growing in the future, analysts say

the industry must manage costs without com-

promising safety.

Experts believe that the high claims costs

recorded in 2006 and 2007 were caused by

random fluctuations in claim severity or fre-

quency but rather resulted from a number of

factors.

Harry Rogers, Senior Claims Manager at

Goltens Insurance in Kuwait, said: “Strong

market conditions and the rising costs of raw

materials have resulted in price hikes for vir-

tually all claims cost factors, ranging from

higher rates for towage and salvage craft,

cargo values, pollution combat equipment,

replacement parts, and lack of capacity in

repair yards. 

Costs have also been impacted by a negative

currency effect due to the relatively low US

dollar, while repairs are often priced in other

currencies. Increased environmental sensitivity

has created more complex and costly salvage

and wreck removal situations.” ■

“There is a need for us to be in DMC and we know
that and we will probably move some of our main
lines of business in there like our turbocharger
and automation businesses”

John McFadyen, General Manager of Marine, at Nico International

Insurers warn of unfairness
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Excellent performance from its terminals in Australia, India and the

Middle East helped global marine terminal operator DP World report

a throughput of 13.6m teu for the first half of 2008, an increase of

21% over the same period last year. According to the company India

and the Middle East benefited from cargo formerly destined for the

US being redirected into markets in India, Middle East and Africa.  

The two Dubai ports of Jebel Ali and Port Rashid combined grew

17% to reach 5.8m teu for the first half of 2008 while the roll out of

new capacity at Jebel Ali ensured the company was able to keep

ahead of customer demand, said Mohammed Sharaf, Chief Executive

DP World. 

He added: “Our consolidated terminals have made a very pleasing

start to the year with 21% volume growth driven by our focus on the

faster growing emerging markets along the Asia-Europe trade routes

and our success in rolling out capacity in those markets which are

capacity constrained and where our customers are focused.”

These strong volumes across all regions are expected to deliver

good first half financial results well ahead of the same period last

year.  DP World expects to report revenue growth ahead of volume

growth and stable to improving EBITDA margins for the first half of

2008.

“While we recognise that the business has performed well in the

first half of 2008, benefiting from our global portfolio and our expo-

sure to the faster growing emerging markets on the Asia-Europe trade

route, looking ahead, despite global financial and economic uncer-

tainties, we believe we will continue to outperform the market for

2008 and expect to deliver full year results in line with expectations,”

he added.■

DUBAI REGIONAL FOCUS

DP World powers ahead
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I think the actions the oil majors are taking are ludicrous. We have start-

ed to get used to the vettings but we are so fed up with the inconsisten-

cies of the oil majors. OCIMF developed SIRE but the various oil

majors have never really signed up to using one system. They are happy

to use SIRE as a base and then have their own layers on top. 

We know from inspectors we talk to that they are getting different

results. The individuals are not accredited OCIMF SIRE inspectors but

have to be accredited individually by BP, Statoil, ExxonMobil and the

other majors so the system is already failing there.  

The crux of the problem is the increased levels of bureaucracy for

ship managers. We have to understand what the oil majors are doing

and how they are thinking so we have to meet at least twice a year and

talk to them about our performance and listen to what they have to say.

So we need to build up a vetting intelligence department in our own

office to react to their demands. We also need to think and do the same

things that they are doing – not only BP, but ExxonMobil as well as

Statoil.

When we sit down with them and say they need a unified system,

they just say these are the instructions from their bosses. They are set-

ting the rules and implementing them. Their chartering departments

will never use a ship that the vetting department has rejected. How can

they overrule that? The length of time a ship is blacklisted also varies

with some oil majors saying we can come and reinspect and others say-

ing we don’t want to reinspect within three months.

I would like to see a unified approach and maybe it’s a CDI scheme

that chemical distributors have where they use an independent accredi-

tation panel for accrediting the inspectors to ensure they are independ-

ent. But the oil majors do not seem willing to go down that road. Each

oil major thinks he is better than the other when it comes to safety. 

As far as ITM is concerned, we have 47 ships now and we added 10

ships over the past year. We would like to grow by 15 or 20 ships so we

can get to a reasonable size for the management fee we need to charge

but we are back to 10 because we don’t think we can get the competent

crew. We can get the crew but they are not competent enough to run the

ships and then we run into issues with the oil majors and others. 

The level of bureaucracy increases the office work we have to do. We

need to be able to respond to everything and do reports on everything

which means we need people to take care of it all. To comply with ISM,

we conduct an internal audit; our vetting intelligence department will

send someone onboard for a pre-vetting inspection and then we have a

superintendent who goes onboard for up to two inspections. This is a lot

of travel and time. To be a manager is difficult because we need to get

paid for these things. We have started selling these pre-inspection serv-

ices to others who find it difficult to comply.  We train crews to know

what to expect and we can charge for that. I am pleased I only do

tankers and I fear for those managers that manage all kinds of ships. 
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Can’t the oil majors be consistent?
Lars Modin
Managing Director, International Tanker Management Holdings

FROM THE HIPFROM THE HIP

As an industry, we will have an extra 1,500 ships coming on-stream this year, that
means 4.5 ships per day so each day we need nine Captains, nine Chief
Engineers and nine senior officers. Next year there are 7.5 ships per day so we
will need 15 Captains, 15 Chief Engineers and 15 senior officers and in 2010 it
looks like 6 ships in addition so then we need 12 of each officer level per day. How
are we going to find those people with the correct competency?

“
“
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I
n the shipowning, shipmanagement and operating sectors, the

insatiable appetite for newbuildings continues, especially in the

more traditional German liner sector. Despite spiralling newbuild-

ing costs, the German interest continues to be fuelled by the ‘KG’

fund schemes, whose liquidity shows no sign of abating. 

The more traditional German finance houses are pulling in their horns

and will no longer look at speculative deals, but rather seek a shipping

project with a charter attached for cash flow reasons. During the past cou-

ple of years, the KG fund managers have looked at other projects away

from the traditional containerships and have recently endorsed almost all

types of tankers, including gas carriers; offshore support vessels and even

a drilling rig. This has attracted more oversees players to Germany, either

in joint ventures with established German players, or by setting up shop

on their own. 

To take advantage of KG type finance, a company must have an oper-

ational base in Germany and more contentiously, if the German flag is

being considered, then the vessel owner/operator must employ a master

who is fluent in German marine law. 

A successful German tonnage tax regime was introduced in 1999 and

to keep it going for the foreseeable future, the authorities have asked the

owners to ensure that 500 vessels will be under the German flag by the

end of this year. This means an extra 70 to 100 ships will need to register

in the coming months, a fact not lost on the German Shipowners

Association (VDR) or its members.

The attraction of Germany and in particular Hamburg, as well as other

centres, such as Leer and Bremen, is that maritime clusters have been

built up that clearly work. 

For example, Hamburg is the seat of the VDR, flag administration;

owners; operators; ship managers; KG fund managers; finance houses;

lawyers; shipbrokers; agents; classification societies, plus other interests,

not to mention Europe’s third largest port complete with a ship repair cen-

tre; a shipbuilder and all the infrastructure that goes with it. 

Speaking recently, Dr Hans Heinrich Noell, VDR’s General Manager

bemoaned the fact that there was a considerable shortage of German sea-

faring staff. He reportedly said that of the 3,000 plus German-owned ves-

sels sailing internationally, 400 of them fly the German flag. Some 60,000
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The German marine industry does not appear to be as badly hit by the world’s economic 

slowdown and so called ‘credit crunch’ as some other countries. However, across Germany 

unemployment continues to rise while GDP is slowing.

growth
Controlling the insatiable appetite for 
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seafarers are employed on German-controlled ships, of which only about

a sixth are German. 

According to figures produced by the Hamburg Metropolitan Region,

in Germany there are 440 shipping companies operating around 3,300

vessels totalling around 67 mill gt. Of the owning companies, more than

200 are based in the Hamburg region. There are also many overseas com-

pany subsidiaries located in the German coastal cities.

Noell said that the problem was that within the next three years there

will be another 1,300 vessels delivered into the German-controlled fleet

and ship recycling is almost at zero. He said that we (German owners)

should ensure that all potential sources are tapped into in order to staff the

rapidly expanding German fleet.

He added that in Germany, there is a good shipping structure and a

booming market and it is one of the main countries to prosper from glob-

alisation. Individual German shipping companies and the VDR invests

ten of millions of euros in training. In addition to federal funding, the

VDR distributes internal support within the association. At the recent

German Maritime Conference a decision was made to support the nauti-

cal training locations in the coastal states by expanding their capacity.

According to Bremen-based shipowner Beluga, a company with spe-

cialised training ships fitted with extra accommodation, during the past

four years, the number of trainee places offered by about 100 maritime

training companies has increased from 400 to more than 900. 

There are also many employment opportunities in the maritime-relat-

ed sectors – from inspectors to shipbrokers, financiers and consultants.

The VDR calls them parallel options and these come with a very high

profile, especially in Germany. 

Many German shipowning concerns are still family run, although

some relative newcomers have also arrived to swell the ranks. 

Speaking to SMI about shipowning in Germany, Nikolaus H Schues,

CEO of F. Laeisz, explained that the KG fund investors have no problem

with shipping projects that come with mid-term charters attached. He

described the KG system as “competitive” when compared with UK tax

lease system and other forms of finance in Japan, Singapore and New York.

“All the other forms of finance require huge long-term charter commit-

ments. However, with the KG system there is more of a personal contact

with investors and better risk/return ratios,” he said. He also thought that

institutional loyal investors tended not to investigate the opportunities

one by one but rather to follow trends. As soon as the investment climate

changes, they move into other areas. 

About 30% of Laeisz’ fleet is financed through subsidiary KG finance

brokerage Hamburgische Seehandlung and in general about two thirds

were placed with KG shareholdings. Mr Schues said that Laeisz current-

ly had containerships, river cruise ships and pure car/truck carriers

(PCTCs) projects lined up for would be investors. 

Overall, Laeisz manages 52 vessels and has another 14 on order. The

managed fleet comprise containerships, LPG carriers, bulkers and ro-ros.

Laeisz also manages the six German Government’s research vessels. 

About 45% of the company’s fleet, both in numerical and tonnage

terms, are under the German flag. Mr Schues thought that once vessels

became debt free then the German flag was much more competitive.

Laeisz handles everything in-house and despite using outside crewing

agencies, seafarers sign an employment contract directly with the compa-

ny. Cadets were also being recruited at present. Like some of his counter-

parts, Mr Schues said that the company would only offer third party ship-

management to self-sustaining projects as F. Laeisz usually coinvests.

He described the company’s strategy as one of chartering out its ves-

sels to long-term industrial partners, as this results in a steady return over

a longer period. 

Another executive of a family owned company, Captain Stefan Bulow,

Managing Director of John T. Essberger Ship Management, formerly

Transocean Ship Management, talked of the seafarer crisis and in partic-

ular the German master situation. He told SMI; “We need flexibility to

bridge the gap and we need to talk to the government. It is vital to be in

the front line with new rules coming up.

“We need to join together and present a good image. We have to be

proactive and cannot just lean back and forget about the problems to be

faced. Everybody must participate”, he said. “If something comes up

don’t fight it, but discuss it as otherwise we lose credibility”. 

Bulow is well qualified to speak, being a member of the owners’

employment forum IMEC, a member of BIMCO, Intertanko and VDR.

He also sits on the technical committee of Germanischer Lloyd. He was

not untypical of the owners spoken to by SMI who all seemed to be heav-

ily involved in various committees bent on shaping shipping policy, both

domestically and internationally. 

Apart from the chemical tankers, Essberger manages cement carriers,

bulk carriers and a containership. Third party shipmanagement takes the

form of newbuilding supervision, including recent newbuilding ➩
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“The more traditional German finance houses are
pulling in their horns and will no longer look at
speculative deals, but rather seek a shipping 
project with a charter attached for cash flow 
reasons”
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chemical carriers for Swedish interests. “We will only consider special

projects and don’t want to become a mass third party manager,” Mr

Bulow said. 

Essberger has its own crewing agency in Gdynia, a crewing partner-

ship in Manila and a repair centre in Dordrecht, which was operated by

Broere before its takeover by Essberger. One of Bulow’s philosophies is

not to rely on outsourcing tasks to third parties as seen in the 1980s, but

to bring activities in-house to better control costs.

Another family owned concern - Rickmers Group - is active in the con-

tainership and multipurpose heavy lift sectors. The shipowning and ship-

management functions of the Rickmers Group was consolidated under the

name of Rickmers Reederei in 1984. In 2007, an office was opened in

Singapore under the name Rickmers Shipmanagement (Singapore). 

Since then Rickmers Maritime has listed on the Singapore Stock

Exchange to own and operate containerships under long-term fixed rate

charters. The Rickmers Group holds a 33.1% stake in this venture. 

Today Rickmers Group has 87  vessels in service, including Singapore,

plus another 50 vessels on order. The Singapore office will alsotake care

of the revolutionary 13,100 teu containerships when delivered. They will

be fitted with forward located accommodation blocks with the machinery

space located two thirds aft and will go on long-term charter to Moller-

Maersk once delivered.

One of the company’s major successes is Rickmers Linie, a company

concentrating on project cargoes carried on a liner basis, unlike Bremen-

based Beluga, which is more of a tramping outfit, offering ships up for

specialist cargoes, rather than offering a fixed route liner service. 

Until 2002-2003, the concept of breakbulk cargoes had almost died.

The world’s multipurpose capacity continued to decline to 2004-2005.

“Of the 36 million dwt multipurpose vessel capacity available worldwide

today, 37% is 25 years old or more and 52% is 20 years old and over,”

Rickmers Linie marketing spokesman Marko Stampehl explained.

Sensing an opportunity, in 2002 Rickmers Linie took delivery of the

first of nine 30,000 dwt ‘Superflex heavy MPC’ types – Rickmers

Hamburg - of 1,900 teu capacity and fitted with heavy lift cranes of up to

640 tonnes lifting capacity when combined. They were also fitted with

adjustable tweendecks in box-shaped holds, which included de-humidify-

ing systems for carrying steel cargoes. 

Such was the demand that a tenth vessel joined the multipurpose

round-the-word service and another 14 have been ordered – six

19,000 dwt, four 17,000 dwt and another four 24,000 dwt multipur-

pose heavy lift multipurpose vessels, plus four options for delivery

between 2009 and 2011. Another four 17,000 dwt multipurpose heavy

lift vessels will be chartered from a partner.

“The 10 ships operating at present are fully booked two to three

months in advance. There is no sign of a downturn and the industry is

bullish for project cargoes for at least another five years”, Stampehl said. 

He explained that the crews have to be specially trained. To help two

apprentices are taken on each year (this applies to the office / commercial

side – to train so called “Schiffahrtskaufmann” = Shipping business econ-

omists). For cargo stowage, Rickmers has developed a cargo manage-

ment system – RICOSYS. This is a software solution whereby cargo

parcels are digitalised to a realistic CAD model for cargo lifting, handling

and bedding simulation before the actual loading process is undertaken.

Greek interests
An example of an overseas concern settling in Hamburg to take advan-

tage of the KG system was Hellespont, a leading Greek-based tanker

owner and manager. The company’s CEO Christian Freiherr von

Oldershausen said that Hellespont had earmarked its eight 17,000 dwt

IMO II newbuilding chemical carriers for a pool operation. “It (a pool)

creates a certain stability of earnings and the KG fund managers now

understand this concept,” he said.

“Investors appetite for shipping equity has not diminished. The prob-

lem is finding the right project as newbuilding prices have gone up

tremendously, von Oldershausen said.

From Hamburg, Hellespont technically manages five Suezmaxes, one

Aframax, six LR1 coated Panamax product tankers, three 13,000 

dwt IMO II chemical tankers and has a further eight IMO II chemical

tankers on order, plus six PSVs. A small stake is also held in Manila

Shipmanagement & Manning Inc.

Hellespont hopes to employ its first cadets in August of this year as due

to the number of newbuildings, the company needed to grow its seafarer

pool. 

The company recently moved out of partner Peter Doehle’s offices on

the Elbchaussee to a more central location as more space was needed.

Another reason was to be near the major finance outlets, broking houses,

laywers etc that abound in the centre of Hamburg, von Oldershausen

explained. Around the same time, Capt Matthias Imrecke was recruited to

head up the technical management team and former head Spyros

Vlassopoulos was transferred back to Piraeus to take charge of the com-

mercial activities.

Another major German tanker player is Bremen-based German

Tanker Shipping (GTS), which now controls 12 product tankers ➩
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Jamaica moves into Bremen

Germany’s strength and importance

as a diverse global shipping industry

centre has made it an ideal choice for

an overseas office of the Jamaica

Ship Registry (JSR).

L. Michael Henry, CD, MP and

Jamaican Minister of Transport and

Works, said: “Germany is today, one

of the most vibrant, diverse and

dynamic shipping industry centres in the world. Its maritime cluster

embraces just about every sector of this multi-faceted and diverse

industry, including ship finance and insurance, agency, brokerage,

maritime law and arbitration; shipbuilding and marine equipment

manufacture; ship classification and surveying; not to mention a

world-class ship registry and, last but not least, a thriving community

of ship owners, operators and managers. 

“It is therefore not coincidental that the Government of Jamaica has

selected Bremen as the place to establish the overseas office of the

Jamaica Ship Registry,” he added.

Hellespont Suezmax type managed from Hamburg
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averaging 3.5 years old. Another is due to join the fleet in March next year. 

All the vessels are products of Kiel-based Lindenau Shipyard. Ten are

in the KG system while the other two are wholly-financed by the compa-

ny. All the activities connected with the ships are handled in-house by just

18 people. 

The vessels fly the German flag and are classed by GL. Managing part-

ner Frank Jungmann described the flag as “of very good quality”, but said

the process of registration could do with improvement as at present sever-

al different authorities become involved. “We need a central department in

Germany for registration and a simple, efficient administration,” he said.

Other German companies spoken with by SMI voiced the same opinion.

Being under the German flag, all GTS’s officers are German and

Jungmann agreed that for the future, the pot was empty. 

Training centre
Training was on everybody’s agenda, SMI was told. One initiative under-

way is the resurrection of a nautical training college in the Hamburg area.

During the cost cutting era of the 1980s, many nautical colleges closed

down leaving a huge gap. Hamburg also lost the SUSAN simulator train-

ing facility to Leer, a small city which houses a large shipmanagement

fraternity.

Maritime Training Center (MTC) is due to open its doors next

February at Harburg, a suburb of Hamburg, in an old dock area.

Illustrating Hamburg’s maritime cluster mentality, MTC is a joint venture

between shipping companies Rickmers Reederei, Orion Bulkers and

Marlow Navigation acting as crew manager. 

Other stakeholders include MAN Diesel, class society

Germanischer Lloyd, the River Elbe, Port of Hamburg and Kiel Canal

Pilots’ Associations, port and logistics training concern ma-co mar-

itimes competenzcentrum (formerly known as FZH), and private

investors. SAM Electronics will act as a co-ordinating partner while

Bremen-based Rheinmetall Defence Electronics will supply the

shiphandling, radar/ECDIS, GMDSS, liquid cargo handling and ships

engine simulators. 

MTC Managing Director Heinz Kuhlmann said that by integrating the

pilot groups, ma-co specialists and the GL Academy, MTC will be able to

offer quality and professional knowhow at the highest level. 

Mr Kuhlmann explained that marketing the centre would start in

earnest in September when bookings will be taken. He said that he

already had verbal promises from some ship owners to use the facilities.

All the training courses, seminars etc, plus the documentation will be in

English to attract international clients. ■
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The MTC pic is an impression of the bridge simulator with NACOS
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The Floor (Spencer Eade ISSA)
I wondered whether there was the possibility of

having an international industry committee to

devise and implement a structured PR and mar-

keting campaign for the shipping industry. We

are all talking about this image problem but

exactly what message should the industry be

giving out?

Roberto Giorgi
One of the issues that is clear is the shortage

of officers and the fact that we have to find

new sources of crew. So the point is to con-

centrate the aims of InterManager in this

arena. Regarding image, if you are performing

well in your task, you will have a good image

so do the facts demonstrate that the industry is

performing well? I remember some time ago

when I was in New York just before OPA 90

–things changed dramatically from that day on

because people in the US reacted more quick-

ly because they knew the risks they were fac-

ing on a daily basis. From 1990 to now the

industry has done a fantastic job because from

the statistics alone there is less pollution. Still

we have owners and managers who do not

apply the same policies and ideas. To ensure

the industry improves, I believe we need an

element of self-regulation whereby all the

players agree to play in the right way. You can

spend a lot of money on image and I think we

should do it as a marketing campaign but at

the same time, the industry players should

play according to the rules. 

Andreas Droussiotis
Once we understand the problems we are fac-

ing, then surely all the players in the industry

need to contribute to resolving the problem.

As Roberto said, the problem for the time

being is the crew shortage so we need to see

how we grow the number of newcomers into

the industry. We need to expand more and

convince today’s youngsters who have not yet

chosen seafaring as a career. We also need to

concentrate on crew training. The general atti-

tude is: ‘give quicker promotions’ but they are

being offered to half the people who under

normal circumstances would not be offered

senior positions. So we need the extra training

to cover up the deficiencies. 

This is where the whole industry has to be

responsible; not only the ship managers where

the burden lies. Owners say yes it is our

responsibility but charterers expect operators

and managers to provide the best crews so as

not to disrupt vessel operations and the insur-

ance underwriters in the same way do not

want to come across too many cases of crew

negligence. So anything and everything relies

on the quality of the people on the ships and it

is everyone’s responsibility to contribute to a

resolution of the problem. I do agree that we

need to have a committee, this is a fantastic

idea and we should do it. This will hopefully

resolve the problem in the future but what

about the present? How do we cope with the

130,000 seafarers we will need in the next

three years on account of the additions to the
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Round table discussion

“
A new image for shipping has to be

based on presenting the importance

of seaborne transport and the substantial

achievements made by the sectors in terms

of performance, efficiency, safety and secu-

rity. This requires a comprehensive public

relationships effort. Such an effort is sys-

tematically made by the energy, automotive,

aviation and many other industries. I don't

see why shipping could not undertake a sim-

ilar endeavour by presenting its achieve-

ments and contributions.

“So, my message in this respect is the

necessity to enhance the visibility of ship-

ping as a modern industry that is fully com-

mitted to today's logistics needs and sustain-

able, safe and secure development.”

Dimitrios Theologitis
Head of Unit, Maritime Transport
and Ports Policy, Maritime Security,
European Commission (DGTREN)

Today’s shipping industry is suffering from a major image problem with little real understanding of the sector’s
strengths and successes among the general public as well as national and international regulating authorities.
Shipping hits the headlines when there is a crisis or a casualty and not because of the benefit it brings to global trade
or to the safe and environmentally-friendly transportation of goods and cargo. The effect this poor image is having on
recruitment into the shipping industry has reached epidemic levels with the obvious knock-on implications for crew
competence, vessel safety and escalating wage scales causing their own major concerns.

We asked 11 senior shipping executives and experts their views. Chaired by SMI Editorial Director Sean Moloney, the round table participants

included Dr. Peter Swift, Managing Director of Intertanko; Andreas Droussiotis, Chief Executive Officer of Bernhard Schulte

Shipmanagement; Capt Dirk Fry, President of the Cyprus Shipping Chamber and Managing Director of Columbia Shipmanagement; Roberto
Giorgi, President of V.Ships; Clay Maitland, Chairman of NAMEPA; Simon Frank, Director of Crewing and Marine Personnel at EMS Ship

Management; Capt Peter Bond, General Manager of Interorient Navigation; Serghios Serghiou, Director at the Cyprus Department of

Merchant Shipping; Guy Morel, General Secretary of InterManager; Tony Mason, Secretary General ICS/ISF; Dimitrios Theologitis, Head of

Unit, Maritime Transport & Ports Policy, Maritime Security, European Commission (DGTREN). The round table took place in Limassol, Cyprus

in front of 80 representatives from the global shipping industry.
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world fleet, net of scrapping; how are we

going to cope with this? This means a mini-

mum of 10,000 masters, 10,000 chief engi-

neers and 10,000 chief officers. The commit-

tee should have representatives from the main

international associations and the ship man-

agers should be represented through

InterManager. But you also need Intertanko

involved, Intercargo, BIMCO as well as the

underwriters and P&I Clubs. At the beginning

we need to really identify the problems, make

suggestions for a resolution and put the

answers forward.

Sean Moloney
I want to bring Peter in on this to ask him who

he thinks will run the committee, where will it

live and how will it be organised?

Peter Swift
Before we decide on having a committee, can

we go back a little and decide what the message

should be and to whom. We have been dis-

cussing the industry’s image for many years

now. The discussion at that time was driven by

the fact that we had tanker accidents and that we

were suffering knee-jerk reactions against what

we felt was bad legislation. In the bulker world

we were still losing too many ships and there

was a desire to address incidents and accidents.

So related to the discussion on image was the

question, ‘what can we as an industry do to lift

up our game and our performance?’ So we had

an image discussion related to performance and

how we might influence the legislative environ-

ment. The discussion was whether we could

self-regulate. I think we have moved on and,

although our image may not have improved, our

performance has improved and we now have 

a better relationship between regulators and 

the industry. 

The question today when we talk about

image is how we attract people into the mar-

itime businesses; how do we get marine pro-

fessionals into the industry? Historically we

have assumed that you have to go to sea in

order to do certain maritime based land jobs.

But if we look in the European context, we are

going to need people in insurance, port state

control, in the coast guard, in the banking and

support sectors and also in the supply indus-

try. And they won’t all have come from the

sea. The Far Eastern shipyards have the same

problem of attracting people into the 

shipbuilding sector or the engineering 

professions that have a marine link. So we

have to talk about how we create the idea that

the whole of the maritime sector can be a

career. Some of these will come from sea and

we certainly need seagoing experience. So

instead of immediately answering how we 

can establish one committee, we might be bet-

ter to spend a moment and maybe ask

Dimitrios, at a European level, what are the

real challenges? 

Sean Moloney
Before I bring in Dimitrios, and I want to bring

in the views of the Commission later, I know

Roberto wants to immediately respond.

Roberto Giorgi
The market is very dynamic so whatever hap-

pened five years ago is now obsolete. And if you

think about the last two to three years we talk

about globalisation and the positive and negative

effect that has had on the world economy. We

went from west to east and in the last five years

the Asian economy has grown between 8% and

12% each year. So whatever was good five years

ago may not be good in three years time – we

may go from east to west again. So are we real-

ly sure that the sources of our crew should not

come from the traditional countries like the US

or Europe? We are paying $12,000 per month for

masters today, but am I really sure that an Italian

would not be happy to get this salary? Also we

are going through a strong inflationary period;

there will be a recession in the US and then

maybe in Europe; there will also be unemploy-

ment so we may need to start looking west more

than east. As managers we were looking to

China for our solutions, but if you look at 

 the prices you pay for a superintendent in China

it’s astonishing. Up to 65% of Chinese cadets

leave sea after one year, so should we reposition

our thinking? ➩
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“
All trends clearly indicate that the

shipping industry continues to show

dramatic improvements in safety, shipping

casualties and in the release of hazardous oil

into the sea which ruined the image of ship-

ping.  Dramatic pictures of a sunken vessel

with oil contaminated beaches and wildlife

had great effects on the perception of politi-

cians, the world’s media and the public at large.

“Taking into consideration the above and

the fact that very little is known about shipping

by major decision makers who often imple-

ment legislation that is negatively affecting the

shipping industry (a recent example being the

criminalisation of seafarers in case of an oil

spill), we believe that there is an immediate

need for the national as well as the internation-

al shipping industry to intensify its efforts for

furthering the image of Shipping.  

“In this connection, the Cyprus Shipping

Chamber launched a long-term strategy in

2006, with the official approval of the Cyprus

Government, named the “Cyprus Shipping

Public Relations Campaign”. 

The main purpose of this campaign is to

highlight the positive side and benefits of

Shipping, its important contribution to the

economy and society of Cyprus and the sound

employment opportunities that exist in the

shipping industry for school leavers and uni-

versity graduates.”

Capt Dirk Fry 
President of the Cyprus Shipping
Chamber and Managing Director of
Columbia Shipmanagement

“
What is image, why is it important,

how is it created and what generates

image and who is responsible for it? Image

in my view is like beauty, it is in the eye of

the beholder. So perhaps it is not one single

image but a multitude of images of the

industry. Whatever those images are they are

helping to shape the business environment,

the legislative environment, and our own

ability to attract resources of all types into

the industry, be they human or financial. It

sets the backdrop in shaping many other

decisions that impact on our daily lives.”

Peter Swift
Managing Director Intertanko

“What can we as an
industry do to lift up 
our game and our 
performance?”
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Sean Moloney
Can I bring in Dimitrios into the discussion

because I would like to ask what the European

Commission is doing to improve the image of

shipping and how can you make the lives of

those in the shipping industry a little bit easier by

helping to get more people to sea?

Dimitrios Theologitis
We are now in a fairly comfortable position. If

you want to start a communication campaign

you need to capitalise on your assets and here we

have done quite a lot of work on the substance.

We can now be proud that we have an industry

which has responded very well to its challenges:

the regulators have done their job, sometimes to

the shipping industry’s general uneasiness,

which I can understand. But now that it is done,

I can consider with the latest very strong legisla-

tive activity that we have had in the domain, that

we have an environment we can build on. In

terms of crewing we have been instrumental in

bringing forward and turning into mandatory

requirements, the latest ILO conventions. We are

in the process of inputting into the revision

process of the STCW Convention, although if

you ask the representatives of the seafarers they

will say it is very basic and we need to go fur-

ther. But first let us ensure this level is met. We

have also looked into training. As you know, the

European Maritime Safety Agency was created

and it has a mandate to certify schools in third

countries. This is an extremely important subject

in determining which schools are certified to

European Union level. 

I would like to become a little more critical.

We have heard that we need to sort out the

issue of criminalisation. I think the world has

changed. Criminalisation is all over the place;

it’s not only shipping but everywhere, even the

aviation industry where you say the person that

lands the plane safely is a hero but the person

that brings the ship home after an attack is a

hero as well. If you hit someone with your car,

you are criminalised; you are arrested and after

that there is a trial and if it is clear you were

not responsible then you are acquitted. Now I

know this is being skewed by some countries

that need a figure to bring forward to the 

people and these are the things we should be

aiming at, but the basic principles of law can-

not be ignored and it is a matter of applying

legislation. 

The other issue we have been talking about is

the image of shipping created by chronic fatigue

and exhausted crews. I think we need to exercise

some self-criticism as well. I have been partici-

pating in the negotiations for a small part of the

manning issue at the IMO Maritime Safety

Committee and when we asked for a period of

time to familiarise ourselves over security proce-

dures relating to the seafarer we were nearly

thrown out of the room. We had such a tough

time getting in these insignificant two hours of

familiarisation. So how can you expect to move

forward if you do not make an effort in this

domain. And what better time than now when

we are going through a fat cow period. Now is

when you need to invest and show there is

potential in these matters.

Another matter that has been mentioned is

that of administrative burden. I would like to

remind you that shipping cannot remain an

island. The administrative burden is everywhere.

We have the e-maritime project at the European

Commission where we will come out next year

with some activities which will greatly facilitate

the whole administrative operation of a ship

because it will standardise messages. 

Coming onto the issue of what we can do.

Should it be some industry commitment or

should we come up with some legislation? The

answer is not very simple. The Commission

enjoys working with organisations and the nar-

rower the organisations are, the better opinions

we get. We have also seen with international

organisations that we practically share the same

goals: associations like ISSA, Intertanko,

BIMCO and ECSA are the ones that really

want to raise the standard of their industry.

Your associations want to weed out the black

sheep and so do we. Whenever you go for soft

legislation, you need to convince everyone

about adopting it and convincing can be more

difficult than obliging. Also you may be able to

convince 80% or 90% of your constituents

which means that you accept that 10% or 20%

will capitalise on your own efforts to adhere to

a standard of quality and reap benefits which

goes against your ethical commitments. So this

needs to be carefully considered at what level

European action can be taken.

I don’t have any ready made solutions, but the

next subject the Commission is after is to look at

it from a multifaceted point of view involving

employment, transport and the international

organisational side. In October this year we will

come out with the future of Maritime Transport

in Europe document, a strategy for 2008 to 2018,

and here the human element has been recognised

as one of the three main factors. So you can

expect that there will be some action undertaken

at European level. For that reason your input

here is important. By mobilising all the EC

forces we have many points of action. We can

support this quality campaign initiative; we can

look at the universities and we can look at the

curricula and we can look at what they offer at

this level. There are very few universities which

offer dedicated curricula for the maritime clus-

ter. So there are things we can do and initiate

through our regulatory channels and through our

usual channels and these we are pleased and

committed to do. 

Clay Maitland
Listening to the discussion, I am reminded of a

great man who attempted to unite Europe –

Napoleon Bonaparte who had many military

maxims. One of his famous maxims was (basi-

cally translated): ‘I get involved in the battle and

look around to see what is really happening’.

And I think that is good advice for us today. ➩
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“
Unicom is still a company which

does, in comparison to others, not

necessarily pay the highest market wages

which naturally gives us a disadvantage in

securing the crew pool we require to man

our vessels.  However, we will not and don’t

want to participate in the salary war existing

in the current market. We are confident in

exploring other solutions to prove to our

crew that they have chosen a good company

to work for, with long term perspectives.

Our focus is to secure competent crew on a

long-term basis and of course offer an

attractive overall package.

“Money is always a good incentive but

it’s not always the most important especial-

ly when the difference is not so high.

Sharply rising wages are being driven by

owners, managers and crewing agencies

poaching staff to meet their manning

requirements. Poaching is not a viable long-

term solution and is only fuelling a major

problem.”

Sergey Popravko
COO of Sovcomflot and Managing
Director of Unicom

“Whenever you go 
for soft legislation,

you need to convince
everyone about 
adopting it and 

convincing can be
more difficult 
than obliging”
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He also said in the same vein that the gravest

error a commander can do is to make his mind

up about what will happen before he has deter-

mined what the actual situation is. I am a bit

concerned listening to our discussion this

morning that we are a bit heavy of issues and

policy and a little light on how exactly we are

going to execute this wonderful thing we are

going to do – namely communicate and engage

with the public. That is really what we are talk-

ing about when we talk about improving the

image of shipping.  I hope we will give more

thought to the way we are going to convey the

information and image, say about the environ-

mentally positive role the industry is playing

not just about the ship owner but all elements

and all stakeholders. I am a bit less convinced

than maybe others are that we can do this with-

in the framework of a number of established

industry organisations and I don’t mean that as

an unfavourable reflection on them, but simply

drawing on my experience going back, one of

the things we learn is that you can do all of

these things within an established structure but

what Emperor Napoleon was getting at was

that when you actually get into the execution

phase, whether a battle or engaging the public,

at that point other organisations are going to

demand to be heard. I would just urge a little bit

of caution and prudence in thinking that we are

going to come away from here with some kind

of idea on how the message is going to be

delivered forward. That is my first point. 

The second point is we haven’t talked about

money. This will cost some money and it will

be nice that before we get out of here we get

into the practicalities of where the funding is

going to come from going forward. I know I

may be jumping ahead, we should now recog-

nise that the devil is in the detail and we need

to pay attention to a few practicalities. And, if

we may, let’s stop talking about all of these

individual policy issues, we know what they

are because we need to get down to the money

issue and leave here with enough flexibility 

to deal with the national ship owner organisa-

tions, with governments and also the rest of 

the world. 
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“
At this point I made a note to ask if

shipping really does have an image

problem today. I honestly do not know. Oil

spills always make headlines, but we haven’t

seen anything about NOx or sulphur emis-

sions on the BBC. I read somewhere recently

that in China a new coal-powered power plant

is opened each week. If true, it puts marine air

emissions in an interesting light. If not, it

shows us the power of perception. 

“Today there is an acknowledged shortage

of 10,000 to 12,000 officers in the industry.

Adding the current newbuilding program to

the equation, we can see that we have a real

challenge ahead to recruit and retain good

people. Competition for officers is intense

and rapidly becoming a pay race. Is this what

we want?

“The number of applicants to Norway’s

three institutions for higher maritime educa-

tion increased this year by nearly 63% over

last year. A career at sea is no easy road, but

perhaps our image has improved enough to

make a difference. Perhaps there is hope. I

believe there is.”

Dag Schjerven
President & CEO of Wilhelmsen
Maritime Services

The Cyprus shipping industry has called on

the Nicosia Government to create a Permanent

Directorate on Shipping at the Ministry of

Communications and Works to speed up deci-

sion-making in tackling the various issues

affecting the local shipping industry.

Addressing the 2nd International Ship

Management Summit in Limassol, Capt

Eugen Adami, Vice-President of the Cyprus

Shipping Chamber and Managing Director of

Intership Navigation, said the Cyprus govern-

ment needed to improve the speed and effi-

ciency with which it responds to the demands

of the shipping sector.

“The Ministry of Communications and

Works due to its multi-functionality, is not

able to provide the appropriate attention and

time that is practically needed for a specialised

industry such as shipping,” he told delegates.

Turning to the issue of image, he added that

furthering the image of Cyprus shipping was

something that lay competently in the hands of

the Government and the resident shipping

industry.

“Both the public and private sectors, which

work in close cooperation for many years now

must focus their efforts more intensively and

develop a comprehensive long term strategy

for further improving the image of Cyprus

Shipping in order to be able to continue com-

peting successfully internationally,” he said.

Another area which will contribute substan-

tially in the enhancement of the image of

Cyprus Shipping is the proposed cooperation

of the Cyprus Shipping Chamber with the

recently established Cyprus University of

Technology, which recently started its opera-

tions in Limassol, delegates were told.

“The Chamber intends to work closely with

the Technological University in order to pro-

vide the University with practical advice on

how to structure their shipping courses to pro-

duce top class graduates both in the fields of

shore side personnel as well as top rated grad-

uates ready to serve at sea as engineer officers.

We believe that this development will in the

long term benefit both Cyprus and European

Shipping,” Capt Adami said.

CSC calls for Cyprus shipping directorate

“That gravest error 
a commander can do
is to make his mind
up about what will
happen before he has
determined what the
actual situation is”
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Sean Moloney
Thank you Clay and I share your sentiments that

we need to achieve some concrete way forward

to tackle the image crisis. Once we have that we

can tackle all the elements involved with that.

Can I bring in Serghios Serghiou to get a govern-

ment’s perspective on things?

Serghios Serghiou
The important proposal is that a collective effort

is needed. The industry and government and

unions should work together and address specif-

ic aspects for making the young people aware of

the conditions a present day seafarer is living

and working onboard. I believe the perception

that young people have at present is not the cor-

rect one. The effort should be to project a posi-

tive image to the young people so that we will

excite their interest. It needs a well thought out

marketing campaign to target the groups of

young people and it should be different in other

countries but the content should be the same.

Sean Moloney
Let me open the debate to the floor, what do peo-

ple think about the idea of a marketing cam-

paign?

The Floor (George Hoyt, Newslink) 
I think we have to look at the issue of a career for

seafarers in a different way than traditionally, in

terms of the length of the career and where it will

go. If we can put that into context that seafarers

can have a satisfying career in a timeframe short-

er than 20 years or so then that would be another

way to look at it. Also the ship can be a school for

many components of the maritime cluster. 

The Floor (delegate)
We have had some very interesting presenta-

tions but it strikes me that perhaps we are too

inwardly focused. We are looking internally at

the industry to effect the reputation that the

industry has but perhaps we need to look

externally. Who are we trying to influence

here – the media, governments, legislative

bodies and the public as a whole. Maybe we

also need to look at other industries that suffer

from the similar problems that we do and see

how they cope with it. There is one industry

out there that suffers from the same problems

that we do and they, like us, need a constant

influx of personnel to join them to send them

away to other countries for long periods of

time. So the question is how does the military

deal with the bad image they have? Well they

employ consultants, people who understand

how to manipulate and create a positive

image. Yes I do think there needs to be a con-

solidated committee that represents the indus-

try but we need to engage consultants who

deal with aspects of image and reputation. 

Sean Moloney
Let me bring in Clay and ask him what he thinks

about this idea of a committee and how does he

think it should be financed?

Clay Maitland
Speaking for NAMEPA, we would be happy

to put up some money. We need to speak in

practical terms and we would be glad to fur-

nish input in terms of how and who to

approach. A great deal of focus should be

through the schools. Also, I don’t think the

focus should be on recruitment in developing

countries. We do need to realise there is a

great deal of available material in the post

industrial world such as the US. The message

that there is a career in the merchant marine

should be going to the educational systems at

secondary level. I also think we need to decide

what organisations are going to participate

and we need to hire very good public relations

specialists and maybe more than one, to

advise on how this will be done and how the

message will be structured. Just to repeat, we

need to be careful not to set up a committee

that by its very nature will restrict our ability

to go out and raise the money and get a broad

consensus of support. ➩
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“
I am convinced the image of an

ISSA ship supplier is one of quali-

ty, not a fly by night rush up the gangway

merchant intent on earning a quick buck….I

regarded it as a key part of my presidency to

set up the quality criteria and then gain

world-wide recognition of it to improve the

industry’s performance and image globally.”

Wim van Noortwijk
President of the International Ship
Suppliers Association

“There needs to be a consolidated committee
that represents the industry but we need to
engage consultants who deal with aspects of
image and reputation”
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Andreas Droussiotis
On the creation of the committee, definitely

we need to consider all players in the market,

not just owners and managers but we need to

include the charterers, the P&I Clubs and

underwriters, including the unions. We need

to take practical steps and issues such as

where it will be hosted and by whom will be

decided at the first meeting. What I would

suggest, to take the initiative, is to throw the

ball to Guy and to invite all the industry play-

ers for a meeting to be held in London, as a

preliminary meeting to see how to go forward.

The suggestion of a PR specialist is a good

idea. One point I want to mention is that as far

as the western countries are concerned, we

have never analysed why in the first place we

lost recruitment of seafarers from these

regions. What was the reason? Surely it was

not because the profession was not liked by

them. Social conditions changed, the attitude

is different altogether but money is the biggest

driving force. A graduate comes out of univer-

sity at the age of 21, goes for a job and gets

say €2,000 to €3,000 per month. We have the

cadets who come out of maritime college and

they look at their prospects that in five to 

six years time, if they make it, once they reach

the position of a chief officer or second engi-

neer, that they start to see the earnings. But

during this time gap who really supports

them? The structure of the wage at the early

stages is something I believe is a factor that

does not encourage western people to join 

the profession. 

Dirk Fry
I think we should get back to basics for a sec-

ond. We have been talking a lot about the

issues facing our industry of the crewing situ-

ation. We want to improve the image of our

industry. Dimitrios has said we have reached

the goal of our class and our safety records are

better and that the EC might consider shipping

as an interesting area for the future. We want

to find an entity that could help promote our

industry and we have thrown up the idea of a

committee. Also, Andreas has proposed that

InterManager should be involved, and quite

rightly so. What we have seen so far is one

association – the ICS – which has gone to the

trouble of creating a DvD about the image of

shipping. Here is one institution that has done

something about it. We also have the famous

Round Table and I wonder if they couldn’t

take the lead with InterManager to push things

forward because if we continue to do this on a

small individual basis we will not reach the

public. I know it will cost money and we may

need the assistance of consultants but we need

to move forward and we need the assistance of

governments because they can create a better

perception of image.

Sean Moloney
There is an argument that if you are going 

to tackle something like this it is bigger than 

one association and you have got to employ 

and embrace the whole industry. Guy, what are

your views?

Guy Morel
We are talking about taking decisions but our

industry has one thing which is excellent and

that is it very often tries to self-regulate.  It has

succeeded but I think in addition to all the

industry efforts, once self-regulation is

attempted, the only way to make things more

efficient is if it goes from self-regulation to

regulation. So what I think is that it is very

important that whatever efforts we make, we

are able to transform the ideas into facts.

Going back to the idea of the committee, there

are two things we need to talk about. I am very

happy that InterManager is being mentioned

because I have to say that perhaps we are the
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The recent trend towards competency map-

ping in the shipping industry is a step in the

right direction and we must learn from indus-

tries which have successfully applied such

tools and benefited from these modern man-

agement methods, said Rajaish Bajpaee,

Chief Operating Officer of Bernhard Schulte

Shipmanagement.

“It is very likely that many of the training

solutions are already being used in other

industries that are heavily reliant on profes-

sional services, and we need not reinvent the

wheel. In fact, I dare say that we need the

influx of a couple of senior non-shipping pro-

fessionals in our management ranks in offices

to make this a reality much sooner.”

In a speech to the 2nd International Ship

Management Summit in Limassol, which was

delivered in his absence by his colleague

Andreas Droussiotis, CEO of Bernhard

Schulte Shipmanagement, he said the indus-

try needed to address at least three fundamen-

tal issues much more vigorously in resolving

shipping image crisis: “namely proactive

engagement needed with media, pride in the

job and upskilling. Our goal is the same – to

enhance the attractiveness of shipping to  an

existing pool of professionals and to create a

stronger talent pipeline.”

“
Regardless of the very positive and

vital role that the shipping industry

is playing in world trade, which directly

affects the world economy and people’s

welfare, there is no doubt that public per-

ception cannot improve unless the causes

which led to this negative publicity are elim-

inated.

“We strongly believe that for the sake of

world shipping and international trade, the

improvement of the image of shipping

should be high in the priority list of all

stakeholders, namely ship owners, ship

managers, operators, policy makers as well

as journalists.”

“It is very nice to create a committee but it is 
a problem when we have too many around a
table and we have as many opinions as 
there are people”

Nicos Nicolaides
Cyprus Minister of Communications
and Works

Competency mapping is the right way ahead
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people who have demonstrated that we have

already had this idea because it has been our

intention through our KPI work, to create

something which is a document for discus-

sion. It is very nice to create a committee but

it is a problem when we have too many around

a table and we have as many opinions as there

are people. We have to have material for dis-

cussion. What I like about what InterManager

is doing, is that by working in a small group

first we are coming up with ideas and struc-

tures and then expanding them. Self-regula-

tion has to lead to regulation and yes, let’s

unite but with basic ideas developed first from

intelligent people and get all the industry

together.

Tony Mason
I think we should have an all inclusive commit-

tee that gets as many people as possible together

who have an interest in this important subject.

But let’s not think that just getting a committee

together will solve the problems of the world. It

will need funding because I am not sure those

people that come to the committee will necessar-

ily control the funding; I am sure we will need

professional help, and this committee will very

quickly need to come up with some defined

objectives. Image is an enormous subject and

trying to solve all the problems of the world

immediately will just result in endless discus-

sion. This conference has focused on shortage of

trained seafarers: are we going to concentrate on

solving that problem or on tackling the bigger

issues of shipping image. We need to look care-

fully at those issues of image that need to be

tackled at international level and those that are

very much national issues. And I would say that

when we are talking about recruitment of seafar-

ers, a lot of those issues are different in different

countries and I don’t believe the whole issue can

be solved with a generic international campaign.

An awful lot of good is being done at national

level in certain countries: indeed Cyprus is one

country which does an awful lot on image build-

ing and I don’t think an international campaign

that seeks to take over all those national efforts

is appropriate or desirable. So there must be

some fitting alongside existing national levels.

Sean Moloney
Thank you Tony. This committee idea shows a

willingness on the part of the industry to resolve

the problem. If it can then develop into hard

projects that need funding then that is important.

Peter Swift
I endorse what Tony said because a lot of the

effort will have to be at national level. We

have heard of the excellent Cyprus campaign;

the UK Sea Vision campaign; similar cam-

paigns in Hong Kong and Singapore and there

are others. The one advantage of using the

international organisations is that there are

learning points that can be shared and benefi-

cially adopted worldwide so ICS presence

would be a natural conduit. The Round Table

would be very positive to joining the group

which needs to have its first meeting to devel-

op a framework for going forward. On the

issue of image, we have heard about the excel-

lent DvD but there are two websites: shipping-

facts.com which is supported by the Round

Table and then we have the Maritime Industry

Foundation website which is a portal bringing

in all the maritime industries.

Dimitrios Theologitis
Regarding funding, we are very well aware

that there has not been an open tap as far as

funding is concerned. One of the reasons is

that we try to get a coherent level and as long

as an issue is not identified as a burning issue

then we would not foresee anything on our

work programmes for that. I have a feeling

that this is bound to change. This communica-

tion I am talking about for October will be the

starting point of some activities. For us having

a committee is a first step as it is a demonstra-

tion of commitment from the industry. If that

demonstration happens I am sure we will 

try to include something. We see the best way

forward is if we address it as a project, and if

one sits down to write a project, you have 

to hire the right people and the right commu-

nication professionals. Then altogether we

need to come up with something that has a

structure and a plan.  It has to have deliver-

ables and timescale against something we can

judge against. 

So this is basic administrative speak for a

commission official  but what is important for

us at this stage is to note  that if this confer-

ence arrives at the wish that it wants to set up

a body and start up such an industry activity,

this for us will be  a very welcome thing. 

Simon Frank
Yes, in my position being deeply involved with

the crewing issues, being responsible for up to

6,000 seafarers, my concern regarding establish-

ing a committee at this stage, is that from a sea-

farers’ point of view, there are maybe other con-

cerns to consider. We are trying to promote our

business and image and when I take that discus-

sion into our daily business with our crew man-

agers and even with our seafarers there is a long

distance to cover before we reach that discus-

sion. If we are going to offer the seafarer a bet-

ter image from a company point of view, I don’t

think he really cares. All he cares about is his

present life at sea, how that is developing and if

we cannot compete in that environment we

might be going about it the wrong way. So I have

a strong opinion that we have to ensure the sea-

farer is involved in the discussion. 

Peter Bond
We are at the coal face every day; we are work-

ing with the regulatory burden, with the inspec-

tions and we are working hard to recruit our

crew; it’s a daily challenge and we have to be

dynamic and work hard and be innovative to

solve our own problems. So I suppose anything

that is done at a national or international level

that will help our endeavours has to be wel-

comed. The idea of some committee working on

the image sounds nice and I am supportive if it

makes our lives easier and saves money. 

The Floor (George Hoyt)
If we can look at turning those 1.2 million 

seafarers into 1.2 m ambassadors who go back 

to their communities and say I like this job, that

is a self fulfilling prophecy. It will not only 

bring new people into the industry but it will

also plug the hole in the bucket where they are

running out. ➩
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“
It is important to be reminded that

as a ship manager, you are acting as

an agent for the ship owner. We are seeing

more and more owners who see managers as

a co-owner in the venture. That is all very

well if you are getting 10% of the freight,

you would be delighted to take on far more

of the liability and far more of the risk but

when you are on an agreed fee then clearly

you don’t want to be seen in that light.”

Stuart Munro
ITIC

“We need to look
carefully at those

issues of image that
need to be tackled at

international level and
those that are very

much national issues”
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The Floor (Neil Jamieson)
I can see the classic mistakes looming before

you. The last thing you need to do is to set up

another committee. You should delegate two

or three people who understand the shipping

industry and you give them the authority 

to call in two or three public relations compa-

nies and brief them on the problems of the

industry, you then send the public relations

companies away to come back with what they

see as a workable plan to solve the problems.

Don’t you try and solve the problems, let them

solve them. 

Sean Moloney
You have made some valid points Neil but

maybe we should get a show of hands from the

delegates to see if we have a mandate to move

forward on the idea of an image committee. Can

I ask all of you in favour please raise your hands.

(The majority of delegates are in support of the

idea). Peter I understand you have a proposal 

to make.

Peter Swift
Thank you Sean. The issue of image is funda-

mentally a macro issue and a micro issue. We

have a global shortage of qualified seafarers

so we have a macro issue  and it’s a micro

issue for every company looking for good

quality seafarers. The solution I believe is

with both. There are some things we can do at

macro level and a lot of the delivery will be at

the micro level. There are lot of different 

initiatives that we probably need to coordinate

such as training/PR etc so I propose in the 

first instance that we have a highly focused

coordinating group that examines our present

initiative as to what we can be doing at the

macro level. 

I would suggest it should be comprised in

the first instance of InterManager, the Round

Table members, ITF and one media entity to

provide initial input and I suggest Elaborate

Communications as a named organisation.

The Floor (Carleen Lyden-Kluss)
I would include the cruise industry and I would

also include the Box Club. I would hope that

whatever entity is created and whoever is select-

ed is able to establish an independent framework

as well. I would also urge that whatever entity

this is has an opportunity to have deliverables so

it can be measured.

The Floor (Joe Farrell, Resolve)
In the US, shipping has no image. My son just

graduated from Mass Maritime two years ago

and all his buddies in High School asked him

where he was going or doing. We have to start

with the kids because a kid in the 10th grade

will be ready to go to sea in five years time. 

Peter Swift
The group may want to address a number of

other issues that have come through this 

conference such as living conditions onboard

ship. We all say we want cadet berths, training

facilities, better recreational facilities, and

most of us believe we should have internet

onboard. But the same group may want 

to decide how we can deliver these as an 

international norm onboard ship. It might also

consider other issues related to training – ie

standards of colleges. It may also want to 

look at more general welfare issues that

impact on recruitment: why don’t the fair

treatment guidelines get adopted and what

else can we do to address the welfare issues

such as the problems with visas etc. These

may be the second tier of activity but we 

will be encouraging the support of flag states,

the Commission and others. Once we have 

got our act together we can talk to the

Commission and to flags as to how we can

work together. 
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“
Healthcare for crew may not be the

most expensive operational cost that

you have nor may it be the most pressing

issue you  are dealing with today but what I

am certain of is that the costs in healthcare

are rising and you are feeling the effects of

the shortage of quality crew in your health-

care issues and expenses.”

“
We all like to talk about an ‘image

crisis’. The word crisis to me seems

somewhat overstated, and itself creates a neg-

ative image.  Like all industries we need to

work on our profile, and that takes time,

effort, and also financial resources. A positive

profile requires hard work by all involved in

the industry. 

“As shipping professionals we can all play

a part in changing  perspectives of the indus-

try by the way that we present it externally.

We need to work both with the shipping

press, and the general media  to create a more

positive profile of the industry. We should

publicise the good corporate citizenship ini-

tiatives being carried out by a number of indi-

vidual companies. We need to explain the

positive environmental benefits of shipping

compared to other modes of transport, and

counter the suggestions that this industry is a

major source of pollution.   Likewise we need

to promote the excellent technological

improvements on board vessels and the chal-

lenges they offer to potential recruits.”

Tony Mason
Secretary General ICS/ISF

Karla Kreger
Business Development Manager,
Healthcare Systems International

“I have the sensation
that a very large hot
potato has just landed
in my lap but I think
it is a good idea and
we are sufficiently
modest to federate the
necessary goodwill”

“It is important that
whenever one adopts
a project oriented
approach, you 
identify the actors 
and the level they
need to act”
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Dimitrios Theologitis
I like the idea of getting the act together. What

would be important is to balance the need for

commitment versus efficiency: efficiency you

can get with a small group but you need to

ensure you get all those behind you to imple-

ment what this group will find. It is important

that whenever one adopts a project oriented

approach, you identify the actors and the level

they need to act; ie come up with a business

plan. You can present these to the flag states.

Maybe I am looking towards 2010, because it

will take some time to prepare, but maybe we

can be of assistance with funding at some point.

I don’t want to promise anything because we

haven’t planned anything, this is just process in

the making now. So I think from our side we will

be very positive towards such an initiative. I

would like to see the initiative being far-reach-

ing and ambitious and covering a wider range of

maritime businesses. We need an integrated

approach to that with all these sub divisions

together with an action plan to bring it forward. 

Guy Morel
We are creating this group to resolve the prob-

lem of image and seafaring shortage. Let us start

with that, with an A4 piece of paper and have

this initial group made up of InterManager, the

Round Table and ITF. After that we can expand

to more stakeholders and then we will call on the

officials and those who are channelling the

money. Let’s start with creating this committee

and working on simple ideas first.

Peter Swift
I would like to say there is a rationale that says

InterManager should at least chair the meeting

and most of us argue it should be in London. So

perhaps a meeting in London organised by

InterManager.

Guy Morel
I have the sensation that a very large hot potato

has just landed in my lap but I think it is a good

idea and we are sufficiently modest to federate

the necessary goodwill. As far as I am concerned

the meeting can start as soon as possible.

Sean Moloney
Ladies and gentlemen, thank you very much for

your participation. ■
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“Piracy in one way has made a positive effect on ship-

ping because it has have raised concerns for the seafar-

ers onboard. People understand there are still perils at

sea. So piracy can help to give shipping a better image. 

“We need to be 100% behind our seafarers, they are

our true assets. Not only them but their families,

Individually and collectively we need to promote the

positive aspects of the industry. We need to marginalise

those who deliberately undermine the industry, espe-

cially in areas of compliance and we can have the

potential to refuse to work with people who have a bad

reputation. Collectively we need to abolish issues like

criminalisation. Seafarers must be proud and have a

dignity so it is up to us to give them this pride and dig-

nity for the job.”

The last word...
Roberto Giorgi, President of V.Ships
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D
espite being a socialist republic,

Vietnam's enterprising spirit of

industrialisation is evident in its

determined and circumspect devel-

opment of shipbuilding and the

allied manufacturing and engineering fields,

viewed collectively as a future pillar of the

economy as a competitive world player. Given

its advancing production and technical capa-

bilities, Vietnam will undoubtedly become a

force to be reckoned with in ship construction.

In India's case, longstanding qualities of

resourcefulness and practical skills, and an

established shipyard network and familiarity

with export business, have provided a solid

base for the current wave of private sector-led

investment and expansion aimed at securing a

new position for the country's shipbuilding

industry in the international market. 

With the right disposition, suitable financ-

ing and the requisite adeptness in project man-

agement, foreign ship owners and shipping

investors may realise new opportunities by

taking their requirements to Vietnam and

India, both of whom display long-term indus-

trial vision. A partnership-style approach to the

practicalities and challenges of the planning

and build process is essential, and should, in

turn, strengthen the business platform for 

the future.   

In Vietnam, the rapid rise of the industry on

the world stage is underpinned by considerable

expenditure on the development of shipyard

capacity and the means of production, the cre-

ation of a national sub-supplier network,

investment in training, and technology transfer

and joint venture agreements with foreign

firms. In the space of just a few years, the

industry has made the transition from a builder

of small vessels for local or regional use to 

a competitive player in the international mar-

ket for an increasingly diverse range of mer-

cantile ships up to the 100,000dwt category

and beyond. 

State-owned Vietnam Shipbuilding Industry

Corporation (Vinashin) was formed in 1996,

and today comprises a multiplicity of shipyards

throughout the country, as well as shipping

companies, marine equipment makers and sub-

suppliers, and an increasing number of joint

ventures with foreign groups. 

With new shipbuilding facilities coming on-

stream, it is anticipated that the Vinashin organ-

isation will include 33 shipyards by 2010. A

number of its shipbuilding subsidiaries are

becoming industrial combines in their own

right. A propensity for co-operation with influ-

ential foreign groups was in evidence some

years ago, when the Hyundai Vinashin

Shipyard was set up at Nha Trang in 1999. The

availability of a young, low wage-cost work-

force, coupled with government incentives to

attract foreign direct investment(FDI) has made

Vietnam an attractive manufacturing region in

South East Asia, and this is reflected in the

marine field. 

The flow of contracts to Vietnamese yards

has rapidly increased since Vinashin's seminal

deal in 2004 with Cardiff-based Graig Group

for handymax bulkers of the double-hulled

Diamond 53-type. The Graig link was subse-

quently consolidated by orders for a long series

of Diamond 34 handysize units. In terms of

annual tonnage output, Vinashin is intent on

hoisting Vietnam to the number four slot

worldwide by 2015. 

The first deliveries under the Graig-led,

Diamond bulk carrier programme, entrusted to

three of the country's extensively-modernised

yards, were made last year. The industry mile-

stone was marked by the simultaneous han-

dovers of the 54,000dwt sisters from the Nam

Trieu and Ha Long shipyards, in the northern
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Vietnam and India
raising their 
newbuild game

Vietnam's emergence on the international shipbuilding stage

and India's reinvigoration of its shipyard sector, have created

new tonnage sourcing opportunities for ship owners

By David Tinsley
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part of Vietnam, which are series-building the

Diamond 53 class to various foreign interests.

The smaller Diamond 34 newbuilds have been

placed with the Pha Rung yard.

Ha Long Shipyard has this year put down

another marker with the delivery of the 1,730

teu Vinashin Dragon, the largest containership

built to date in Vietnam. Four further examples

of the design, classed by Germanischer Lloyd,

are in hand to the account of Vinashin

Shipping. Meanwhile, newbuild project spe-

cialist MPC Marine of Germany recently

reported that it was in the planning process,

jointly with ThyssenKrupp and various

Vietnamese yards, to provide technical servic-

es, design assistance and supervision for the

construction of 2,500 teu boxships. 

The anticipated completion this year of a

105,000dwt aframax tanker will provide a new

reference point for the industry, as the first ves-

sel from Vietnam to top the 100,000dwt mark.

Destined for a Vinashin shipowning subsidiary,

she leads a trio entrusted to the group's nascent

Dung Quat Shipyard. The second and third

tankers have been booked by PetroVietnam,

which has signed letters of intent for two crude

carrier newbuilds of 300,000dwt-plus, with fur-

ther options, to take the industry into the VLCC

field. Vinashin is also seeking partners for LNG

carrier ventures.

Vinashin's early expansion of its product

offering is also expressed in Ha Long's con-

struction of eight Panamax-beam pure car/truck

carriers (PCTCs) under a contract with Ray Car

Carriers. The series of 4,900 car-capacity new-

builds signals Vietnam shipbuilding's entry into

the vehicle carrier market, with deliveries ten-

tatively scheduled to start before the end of

2008. Meanwhile, steel cutting has been imple-

mented at the Nam Trieu yard on a state-of-the-

art 7,000 car-equivalent unit (CEU) capacity

PCTC. The project entails four such vessels,

dubbed the Horizon type, and is the first 

manifestation of Vinashin's long-term strategic

agreement with Hoegh Autoliners in the field

of PCTCs. 

The Horizon quartet is due to be phased into

Hoegh Autoliners' fleet between 2009 and

2011. The programme signifies a major step

forward in technical sophistication for

Vietnamese shipbuilding, and involves sub-

stantial Nordic input. The arrangements pro-

vide for technology transfer and include the

participation of classification society Det

Norske Veritas and the Finnish technical

marine and ship design consultancy

Deltamarin. The cooperation also embraces the

Norwegian Agency for Development

Corporation (NORAD). 

In central Vietnam, Vinashin's development

of shipbuilding facilities at Dung Quat, where

the aframax tanker programme is in hand, is

complemented by investments for the manu-

facture of machinery, pumps, boilers and lift-

ing equipment. The tandem construction

method will be used at Dung Quat's two build-

ing docks. Work on the yard began in 2003,

and full realisation of the scheme is scheduled

for 2012. 

Pha Rung Shipyard, another member of the

Vinashin group which is rapidly developing its

own network of subsidiaries, is steering the

creation of two large, adjoining yards. The

Song Gia Shipyard and Yen Hung Shipyard,

which are expected to be ready by 2011 and

2013, respectively, will be of similar capacity,

affording the capability for newbuilds of

100,000dwt. 

A major new, integrated facility near the

Chinese border, to be known as Hai-Ha

Shipyard, is expected to be operational within

the next five years, encompassing two building

docks for ships up to VLCC size. In addition to

planning a further

70,000dwt slipway at its

existing site, Nam Trieu

Shipbuilding is contem-

plating a new drydock at

Tien Lang capable of build-

ing and repairing ships up

to 300,000dwt. 

With an eye to the

region's growing offshore

industry opportunities,

Aker Yards is creating a

new shipyard at Vung Tau

in partnership with the

Amanda Group of

Singapore, and is looking

towards delivering its first

vessel in 2009. Damen Shipyards of the

Netherlands, meanwhile, is set to strengthen its

worldwide shipbuilding network as a conse-

quence of a joint venture agreement with

Vinashin. The pact will give rise to a new yard

in the Haiphong area. Drawing on the Dutch

partner's particular expertise in fields such as

tugs, offshore vessels and workboats, high-

speed craft and small cargo ships, Damen

Vinashin Shipyard will concentrate on spe-

cialised tonnage up to about 10,000dwt.

Local production of shipbuilding materials,

shipboard equipment and plant is essential if

the country is to benefit from low labour costs,

since newbuild prices are heavily dependent on

the steel component and the main items of

equipment including main and auxiliary

machinery. With the rising cost of steel and

parts sourced from foreign suppliers, a higher

level of industrial self-sufficiency is essential

to competitiveness. Accordingly, in parallel to

the development of shipyard capacity, Vinashin

has a five-year programme under way to

expand the allied sectors to the point where

60% of equipment, parts and materials can 

be domestically-sourced for each newbuild.

Currently the home-made proportion is closer

to 30%. 

The group's agreement with MAN Diesel

has provided the foundation for the creation of

an engine building plant near Pha Rung.

Vinashin's subsequent, 2007 pact with Wartsila

Corporation has opened the door to local pro-

duction of various two-stroke marine engines

in the 480-820mm bore range, including mod-

els employing electronically-controlled, com-

mon-rail technology. The first diesel is sched-

uled to be rolled-out in 2010, and the eventual

target is an annual output of 30-40 engines.

Moreover, through a licensing agreement with

Mitsubishi of Japan, UE-series two-stroke

propulsion engines can now be made by

Vinashin's Bach Dang yard.

Aalborg Industries' joint venture with

Vinashin reached a milestone in February this

year, with the delivery of the 100th boiler ➩
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“In Vietnam, the rapid rise of the industry on the

world stage is underpinned by considerable 

expenditure on the development of shipyard 

capacity and the means of production, the creation

of a national sub-supplier network, investment in

training, and technology transfer and joint venture

agreements with foreign firms” 
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since the start of production in Haiphong dur-

ing 2006. This is the first marine boiler factory

to have been established in Vietnam, and the

output in less than two years has encompassed

units for newbuilds at yards not only in

Vietnam, but also in South Korea, China and

India. More than 120 boilers are scheduled for

delivery over the course of 2008. 

Among other Nordic groups that have

invested on the ground, TTS has boosted

indigenous supplies of cargo access and cargo

handling equipment through its local company,

while MacGregor entered into a joint venture

contract last year with Vinashin to set up a

manufacturing complex in Haiphong to pro-

duce hatchcovers, ro-ro access equipment and

deck cranes. This will be among the largest of

its kind in South East Asia, and the initial oper-

ational phase entails a purpose-built hatchcov-

er factory. 

Other examples of growth from within the

organisation include moves by Vinashin sub-

sidiary Nam Trieu Shipbuilding to expand its

range of affiliates through joint undertakings

with foreign companies, including a hatchcov-

er factory, a wire rope maker and a hot-rolled

steel mill. Nam Trieu earlier developed an

enterprise manufacturing welding electrodes

and welding wire.

Indian shipyards presently have a stake of

not much more than 1% of the global market

for newbuild tonnage, but the revitalisation and

expansion of the shipbuilding industry now

under way is such that there is every prospect

of the country emerging as a major force on the

global stage in the years to come. In fact, it is

reported that the National Maritime

Development Programme is aimed at Indian

yards' achieving a 10% market share within the

next 15 years.

One of the latest project proposals that

would engender additional capacity in the

future involves ABG Shipyard, which is con-

templating a third yard in Gujarat. This would

have the capability for vessels up to 350 m in

length, outstripping that of the larger of the

company's two existing yards by about 100 m.

ABG is reckoned to be India's largest private

sector shipbuilder, and the company's extensive

workload includes 12 bulkers in the 35,000dwt

category for principals in Thailand and

Germany, six double-hulled supramax units,

and three other 54,000dwt bulkers.

Mumbai-based engineering group Larsen &

Toubro is looking to establish premises with

the capability to construct vessels of up to

300,000dwt, far in excess of the industry's pres-

ent maximum newbuild size of around

120,000dwt. L&T made its debut in shipbuild-

ing in 2006, when it adapted part of its heavy

engineering plant at Hazira, on the Gujarat

coast, into a yard offering scope for newbuilds

of 150m in length. Its move has been vindicat-

ed by a contract from Dutch operator RollDock

for a series of 8,250dwt special-purpose cargo

carriers, suited to float-on/float-off, ro-ro, and

lo-lo means of cargo handling. L&T is investi-

gating various locations for its planned $500m-

plus greenfield shipbuilding venture.

The SKIL Group's pioneering venture,

Pipavav Shipyard, is a testimony to the growth

and vision of the Indian private sector. Located

within the vicinity of Pipavav port, Gujarat, the

shipyard was initially conceived as a ship dis-

mantling premises, using two very large wet

basins of 680m x 65m and 680m x 60m. The

“Chowgule's determination to expand its 

shipbuilding operations and business reach has

seen it engage with European interests expert in

the technology and the market for mercantile 

vessels at the smaller end of the range”
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facilities are being converted into a fully-

fledged newbuilding and repair yard, with the

capacity to also handle offshore-related work.

Last year, the yard started work on four

74,500dwt Panamax bulkers, and the order-

book has been rapidly augmented to the extent

that reported contracts at the time of writing

extended to at least two dozen such vessels,

promising a cost-beneficial serial production

effect. The Panamax workload includes six

bulkers for Golden Ocean, and 12 for Agvi

Maritime Services of Greece. 

Elsewhere in the private sector, the creation

of new premises at Mangalore will raise

Bharati Shipyard's scope to newbuilds of

60,000dwt, and complement the output from

the present facilities on the west coast at

Ratnagiri.

As a consequence of the decision of

Chowgule & Company's shipbuilding division

to pursue an international business develop-

ment strategy, after years of focusing on the

needs of its parent industrial group and the

domestic market, European shortsea specialists

having been beating a path to Goa for newbuild

tonnage. Last year's delivery of the 4,450dwt

multipurpose cargo vessel Damsterdijk sig-

nalled the opening stage in a major shipbuild-

ing programme involving various members of

the north European small-ship community, and

also denoted the Chowgule yard's emergence as

a player on the global stage. 

Chowgule's determination to expand its

shipbuilding operations and business reach has

seen it engage with European interests expert in

the technology and the market for mercantile

vessels at the smaller end of the range.

Damsterdijk, the first in a series of 20 new-

builds ordered by Dutch, German and UK

operators, is based on a design developed by

Groningen-based sales, marketing and techni-

cal organisation Conoship International. 

(From its roots as a company representing

solely its owning member yards in the northern

Netherlands, Conoship has itself broadened its

remit in recent years by foster-

ing a network of 'Associated

Shipyards' around the world.

Chowgule was the first to be

enrolled on this basis. In addi-

tion to increasing the competi-

tively-priced tonnage sourcing

possibilities for owners, opera-

tors and managers, not least

among those in the tightly com-

petitive shortsea bulk commod-

ity trades, the move better

ensures a 'product' in line with

that which such owners have

traditionally obtained in home

waters. ) 

Targeted mainly at the

European shortsea bulk traffic,

an initial six newbuilds of the Damsterdijk-type

were ordered by Apollo Shipping of Hamburg

and the Groningen firm Navigia, the Dutch

affiliate of German shipowner R.Schoning. Six

further ships of the class were subsequently

booked by the same group of interests. Apollo

is responsible for the freight management of

the vessels, with Navigia providing the techni-

cal husbandry. Another six ships of the design

were contracted by UK shortsea practitioner

Union Transport, and two further units were

booked to Dutch account.

At the time of writing, a total of four vessels

in the series had been handed over, comprising

three for the Navigia/Apollo contractual con-

sortium and one for Union Transport, with a

further four scheduled to be delivered by the

end of 2008. SMI was advised that the out-

standing orderbook at the Loutulim and

Rassaim yards in Goa amounted to 22 vessels,

comprising 20 for export plus two for Indian

coastal and international trade with the

Chowgule group. The shipbuilder is set to

widen its offering with a 6,500dwt design of

cargo vessel, for which initial specifications

have been finalised. The shipyard is now work-

ing on the price to be offered to prospective

clients, and this is expected be ready by about

August 2008. 

(The company's continual plough-back of

earnings into the expansion and modernisation

of the facilities at Goa is testament to its long-

term intent. The latest phase of work has seen

the commissioning of an indoor fabrication

shed at the Loutulim yard, where about 50% of

hull fabrication will now be undertaken, raising

productivity and quality. A new 2,000sq m pipe

shop has also been opened, and more covered

fabrication sheds are planned for both Loutulim

and Rassaim. In addition, a plan has been pre-

pared for a new shiprepair facility, comprising

a shiplift and six bays on land.)  

In the state sector, Cochin Shipyard and

Hindustan Shipyard have developed their

respective market standings with projects

involving foreign designs of bulk carrier con-

ceived for serial production. While both have

been turning out Trader-class handysize bulk

carriers developed by the renowned GTR

Campbell design house, Hindustan has aug-

mented its output with a series of Diamond 53-

type, double-hull handymax units. Working

with Good Earth, the Cardiff-based Graig

Group is providing the vessel design, broker-

age, newbuilding supervision, procurement and

yard consultancy services. Graig's experience

in contracting and building the 54,000dwt class

in China and Vietnam has been brought to bear

on the Indian project.   

Of course, India is no stranger to the export

market, but the new wave of business expan-

sion is unprecedented in its scale and notable

for the extent to which companies are imple-

menting organisational and technological

measures to secure and maintain global com-

petitiveness in both price and quality. ■

63

SHIPBUILDING

JULY/AUGUST 2008  ISSUE 14 SHIP MANAGEMENT INTERNATIONAL

DISPATCHES

“In the state sector,

Cochin Shipyard and

Hindustan Shipyard

have developed their

respective market 

standings with projects

involving foreign

designs of bulk carrier

conceived for serial 

production”
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A
ll it took was a balmy evening, some delicious

canapés and drinks by the pool followed by a

sumptuous barbeque and fireworks to make the

opening night at the SMI 2nd International Ship

Management Summit a total networking success. 

And didn’t the delegates and speakers look forward to

letting their hair down. Well after nearly nine hours debat-

ing the future of shipping’s image, the throat can get a lit-

tle parched. But us shipping folk need little excuse to party

and the SMI cocktail party was the perfect ice-breaker to

the ongoing festivities at the Videotel barbecue. 

And the entertainment was perfect with a mixture of

contemporary and classical Cypriot music adding to the

atmosphere. The EC’s head of maritime and port policy

Dimitrios Theologitis announced that this visit was his

first to Cyprus. If the Cypriot hospitality is anything to go

by I have no doubt that it will not be his last. 
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in party mood

A packed evening of fine food and entertainment

Where did you get that shirt Clay?

Joe Farrell, Resolve and Roberto Giorgi, V. Ships

SMI and Videotel 
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c Keith Obeyesekera, Reederei NORD Klaus E Oldendorf, George
Hoyt, Newslink and Capt Eugen Adami, Intership Navigation 

Limassol can be such a pleasant place to networkSerghios Serghious, DMS; George Zambartas, Economides Dionysiou; Peter Bond,
Interorient; and Adonis Violaris, Bernhard Schulte Shipmanagement

Stuart Munro, ITIC shares a joke with friends from Shipserv, Dubai Maritime City and Bernhard
Schulte Shipmanagement

Tony Mason from the ICSISF relaxes with Mr and Mrs Peter Swift, John Ewing from the DMC, Carleen
Lyden-Kluss, Dag Schjerven and Neil Jamieson

Spencer Eade and Wim van Noortwijk enjoy dinner with ShipCentric's Torben Brammer Serghios Serghious, Director at the Cyprus of Merchant Shipping and the EC's Dimitrios
Theologitis

Nicos Nicolaides, Cyprus Minister of Communications and
Works comes under the media spotlight at the conference

Bill Lunn, Bernhard Schulte Shipmanagement and Stephen Chapman,
VideotelMarine Information

BUSINESS OF SHIPPING
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Fancy a job that will challenge you mind and

develop your career, with an office the envy of

your friends? Well that is what the US

Government is promising the new

Superintendent of the United States Merchant

Marine Academy.

According to the Maritime Administration, the

successor to retiring Vice Admiral Joe Stewart,

will not only earn up to $172K but will also have

his office in one of America’s most historic

buildings, the former Long Island mansion of

Walter Chrysler in King’s Point, New York.

Chrysler bought the 23-room mansion in

February 1923 and it soon became the centre of

the ‘Roaring Twenties’ culture and he loved it all.

But it is not all plain sailing because the suc-

cessful candidate will have to prove he is the

right person for the job and that means providing

detailed evidence that his/her knowledge, skills,

abilities and other personal characteristics meet

the mandatory professional/technical and execu-

tive core qualifications needed to perform the

duties of the position. They must have academic

credentials ‘of a sufficiently high order’ as well

as be able to demonstrate high level ‘public out-

reach’ on complex issues. Other qualities of cre-

ativity and innovation, ability to manage conflict

and build teams will also be tested.

Do you fit the bill? If so, Sean Connaughton

would like to know. ■

Stepping back to the ‘twenties’

Russia's top business lobby group said the

country should host the headquarters of an

OPEC-like gas group and sell oil in roubles to

help achieve the Kremlin's desire to make

Moscow a global financial centre. Russia,

which is flush with oil revenues and holds the

world's third largest gold and foreign exchange

reserves, aims to boost its influence in global

political and financial affairs and wants to lure

international investors to its capital. 

The Union of Industrialists and Entrepreneurs,

often dubbed “the oligarchs' trade union” because

it has some of Russia's richest men on its board,

drafted proposals in response to President Dmitry

Medvedev's call to make Moscow a world finan-

cial centre. The proposals also include a merger

of Russian bourses to create a giant operator,

which should take over bourses in Germany,

Sweden, Kazakhstan and Vietnam, described in

the draft as “regions outside London and New

York's zone of influence”.

Some gas exporting countries are exploring

the idea of turning an informal club, known as

the Gas Exporting Countries Forum, into a

more formal group with a charter similar to that

of the Organisation of the Petroleum Exporting

Countries. The US and the European Union

have repeatedly said the creation of an OPEC-

style gas group would pose a serious danger to

global energy security and create room for

price manipulation. ■

Is the UK turning into a nation of workaholics, or

just a country full of paranoid workers? This

summer many City employees will feel unable to

completely relax on holiday worried that their

colleagues will try to muscle in on their territory

whilst their backs are turned? But at what price?

The findings of a survey of 300 top London City

types disclosed that workers will be unable to ‘let

go’ while relaxing in the sun this summer, as a

whopping 83% admit they’ll be taking their mobile

phone or blackberry away with them, with 65%

confessing that they will make contact with the

office, either by phone, text or email while on vaca-

tion. The survey was conducted by CREDANT

Technologies in a study to measure ‘mobile

habits, leisure and security’.

Over a quarter of workers revealed that they

will check their emails once a day while on

holiday, with 14% admitting they can’t resist

emailing more than once a day. As many as

18% will view their emails two or three times

instead of taking the opportunity to relax and

forget about the daily grind. In fact just a mea-

gre 40% of workers are comfortable enough to

resist the temptation to email the office whilst

away on vacation.

And as if negotiating the family suitcases

through hectic UK airports in the height of the

summer holiday getaway isn’t challenging

enough, more than one in three people will

choose to drag their laptops with them too. From

a security perspective the survey uncovered that a

staggering number of these diligent workers were

oblivious to the data security risks their roaming

laptops posed as one in five don’t even bother

securing the device with a password, making

them easy pickings for thieves to get at the infor-

mation. Worryingly, 68% don’t encrypt the infor-

mation on their laptops. ■

Speedos, sun cream, Blackberry? 

A lot of hot gas?

The Mexican military, working with intelli-

gence supplied by the United States, found

nearly six tons of cocaine in a makeshift sub-

marine seized off the Pacific coast. The craft

was designed to travel just beneath the water’s

surface, leaving almost no wake. Four

Colombians aboard the submarine said they

had navigated up the Pacific coast from

Colombia, the navy said. ■

‘Subbing ridiculous’
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A tale of shipwreck history is told with artistic

originality in a new exhibition in Cold Spring

Harbour, US. The gallery, at the Society for the

Preservation of Long Island Antiquities (SPLIA),

is showcasing recovered artefacts from 11 differ-

ent wreckages to recount memorable segments of

nautical history. 

Robert MacKay, the Society’s Director said the

display represents the “crossroads between artistic

expression and history,” providing an informative

and visually-fulfilling insight into maritime 

disasters.

Inspirational memorabilia include fragments of a

chandelier, crested china, a restored ship’s wheel

and a striking oil painting of the Oregon, a luxury

liner which suffered a fatality in 1886. Other

relics include rescued dinnerware, a porthole, and

a wooden name plaque, all attributed to their

respective shipwreck sagas.

“You can feel the water rising above your

legs,” Mr MacKay said emotively of another dis-

play, showcasing the Louis V. Place, a three-mast-

ed schooner caught in an icy gale on February 8th,

1895. Historical records reveal that of eight men

aboard, six either froze to the rigging where they

had lashed themselves or plunged to their death in

the sea.

Among the recovered objet d'arts is an 1883 oil

painting of the ship, supplemented by archaic photo-

graphs of the wreck and of a graveyard. The broken

“Louis V” name plaque designated to the vessel doc-

uments a lasting relic of a bitter end at sea.

The educational exhibition displaying artists’

lithographs, faded photographs and antiquated

artefacts, offers a poignant insight into shipwreck

history with illustrative creativity.  ■

Hong Kong is determined to prove it can run eques-

trian events as well as container terminals as the

countdown to the China Olympics gathers pace.

According to Chief Secretary Henry Tang, Hong

Kong will operate the Olympic and Paralympic

Equestrian Events in a prudent and careful manner

to ensure the games will run smoothly in a safe and

enjoyable environment. 

Speaking to reporters after inspecting the regis-

tration and hospitality facilities, and the horse-han-

dling procedures at the airport, Mr Tang said facili-

ties and measures related to the Olympic Equestrian

Events are securely in place. He said it was an

unprecedented event for the city because more than

300 horses from 42 countries will gather in Hong

Kong for the games.

Equestrian Company Chief Executive Officer

Lam Woon-kwong said more 300 doctors and 1,000

medical staff will be on hand for the Olympic and

Paralympic equestrian events, with an onsite med-

ical team and ambulances standing by during the

events - to help both human and animal athletes.

Equestrian events are the one sport that consider

horses to be athletes, too.

Mr Lam said Police would escort these horses to

the Sha Tin stable as soon as possible to ensure they

are kept in the best condition. He said that 19 ambu-

lances, including ones

for horses, will stand

by at the Beas River

venue where acci-

dents may easily

occur in a cross-coun-

try test.

He stressed there

will be ample securi-

ty guards, and a

closed-circuit televi-

sion system has been

installed at Beas

River to ensure staff

can be sent instantly

to the site of any inci-

dents. He urged audi-

ences to use the shuttle-bus service provided and

arrive at competition venues one to two hours in

advance. To avoid affecting riders and horses' 

performances, people should not use flash when

taking photos. ■
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Historical gems showcase shipwreck history in new exhibition

Giddee up…
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Archbishop of the Greek Orthodox Church

of Cyprus, Chrysostomos II  blesses the first

cargo of water shipped to Cyprus from

Greece to help relieve drastic water short-

ages on the drought-stricken east

Mediterranean island. Invited dignitaries

welcomed the tanker, the 1983-built, Ocean

Tankers-operated Westama, which moored

alongside in the port of Limassol.

Michael Ioannides, Ocean Tankers

Executive Chairman, said the vessel would

discharge at purpose-built pipe installations

off the nearby Yermasoyia.

Under the €35m contract, Ocean Tankers

has chartered in a total of six epoxy-coated

tankers ranging from 35,000 dwt-55,000

dwt from Greek owners for an initial six

months.

“Within one to two weeks we should have

one tanker calling in Cyprus each day,” said

Mr Ioannides.

In an act of support, the Cyprus Ports

Authority has agreed to waiver the normal

port handling charges for the water-carrying

vessels. ■

Mitsui Engineering & Shipbuilding  has achieved

the accumulated production of 60 million brake

horsepower: the world record of accumulated

engine output in a single brand.

The world record was hit by completion of the

Mitsui-MAN B&W 6S50MC-C Mark 7 at its

Tamano Works which is installed on a 4.35m cu ft

Chip Carrier for Mitsui OSK Lines, currently under

construction at Mizushima Works and Shipyard. 

Production of diesel engines by MES is increas-

ing on the back of the growth in world newbuilding

orderbooks. ■

60m bhp: a record

Precious water arrives in 
Limassol

Leading tanker owner Peter Georgiopoulos is con-

fident there is still money available for fleet

expansion by the larger well capitalised owners

but the credit crunch could be biting for lesser

quality owners.

Speaking to SMI, the General Maritime boss

was hopeful this would create a divide between

the ‘haves and the have nots’. “Hopefully this will

happen and the effect will be that the have’s will

get stronger and the have nots hopefully will go

away.”

He dismissed the suggestion that the have nots

could include the traditional Greek shipowning

families. “A lot of the traditional families are

haves and are big and strong and very well capi-

talised,” he told SMI. ■

Credit Crunch…what credit crunch
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B
en Vree, CEO of Smit International, highlighted the grow-

ing concern regarding worker shortages when addressing a

tug and salvage convention in May of this year: “It is

becoming increasingly difficult to find well-trained and

experienced people at a time when our industry is presenting us with

some of its greatest challenges.” Worker shortages have an inevitably

detrimental impact on marine crisis efficiency, and this is posing a

definitive problem for salvage companies.

While seafarers and marine staff remain in big demand, the introduc-

tion of new technology has helped to reduce the number of maritime

disasters. Sophisticated navigational systems have prevented ship colli-

sions, supplemented by improvements in communication between ves-

sels and shore-based traffic monitoring and control. 

Acknowledging the benefits technological advances can have on

shipboard efficiencies while at the same time reducing the need for

excessive onboard manpower, Ben Vree stressed: “The equipment we

use is constantly improving and can carry out many more complex tasks

than ever before. Yet it sometimes seems as if we have forgotten that

good sailors are still indispensable.” Modern hi-tech devices are cer-

tainly no substitute for crucial marine staff, he added. “However effec-

tive and versatile equipment may be, we will be lost without competent

and professional sailors.”

Mr Vree outlined some of the larger-scale complications facing the

towage and salvage sector, as a result of rapid expansion within the

shipping industry as a whole. “The market has undergone enormous

changes and will continue to evolve. Of course, shipping has become

safer and the number of incidents should be reduced. But when inci-

dents do happen, they often have far-reaching consequences, much

more than was previously the case, because ships have become bigger

and more complex, and are transporting more hazardous cargoes like

LNG and others”, he explained.

Efforts to improve standards within the salvage and towing indus-

try is the responsibility of the International Salvage Union (ISU),

which represents 55 salvors worldwide. According to Arnold Witte,

ISU President and Director of US-based salvor Donjon-Smit, the need

for more vessels and marine services on the back of a boom in world

trade has had a detrimental effect on some companies. He said: “In

former years the salvage industry was dominated by a number of

prominent family companies. With few exceptions, the family groups

have gone. Most salvors today are members of large corporates pro-

viding a broad spread of marine services, including salvage.

“The emphasis is on consolidation and the employment of personnel

and vessels with multi-role capabilities”, he advised. The larger salvage

companies are able to offer a larger variety of salvage services and more

efficiently.  

“The multi-role strategy (e.g. offshore, marine projects, towage, etc.)

has allowed these major groups to invest in new vessels which differ

from traditional ‘salvage tugs’ yet still offer a very high degree of sal-

vage capability. In this way, many new tugs and anchorhandlers have

joined the world fleet, although they are not dedicated to salvage in the

traditional way (tugs on salvage station).” 

George Tsavliris, Director of Piraeus-based Tsavliris Salvage Group,

pointed to the growing concern regarding consolidation in the industry

and its impact on the future of salvage operators. “Although there are
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Salvaging
its own 
crew crisis

Sierra Nava: aground off Algeciras port: pollutants were removed from the

reefer Sierra Nava, following a grounding in January 2007. The vessel was

refloated in March.

Global concerns over personnel shortages 
worsened by the influx over the next three years 
of over 10,000 new ships from the world’s shipyards 
is not just confined to the crewing sector. If fears are 
to be believed, consolidation within the salvage industry
coupled with a fallback in recruitment levels are 
presenting their own major threats, writes Amy Kilpin.
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fewer salvage cases, the cases we see involve much higher values. With

the imposition of legislation, port state control and surveys, there is vast

improvement in management quality. Since ship values are now becom-

ing astronomical and services are secured under Lloyd’s contract, much

higher salve values are commensurate with the value of the ship,” he said. 

However, whilst rates are higher and casualties are fewer, there is

less market competitiveness, so major players in the salvage industry

inevitably fare much better than smaller operations, Mr Tsavliris said.

He added, however: “Larger companies are trying to improve the

image of shipping in the salvage sector by expanding their fleets, yet

with the massive influx of ships being built, there is the key question of

who is going to run them.”

Concern regarding shortage of workers as a result of potential legal

liability has had a damaging effect on industry image, Mr Tsavliris

stressed: “There is a major undercurrent affecting the industry, and that

is criminalisation. The industry is given a lot of negativity, and this dis-

courages people to want to work at sea. Recent cases involving crimi-

nalisation due to supposed gross negligence, have resulted in the senior

executive of a shipping company, crew members, the Captain, or any

other personnel under house arrest – everyone involved is much more

at risk and liable for criminalisation.

“The salvor is in the firing line when dealing with emergencies at sea

such as oil spillages, and this generates panic-stricken companies afraid

of being held accountable. The European Commission is very short-

sighted in this respect, and authorities are more stringent and act hostile

towards the industry as a result. But this has backfired,

and cast a very negative image of the salvage industry,”

he said. 

The ISU warns of a possible need to grant salvors

‘responder immunity’, as although current measures of

protection are in place, jurisdictions often adopt a hostile

approach to responders in major casualty situations,

especially incidents involving major pollution.

According to the ISU, salvors must remain vigilant to

high public and political expectations, as they are at con-

siderable risk of criminalisation if the salvage response

does not meet accepted standards of pollution preven-

tion. Unsurprisingly, this is having a subsidiary effect on

encouraging marine personnel to enter the industry.

Marine worker crises are particularly prominent in the

salvage sector due to the threat of legal accountability,

Mr Tsavliris stressed. “People are not encouraged to go

to sea, especially in salvage due to colossal risks of

criminalisation. It’s a knock-on effect that puts the industry in a very

complicated position.” 

Ard-Jan Kooren, President and CEO of Rotterdam-based salvor

Kotugs, underlined similar threats to the future of salvage companies.

Modern shipping involves the construction of much larger vessels to

cope with the vastness of the industry, and therefore high investment in

newbuildings is being made: “It is essential to update fleets as stronger

tugs are required to cope with new larger vessels, and as a result, rates

are ever-increasing,” he said.

Yet with major vessel construction underway, there will be even

greater demand for marine workers: “The shortage of seafarers is an

issue, because marine casualties depend on the experience of the cap-

tains onboard. With less and less personnel, it poses a greater problem

when dealing with experience. We invest a lot ourselves in crew train-

ing: it is necessary to train up employees to captain-level and generate

staff developments within the company, safeguarding against future

problems of worker shortages,” he said.

There is a mounting need to remain vigilant to prospective industry

change. “The problem with salvage is that it is not a market you can

control. It is determined entirely by when a casualty happens,” he said.

With demand for newbuildings on the perpetual rise, marine traffic is

multiplying, placing vessels in greater peril of collision: “Ports are get-

ting busier, so ship safety relies on the ability of the crew and the sys-

tems implemented in ports to deal with the increasing volume of ships,

and this heightens the potential risk of accident,” Mr Kooren warns. ➩
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Cape Horn: tugs drench the blaze on the tanker Cape Horn, following an accident at Livorno in

March 2003. The vessel was carrying a cargo of methanol. A number of explosions occurred.

Guidance has been issued by London’s High

Court over fees payable in salvage operations

that only involve straightforward towing of an

immobilised vessel. 

Mr Justice David Steel ruled that in cases

where the vessel is only immobilised and in

no urgent condition, the salvage award for

simply towing the ship to shore should not

necessarily be in line with commercial towage

rates.

The issue of the ‘disparity principle’ was

raised, questioning the viability in effecting a

salvage cure from a basic towage service. The

idea is applied to circumstances in which the

vessel is under no great physical risk or direct

financial exposure to the salvor, and there is

sufficient opportunity for the shipowner to

employ a commercial towage service whilst

capable of furnishing the incurred fee upfront.

This principal he found to be “miscon-

ceived”, and that “professional salvors should

be encouraged by generous awards even in

conventional towage cases.

“Where there is plenty of time to negotiate

for rescue work, an agreed rate for the tug

probably reflecting an enhanced rate over nor-

mal commercial work may be agreed,” he

commented.

The cost and the rates of hire involved,

including the contribution made in successful

operations should not be treated as wholly

irrelevant, and “owners (and underwriters)

should not be discouraged from accepting

services on salvage terms,” he concluded. 
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Huge concern for the environment means that salvage companies are

expanding their services to offer maximum environmental protection,

and new methods are being adopted to cope with damage caused by

casualties at sea.

David Usher, Chairman of Marine Pollution Control, said: “We are

in the midst of an environmental age - it was never as much of an issue

as now as to what efforts are being made to save the environment. 

“We aim to minimise or negate environmental problems, yet it is

vital to maintain integrity in this industry otherwise you’re going to

have environmental issues”.

With mass shortage of seafarers and officers coupled with a continu-

ally-increasing volume of vessels at sea; incidents caused by human

error are a rising concern.

“We don’t always determine what the reasoning is for a casualty -

often it’s down to a mechanical slip up or some lack of attention to

regulations, but most of the time it’s the individuals. This isn’t broad-

casted and it’s trying to be coated over, but it’s starting to be realised,”

he said. 

“Ships are a lot more sophisticated - it’s a whole new era and a whole

new breed of training too. Now everybody needs to be qualified in addi-

tion to standard navigation training,” Mr Usher informed.

Approaches are being made by salvage companies to counteract

growing damage to marine environments, and Marine Pollution Control

specialises in the removal of submerged oils.

Mr Usher said: “In the early stages of the environmental age, from

1967 onwards, there was major concern about oil spillages because it

was visible. But it is not realised that there is still a considerable amount

there because it is underwater, in the seabed. 

“The environmental agencies are becoming more concerned with

this, and we have developed a submarine to take care of the oil on the

bottom. We are continually looking toward the future as to what we can

do to negate or minimise pollution problems”, he added. ➩

TOWAGE AND SALVAGE BUSINESS VIEWPOINT

Minimising the environmental impact
With mass shortage of seafarers and officers
coupled with a continually-increasing volume of
vessels at sea; incidents caused by human
error are a rising concern
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Effectively salvaging marine ecosystems in the aftermath of a marine

casualty is becoming as crucial a task as ever and can be the reason one

company can end up with the lucrative recovery contract over another.

But when it comes to restoring coral reefs damaged by an incident the

costs of recovery can be small beer when compared to the potential fines. 

“In this day and age we are finding it quite evident that the environ-

ment is taking precedence over ships, cargoes, and in some incidences

unfortunately the crew,” said Joseph Farrell, Jr, President of Resolve

Marine Group. “Yet the message to avoid damaging the environment is

essential, because when previously the cargo and the ship would be

saved, bunkers would be dumped over the sides in the process in order

to make the ship lighter. Nowadays, the environmental impact of this is

just unacceptable.”

And in the case of the coral beds, bad habits in the past did little to

minimise the impact of a casualty on the surrounding ecosystem. “The

wire ropes used to connect with a ship would be scouring back and forth

on the bottom destroying surrounding areas of coral, but the lines used

now are stronger and actually float. Salvage companies are realising the

importance in doing it right, and doing it practically.

“Over the years, we’re realising that there’s no sufficient remediation

after coral reefs have been destroyed. What’s happening as a result is

that the government will come and place major fines on those involved

in casualties because of the damage caused; often for up to $50m,” Mr

Farrell said.

“Anyone who is more aware of taking it to the level we are is going

to make sure they don’t damage anything else while they’re doing their

job,” he added.

“We can be with the ship owner doing a job, dealing with the emer-

gency, saving the corals, while at the same time working through the

state. In this day and age there are more fines on ship owners than there

is in the value of the ships and the cargoes. The worst part of it is that

even though they fine these people and take vast sums of money as

damage expenses, they do not remediate the reef properly,” he added.

Resolve has implemented an innovative scheme for the remediation

of coral reefs along the US coastline that is based on the company

importing ceramic units from China, attaching damaged coral to them,

and securing them to the sea floor. Coral doesn’t have roots but if

placed upright it will grow back in time. 

“We fragment numerous coral pieces in the laboratory under con-

trolled conditions, and re-grow them over three months. We attach them

to the ceramic pieces which look just like coral themselves - they’re

made of porcelain which is porous, allowing the coral to grow roots

right into the units. We then place them at the site where the ship ran

aground, and it actually ends up looking better than before.”

Resolve Marine also utilises wrecked vessels by planting corals on

them and creating a whole new marine ecosystem. “We’re starting a life

cycle on artificial reef ships and we’ve just carried out the largest one in

the world. We are effectively jumpstarting an artificial reef on a ship;

instead of spending 10 years waiting for the coral polyps to drift on and

adhere to it, they will start growing immediately,” Joseph Farrell said. ■
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“A very worrying concern is that in

the US, there is absolutely no

requirement for a fire fighter to have

any formal ship fire training before

being transferred to a port. It’s a dan-

gerous situation because if there is a

fire in a port, even if the crew may

know more about fighting fire on a

ship, which they should – the fire

departments in the US have a juris-

diction of that ship in the port. The

crew will think the fire department knows what its doing, when in fact

they have had no real formal education.

“There is a huge distinction between a shipboard fire and a struc-

tural building fire. Firefighting staff need proper training and they’re

just not getting it. It’s still a temptation to simply pump water over an

onboard fire until it goes out, but it creates a much bigger environmen-

tal problem when the flooded and sinking ship needs dealing with.”

My View By Joseph Farrell, Jr

Salvaging the environment

ex USS Oriskany being sunk to create an artifical coral reef

Salvage Fact File
During the ISU’s annual Pollution Prevention Survey from 1994 to
2007, ISU salvors recovered 14.3 million tonnes of pollutants:

• 11,214,471 tonnes of crude oil and diesel
• 782,257 tonnes of chemicals 
• 1,003,308 tonnes of bunkers 
• 1,286,034 tonnes of ‘other pollutants’ (e.g. oily wastes)

Over the period 1978-2005 ISU salvors undertook 5,135 salvage
operations and recovered property valued at USD 32.3 billion.

2007 Statistics

During 2007 alone, ISU salvors recovered over 1.1 million tonnes of
pollutants, responding to 282 vessels with cargoes and bunkers
threatening pollution:

• 909,521 tonnes of crude oil
• 57,506 tonnes of chemicals
• 25,147 tonnes of ‘other pollutants’
• 109,266 tonnes of bunkers
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A
crew trained in theory but not in practice; a vessel compliant

with the ISM Code but not really implementing it. These are

increasingly common problems, according to the Marshall

Islands ship registry, and likely to get worse in parallel with the

shortage of seafarers and consequent fast-tracking of training.

Several flags are starting to use the ISM Code as one of the key start-

ing points in choosing whether to accept a ship on to the register and

Jack Enright, who has been with the Marshall Islands register for 37

years, explains why.

“ISM is, in our opinion, clearly part of the case,” said Mr Enright,

Executive Vice President, vessel administration, with International

Registries (IRI), the US company that runs the registry. “We look at two

things when a ship is offered to us. Number one is the ship itself – we

look at the ship, its detention record, class record, and its casualty and

incident record.  Then, if the ship passes muster in that respect, I look

at the ship manager. 

“There are various sources I can use to look at the port state control

record and exactly what any deficiencies were – and a lot of it comes

down to a breakdown of the ISM Code and, in many cases, it is unfa-

miliarity of the crew with the vessel.”

If a company has a history of detention because of problems such as

the crew not being able to carry out the lifeboat drill, emergency proce-

dures or fire drill correctly, “then you can see a pattern where the ship

manager really doesn’t buy into the ISM Code”, said Mr Enright. “They

have found a way to comply but are not really implementing it.  That

gives us a very bad feeling and we do use that as criteria when we vet

vessels.”

Yes, he says, crew can be trained in theory but not in practice: “You

have people coming into the industry thinking they can make a quick

buck and not necessarily employing crew they are familiar with, or

going through a crewing agent – and they can end up with problems.”

This issue can only get worse as the seafarer shortage becomes more

acute, said John Ramage, Managing Director of International Registries

(UK).  “The key to it all is the officers onboard ship. As less experi-

enced officers get promoted more quickly, so they have less understand-

ing of what it takes to manage and operate a ship in a safe condition,

and to comply with the ISM Code.”

For example, Mr Enright points out that there are a good number of

young people coming out of US training institutions who have been

very well trained.  “Would they be familiar with the vessel they were

on?  Of course not.  It is going to get worse as time goes on.  We will

see more and more detentions on ISM-related items than structural

defects.

“We had a brand new ship come on to the register in April and 20

days later it was detained in Australia with 19 deficiencies – 12 were

ISM-related, because the crew was not familiar with the vessel.”

Dick Welsh, Director of the Isle of Man Ship Registry, says it is cer-

REGISTRIES

USING  

PRINCIPLES

MARKET SECTOR

TRIED& 
TESTED

“There are various sources I can use to look at the
port state control record and exactly what any 
deficiencies were – and a lot of it comes down to 
a breakdown of the ISM Code and, in many cases,
it is unfamiliarity of the crew with the vessel”
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tainly true that the ISM

regime provides an oppor-

tunity for flags to under-

stand a company’s sys-

tems and safety culture by

regular audit of their ships

and offices.

But he adds:  “This

understanding and validation of the systems only develops through time

for existing clients and is an opportunity only for those flags which do

not delegate their responsibility for ISM to the classification societies.

For new clients, it is difficult to make any real assessment of the com-

pany using the information available through the implementation of the

ISM Code.  A company will have an ISM Document of Compliance

issued by one or more flags for their fleet and this will be available to

the receiving flag administration; but it will reveal little more than com-

pliance with the code.”

Only by getting involved with the company leading up to and includ-

ing the initial audit and subsequent audits can a flag administration real-

ly identify with the standards and culture of the shipmanagement com-

pany, said Mr Welsh. “This means that ISM alone does not readily pro-

vide a tool for the assessment and ‘screening’ of ships operated by com-

pany which may be new to the register.”

Port state control data, when applied consistently, is a valuable tool

for any flag, said Mr Welsh, “but we often need to look behind the sta-

tistics to understand the reality of the situation.  Once a ship or fleet is

registered, the ISM regime and the building of relationships and part-

nership with the operators, classification societies and flag administra-

tions can then take it to the next level to ensure that common standards

are applied and common goals are achieved.”

Meanwhile, the human element and the requirements for seafarers

are important for flag administrations and ship managers alike, he

added. “It is set to become even more

important as we head towards the imple-

mentation of the ILO Maritime Labour

Convention (MLC) 2006.”

At present, the day-to-day liaison

between flag administrations and ship

managers centres around the requirement

for flag states to provide STCW endorse-

ments permitting seafarers holding qualifi-

cations issued by another party to STCW

to sail on their ships – “this is a key ele-

ment in getting the right people to the

ships and has to happen in a time scale to

suit the company’s recruitment and place-

ment of officers on their ships.  Get it right

and the ship can go about its business – get

it wrong, and the ship can be detained.  It

is therefore essential that the flag adminis-

trations provide a high level of service in

this regard.”

ILO MLC compliance will change this

picture forever as it will involve many

other elements, said Dick Welsh – involv-

ing training and recruitment; seafarers’

individual employment agreements;

accommodation, food and catering; and

bringing a crew complaints mechanism

into a structured system which can be ver-

ified by the ship’s flag administration and

port state control inspectors. “Clearly,

there will be a need for greater cooperation

between flag and operator to ensure that this goes smoothly, and it will

be the flag administrations which are resourced with trained staff to

carry out this work and the operators who move early to ensure compli-

ance which will succeed.”

Vanuatu, which is celebrating a return to the Paris MoU white list and

recently reached a record 616 registered ships totalling about 3m gross

tons, says that with its relatively small fleet, any detention has a huge

impact on the flag’s overall performance and record.  

“When we look at a vessel from the safety inspection standpoint or

if there is a detention, accident, injury or casualty, we always look at the

length and breadth and depth of the vessel’s SMS and how it is comply-

ing with the ISM requirements,” said the register’s deputy commission-

er, Don Sheetz.

At present, however, he highlights the issue of piracy and terrorism

as one of the key challenges for Vanuatu and others; the Vanuatu-

flagged Chevron supply vessel Lourdes Tide was hijacked by Nigerian

militants in May and held, with its crew, for six weeks before being

released towards the end of June. 

Vanuatu is going through some changes – the previous Vanuatu

Maritime Authority has been disbanded by the government, which is

seeking to set up a new organisation and this has led to the postponement

of the register going through the IMO’s Member State Audit scheme. 

“We were due to be audited in February 2008 but because there is a

temporary team in place while the government sets up a new organisa-

tion, we have postponed; our audit will probably be the second half of

next year,” said Mr Sheetz.

Ship registry is not just a question of sticking to the rules and mak-

ing sure that the ships on the register are doing the same thing, said

Scott Bergeron, chief operating officer at LISCR, the US-based manag-

er of the Liberian Registry. “Responsible ship registers can make a real

difference, and a real contribution, by being proactive in a number of

areas,” he said. ➩
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“The key to it all is the officers onboard
ship. As less experienced officers get 
promoted more quickly, so they have less
understanding of what it takes to manage
and operate a ship in a safe condition,
and to comply with the ISM Code”
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Liberia is involved in a

range of initiatives at IMO

and other international

forums, providing expert

input into discussions and

negotiations aimed at

making shipping safer and

more efficient.”

Ship registers can add real value to the service they provide by tak-

ing a proactive role in issues relating to, among other things, safety,

security, seafarers’ welfare, and protection of the environment, said Mr

Bergeron.  “It is not enough to see that the rules are enforced.  They

must contribute where possible to the making of the rules, to ensure that

the interests of ship owners and seafarers are properly represented at the

earliest possible stage.”

The proliferation of inspections covering international shipping, from

national and international regulations to class surveys, port state control

and P&I inspections, impacts on the safe operation of the vessel, crew

rest hours and overall coordination of the ship’s business, he added.

Liberia said it was the first to offer harmonised audits covering ISM

and ISPS, and said harmonising inspections and audits for certification

purposes can reduce the burden on ship and

shore staff and reduce the expense for ship

owners and managers.

“In addition to traditional statutory sur-

veys, the typical flag stage overseeing of

ISM, ISPS and an annual safety inspection

takes somewhere between 18 and 24 hours,

spread over three ship visits.  The demands of

cooperation and correspondence for each such attendance are an addi-

tional burden for the shore staff.  With a harmonised audit, we can

expect to complete all those tasks during a single visit, lasting up to

about ten to 12 hours,” he said. The two codes have a good deal in com-

mon and harmonising audits makes “practical and economic sense”.

Liberia believes that both the ISPS Code security initiatives and the

ISM Code safety and pollution prevention procedures should be incor-

porated into the overall management system.

Ship registers are having to cope with the increasing trend towards

the bureaucratic process becoming a process in itself, rather than being

a means to reach a goal, claimed Chris Sawyer, principal registrar at the

Barbados Maritime Ship Registry. 

“For example, PSC frequently invokes 3.10.1 of the Paris MoU

which deals with deficiencies which are clearly hazardous to safety,

health and the environment while not having a clear grasp of what actu-

ally constitutes a real risk.  When questioned on this point, the response

is it is better to be safe than sorry.”

Mr Sawyer also highlighted the effort going into formulating the

IMO goal-based construction rules in relation to their advantage over

the class rule system. And he admits that another key issue is that

Continuous Synopsis Records are still being provided up to three years

REGISTRIESMARKET SECTOR

Liberia is involved in a range of 
initiatives at IMO and other international
forums, providing expert input into 
discussions and negotiations aimed at
making shipping safer and more 
efficient”
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late from previous flag states, which requires all the CSR issued in the

interim period to be reissued in order to recognise the new additions in

the consecutive numbering system.

“This amount of effort by the flag states outweighs any perceived

benefit from ships carrying CSRs.  In fact, the effort involved in oper-

ating this cumbersome system would be better utilised with the flag

states condition mapping their registered vessels,” he said.

Ship registers continue to emphasise the importance of taking their

message to the shipowners and maintaining regular contact with exist-

ing clients.

Among them is the UK Ship Register, which has contin-

ued to grow with an increase of 33 ships totalling 750,000

gt in the first five months of 2008, to 1,514 ships and

14.6m gt at the end of May. June saw the UK’s first atten-

dance at Posidonia since the flag’s much-publicised

relaunch in February 2007, and this was the first part of

the process in getting Greek ship owners to consider the

UK flag, said marketing administration manager Daniel

Tong.  “We have also attended events in India, China and

Greece to promote the UKSR.”

The Norwegian International Ship Register (NIS) reached 609

ships totalling 14.7m gt at the end of June.  Of these, 215 had foreign

ownership.

Last year the Norwegian government introduced some major

changes in the shipping tax regime; at the end of June, there were about

54 ships pending registration with NIS and this could be because of the

more favourable tax system, said marketing executive Tone Risnes.

Meanwhile, the Norwegian Ship Register, for Norwegian-owned

vessels, totals 884 ships aggregating 2.69m gt. ■

REGISTRIES MARKET SECTOR

“The proliferation of inspections covering 
international shipping, from national and 
international regulations to class surveys,
port state control and P&I inspections,
impacts on the safe operation of the vessel,
crew rest hours and overall coordination of
the ship’s business”
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According to Thome’s in-house newsletter, Bjorn Hojgaard’s appoint-

ment as Managing Director is indicative ‘of the new generation of man-

agers who will take the company to its next stage of development’. At 39

years old, and with an enviable reputation for delivering bottom line prof-

itability, he is being viewed as a good catch for a company that has

growth on its mind.

“I have always been long-haul rather than short-haul in my approach

and prefer to let the product sell itself,” he told SMI. Displaying a certain

reluctance to divulge the blueprint of his future strategy as Thome MD,

and in today’s competitive climate who can blame him, he continues to

remain focused on the job ahead. “I come with my own ideas but they 

are not specific ideas on mergers or investments; I have my ideas but 

to share with you would defeat the purposes. My style is about people 

and processes.”

At a time when third party managers are looking to forge closer links

with their owning clients, Hojgaard has arrived at Thome suitably expe-

rienced. He was most recently the Managing Director of the Brigantine

Group, which is a wholly owned subsidiary of AP Moller in Hong Kong

and prior to this was Managing Director of AP Moller Singapore between

2000 and 2002. He is a graduate of the Maersk Advanced Education

Scheme for the training of officers and also holds a Ship’s Masters’

degree from the Svendborg Navigationsskole in Denmark.

But when the shipmanagement sector is under severe pressure from

low management fees, the impact of the dollar exchange rate and the lack

of crews, has the time now come for owners to work more closely with

their managers and to more greatly respect the work they do? If so, how

can this be achieved?

“It is definitely correct that managers are suffering from the effects of

the dollar and management fees have not really risen for many years.

There are still substandard owners and substandard managers out there

but they are rare. In Thome we work very closely with our principals and

I think we do earn their respect. Of course there is more to be done and

you could ask where is the money going to come from to deliver more

diversified services. I believe the industry will move towards greater dif-

ferentiation of managers in years to come and that is a development we

would very much welcome,” he said.

Developing this theme further, Mr Hojgaard is optimistic that we could

start to see a two-tier management fee system with the quality and more

highly-resourced managers earning more money than their less competi-

tive counterparts. “I would hope so and the work that is going on in

InterManager now is certainly building up to such a situation. It has the

potential to bind the industry whereby contributors are rewarded and pas-

sengers are sent off the boat and this is something that all quality-con-

scious managers would welcome,” he added. 

But what about the issue of respect, because third party ship managers

today are complaining that they are not getting the level of remuneration

they think they deserve. So is it a question of owners starting to respect

the role of the manager?

“If you take fuel costs, and I come from an ownership background so

I know how much an owner pays outside a shipmanagement operation to

offset the high fuel costs, that is not happening in the shipmanagement

industry because the shipmanagement system is not geared to rewarding

managers who perform on these secondary issues in relation to the man-

agement of the ship. But more and more owners would be willing to pay

a manager to do something about this important issue. 

“I don’t know how our management fees compare to others but the

owners we deal with are looking at others aspects of the management as

a priority such as the quality that they are getting, maintenance of the

ship, off-hire is a big thing. While cost is important, the management fee

only represents 5%-6% of the running costs so it is not really that signif-

icant. We say to our owners that this is the management fee costs and

most of the owners go along with it. Don’t forget that Thome has grown

over the years because of the owners we served faithfully have grown and

given us more ships so this is another way to offset the rising costs

through economies of scale.

“We are starting to see interest from owners and they are receptive to

the idea of managers like Thome setting up a performance group 

to ensure that efficiencies are filtered through to their customers,” 

he stressed.

So what you are talking about is a fee system that is performance-driv-

en and goes back to the debate about performance-linked remuneration?

“That is exactly right, with a system where there is a fixed fee struc-

ture but a variable fee that is linked closely to performance. That would

be preferable over the current set fee. Owners have their own different

key performance indicators but again that would enable the manager to

avoid having his ‘one size fits all‘ approach but really differentiate and

tailor his services to meet the needs of the individual owners,” he said. 

Remuneration could also be linked to InterManager’s KPI initiative ➩
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where managers’ performances can be measured according to a common

and measureable set of criteria and remuneration paid accordingly. Bjorn

Hojgaard is a supporter of InterManager’s KPI initiative and is scheduled

to take part in a KPI working group meeting in Copenhagen in August. “I

am very excited about the KPI project and I hope that once the results are

published it will prompt owners and managers to sit down and ask them-

selves if it is something they should try.”

It is widely acknowledged that creating a common set of Key

Performance Indicators is fundamental for an industry whose earnings

are so dependent on performance. Recognised, accepted and unques-

tioned KPIs should facilitate the benchmarking of the industry and the

establishment of efficient systems of ship managers’ performance meas-

urements with the rest of the industry. Without doubt management fees

have remained disappointingly low in the last few years, while shipping

markets were witnessing an unprecedented high cycle and there is a gen-

eral respect that the forces of competition are establishing the actual level

of management fees. At the same time the pressures of international reg-

ulations, the legitimate environmental concerns and the widening short-

ages of competent crews have created additional burdens on ship man-

agers to guarantee a good level of professional services. Ship managers

have however demonstrated a willingness to invest more resources in the

training of crews, and to expand shore-based staff for the purposes of cre-

ating better and more efficient systems: in this way, they have substantial-

ly improved their operational performance in the context of increasingly

complex regulatory environment. This, in turn, has allowed improved

earning capacities for the ships under management, thus improved earn-

ings for their owners.

InterManager has gone on record as stating that while all of these

efforts are part of the professional service that managers ought to deliver

to their principals, fees paid to the managers should be tied to their per-

formance. It also believes that managers should benefit from the
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improved earnings that they have been able to generate for their princi-

pals.  It advocates the use of KPIs to measure ship managers’ performanc-

es but the definition and use of KPIs has to be the result of a negotiation

between Manager and Principals.  Incentivising managers will be wel-

comed by owners who will themselves directly benefit from improved

ship performances.

One area of major concern is the crew shortage, especially considering

the talk of possible vessel lay-ups due to the lack of crews.

“The situation is getting quite serious,” said Bjorn Hojgaard, “and we

are talking of an officer shortage of between 6% and 7% - about 34,000

deficit out of a total pool of half a million. That is projected to grow to

around 84,000 by 2012 so it is quite grim. But remember that a 34,000

shortfall today is only 6%-7% of the seafarer total. With the whole world

economy slowing down at the moment, it won’t take much to lose 5% of

the world fleet, so it wouldn’t take that much to tip the balance back in

favour of the employer,” he stressed. So what he is talking about is the

effects of a shift in trade and a resultant increase in scrapping?

“Yes. It hasn’t happened for the last couple of years which is why we

have the situation. There are two many ships for the available seafarer.”

As far as training is concerned, has the time come for the recruitment

and training of the seafarer to be centrally driven or condicted through

cooperation by the managers? Do you think this will ever happen?

“Not really to be honest, because this will be dealt with by market

forces. The seafarers we have are part and parcel of the service we offer

and the officers are very much part of our competitiveness. Once we have

carried out the training it won’t work because we have different philoso-

phies and our philosophy is about having the best officers in the fleet and

other managers may have a different approach. It is all about our differ-

entiation and our competitiveness,” he said.

But what about the poaching problem? According to Bjorn Hojgaard,

the market is the market and if the market moves you have to stay with

the market in terms of salaries “and we will move with it. We do our

benchmarking exercises so we can move fast in different markets. What

you do outside of the wages situation is what sets you apart”, he said. ■
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• Age 39, Currently Managing Director of Thome Ship Management

• Past Managing Director at Brigantine Group of Companies and 

Managing Director at A.P. Moller Singapore

• Captain at A.P. Moller Maersk

• Education is listed as the APMM Management Programme; 

Svendborg Navigationsskole  and the Struer Gymnasium

• He describes himself as a CEO/Managing Director with Maritime

background, a diverse professional experience and proven track 

record as top management of various companies. Internationally 

minded and proficient on all facets of management including 

R&D, sourcing, operation, production, sales, marketing, service 

delivery, finance & accounting, human resources, ICT, project 

management and investments (incl. joint ventures)

• Hobbies include hiking (completed the Maclehose mountain trail

in Hong Kong in 28 hours in 2006 – 100 km long with 4,700 

height meters, completed climbing Mount Kilimajaro, Tanzania at

5,895m in September 2007. Plans to climb Mont Blanc next year),

golf, reading, running and weight lifting
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ASRY opens two new slipways

Two new repair slipways at Bahrain’s ASRY were officially opened

during late May with the drydocking of a locally-owned dredger. The

two slipways, which have a load capacity of 5,000 tonnes and a total

length of some 512 m, are designed for ASRY to be active in the off-

shore supply vessel and anchor handling tug markets. It has released the

two floating docks (33,000 and 30,000 tonnes lifting capacity) and the

large graving dock (500,000 dwt) for the sole use of larger ships. The

vessels using this new facility will have a maximum length of 140 m

and a maximum beam of 20 m, involving ships of about 15,000 dwt.

The first vessel to be pulled up the slipways is the 1967-built, 2,235 dwt

trailing suction hopper dredger Abbotsgrange, which was formerly

owned by South Coast Shipping, and is now operated by Arabian

Dredging Co, Bahrain.

ASRY has also released details of its turnover during the first quar-

ter of this year which has been a record period with a total of 59 con-

firmed bookings compared with 48 for the same period last year (up

some 23%). Revenue reached $89.4m, up from $42.6m for the same

period last year (a rise of 114%). Arab owners contributed $26m while

European owners came in with $33m. North and South American own-

ers contributed $22.6m (up from $5.1m last year).

There have been a total of 30 vessels (value - $32.9m) repaired dur-

ing this period with international owners booking 12 vessels, and Arab

owners booking 13. A spokesman for ASRY said: “The encouraging

thing has been the steady increase in contract values for repairs com-

pleted on each vessel. This has been consistently rising over the past six

months and with the high level of demand looking to continue through-

out the rest of the year, ASRY, based on the current level of enquiries

and bookings, which now stretch into the end of the year, expects to

have another record year with sales well over $143m.”

Multiple drydockings have come from Petrobras (Brazil), Vrontados

(Greece) and Red Sea Marine (Saudi Arabia), all with four vessels each

as well as Zodiac Maritime (UK), Odfjell ASA (Norway), BW Gas

(Norway), Springfield Shipping (Greece), NITC (Iran), and Mid-East

Ship Management (Dubai).

Some of the vessels repaired during this period include KOTC’s

285,117 dwt VLCC Al Shuhadaa, Vela International’s 316,476 dwt

ULCC Aries Star, Red Sea Marine’s 96,314 dwt tanker Al Mukhtarah,

Dynacom’s 304,992 dwt ULCC Dorado, Springfield’s 304,992 dwt

ULCC Olympic Liberty, NITC’s 99,087 dwt tanker Iran Astara, and

two LPG tankers from BW Gas – the 62,254 dwt BW Ragnhild and the

63,296 dwt BW Rachel.

WSY delivers the DP Falcon
Lithuania’s Western Shipyard has delivered the oil platform supply ves-

sel DP Falcon to Italy’s Argo Shipmanagement. The conversion proj-

ect, from newbuilding to OSV has taken one and a half years at a cost

of €9m. 

The hull, which was built in the US, was lengthened by 16 m (230

tonnes), superstructures and top deck were constructed, and all the nec-

essary machinery and equipment was installed. Approximately 650 tons

of steel was used during construction and modernization. She now has

an loa of 75 m, breadth of 15 m and a service speed ofs12 knots.

The vessel is powered by a diesel-electric system comprising four

main diesel generating sets, which supply power to electric engines.

This is a complex special purpose vessel of electric propulsion with

especially high-powered power-plant (over 6 MW). The propulsion sys-

tem also comprises two Wartsila Azipod electric propulsion columns

and three electric propulsion thrusters. The vessel is also fitted with the

latest DP Autr 2 navigation dynamic positioning system. 

The DP Falcon conversion project is a new experience for Western

Ship Repair. “Completion of this project witnessed our company‘s abil-

ity to pursue especially complex, challenging projects. This project is

like a window for Western Ship Repair Yard entering a new phase in

ship conversion and construction activities,” said Viktoras Černuše-

vičius, Marketing director. 

Western Ship Repair Yard is also currently carrying out the conver-

sion of the 8,664 dwt, 1999-built Thorshovdi, for Norway’s Krill
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FPSO conversion
work all the rage

The new slipway at ASRY, with the Abbotsgrange under repair
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Shipping. This vessel will be converted from container carrier into krill

processing plant. The project is special, because such type ships are

scarce throughout the world. At present there are only three known sim-

ilar type vessels undergo modernisation in other countries. The

Thorshovdi will be the largest of this type of fishing vessel and the

largest fishing vessel in Norway. 

This latest project is special as the hull surface to be painted had to be

blasted to not less than SA 2,50, which is especially difficult to achieve

under the climatic conditions in Lithuania. Two layers of anti-fouling

were applied on the ship‘s hull. The anti-fouling cover prevents the accu-

mulation of dirt on the surface - micro-organisms and grass do not deposit

on the surface. Fuel reduction can be as much as 10-12%. The coating

was carried out by subsidiary company Baltic Premator Klaipeda.

Currently Western Ship Repair yard is in negotiations with DFDS LISCO

for recoating all company ships with new generation silicone paint. 

Aker wins conversion contract

Finland’s Aker yards has signed a contract to convert two ro-ro vessels

and another for converting an offshore barge. The contract value for the

three projects is approximately €10m.

The contract signed with Finnlines involves conversion of two ro-

ro vessels. The projects will be executed in Aker Yards’ Helsinki yard

and will employ some 100 people. The conversions will be complet-

ed in February and March 2009 respectively. Conversion of the 187

m long and 26.5 m wide vessels Finnmill and Finnpulp trading in the

Baltic Sea will considerably increase their ro-ro capacity.

Aker Yards and Aker Stord AS, part of Aker Solutions, has also

signed a contract for the conversion of an offshore barge. The work

will take place in Aker Yards in Rauma, giving 30 man years of work

for the yard. The work will start in September and the barge is due to

be delivered in March 2009. The barge, is currently 135 m x 42 m x

8 m, and it is planned to be extended with 6.5 m, thus with a new

width of 48.5 m.

The contractor for both projects is Aker Yards Lifecycle Services,

which offers technology, upgrade and maintenance services. Work

under Aker Yards management is carried out at Aker Yards facilities

and at repair yards close to operational areas.

“We entered the refurbishment, retrofit and conversion market a

few years ago. Since then, we have developed a EUR 50 million busi-

ness and the demand is still increasing,” said Vesa Marttinen, Vice

President, Aker Yards Lifecycle Services.

“There is a tremendous growth in the future demand of lifecycle

services, as the fleet of late 1990s newbuilds will need upgrades. And

a notable driver is the growing environmental awareness requiring

limitation of emissions. Aker Yards is now able to provide such solu-

tions,” Marttinen continues.

Macgragor’s ro-ro conversion team involved in this project - sup-

plying appromimately 3,000 sq m of electrically-driven plywood car

decks to the two vessels. Aker Yards and the Canadian G.A.P

Adventures have signed a design contract on converting the ferry

Ålandsfärjan for an expedition cruise vessel to be named Expedition.

Aker Yards Lifecycle Services is also negotiating for the conversion

work to be done in Aker Yards in Rauma, where the vessel is due to

arrive on June 27 2008. ■
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The DP Falcon following conversion
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If the shipping industry ever decides that it needs

someone young, sporty, and outwardly success-

ful to sell its image to the next generation of

potential employees, then it could do worse than

pay a visit to the tanker futures desk at London’s

Simpson Spence & Young and single out its

Senior Director. Because at first glance, image

would seem to be quite important to Ben Goggin.

He cuts a dashing figure in his city garb, really

values the importance of fitness and gyms and

drives a Ferrari 355. A great advert for a dynam-

ic and potentially lucrative career in shipping.

Further questioning also reveals that he is a past

European waterskiing champion, so no slouching

there then.

He is only 34 years old but he has already

made a name for himself in shipbroking circles.

Apart from being a Senior Director at SSY

Futures, he is also Chairman of the wet side of

the Forward Freight Agreement Brokers

Association (FFABA), the independent associa-

tion of Baltic Exchange FFA broking members

formed in 1997.

“Previously there was just the FFABA, but last

year they split it into two because there were lots

of issues covering the wet as well as the dry

trades. We have separate meetings and separate get-togethers, separate

conferences as well as a separate chairman,” he said as I questioned him

at SSY’s plush Lloyds Chambers offices.

Ben Goggin is a model interviewee. He is articulate, listens intent-

ly to the questions and talks passionately about his industry. There is

also an element of modesty when it comes to describing his attributes

as Chairman of one of the shipping industry’s most dynamic and fast

moving sectors – the trading of forward freight agreements.

“I suppose you have to try and be enough of a personality to have the

trust of members and a big enough personality to be able to put your

views across to other parties. I think you just need to be able to under-

stand the brokers’ point of view really. I’ve been a broker for 12 years

and I think I definitely understand the brokers’ position. I’ve been

involved in FFAs for five or six years now and I think I understand that

market pretty well,” he stressed.

According to Goggin, the FFABA was formed to put forward the

issues and concerns of the FFA brokers while the chairman is designed

to be a sort of focal point to deal with the concerns of the brokers. “One

example is that there’s a brokers’ association and there’s also a users’

association. The users are the clients, the banks and the ship owners –

anybody who plays FFAs is in the users’ association. The chairman of

the FFABA gets to sit in on the users’ group meetings because he’s the

single authoritative voice of the brokers’ opinions. He is also there to

give a single opinion on matters if the press wants a quote,” he added.

So taking this all onboard, how would he like to see the association

move forward? 
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“For ship owners, the market’s good at the moment and there has never been a better time to shut in 
these high rates. For someone who wants to lock in high rates for the fourth quarter they can guarantee
themselves WS 174 for example or WS172. That takes them away from the possible drop in rates and 
it smoothes out their revenue curve for the rest of this year.”

“I suppose you have to try and be enough of
a personality to have the trust of 
members and a big enough personality 
to be able to put your views across to other
parties. I think you just need to be able to
understand the brokers’ point of view really”

Benjamin Goggin
Joint Chairman of the FFABA
and Senior Director at SSY Futures
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“My tenure is up in December but I think the issues will be the same

for the person who takes over: that will be to grow the market, Identify

and target those companies and players that are missing and there will

probably be some unforeseen issues that the next person will have to

deal with as well. But I can’t think of a bigger issue for the FFABA than

bringing new participants to the market. I think you said it yourself

when you said that there are 800-odd Greek ship owners and only 40 of

them are doing tanker FFAs, so there’s a lot of work to be done.”

Yes, most would agree with that sentiment but there is also an

acknowledgement that interest in the FFA markets is growing at such an

extent that liquidity is not a problem in the market.

“All the common markets at the moment – TD3, TD5, TD7 and TC2

are trading many times every day. So they are liquid markets. For the

first time ever we are now preparing quarterly figures of much is being

traded: all of the brokers submit them in confidence to the Baltic

Exchange and then they are published at the end of each quarter. In the

past this has only been done on a yearly basis. 

“If you’d have spoken to people last year they’d have said that we’re

missing the owners. Now the owners are there and they’re trading. We

are probably missing the natural buyers in this market which means

charterers and especially the refiners. “Each indi-

vidual broker within the FFABA has its own mar-

keting push to bring in more business for them-

selves. So that’s something that we are targeting

and I know it is something that GFI and Clarksons

are targeting. It’s then my job as chairman to get

in contact with a few of these people and push

them in the right direction as well,” he added.

While there are only 20 ‘wet’ FFA broker mem-

bers of the FFABA, Ben Goggin believes this is

sufficient broker capacity to carry out the neces-

sary business.

“That’s quite a lot actually but it’s a lot more

principals we need - it’s the traders we need.

London is a competitive market and the big names

are all competing against each other on a daily

basis. What we need to do, and what each of us is

doing now, is bringing in new clients of our own

to the market.

“Certainly there are a couple of really big name

banks that have been there since the beginning or

certainly over the last five years since we’ve seen

it change into the modern market: Goldman Sachs

– their commodity arm is called J Aaron – they’ve

always been there; Morgan Stanley is probably

one of the big shipping banks which owns ships

and charters ships and they have always been

there; Barclays Bank has also started to trade

FFAs and we’re also seeing foreign banks taking

part: Carnegie is a Scandinavian bank that trades

FFAs; HSH Nordbank trades FFAs as well and

another good recent change is the Royal Bank of

Scotland, which is trading FFAs on behalf of its clients, the ship own-

ers.  RBS has been at the forefront of bringing Greek ship owners to the

FFA market,” he added.

At a time when rates are high but fears are growing over potential ton-

nage oversupply, what advice are the FFA brokers giving their clients?

“There are lots of different arguments for playing the FFAs at the

moment, depending on who you are. For ship owners, the market’s

good at the moment and there has never been a better time to shut in

these high rates. For someone who wants to lock in high rates for the

fourth quarter they can guarantee themselves WS174 for example or

WS172. That takes them away from the possible drop in rates and it

smoothes out their revenue curve for the rest of this year.

“At the moment we are doing deals for calendar nine (2009) ➩
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“There are lots of different arguments for
playing the FFAs at the moment, depending

on who you are. For ship owners, the 
market’s good at the moment and there 
has never been a better time to shut in

these high rates “

“There’s a famous quote from a guy called Peter Aitken from Vitol

who said that without FFAs he wouldn’t be able to do his business.

Oil traders are all about buying it in location A and selling it in

location B and somewhere in the middle they have to factor in the

shipping costs. So if they’re buying it at $139 a barrel and selling

it at $140 a barrel, and the shipping costs are more than $5 then it’s

not worth doing. But if they buy at $135 and sell at $140 and they

see they can lock in the freight via the FFA at £3 then they do it,

because everything’s locked in and nothing’s left to chance. There

are probably a couple of different groups of players in the market.

You can pigeon hole them into ship owners, charterers, oil traders

and speculators. 
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almost on a daily basis; calendar ten (2010) deals are getting done on a

regular basis and we have seen some prices for Calendar 11 but that

doesn’t get traded so much because it’s probably quite complicated to

work out what’s going to happen with the bunkers in 2011. There are

Greek shipowners now locking in 2009 and 2010 rates and doing that

on quite a good scale,” he said.

So how are the forward rates for 2009, 2010 and 2011 looking? “For

calendar 2009 we are dealing at WS100 and that’s without factoring in

next year’s expected flat rate change of about 37%. So it would mean

that with the flat rate for next year, we’re locking in about WS138/140

which is the equivalent of $80,000 a day VLCC AG east.”

As far as the distant and infrequent follower of all things freight, spot

and futures is concerned, use of the Worldscale system can be quite

confusing. While it is based on a formula that forces the user to work

backwards when working out his daily revenues and costs, there is a

general opinion that if you asked three different brokers what the dollar

equivalent of WS75 was you’d get three different answers. The issue is

compounded when you consider that a ship owner has to work out the

port costs, his bunker costs as well as the speed and consumption of his

vessel – so it’s all a bit hazy.

That is why the Baltic Exchange is introducing a new index which is

a time charter equivalent and presentable in a dollars per day basis

instead of Worldscale. 

“We’re actually taking a leaf out of the dry book. Lots of people in

shipping understand Worldscale and they can understand how the flat

rates change at the end of the year and that if you want to look past the

end of the year  then you have to take in account that there’s going to

be a change in the flat rate in December,” said Ben Goggin.

“But there are new people coming to the market such as the finan-

cials and the hedge funds and you say to them that they can trade July,

or September, or December but if they want to trade next year then they

have to take in account that there’s going to be a change in the flat rate

in December,” he said. The problems further arise if they want to trade

2010, 2011 or even 2012 as they do in the dry cargo market because it

becomes very, very complicated to try and work out what’s going to

happen at the end of this year, at the end of next year, ands at the end of

the year after. 

“With the time charter equivalent, the Baltic Exchange is putting out

this authoritative number, in dollars, that a lot of people can get their

head around. It takes out, in theory, all of the Worldscale changes over

the next couple of years, well of all of the years, because you could have

a price in dollars per day for something in 2014 and it’s just dollars,

people understand dollars, it’s real money.”

The new index is now live but was a trial index for some months so

people had a chance to look at it and judge if there was anything wrong

with it: they had their chance to put suggestions forward. “Now it’s

been adopted as a live index so it’s set in stone at the moment. People

are still taking that in at the moment, I think. No deals have been done

as far as I know. It’s almost as if they want a bit of history to it to see

how it fluctuates, see how it works.

“We think the Time Charter Equivalent will be more for long term

deals where it bypasses this problem of the Worldscale flat rate change.

We think that the TD3 or TD5 will be used for the more everyday deals

– single month and single quarter deals perhaps even into next year. For

the longer term stuff - three year, four year, five year deals – it’s easier

to conduct it in dollars per day. And in the dry cargo market they do dol-

lars per day and they don’t have any of this worry about flat rate

change,” he said. ■
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Career Background Forward

Foreign Exchange and Precious 

Metal Options broker for ICAP;

Director of the FFA desk at 

Clarksons; Senior Director SSY; 

Joint Chairman of the FFABA

Car Ferrari 355

Last Book I read Voodoo
Economics, by William Hamilton

Last Film I saw Indiana Jones 

and the Kingdom of the Crystal 

Skull
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I read books on history, biography, travel and fiction.  I graduated in

Classics, so history is predictable.  Travel comes with the job; so, fiction

and biography, combining Mediterranean, Central and Eastern Europe, hit

the spot perfectly!

I’ve just read Orlando Figes’s Natasha’s Dance – a Cultural History of
Russia, which makes sense of the emergence of Russia from a cultural

backwater before Peter the Great into one of the world’s creative power-

houses.   It clarifies the links between art, society and politics in the fester-

ing cauldron of 19th and 20th Century Russia and shows the clear cultural

linkages binding together as diverse artists as Pushkin, Tolstoy, Stravinsky,

Kandinsky and Chagall. 

Another recent great read was The Balkans by Misha Glenny.  The

region remains Europe’s flashpoint and its long history is essential to gain

understanding of the complex tensions that exist there.

My favourite authors (of fiction) are Thomas Hardy, E.M. Forster,

Flaubert, Zola and Tolstoy. For modern writing, Louis de Bernieres; and

Stan Barstow, much neglected, but probably the best portrayer of Britain in

the ‘50s and ‘60s – the time of my childhood.

None of the books I’ve read has caused a ‘life-change’, but de Bernieres’

Birds without Wings will stay in my mind for a very long time.  Tolstoy’s

Resurrection is the most profound book I’ve ever read.

I love buying books.  On average, I read only about 4 a year, maybe a

quarter of the number of books I acquire in a year.

They clog up our bookcases at home and I never get rid of them.  My col-

lection is very wide-ranging and is the closest I have to keeping a diary as

the books reflect periods in my life, my changing interests and places I have

travelled to.  Maybe the children will read them.

I read on holidays and the last 15 minutes before the end of a long-haul

flight when I’ve had to switch off the laptop, read all the papers and torn up

the uncompleted crossword.

I’m currently reading Berlioz – the Making of an Artist - the first of two

highly acclaimed volumes on the French 19th Century composer, by David

Cairns; it’s a brilliant description of the cultural mindset and social behav-

iours in France after Napoleon’s downfall.

I’m a loyal Times reader, although The FT, especially the Weekend edi-

tion, is excellent.  I like The Guardian too. ■

Faceless Killers
Author

Henning Mankell

Publisher

Vintage

Price: £6.99

“We’re living in the age of the noose; fear will be on the rise,” said police inspec-

tor Kurt Wallander, as he and his overworked and overtired team investigate 

the savage deaths of an elderly farmer and his wife, in an isolated farmhouse in

the village of Lunnarp, in the dead of an unforgivably cold and bleak Swedish

winter.  Just to thicken the plot, nearby is an immigrant refugee centre, which, as

the story progresses, is set on fire; a Somali refugee is killed. As the fires 

of racial tension grow, what is the motive for the killings? Are these incidents

connected?

If you’re expecting fast-paced CSI-style crime investigation, Henning Mankell’s

Kurt Wallander series of crime-fiction books isn’t for you.  But if, like his legions

of fans around the world, you’re prepared to invest time in contemplation of multi-

layered and nuanced issues affecting today’s society – Swedish society, to be exact,

but as true for us as it is for them – you will love Wallander, the ageing gumshoe,

and the highly successful nine-book series, chronicling his lives, loves, losses, as

he, in unvarnished Calvinist work-ethic mode, attempts to solve the crimes that

miscreants and the utterly evil commit in Skane.

If you have a passion for the Swedish landscape, if you appreciate why very lit-

tle action happens in an Ingmar Bergman film and if you understand the vast and

inscrutable silences of Greta Garbo, Mankell’s Kurt Wallander is definitely for you

– whether or not you know Ibsen from Strindberg. ■

The Sea, The Sea
Author

Iris Murdoch

Publisher

Vintage Classics 

Price: £7.99

Well worth revisiting, this is a grand novel rich with allusions to magic and myth,

a tale of sexual obsession and romantic love.  It was written by Dame Iris Murdoch,

one of Britain’s foremost philosopher-novelists of the 20th Century; it won for her

the 1978 Booker Prize.

The central character is Charles Arrowby, an ageing actor, playwright and direc-

tor, who retires from the glittering world of theatre and celebrity, into seclusion in

a house  - Shruff End - by the sea, to write his memoirs – a ‘recollection in tran-

quillity’.  While Arrowby speaks of ‘some fear of loneliness and death that comes

to me out of the sea’, he resolves to live simply, to ‘abjure magic and become a her-

mit’, and to be at one with nature.

In this small village where the sea is a powerful and dominant presence – wait-

ing, haunting – the novel is the story of a journey, a reckoning and a coming to

terms with one’s life.  Arrowby encounters his first love, Mary Hartley Fitch; she

is, at first, unrecognisable in her old age, but Arrowby, nevertheless, becomes

obsessed with her and their idealised, unconsummated love. He pursues her in

earnest, to save her from her brutish husband, and to win back her love.  “Yes, of

course, I was in love with my own youth...Who is one’s first love?” he asks tanta-

lisingly.

By the time Iris Murdoch wrote this book, she had already written 18 novels.

Diagnosed with Alzheimer’s disease in the mid-90s, she died in 1998, leaving the

world of letters richer with 26 novels, 4 books on philosophy, countless essays and

a volume of poetry. ■

WHAT I’M READING
By David Dingle
Chief Executive Officer, Carnival UK
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Hum-dinger!
Make an impression on your golf partners by gliding
up the fairway in the Mini Hummer H3. Weighing the
same as a standard golf buggy, the eye-catching Mini
Hummer has slightly wider wheels giving it a better
weight displacement which means it has less effect
on the course.

Mini Hummers are already appearing on the
world’s golf courses – including Stoke Park, Woburn,
Sotogrande and the Royal Westmoreland – although
they’re equally at home touring private estates or act-
ing as shore vessels for yachting enthusiasts.
And the Mini Hummer is road legal too, reaching
speeds of up to 30mph. It needs no MOT and can
run for 40 miles or 5-6 hours when fully-charged.
Optional extras include leather seats in any colour,
Sony Xplod® AM/FM CD player with  speakers,
removable golf bag and ball washer.
lot of free power!

Mini Hummer H3
from £7,995 + vat

www.minihummereurope.com

Get the party glowing
Banish the post-Posidonia party blues
with this fun, glowing ice bucket! The
full size, frosted plastic bucket with a
solid blue base and blue LED lighting
glows from the base, adding sparkle to
your party wine or champagne. Switch
it on and the nine super bright LEDs
shine through, reflecting off the ice.

For indoor or outdoor use, there’s
also matching glowing glasses or a jug
in the same range.

Glowing LED Ice Bucket  £16.95

www.boysstuff.co.uk

Coffee on the go
Can’t get going in the morning without a cup of espresso? Here’s a
great idea which means you’ll never need to go without your morning
coffee rush – whether you’re on the other side of the world or up a
mountain range! 

The Hanpresso Wild Instant Espresso allows you to easily brew an
instant shot of espresso coffee using its patented high pressure extrac-
tion system. No need to search for the travel adaptor plug – this handy,
super light and portable machine is hand-pumped. Simply pump up the
handle to 16 bar (there’s a guage included to make sure you hit the per-
fect pressure), add water from your thermos to the mini reservoir, slip in
an ESE (Easy Serving Espresso) coffee pod and serve up your espres-
so. More than 100 coffee merchants 
produce pods that meet the ESE 
standards so you shouldn’t 
have a problem getting
your favourite coffee 

for this sleek, black, 
50ml machine.

Perfect espresso – 
wherever you are 
on the planet!

Handpresso Wild Instant Coffee  
£79.99   www.iwantoneofthose.com

Objects ofdesire
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Augusta or St Andrews – from the comfort of
your own office
Dreaming of playing a round of golf on one of the world’s
great courses but just don’t have the time? Want to tack-
le the Tiger or gamble against Garcia but not sure you
can make the grade?

This amazing Golf Launchpad allows you to play
against the globe’s greatest golfers on the world’s most
prestigious golf courses – using your own golf clubs and
from the comfort of your own office or home. 

Simply plug the Windows and Mac compatible
Launchpad into your computer or laptop and let its
TrueFeel technology take you to fairways you’ve been
dreaming of. Golf Launchpad incorporates a custom-
engineered regulation Surlyn Ball attached to a strong,
lightweight and flexible tether which rotates on a double
ball bearing pivot to accurately reproduce the physics of
free-ball impact. Optical sensors under the turf process
your club’s velocity, angle and path thousands of times

each second to accurately render your
shot on the screen. It even has a swing
analyser which allows you to study
and modify your technique.

The system comes complete with
high quality turf to give a real course
feel and the EA Sports Tiger Woods
PGA Tour Golf game is included. Now
there’s no reason not to keep your
handicap up to scratch!

Golf Launchpad  
£229   

www.iwantoneofthose.com

Licensed to Charge 
Charging your Blackberry or mobile phone will never be
dull again with this super stylish black leather charging kit
from prestige car makers Aston Martin.

Embossed with the Aston Martin logo, the kit contains a
battery charger with enough charge for three hours’ use
and a selection of power adaptors suitable for more than
100 different phone models. It runs off 1 x AA battery (not
included). Available from Aston Martin’s The Collection
range – for days when The World is Not Enough!

Mobile Phone & Blackberry Charger Kit  £63.83 plus VAT

www.astonmartin.com/newcollection

Thumbs up for anti-theft
solution
With modern security systems 
getting tougher car thieves are
resorting to stealing your keys to
drive off in your new vehicle. Stop
your wheels moving without you 
by installing new fingerprint scan
technology.

This system from Spy Equipment
UK uses a Biometric Immobiliser
which ensures no-one but an 
authorised driver can drive your car, whether they have the
keys or not. Compatible with all UK makes and models of
vehicles, this system can store 30 fingerprints in its memory.
It auto-arms after just 10 seconds. And if your palms get too
sweaty on a hot summer’s day, the system can be 
over-ridden by keying in a unique pin code.

BioMetric Car Access 
£349 plus VAT   www.spyequipmentuk.co.uk

LIVE
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A
sharp-suited man arrives in Savile Row for a fitting and is met by his

tailor, impeccably attired, a little stooped, tape measure ‘round his neck.

Impatiently, the man says to his tailor: “This is only my third fitting; you

tell me it will take you at least 12 weeks to make my suit.

Why, no less than God created man and earth -in only six days!” With a gentle smile

on his face, his tailor replied: “Ah, sir, yes, but look at my suits, and then look at what

God has created.”

It’s almost impossible not to name-drop, but what do Beau Brummell,

Napoleon III, the Emperor of Japan, Frank Sinatra, Mick Jagger, Winston

Churchill, the King of the Belgians, King Umberto 1, the Sultan of Oman,

the Duke of Windsor, Charles de Gaulle, Prince Charles, Jude Law, Ian

Fleming, the Maharajah of Jaipur – to mention just a few names from an

eye-popping, jaw-dropping long (very long) list – had/have in common?

Lust for luxe, maybe?  Wealth, certainly.  A certain je ne sais quoi,

almost definitely. A tailor on Savile Row – yes, most emphatically.   

When modern life’s trajectory is firmly fast-forward and when there

are not enough hours in the day for our Mr Big as he crams deals, social

commitments and a family life, to boot, into his tiny BlackBerry, who has

time anymore for seemingly endless measurements and fittings? Why not

buy off-the-peg from shops at Via della Spiga or Via Monte Napoleone,

Fifth or Madison Avenues, Bond Street?   

Coco Chanel once said: “Fashion passes, but style remains.” A master

Savile Row tailor – seasoned and highly skilled veteran of his craft – can

take up to 35 measurements before two-dimensional paper patterns can

be drawn up.  And then as many as four fittings are scheduled, to create

the best of handcrafted – that is, measured by hand, hand-cut, hand-sewn,

hand-finished – garments and suits that are entirely unique to the wearer,

and that fit, well, like a glove.  It is the sartorial requirement of the culti-

vated gentleman.

“True tailoring takes time – on the part of both the customer who has

to wait, and the tailors who gain their skills only after years of apprentice-

ship: generations of accumulated experience and expressed through the

dexterous fingers of these craftsmen,” wrote style journalist Nick

Foulkes.  “Had Savile Row existed in any other country, by now it would

be protected and cherished as a national monument and have been denot-

ed as a sartorial appellation controlee.”

The ‘golden mile of tailoring’ – Savile Row, on the fashionable end of

London’s West End and Mayfair - runs parallel to Regent Street,

embraced by Conduit Street on the northern end and by Vigo Street at the

southern end.  Built between 1731 and 1735, Savile Row was developed

as part of the Burlington estate and takes its name after Lady Dorothy

Savile, wife of the 3rd Earl of Burlington. 

Beau Brummell, a gentleman of great style and fashion, epitomised the

well-dressed man and did much to enhance, during the 1800s, the cachet

of ‘bespoke’ tailoring by patronising the tailors on the Burlington estate.

‘Bespoke’ refers to the bolt of cloth which a customer chooses, from

which his suit is to be made; literally, the cloth that has been ‘spoken for’

by an individual customer.

Beau Brummell’s style – minimalist, clean, elegant – was a counter-

point to the frilly, filigreed and flouncy excesses of French aristocratic

court dress, which helped to fan the flames that stoked the French

Revolution.  He introduced trousers to fashionable London, as a variation

of the riding breeches much favoured by the gentry; popularised plain

black or navy tailcoats, worn with fine linen cravats, and matched with

buff trousers.
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Savile Row
a cut 
above 
the rest

When modern life’s trajectory is firmly 
fast-forward and when there are not enough 
hours in the day for our Mr Big as he crams 
deals, social commitments and a family life, 
to boot, into his tiny BlackBerry, who has time 
anymore for seemingly endless measurements 
and fittings?
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Ever the trendsetter, the Beau also introduced

to high society the concept and ritual of daily

baths and ablutions.  The denizens of Savile

Row – then and now – recognise Beau

Brummell as ‘the grandfather of Savile Row’s

correct, severe aesthetic’ and of whom it was

said that he stepped out (of his Chesterfield

Street townhouse) smelling of ‘freshly laundered

linen.’ To this day, Beau Brummell is synony-

mous with the ‘best-dressed English gentleman

and icon of male elegance’.

If the Beau is the grandfather of Savile Row,

then Henry Poole is its founder.  In 1806, James

Poole, a young linen draper, arrived in London

from Shropshire to join the volunteer army corps

mobilising for the Battle of Waterloo.  He cut and

sewed his own uniforms.  So beautifully and

expertly cut and stitched were his military tunics that other volunteers

ordered theirs to be made by him.  Such was his success among the mili-

tary set that he established an emporium in Regent Street.  After his death,

his son Henry inherited the business, which also began to attract the aris-

tocratic hunting set.  Henry moved the shop to Savile Row, becoming the

oldest established tailors in the Row (at No. 15). 

Despite acquiring 16 Royal Warrants and the custom of the-then ‘great

and the good’, a note written by Henry before his death declares: “There

will be nothing much to leave behind me.” He died in 1876.  The Savile

Row tradition of extending unlimited credit to its royal customers impov-

erished the business.  Henry’s sister Mary Ann and his cousin Samuel

Cundey saved Henry Poole of Savile Row from almost assured extinction.

Thanks to the Cundeys, Henry Poole survives to this day, with Angus

Cundey as the firm’s Managing Director, and his son Simon being sev-

enth-generation Cundey to work in Savile Row.  

“Companies like ours are desperate to continue cutting, sewing and

trimming in Savile Row. If that stops, then the old, traditional companies

will disappear, and with them the cachet of working in Savile Row,” said

Angus Cundey.

Of the old, traditional companies – the true byword for quality tailoring

- very few remain on the Row – Gieves & Hawkes (tailors to Prince

Charles, Princes William and Harry) at No. 1; Huntsman at No. 11;

Anderson & Sheppard, formerly at No. 30 and now at 32 Old Burlington

St; Kilgour at No. 8; Dege & Skinner at No. 10; Norton & Sons at No. 16.

Very little changes and they have the look and feel of exclusive, private

members’ clubs.  Commercial property development and skyrocketing

rents on the Row have pushed out some of the old tailors who, tradition-

ally, manufactured suits on the premises, usually in basement studios.

Some so-called bespoke tailors who do not operate on Savile Row

premises send out business – cutting, stitching, trimming – to Leeds, to

Strasbourg, Shanghai, Hong Kong.  To the master craftsmen of Savile

Row, this is travesty.

The flamboyant Tommy Nutter, of Nutters of Savile Row, almost sin-

glehandedly modernised the style created by the Row’s traditional tailors.

Backed by Cilla Black, Nutters opened on Valentine’s Day in 1969, wel-

coming a new breed of customers – Mick Jagger, his then-wife Bianca, for

whom Tommy designed a wedding suit, the

Beatles. Today, tailors Richard James (No. 29)

and Ozwald Boateng (No. 12a) carry the mod-

ernising torch onwards and upwards on the Row,

bringing with them a fashionable (as opposed to

traditional, subtle and understated) cut and drape,

bold colours and what Fortune magazine

described as ‘a bit of bling.’ Rock stars,

Hollywood actors, City boys, fashion-conscious

gangsters (yes) make up some of James’s and

Boateng’s clientele.

A customer can blow the entire GDP of a small

African country on a capsule Savile Row-tailored

wardrobe. Sure, he won’t get much – if any –

change from spending $6,000 (and upwards) for a

bespoke suit tailored on the Row, but he’s getting

a suit that will last him a lifetime, an heirloom

object he can pass on to his sons. He’s buying – no, acquiring – the haute

couture of men’s style; he’s making a statement. And he will be support-

ing a centuries-old craft that – heaven help us – survives to this day.  Just

ask crowned heads, statesmen, captains of industry, masters of the uni-

verse, film stars, men of style, connoisseurs.

Lost a button?  Fraying linings?  No problem. Your Savile Row tailor

offers repair services to maintain the condition of your old garments –

including replacing buttons, collars and linings. Tailoring and style con-

cessions to modernity include jackets with pockets for BlackBerries or

mobile telephones. 

“The beauty of Savile Row tailoring is its personal nature. A tailor

knows his customer, as well as a doctor, a lawyer or a priest, and the best

tailors develop an almost intuitive understanding of their customers,”

begins one of the documents that charts the history of Savile Row and

describes the nature of its craftsmanship – its gift to men of style and 

elegance.

To protect the history, the traditions and art of bespoke tailoring and its

community of skilled artisans, the Savile Row Bespoke Association was

created in 2004. It takes at least seven years to train a tailor before he (it’s

a predominantly male world) is let loose on the Row.  The Association,

which has united the ‘founding fathers of the Row’ with the ‘New

Establishment’ of tailors, actively encourages apprenticeships and works

very closely with the London College of Fashion and Newham College in

east London.

Greta Garbo once insisted on wearing real silk underwear on the

film set.  Her producer baulked and said: “But nobody will know the

difference!” “But I will,” she replied, “and I will walk differently.”

And so will our gentleman, in his perfectly bespoke attire, as tailored

by Savile Row. ■
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“The beauty of Savile Row tailoring is its personal
nature. A tailor knows his customer, as well as a
doctor, a lawyer or a priest, and the best tailors
develop an almost intuitive understanding of their
customers” 
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I
t’s 6.30am and your Blackberry alerts you to a string of high pro-

file meetings and conferences that adorn your daily business regi-

men. A queue of international clientele awaits pressing phone calls,

and a multitude of official forms and contracts pile almost as high

as your six-figure salary. The unadulterated pressure of executive

responsibility casts a cosmic shadow over the menial duties of daily life

- like laundering your socks or taking the rubbish bins out. Enter:

Butler/Personal Assistant/Life Saviour, where all your trivial needs are

seen to in tick-box efficient style. 

Welcome to the exclusive world of the wealthy and the elite – a

sphere untainted and uncharted by mere mortals, and where the absence

of a personal assistant to pander to every single infinitesimal need is

beyond comprehension. 

Standards of living are soaring to unprecedented levels to equate

with the colossal influx of millionaires and billionaires gracing the face

of the modern-day shipping industry. Naturally, then, the traditional

role of a butler is becoming a commonplace instalment in the demand-

ing lifestyles of the financially-significant.

As shipping freight rates rocket, so do the bank balances of those

sailing in such financially-lucrative waters. But with this wealth comes

an avant garde business lifestyle that demands more and more interna-

tional travel and unwavering commitment. As a result, a new strain of

luxury service is sweeping across the globe. Contemporary living is

witnessing a revolutionary transformation from common self-sufficien-

cy to a tailored personal service of the highest degree. The day of the

hire-by-the-hour butler has arrived.

The Calendar Group, with offices in New York City and Connecticut,

offers an elite domestic staffing firm for higher net worth individuals

worldwide. Steven Laitman, Company Co-Founder, highlights how

modern needs extend far beyond the service of a household butler: “We

provide comprehensive, high level, personal staffing services and han-

dle the placement of Estate Managers, Household Managers, Yacht

Managers, Chefs, Personal Assistants, Executive Housekeepers,

Domestic Couples, Horticulturalists, to name a few.”

Under the umbrella term ‘butler’, the company assigns an invaluable

member of personal service staff to an extensive range of customers.

“Clients are leaders of industry, entertainment personalities and execu-

tives, and finance professionals whose backgrounds and locales span

the gamut.  We have also dealt with exceptionally wealthy individuals

whose fortunes have been made in the shipping industry.”
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You rang Sir....

Dreadful business, Jeeves. We only have each other now. Have these pressed by morning
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However, the archetypal ‘Jeeves’, the literary butler character so

vividly created by P.G. Wodehouse, is a far throw from modern expec-

tations of butler services. Outmoded duties epitomised by the quaint

relics of aristocratic England such as polishing silverware and tending

to fireplaces, have rapidly been substituted by the management of sev-

eral international estates, and accompanying assistance on vast private

yachts and jet planes. The running of a mere household is now an

absurd concept according to contemporary standards, with modern but-

lers now responsible for the very minutiae of their employee’s daily

existence.

A survey conducted in cooperation with The International Guild of

Professional Butlers based in the Netherlands, revealed that 81% of pri-

vate service employees were responsible for the maintenance of multi-

ple properties. A long shot away from managing a single substantial

estate, it’s all about multiplicity and volume; society is unearthing

whole new plains of wealth. 

A new generation of personal service has also been identified and the

prerequisites of a butler have taken on a fresh approach, as Mr Laitman

indicates: “Though we still have many clients that expect formal serv-

ice from a traditional English-style butler, there are now many who

have a more informal (albeit significant) residence and lifestyle who

need someone who can be more of 

He also highlights a general evolution in the personal service sector,

as growth in technology breeds a new culture of necessity. The rapid

pace of contemporary life is matched by an increase in the demand for

continued assistance on every possible level; supreme wealth being the

key ingredient.

“There are definitely more ‘modern lifestyles’ and as a result, needs

have changed. Many of our clients have multiple residences and travel

frequently. As a result, the new generation requires much more flexibil-

ity, 24/7 availability, blackberry ‘savvyness’ and generally, less formal-

ity.”

Steven Ferry, Chairman of the International Institute of Modern

Butlers, agreed, stressing that today’s butler needs to be machine-like

proficient. The characteristic black tailcoat, distinguishing curled mous-

tache and clipped English accent are now subsidiary to technological

competency and industrious commitment. The modern butler is “more

sophisticated and knowledgeable in a wide variety of executive skills,

compared to his more traditional and constrained predecessor. And far

better paid. He is the equivalent of a CEO of a medium-sized company,

compared to the old role of a servant who did what he was told and dis-

played little initiative.”

Although a classically English phenomenon, personal service is in

demand across the globe, with many institutions expanding into the

Middle East and the Pacific Ocean. The Florida-based Modern Butler

Institution accommodates for an ever-expanding international client

base, as revealed by Mr Ferry: “We have offices and affiliates in 10

countries around the world. Countries like Russia and the Middle East

have great wealth and are catching onto the benefits of having butlers.”

With intercontinental travel forming an integral part of the modern

executive’s existence; it has also had dealings with the SilverSea cruise

line and numerous private yacht owners, catering for every corner of the

niche lifestyle. 

It’s true - the gentleman’s gentleman is fast becoming a must-have in

the lifestyles of the high and mighty, as the acutely rich elevate them-

selves to a positively imperial standard of living. Brushing shoulders

with the monarchy is no less of an ordinary affair for Ivor Spencer, who

is founder of the Ivor Spencer International School for Butler

Administrators, Personal Assistants. Gaining butler placements in

Royal Homes, with Embassies, Heads of State, and some of the ➩
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Standards of living are soaring to unprecedented

levels to equate with the colossal influx of 

millionaires and billionaires gracing the face of 

the modern-day shipping industry. Naturally, then,

the traditional role of a butler is becoming a 

commonplace instalment in the demanding

lifestyles of the financially-significant
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world’s wealthiest employees, Mr Spencer acquires more than just a

glimpse into the outlandish lives of the ultra-affluent. Notable for being

invested in by H.R.H The Prince of Wales for personal butler service,

Ivor also prides himself on the School’s eight or nine current butler

placements at Buckingham Palace.

In the age of prosperous modernity, butler service is in more and

more demand, and Ivor remarks on such a prominent transformation,

having been involved in the industry for 27 years. The traditional but-

ler role has altered dramatically: “Butlers were poorly paid, and looked

after their employee’s clothes, serving champagne, wine and food. Now

they must run the home completely – we train our butlers to become a

personal assistant. The pay is also much higher. Our butlers’ wages start

at about £45,000, but some in America and Hong Kong are earning

£100,000.” 

He also notifies a revolutionary ‘new wealth’ – a contemporary breed

of uber-rich, suit-clad individuals with assets of mammoth proportion.

“Traditional requirements have changed. Aristocracy has gone now, and

we serve mostly very wealthy business people who run their own jets

and yachts. They are enormously rich.” Clients are also no longer lim-

ited geographically: “As a very internationally recognised establish-

ment, we are seeing many new clients from Russia and China,” he

added. 

The popularity of such private service is not strictly confined to land-

based activity, however, “we deal with many ship owners and business

executives in the shipping industry, many of which are Greek clients

with considerable wealth and prestige,” he advised.

On the flip side, Mr Spencer describes the lifestyle of a butler as

somewhat privileged; a substantial salary being just the foundation of a

relatively comfortable employment. Butlers are afforded luxurious

accommodation, all meals and living expenses, and a car amongst other

benefits – living a lifestyle of the rich and famous, for the rich and

famous. In return, they must pander scrupulously to every whim of their

employer’s, and it’s not necessarily always in alignment with conven-

tion: “Whatever the employers want, we try to do it for them. One client

in LA, an undisclosed film star, requested a butler of homosexual ori-

entation, so naturally, we supplied him with one,” Ivor said.

With personal butler service so in vogue, and over 5,000 private but-

lers now employed in London alone, more recently-established compa-

nies such as ButlerForYou.com are meeting the rising demand for tem-

porary private service. Founder Sebastian Hirsch is based in London,

and provides his diligent assistance at prestigious corporate events,

including a recent commission in the Royal Closure at Ascot Races. He

reports as “being introduced to aristocratic members of society, forging

contacts with very powerful people, including CEO’s and Presidents of

companies. It’s also a big big trend within investment firms.”

Such a cornucopia of wealth in modern living renders the service of

a personal butler a near-necessity, as Sebastian asserts: “It’s a status to

have a butler, a measure of wealth. Also because people of such impor-

tance simply do not have the time to do things for themselves. It’s eas-

ier if you just hire someone else to do it for you.” Contemporary wealth

is married to ostentatious living, and it’s spreading into an internation-

al phenomenon. “There is a huge demand for this kind of butler serv-

ice, and a substantial proportion are the ‘new rich’; often very wealthy

clients from Russia and the Czech Republic”. 

Aside from one eccentric request requiring a naked butler service,

there are occasionally moments where optimum discretion is needed in

cases where clients reveal rather inappropriate alcohol-induced honesty,

Sebastian reveals. He describes the profession as being “a jack of all

trades”, with butler duties ranging from gardening, cooking and shop-

ping to designated secretary, driver and bodyguard.

It’s a bizarre world unexplored by the majority, and a continually-

expanding industry offering the elite classes status quo on a whole new

dimension. And if you really fancy yourself at the zenith of society,

have your butler read this out to you. ■
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“Butlers were poorly paid, and looked after their

employee’s clothes, serving champagne, wine and

food. Now they must run the home completely –

we train our butlers to become a personal assistant.

The pay is also much higher. Our butlers’ wages

start at about £45,000, but some in America and

Hong Kong are earning £100,000” 

“It’s a status to have a butler, a measure of wealth.

Also because people of such importance simply do

not have the time to do things for themselves. It’s

easier if you just hire someone else to do it for you”
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