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Home
from home
I

t is the duty of the International Maritime
Organization, the International Transport
Workers’ Federation, the International
Shipping Federation and others to bang the
drum for those who work at sea or want to,
particularly in this, the IMO-designated Year of
the Seafarer.
Just imagine if they didn’t. Joe Public would
be none the wiser unless he happened to come
from India, the Philippines or other key seafarer
employment areas. And even as the requirement
for seafarers grows more urgent, swathes of the
international workforce still view the sea as a nogo area, for all the rehearsed social and economic
arguments we have heard time and time again.
But, as the shortage grows of those who
want to go to sea as world trade recovers, the
messages that seafaring can offer a rewarding
career and that owners can employ and retain the
best and the brightest need to be made loudly.
International Shipping Federation president
Spyros Polemis recently told a seminar at IMO
headquarters that the recruitment of young
people into the industry needed to be addressed at
national level; cultural issues and educational
structures, as well as familiarity with ships and
the sea, differed from country to country and
while owners would be recruiting to meet their
own needs for cadets, some of the most
successful recruitment campaigns were run at
national level, led by ship owner associations and
involving all interested parties.
“Money is important, but so are factors such
as job satisfaction, career progression and social
conditions,” said Mr Polemis, making the point
that a ship is a seafarer’s home from home as
well as his workplace for months at a time.
Mr Polemis said access to communication,
information and entertainment through mobile
phones, Blackberrys and the internet is taken for
granted by young people today. “We cannot
really expect that seafarers will do without these
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amenities for weeks on end. The technology is
available to provide these services onboard ships:
albeit cost is still an issue, but we find that more
and more enlightened employers are making sure
that reasonable communications facilities are
available to their crew,” he said.
This may surprise some, as piracy,
the criminalisation of seafarers, onboard
maintenance and revisions to the International
Convention on Standards of Training,
Certification and Watchkeeping – the theme of a
diplomatic conference in Manila at which
IMO Secretary-General Efthimios Mitropoulos
assured delegates that regulators understand the
nature of seafaring and the pressures that come
with the profession – continue to take centrestage.
Everyone should heed the words of Mr
Polemis and Thomas Andersson, vice president
for procurement in Rederei AB Transatlantic,
who revealed recently that the most frequently
asked question from new crew is whether the
vessel has internet; current crew ask if bandwidth
can be increased.
Availability is the key to addressing
operational concerns and in relation to taking
care of personal matters while onboard ship, he
said. Staying in touch with family and friends is
important to obtain a calm and focused
atmosphere and when personal concerns are
handled well so the crew is more concentrated
and relaxed in the working environment. The
designated Year of the Seafarer will soon be
consigned to history. It is vital that the themes
and issues addressed continue to occupy every
waking moment of those who send men and
women to sea. ■

Christopher Mayer

NOTEBOOK
SHIPMANAGEMENT NEWS AND REPORTS FROM AROUND THE WORLD

Pirate attacks down

in first six months, says IMB
lobal attacks on shipping by pirates declined during the
first two quarters of the year, according to the
International Maritime Bureau. A total of 196 incidents
around the world were recorded by the bureau’s Piracy Reporting
Centre, compared to 240 incidents in 2009. This included 31
vessels hijacked, 48 vessels fired upon and 70 vessels boarded.
“During this period, one crew member was killed, 597 crew
members were taken hostage and 16 were injured. The use of
firearms including rocket propelled grenades was particularly
marked in the waters off Somalia and in the Gulf of Aden. Attacks
in this region and in the Red Sea represent more than half of the
incidents reported over the past six months,” the bureau reported.
Somali waters continued to pose the greatest threat to vessels
with 100 pirate attacks in 2010, including 27 hijackings. But, said
the bureau, the number of attacks in the world’s most dangerous
maritime area had decreased compared to 2009
“Somali waters continue to pose the greatest threat to vessels:
In 2009, pirate activity in the region accounted for more than half
of all acts reported during the year. Whereas attacks off the Somali
coast remain considerable, these have moved progressively from
the Gulf of Aden towards the east coast; a rising number of high sea
incidents has also been reported in the Indian Ocean,” the bureau
reported.
IMB director Pottengal Mukundan said attacks originating on
the Somali coast were predominantly dependent on mother ships
which enabled small pirate boats to attack ships on the high seas.
The mother ships and skiffs had been the target of navy vessels
operating in the area.
“The actions of the navies in the Gulf of Aden have been
instrumental in decreasing the number of attacks there,” Capt
Mukundan said. “The Indian Ocean poses a different challenge.
Nevertheless, naval initiatives to target and disrupt pirate groups in
the Indian Ocean should be applauded and sustained. It is vital that
the naval presence continues. The other important factor in the
number of attacks being brought down is the actions taken by
vessels themselves and the adoption of the best management
practices put out by industry bodies and the naval co-ordination
groups.”
Capt Mukundan said that since October 2009, many reported
attacks had occurred up to 1,000 nautical miles off Mogadishu
while attempted attacks in the Southern Red Sea represented a new
area of activity for Somali pirates. “The commencement of the
southwest monsoon has impacted upon their area of operations
resulting in increased attacks taking place in the southern part of the
Red Sea − an area not directly affected by the monsoons,”
Attacks in the South China Sea more than doubled in 2010.
Incidents in Malaysia and Indonesia increased while just one attack
was reported in the Singapore Straits and one in the Gulf of
Thailand. Incidents in Nigerian waters also declined but remained
stable on a six-month basis though many attacks “go unreported in
this violent piracy hotspot,” the bureau said. ■
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InterManager
grows its membership
I

nterManager, the international trade association for the ship
management industry, has extended its membership from
within the influential Greek and Philippine shipping markets by
welcoming two new full members, Greek shipmanagement
company Thenamaris and Philippines-based crew manager
Magsaysay.
The Thenamaris fleet under management comprises oil tankers
and bulk carriers while Magsaysay Maritime Corporation is a
major provider of quality crew and crewing services for the world’s
maritime and cruise industries. With headquarters in the
Philippines and affiliates and subsidiaries in Indonesia, People’s
Republic of China, Thailand, Panama and Croatia, Magsaysay
provides its principals with access to quality crews of various
cultures and nationalities.
InterManager Secretary General Kuba Szymanski said: “These
two companies are important new additions to InterManager. I am
pleased to report that the Association continues to grow and our
new regional meetings are also proving popular and are an effective
way to keep in touch with our members worldwide.”

InterManager has recently welcomed two new Associate
Members: Carter & Fiske and PL Ferrari. Cartner & Fiske offers
legal services in matters of shipping and transport within the
admiralty jurisdiction in international and US venues. The firm is
organised as a limited liability entity. P.L. Ferrari is a leading
independent specialist P&I Broker. ■

Point
of
View

Prem Kumar Gurung
Managing Director, United International
Crew Management Kathmandu, Nepal
On why a crew management company is based in a
mountainous, land-locked region?
“We started this marine business in a land-locked country because
our goals prove that without sea experience but with hard work,
bravery and honesty, Nepalese citizens can work onboard ship. We
specialise in all positions ranging from galley, bar and housekeeping
departments to security officers (ex-British Army and Indian
Ghurkha Army). My father was in the British army so he encouraged

me in this business and I got my knowledge from him about the
recruitment of security personnel.
“Nepalese culture is diversity in unity. People here are
motivated by honest work and loyalty. Nepalese people are
culturally rich and have preserved the legend of tradition. Many
languages are spoken in Nepal including English, French, German,
Hindi and the first language, Nepali. Shipping companies are often
based where the sea is nearby but we want to prove that land-locked
countries are also well connected with this industry.” ■
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Demand for Filipinos on the increase

D

emand for Filipino officers is rising, causing the continued
tightness in the supply-demand balance, local press reports
in the Far East have claimed.
In particular, the supply of engineers and senior officers remains
low against the current level of demand.
Quoting local manning sources, Japan’s Kaiji Press claimed that
the supply-demand balance of officers had been easing up from late2008 to the summer of 2009 and against this backdrop, some
companies had also started cutting wage levels. However, the supplydemand balance has once again tightened raising fears that salaries
could soon start rising.
“Those seafarers who used to be deployed on existing ships that
have been removed from the fleet (due to scrapping and other reasons)
are being made to serve on newbuildings,” claimed a local source,
indicating that the shortage in supply has not yet been resolved.
He added that fleet expansion was rather slow but the growing
trend in the volume of ships in the market was not changing, thereby
highlighting, in particular, the shortage in engineers and senior
officers.
In addition to the existing employers of Filipino officers, it has
also become clear that some ship owners in Europe, Taiwan/Hong
Kong and other regions were shifting their preference for their senior
office to Filipino seafarers. Indeed, ship owners who had not
previously considered the Philippines as their main ship officer supply
source were now focusing more on the region.
As Kaiji reported, demand for Filipino seafarers, especially senior
officers, has been surging for higher specification vessel types such as
tankers, product carriers and chemical tankers that were suffering
from delayed market recovery.
One source claimed that salary levels were not the only thing that
mattered to seafarers but more the Japanese way of retaining seafarers
through the reinforcement of the benefits of the seafarers and their
families, as well as enhancement of care given to them. This included
the holding of parties and seminars at local venues to be attended by
the management team. ■

Operating costs
declining, says Frontline boss

V

essel operating costs are falling and could be as much as
5% lower than they were at the height of the economic
crash in 2008, according to Jens Martin Jensen, CEO of
the management arm of leading independent tanker owner
Frontline.
While ship owners still have to pay for good and experienced
crews, the wage spiral that crippled the shipping industry and led to
mass poaching of valuable sea staff one to two years ago has also
been put on hold with across the board wage levels “flattening out”,
he told SMI.
“Dry dockings and repair are going down, salaries are flattening
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out and insurance costs are also flattening out and even lub oil costs
are dropping a little bit. You could see a small 3%-5% drop in
running costs over those seen in 2008. With 85 ships in a fleet, 3%4% is a lot of money,” he said. ■

Mario Mattioli
By John McLaughlin
“We have always looked at shipping from an industrial point of
view,” says Mario Mattioli. “Even in a worst-case scenario – and it
has never been worse than in the big collapse we had in 2008 – we
would take a global, industrial view rather than looking at our
investments in terms of pure asset value and speculating on the
asset.”
Mr Mattioli’s approach to the shipping business has stood the
test of time. Over the last 20 years, Cafiero Mattioli (Cafima), the
family-run, Neapolitan shipping company of which he is managing
director, has developed into a sturdy and highly diversified presence
across a range of markets, from bulkers and tankers to offshore
vessels and gas carriers.
In good times, the Cafima approach, with a focus on measured
growth based on long-term relationships with blue-chip clients,
might be regarded as overly conservative, and Mr Mattioli freely
concedes that he might have missed out on the champagne end of the
boom. But as he will also argue with some conviction, it is an
approach that provides a measure of security when the weather
turns foul.
That is not to say that Mr Mattioli has not had to pick his way
carefully through the last 18 months. Cafima entered the crisis
with six vessels on order – four post-panamax bulkers and two
aframax tankers – for a total investment of $350m. The first
two post-panamaxes arrived last year, in the very teeth of the
gale.
Mr Mattioli says: “The first was chartered to NYK for
five years. We did the deal just before the downturn so it
was at a very good rate. But because the market turned,
and very much for the worse, we agreed to lengthen the
period to six-and-a-half years at a market rate lower than
the original time charter. It was reduced, but it is still a
good deal.”
Cafima’s second bulker posed more of a problem,
with no charterer of comparable heft in sight as its April
delivery approached and Mr Mattioli scrambling to push
back the delivery date. In the end, he was able to place the
vessel – Sea Breeze – in the Klaveness pool, where he says
it is performing well.
“It was the pool’s first post-panamax bulker and one
of the first of that size at all, so it could have been a
problem from a commercial point of view,” he says now.
“But it has been trading almost at full capacity. In the
time charter market, the main problem is to find the right
charterer in terms of volumes. You have to be able to fill
the vessel. Otherwise it risks being uneconomical, since
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it is bigger than the traditional panamax, pays more in port dues,
consumes more fuel.”
He sees it, nonetheless, as “the vessel of the future, particularly
once the Panama Canal enlargement is completed, and even though
there are now two markets – the Atlantic and the Pacific – and the
real impact of the canal is not what it was.” The final two postpanamaxes are due for delivery in November of this year and
February 2011.

The company’s tanker operation has
always been based on a core of long-term
relationships with oil majors

FIRST PERSON

problems for the company. But over the course of time, it tends to
average out.”
“In the offshore sector, it has been more or less like that. Starting
in 1997/1998 with the order for the Asso Ventuno, we have been
almost a constant presence. We have taken delivery of 10 vessels in
the last 10 years. Some we contracted at very good prices, but then
we have ordered sisterships at much higher prices.”
Over the years, much of Cafima’s offshore investment has been
in fleet renewal, largely to keep pace with the increasing needs of a
highly demanding sector. The company now has around 25 terminal
tugs, PSVs and AHTSs, and the outlay has been significant. Its last
three vessels alone – “contracted at a good time,” he says - have cost
a total of almost €80m.
The times being what they are, the next vessel also represents
opportunity. On the newbuilding side, he says prices for the kind of
large AHTS he is considering now have tumbled 25%-30% in the
last two to three years. He is about to short-list potential builders with
the intention of closing the deal before the summer, and says the
quality of European yards – including Italian facilities like Rosetti
which have come on fast in recent years – makes them favorites for
the order.

If, as Mr Mattioli says, “the market is opening up for
kamsarmaxes and post-panamaxes,” it is also the case that the
company’s bulk operation remains but one of several interests in a
diversified portfolio. Cafima also owns five aframax tankers of
105,000 dwt. Two 115,000 dwt vessels are now on order at
Sumitomo and are due to join them in late 2011 and early 2012, a
year later than first contracted. Both tankers and bulkers are operated
by Cafima’s London-based Blenheim affiliate.
“In Libya we started with just two
True to form, the company’s tanker operation has always been
vessels, but now we have an office,
based on a core of long-term relationships with oil majors. It has thus
been largely sheltered from the buffeting of the crisis. Two of the
several vessels and a port operation in
existing vessels are under commercial management with Shell,
Melita. It is developing fast so there is
another is on long-term charter with Mitsui in Singapore and a fourth
is in the Sigmar Tankers pool managed by Heidmar. The last of its
strong justification for an office”
existing panamaxes is about to end a five-year contract with Italian
oil company Eni and Cafima is now considering its options for the
future.
The specifications of the new vessel, including a bollard pull of
For the moment at least, Cafima is content with its order book
200t, also say something about where Cafima is heading on the
and unlikely to add to it, at least on the tanker and bulker side of the
offshore side. “This is about expansion rather than fleet renewal,” Mr
business. The same goes for gas operation Synergas – a 50:50 joint
Mattioli says. “It will be designed for deeper water, meaning
venture with the Venice-based Zacchello group – where he was
2,000m-plus, which generally means Brazil or West Africa but
happy to step away from expensive contracts for two 9,000cu m
which might also take in markets we have never explored, such as the
ethylene carriers recently after the shipyard failed to perform.
Far East, Indonesia, India and Australia.”
The offshore market, where it has a burgeoning presence, is a
Mr Mattioli sees significant opportunities in the offshore sector,
different matter, however. Cafima has been a steady buyer of
primarily in Libya but also in Brazil and West Africa. “In Libya we
offshore tugs, platform supply vessels and anchor-handlers since the
started with just two vessels, but now we have an office, several
late 1990s, both to replace existing tonnage and to expand its
vessels and a port operation in Melita. It is developing fast so
fleet.
there is strong justification for an office.”
It is a process that continues, despite the crisis. The
Cafima also has a company in Brazil and is looking to
company will take delivery of an anchor-handling tug
open up West Africa. “This is a sector that is driven very
from the Rosetti Marino shipyard in Ravenna at the
much from an industrial point of view. You have to have a
end of this summer. It is also studying a project for a
presence in the market otherwise you are just a financial
20,000 bhp anchor-handling tug supply vessel,
player. And if you have a partner, you have to make sure that
calculating that opportunities exist both in terms of
his development is your development.”
current shipyard prices and market demand for such
As Mr Mattioli has long insisted the same principle
vessels.
applies to recruitment and training, an area in which
Perhaps more than any other segment of its business,
he has a long interest and in which he is now
the offshore market fits most neatly into Cafima’s
playing a leading role as head of the training
preferred model of development. “If we are
committee at Italian shipowners’ association
looking at a development project,” says Mr
Confitarma.
Mattioli, “we look not at what this year will
Mr Mattioli agrees that recruitment
be like but at how it will affect our presence
has become one of the critical issues
in the market in the next 10 years. We look
facing Italy’s ship owners, with the
at aims and goals.”
public image of the industry marooned
He adds: “Over a 10-year period, you
somewhere in the 1950s – an outdated
might have one or two bad cycles. That
cocktail of physical danger, mental
could produce a market opportunity
hardship and long periods away from home on
where maybe you do a good deal. If you
miserable pay – and stubbornly resisting the most earnest
do a deal that turns out to be expensive, it
efforts to haul it into the present day. But as he also notes,
Michaelangelo’s David
is important that it doesn’t create
quite apart from the practical benefits for ship owners, one
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way of improving the industry’s public standing is by expanding and
improving training. Cafima has been working hard on this for some
years. In 2006, it invested €1.5m to set up its own training centre,
complete with a Kongsberg Polaris bridge simulator. Mr Mattioli has
also been working for several years on establishing a more expansive
training school at Castelvolturno, just outside Naples.

New reforms to the Italian education
system encouraging private
sector involvement in the schools
could prove highly effective
His involvement is only likely to deepen via his Confitarma
committee work. “I’m more involved on the political side than on
technical matters, but I still think training is a sort of magic word at
the moment in all sectors of the economy and it should be in shipping
too. Everything connected to training is
privileged in a way.”
He explains that “we need competent
people, and in order to have competent
people we need to invest in competent
trainers. That is critical to any realistic plan
for the future, in order to respond better to
the needs of the industry and to reduce
costs, because it is less expensive than
training on the job.”
Mr Mattioli says new reforms to the
Italian education system encouraging
private sector involvement in the schools
could prove highly effective in bringing on
both students and trainers.
The local Neapolitan industrial union
has just become the first in the country to
open a dedicated shipping section. In
collaboration with Confitarma it expects to
become involved with the nautical high
schools in and around Naples – up to seven,
some located in such iconic shipping
centres as Procida and Torre del Greco – on
an advisory basis, offering assistance on
technical issues and guidance that helps the
schools respond better to the practical
needs of shipowners.
It is a model he will be working to take

Galleria-vittorio-emanuele-ii-in-milan
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nationwide, and with some urgency. “At the moment around 90% of
nautical school graduates go on to university and only 10% go into a
career in shipping.
“The law says that you can still secure a nautical qualification
with 500 hours of ‘alignment’ no matter what you did at secondary
school. But by the time the question arises it is generally too late.
There is still a stigma around shipping as a career.”
As Mr Mattioli notes, the need is pressing. “The problem now is
manpower,” he says. “But even if we fill the economic gap (paying
enough to attract young Italians to a career at sea), the Italian system
is not ready to produce the same quality people as elsewhere.
“On the other hand, if the owners get access to the schools, they
can provide a way for the students to experience the industry, and
provide a place where they can land” upon graduation. Not only that,
but “the school will understand better how to fill the gaps in its
curriculum, also in terms of teaching the teachers.
“There is going to be a real commitment on the part of ship
owners to make sure the schools go down the right road. This is an
opportunity for all of us.”
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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
DEREK HODGSON
Permanent secretary of the International
Association of Classification Societies
Leading maritime lawyer, Derek Hodgson, is
relishing his role with the International
Association of Classification Societies
Derek Hodgson was left in no doubt as to the
perception of his job when, in late June 2009, he was
unveiled as the new permanent secretary of the
International Association of Classification Societies in
place of Sweden’s Jacob Terling, who had been forced
to step aside through ill-health.
“When I said I was becoming permanent secretary
of IACS people asked me if I’d give them tickets for
the match because they thought it was Ajax Football
Club. They had never heard of IACS so that’s probably
the public perception,” the former head of shipping
practice at international law firm Clyde & Co recalls.
“It’s very difficult to answer what the public
perception is of IACS,” he says. “We try to get across
a certain viewpoint but as far as how that is received I
simply don’t know the answer: we don’t cover
everything in shipping – we cover ship safety and
safety at sea – and we hope to get across a view that
what we are doing is for the general good of the
public.”
It may be of course, that there has been and still is
a misconception of the role of IACS and that it is a
form of disciplinary organisation taking action where it
sees fit against transgressing societies or surveyors. Mr
Hodgson is having none of it.
“We are not a disciplinary body at all and the only
area in which we absolve our responsibilities is to the
independent appeals board and the recently set up
board which considers applicants to IACS who feel that
they may have been turned down wrongly for
membership or members of IACS who have been
expelled from IACS. That is the brief. We are a trade
organisation with certain criteria and if you comply
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IACS people asked me if I’d give them tickets for the
match because they thought it was Ajax Football Club.
They had never heard of IACS so that’s probably the
public perception
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with those criteria then you are entitled to join us,” Mr Hodgson
says.
When the Indian Register was accepted as the association’s
eleventh member in June this year, industry attention was again
drawn towards would-be-member the Polish Register and to others
reported to be seeking membership, Taiwan and Croatia.
“I can’t tell you about any applicants because we are restricted
by the terms of our confidentiality obligations, says Mr Hodgson.
“But the Polish Register has broadcast the fact that it has applied to
join IACS so we are entitled to talk about that and I’m happy to tell
you that PRS has applied. But as far as others are concerned I can’t
tell you how many have applied, who has applied and I can’t tell
you the state of the applications and whether there is a general
feeling that more will get through or less.
“The Indians have been associate members for many years and
we very much value their contribution as associate members: we no
longer have associate member status and they bring rich technical
ability, as we all know. Indian technicians are in demand in
whatever field you are in. They bring that technical ability to the
table and we are very happy to receive it. They also have substantial
interests and we hope they will contribute greatly through their
technical excellence as they have done in the past.”
IACS’ chairmen undertake an onerous and forbidding
workload during their year in office but extending their tenure is
not an option, says Mr Hodgson. “Frankly I would love to have a
two or three-year chairman because it would give a greater degree
of continuity but it’s simply not possible for the chairman of a
massive organisation to give up his responsibilities in order to
govern IACS for a year.

“

It’s very difficult to answer what the public
perception is of IACS. We try to get across a
certain viewpoint but as far as how that is
received I simply don’t know the answer: we
don’t cover everything in shipping – we cover
ship safety and safety at sea

”

“We have a situation which works well. The permanent
secretariat, of which I am permanent secretary or the chief
executive, is there on a continuous basis to provide continuity. We
have chairmen for a year [who] carry on the tradition of the
previous chairman, so there is no great change of agenda every time
a chairman comes in. You will have seen this over the years.
“Some chairman might have a different focus, but as far as we
are concerned the chairman is there to express the views of the
membership of 11 members. It is not a platform for that chairman
to project the wishes of a particular class society; it’s a year in
which he projects the wishes of the 11 members of the association
and that is what he will continue to do.
“It’s always very interesting for you, the maritime press, to get
a particular chairman on a hobby-horse of his and get the chairman
to project the views which may be the views of his particular
society and not the views of IACS; IACS chairmen are there to put
across the views of IACS and not the views of individual societies.
“The new chairman, Noboru Ueda, is very much committed to
IACS. He’s here to project the image of IACS, not to project the
image of Nippon Kaiji Kyokai or any other class society. ClassNK
has its own representative on council who is the voice of NK as far
as IACS is concerned, and Mr Ueda is the voice of IACS.”
It may surprise some to learn that council meetings are “very
harmonious” despite past ‘history’ between certain members. “I
don’t see hidden agendas,” says Mr Hodgson. “Coming to IACS as
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an outsider and from the litigious side as a lawyer, not the corporate
side where we are all friends together, I’m amazed at the harmony
that exists between the members. Of course there is a vigorous
debate at our council meetings and there is vigorous debate on other
occasions but the general harmony with which 11 competitors treat
each other is amazing and I think this speaks for the fact that we are
all interested in ship safety. This isn’t something you compete
about.

“

I don’t see hidden agendas. Coming to IACS
as an outsider and from the litigious side as a
lawyer, not the corporate side where we are all
friends together, I’m amazed at the harmony
that exists between the members
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“Every time we do something it is productive. Look for
example at the harmonised Common Structural Rules. This is an
amazing project of immense significance and immense technical
difficulty, but it has been passed by all 11 members and they are
pushing it forward at their own cost. It’s not a question of someone
else paying for this. They pay for this for the good of the
community and it’s wonderful to behold and to hear these people
give of their time simply to produce something that is going to
improve the safety of ships at sea and safety of the seas.”
It is almost a year since the European Commission closed its
investigation into whether classification societies had breached competition law, a move which reinforced the reputation of
societies as independent third party organisations respecting law
and order, according to Germanischer Lloyd’s Hermann Klein,
IACS chairman at the time.
“I don’t think we had any skeletons in the cupboard previously
and I don’t think we’ve got any now,” says Mr Hodgson. “What I
am pleased about is that there is a new sense of co-operation and
joint responsibility with the Commission which we developing and
building for the future.” ■

BJØRN-OVE ENDRESEN
Chief executive, Neptune Offshore.
There is no doubt that the economic downturn has
threatened to drive even the most experienced of
shipping companies off course and that in hard times,
fledgling businesses need resilience to progress
One business that has triumphed over its fair share of setbacks is
Neptune Offshore. Based in the maritime town of Fosnavåg on the
west coast of Norway, the company was established in 2006 and
focuses on the seismic and subsea sectors.
From humble beginnings as a 15-year-old fisherman, chief
executive Bjørn-Ove Endresen trained as a master mariner at Ålesund
University College before gaining experience in senior roles including
managing director of the Maritime Resource Group, Norway, director
of Norwegian operations at Trico Supply and president of Seabrokers
Inc in Houston. Despite his wide experience from across the industry,
Mr Endresen is modest and labels his company as “the little brother”
within Fosnavåg’s renowned shipping community. He says his team’s
“initial ambitions were high” having “started off at a time when the
market seemed to be perfect” as oil prices were high and banks were
generous with their lending.
The team began by taking on a long term contract for
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chartering company SCAN Geophysical, converting a seismic
survey vessel into a high end, ice classed 2D and 3D unit with longoffsets, dual sources and multi-streamer capabilities. From this,
Neptune Offshore was able to build a base of crew and get
purchasing, accounting, planned maintenance and safety
management systems in place.
However, this initial success was stifled in June 2009 when
SCAN Geophysical filed for bankruptcy while in November of the
same year, Neptune Offshore’s bank fell into crisis. One would be
forgiven for thinking that this challenging situation could spell
doom for even large-scale companies but Mr Endresen explains
that his seven-man team derived strength from “being part of a
small community” and simply “decided we had to do something
else”.
Returning to the original plan “to build a fleet of five sub-sea
inspection, maintenance and repair vessels”, the team managed to
raise finance for two Ulstein SX 130 newbuildings named Neptune
Larissa and Neptune Despina, multipurpose IMR (inspection,
maintenance and repair) vessels with the distinctive Ulstein XBow, an inverted bow designed to assist handling in rough waters
and reduce fuel consumption. The vessels are due to be delivered
from the Sinopacific shipyard in Shanghai during the third quarter
of 2010.
“We are proud of the fact that we managed to raise financing
without having a firm contract,” Mr Endresen says. “We were able
to continue with the steel cutting and with the building of ships. In
July 2009 we had to form our own seismic sales company as it was
the only way of keeping the seismic business going and today we
have a decent backlog of contracts for the vessel. The seismic
market is definitely picking up.”
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“

I think the Norwegian shipbuilding industry
and the maritime cluster is good at finding new
ways of solving problems and discovering ways
of building good tools that will last for 30 years
while still taking care of crew needs

”

With plans to expand the fleet in the near future, Mr
Endresen is adamant that IMR vessels are now the
company’s ‘target market’, largely owing to an increase
in demand as fuel companies including Petrobras and
OGX continue to boost their production efforts off the
coast of Brazil. When describing Neptune Offshore’s
aspirations to grow and secure further contracts, Mr
Endresen praises the support of his strong management
team which includes Oddgeir Husøy, chief engineer and
vice president of logistics and operations and chief
operating officer and naval architect Frank Otterlei, both
of whom have been involved with design consultations
for the newbuildings.
Alongside the support and enthusiasm of his team, Mr
Endresen also derives encouragement from his family.
When asked about how he manages to successfully
manage his work and home life, he says: “I have a kind
wife. It’s a fairly easy answer!” He says that in today’s
society it can be difficult to avoid blending work with free
time, partly owing to the ability to access emails through
cell phones. “I don’t get my emails automatically because
it eats your time up. You have to have a social life and
you have to have a family life. But of course, there’s
travelling. We live in Norway and have to travel. I think
this year I was in 16 countries. It’s a habit. But when
you’re at home, you have the chance to relax. I live on the
coastline, with just 100m to travel to my small boat. Just
five minutes from home and I can do all the fishing I
like!”
As a native of Fosnavåg, it is obvious that he is
comfortable in his home town. When asked about his
decision to move to Texas in 2002 to work as president of
Seabrokers Inc for four years, Mr Endresen says:
“Houston is a fantastic area because so many big
decisions are made there. There are so many business
opportunities.” However, he also notes that the working
environment in Texas contrasts that of Norway.
“Norwegians work to live. In Norway we work a lot but
we also find time to take time off.”
Mr Endresen also praises Norway’s social security
system and public pensions scheme and notes that
Norwegians are entitled to time off for vacations by law,
something which Americans are yet to enjoy.
But there is far more to the region in which Mr
Endresen resides than simply good holidaying
opportunities. Describing his team as ‘gadget freaks’ Mr
Endresen is positive about how the maritime cluster of
west Norway is contributing to technological advances. “I
think the Norwegian shipbuilding industry and the
maritime cluster is good at finding new ways of solving
problems and discovering ways of building good tools
that will last for 30 years while still taking care of crew
needs. Helping to save the environment is essential too
and it’s really important for us as well when we see the
benefits of this.”
On his company’s prospects, he adds: “I think that
getting the two newbuilds out and proving that they will
have a fantastic work life is the biggest thing. On the long
term I want to build a sustainable company, be a part of a
fantastic and interesting industry and to build something
up for ourselves.” ■
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Prevention
is better than cure
Alex Taylor, Managing Director Hutton’s
eafarer health, crew welfare, fitness and nutrition are on the
lips of everyone in the maritime industry as the days of
treating crews as commodities to be moved from A to B pass
into memory and the well-being of seafarers tops every ship
owner’s agenda.
Wishful thinking, perhaps, for perusal of the world’s media and
dialogue with industry practitioners shows many in shipping still
have much to learn about the subject.
UK ship supplier Hutton & Co turned its attention to medical
issues five years ago and is now an established international
wholesale medical dealer operating under the brand name Hutton’s
Medical and fully approved by the regulatory authorities.

S

“We offer advice and guidance on making
sure [the users] comply with necessary
regulations and we have a system in place
where we can monitor the usage, expiry
dates etcetera...”
“We can supply any drugs a ship requires and to which it is
entitled,” Hutton’s managing director Alex Taylor told SMI.
“We specialise in the shipping and offshore markets and have
hundreds of clients all round the world; we are suppliers, not
general pharmacists. Items go into the medical locker onboard and
when they are needed there is either a suitably qualified person
onboard - a doctor or someone who has got the ship’s medical
guide to administer the items.
“We offer advice and guidance on making sure [the users]
comply with necessary regulations and we have a system in place
where we can monitor the usage, expiry dates etcetera so it can be
a complete turnkey solution for the ship owner.
“We take responsibility for making sure everything is always
topped up and meets expiry date parameters because a ship
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management company’s purchasing division’s interest is in spares,
paints and all the juicy items,” he said. “They don’t know about
[the] medical [side] and therefore shy away from it. But it’s a very
important part of crew health and well-being and a lot of port state
inspection is tightening up onboard, checking medical lockers,
checking items are correct and checking dates.”
Contrary to popular belief there are many places where
companies can ship medical supplies. “But there are exceptions,”
said Mr Taylor, “and some countries have blockades on items
coming in. Japan is one. You also have customs problems, in Brazil
for instance, where anything is an issue to get through. But we have
sent medical stores to West Africa and places like that. The US can
be a problem because the authorities there need proof that the goods
are not going onto an American vessel.
“It is about having the expertise to be able to get round the
requirements. It is important to be open with the client and say ‘we
can do it’ or ‘let me go and investigate it,’” he said.
“Another problem comes in dealing with pharmacists who
offer the product but do not understand the industry. We inspect
vessels, go onboard and find a number of vessels that are
overstocked in certain items and under stocked in others on advice
they have picked up from suppliers. The other problem is that of
counterfeit pharmaceuticals coming in from the Far and East and
India. It’s very big business. These people produce a pill of chalk
that does nothing or probably makes you feel worse than you did
before you took it.”
Hutton Medical’s approach reaped a dividend at the beginning
of this year when the company landed a near six-figure contract to
supply hospital equipment destined for the Middle East and ranging
for plasters to sterile operating theatre equipment through the
Dutch company SIMED.
“There can be problems in some far-flung places in the world,”
Mr Taylor said. “Items are supposed to have English text on them
and certain flag states demand that they are in multi-text. We can
offer dual language packages.”
Julius Nasso, founder and chief executive officer at Universal
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Marine Medical Supply, pointed to the tendency by some ship
owners in today’s economic climate to cut back on the level of
medical supplies onboard ship. He told SMI: The problem is that
the owners and managers of commercial vessels are looking hard at
the economics and are putting the minimum number of required
items on the World Health Organization list onboard their ships.
However, that is exposing a lot of seafarers to problems should
there be an epidemic or an issue to do with burns where crew
members are at risk.
“It is something that has happened over the last two to three
years through cost cutting but the problem is they are cutting costs
in the wrong categories. The health and safety of the crew and
passengers should be their number one priority,” he added.
So what are the owners and managers saying when challenged
over the issue? Julius Nasso again: “Their response is that they are
on a budget and that they have to cut quantities. So if three bottles
of aspirin are required for a voyage they will only order one bottle.
And the concerning part is that the medical requirement is so
minimal in value. In certain cases some ships spend more on
pencils and stationery than they do on their medical chests,” he
stressed.
Does there need to be a sea change in the way seafarer health
is tackled onboard ship? “Yes there does. Owners and managers
need to take more responsibility onboard ship. Many of the
cruise lines are well adapted but there are still flaws on
an international basis from managers around the
world.”
Dr Sneh Khemka, medical director at Bupa
International, admitted that while there can be
a tendency for seafarers’ health to be ignored,
there is a positive trend among employers to
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employ the latest technology to help in the fight for better crew
health.
“The ageing profile of today’s seafarers is something we are
picking on quite significantly as well as the general trends in health
where people are getting more obese. There is no doubt this is
affecting the claims spend. We find we have a different
demographic and it does push up the cost of premiums and
therefore the cost insurance. It is unfair to say that we focus on the
maritime sector in particular or come up with any particular
initiatives for the maritime sector, especially regarding ageing. As
far as the entire book is concerned we are taking
more of a strategic view on things.
Are ship owners and managers becoming
more understanding as to the need for more
health cover for their seafarers? Dr
Khemka again: “Yes I see a positive
trend by employers. I don’t know what it
is about seafarers but they do tend to get
ignored. They have always
lived in difficult
conditions. But
the use of
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telemedicine is where people on vessels with a dramatic injury
send email pictures ashore and the doctors can decide if they need
to medically evacuate. Owners are becoming more careful that it
comes to their pre-employment screening. There is now a much
more comprehensive programme to ensure that conditions that may
have gone undeclared do not arise when at sea.”

“We have an ageing population and with age
comes an increase in certain medical
conditions that could potentially be
disqualifying or compatible with shipboard
employment. At the end of the day very few
mariners are classed as being not fit for duty”
What about instances of fraud in the handling of claims and
treatment at hospitals near to a ship’s port of call? “We have not
seen much of it in the maritime industry but have seen it in the oil
industry and there are some serious concerns around. Often families
will join a policy and they will suddenly start making very large
claims within a short period of time. There have been an increased
number of very high profile cases and high cost cases where a
seafarer or a relative had a pre-existing and significant condition
which required care.
“In BUPA we have a quality programme where we look at
hospitals around the world and we decide which are the better
hospitals with the better care. We try to marshall traffic so we case
manage individual cases. If they are insured with us we will deal
with it. Our advice is if you have good medical cover through a
supplier like BUPA then if that situation arises we can manage the
cost. We have had rising medical costs especially in the Far East and
we work with third parties all around the world. And these third
parties have been around the area for a long time and have good
local knowledge and contacts on the ground to help us,” he said.
According to Mark Kelly, from Andersen Kelly, the New
Jersey-based provider of occupational health solutions for maritime
operators, there has been a push internationally in the maritime
medical community to improve medical fitness standards onboard
ship. “We have seen it here in the US. In the past, people considered
medical standards issued by the US regulatory authorities to be not
quite as stringent as in the international community but this has
largely changed.
“But we do have an ageing population and with age comes an
increase in certain medical conditions that could potentially be
disqualifying or compatible with shipboard employment. At the end
of the day very few mariners are classed as being not fit for duty.
What you are looking at is ‘temporarily not fit for duty’ situations.
This involves mariners who have uncontrolled or undiagnosed
medical conditions who when they present for a medical
examination can simply take the medication and bring the problem
under control, therefore getting themselves back into fitness.
“Our focus has been to identify those mariners who fit into that
category with conditions that are potentially disqualifying. The
second push has to help them return to health. There are only so
many mariners out there and you simply can’t disqualify everyone.
Shipping companies are in the business of shipping not in the
business of disqualifying people. We try to offer a service to the
mariner that if they have a condition that can be corrected we work
with them to correct the condition and return them to employment.
Are owners taking the health of the seafarer seriously such as in
the case of HIV? Mark Kelly again: “You can have individuals with
advanced levels of the disease who are too unhealthy to sail but there
are other individuals who take the medication and are being seen by

physicians and are under good control and their viral levels are low
enough that they are healthy enough to sail. Granted there is still the
concern that someone could come into contact with blood but that is
not that different to other blood borne diseases that are allowed
onboard ship. Universal precautions should be utilised in all cases
where blood is present.
“There are some companies who drive their own medical fitness
policies and who determine what fitness levels they want on their
vessels. You would do that based on what you regard as consistent
with your safe business practices. And some of that can vary by the
type of work you do. Working on a cruise ship is very different from
a cargo ship. The physical demands are different and the duration of
employment is different and the access to shore-side medical care is
very different. You have to take all of these things into consideration
when you are determining physical fitness,” he added. ■
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Shocking Indian statistics
underscore need for defibrillators
It is estimated that only 5% to 8% of vessels currently carry a defibrillator, the one piece of equipment
necessary to revive a cardiac arrest victim.
damage by treating patients with defibrillation which can then
potentially lead to litigation,” according to Paul Luen, chief
executive of Martek Marine, supplier of defibrillators to the
shipping industry.
Quoted in Maritime Medical International, a sister publication
to SMI, Mr Luen said this was incorrect because all defibrillators
had to be certified with the US Food and Drug Administration
and had to undergo rigorous testing to prove they could not
cause damage. Also, any levels selected for automatic external
defibrillation were at such a level that could stand up to medical
scrutiny.
“They render sufficient energy to restart a heart but insufficient
energy to cause any permanent damage. One of the key aspects of
defibrillation is that it will not deliver a shock if the heart is
functioning normally. When the pads are placed on the casualty’s
chest, the system checks for electrical heart activity and will only

While the industry accepted there would
often be a lack of doctor care onboard ship
there was an acknowledgement that the
patient would have been dead anyway
without the use of the defibrillator

t least 30m people currently suffer from heart disease in
India and Indian seafarers are seven times more likely to
suffer a cardiac arrest than any other nationality, according
to the Centre for Cellular and Molecular Biology in Hyderabad.
Frightening statistics, given that 15% of the world’s seafarers come
from the subcontinent, and statistics which are being ignored by
many.
It is estimated that only 5% to 8% of vessels currently carry a
defibrillator, the one piece of equipment necessary to revive a
cardiac arrest victim and there is also concern about its use onboard
ship for legal reasons.
“One of the objections we face is this perception that you can do

A
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shock if the heart is in fibrillation.
“So in simple terminology, the defibrillator will not deliver a
shock to a perfectly healthy patient whose heart is beating normally
it will only deliver a shock where the heart is in defibrillation, or if
the patient is certain to die without intervention to reverse the
fibrillation and restore the normal heart rhythm. And that is the
biggest misinformation around,” he said.
Other concerns covered patient aftercare following
defibrillation. While the industry accepted there would often be a
lack of doctor care onboard ship there was an acknowledgement that
the patient would have been dead anyway without the use of the
defibrillator. It came down to whether a ship owner or manager
would want to divert his ship to repatriate a dead seafarer or keep
someone alive for treatment oncein port.
“That is where telemedicine comes in and where the ship can
contact medical providers over the phone to provide whatever
treatment is necessary,” he said.
Asked how understanding ship owners and managers were to
the importance of defibrillators onboard ship Mr Luen said a lot
varied on geography and the type of client with whom one was
dealing. A so called Sudden Cardiac Arrest Association Index
plotted the probability of sudden cardiac arrest onboard ship. It
defined a formula based on average crew size and the percentage of
the crew over 50 and produced an index of the likelihood of sudden
cardiac arrest onboard ship.
“The index gives third party objectivity to the risk factors
associated and gives more credibility other than that of a
manufacturer promoting defibrillators,” he said. ■
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Early action crucial
for crew well-being
ew York-based Future Care/People Reaching Out believes
owners should be taking a new approach to managing their
crew health claims internationally by hiring a medical care
manager or medical expert to manage and superintend medical
treatment through its early intervention programme, Caring for Your
Crew.
Once a call is received from a vessel or oil
platform the nurse-care manager on duty
contacts an affiliated doctor. The doctor then
gives preliminary instructions to stabilise the
crew member. It is possible to incorporate a
video in this crucial first response.
A registered nurse supervises each case from
the beginning, discussing with the patient and
physicians the course of treatment as proposed.
The nurse will be capable of coordinating
outpatient or rehabilitative treatment and
proposing a plan of recovery or repatriation.
Throughout the treatment, a care manager
with Future Care's team acts as the medical
advocate on behalf of the patient and the ship
owner. The care manager determines which
procedures are necessary, to prevent abuse and
manage costs as, the company says, it is
extremely difficult to persuade the doctor and the
hospital that they have performed unnecessary

N

procedures at excessive cost after the seaman has been repatriated.
Case management stipulates which procedures are acceptable as
initial treatment and which procedures require the underwriter's
additional approval. This allows insurers to obtain a substantial
discount in price and also afford greater predictability in both the
quality and cost of the service provided.
"Ensuring that quality care is rendered in the right time frame is
of the utmost importance for life saving, as well as crew morale and
to maintain the health of an aging crew. Whether the medical
treatment is for small medical needs or large, more serious conditions,
the medical care manager should be appointed directly by the ship
owner/ship manager to superintend the treatment coordination and
results,” the company says ■

NAVIGATION and ECDIS
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Plotting the course
of conversion
By Helen Jauregui

T

echnological advances in electronic navigation have
created a new era for the shipping industry as owners,
managers and suppliers plan fresh strategies in response to
new regulations and systems.
Increasing demands for new technologies correspond with
amendments to the International Maritime Organization’s Safety of
Life at Sea convention which states that vessels engaged on
international voyages must be fitted with an Electronic Chart Display
and Information System. This new regulation will be in force from
2012, though specific deadlines depend on the tonnage and vessel
type in question.
The switch to ECDIS may be a daunting prospect for those with
little experience of working with electronic navigation charts, but with
proper planning and by choosing the most appropriate system,
shipping companies can discover a smooth route through the
conversion process.
Many software producers are keen to ensure that their products
offer ease of use for seafarers. Transas Marine International has
developed the Navi-Planner 4000, a new product comprising
databases, applications and services intended for voyage planning.
The system incorporates AtoBviaC auto routeing software which,
said Lars Littke, product manager of onboard systems at TMI, enables
mariners to quickly and accurately generate initial routes for
preparation, calculation, modification and analysis.
Though such systems offer an advanced approach to navigation,

shipping companies should not be discouraged over the installation of
equipment as this may be the least challenging aspect of the
changeover. Anders Rydlinger, head of product development at TMI
said: “The installation of ECDIS is usually not very complicated and
can be managed within one day. However, training of the crew and
staff as well as the familiarisation with relevant data and technical
services is more of an issue which requires co-ordination and time.”
Naturally, the increase in demand for ECDIS signals a greater
need for crew to be trained in using new systems, but thankfully,
training providers understand the need for seafarers of all
backgrounds to gain an enhanced knowledge of working with ENCs.
UK training provider ECDIS Limited offers a flag state-approved
programme which builds on the IMO’s generic 1.27 model course:
The Operational Use of ECDIS. Mark Broster, managing director
said: “With the right training and to some degree the right ECDIS, you
can really use the system to achieve the best, most cost-effective
route.
“For example, some ECDIS systems allow you to automatically
break down a great circle into manageable equal segments, far more
efficiently and effectively than you could on paper, especially if there
is a last minute change in plan. This can ensure a definite fuel
economy advantage over paper charts.” He added: “If you are welltrained then electronic navigation can add substantial safety to the
vessel. ECDIS has many added features which enhance safety and is
pro-active against grounding if utilised and configured properly.”
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For shipmanagement companies, the value of utilising ECDIS in
a ‘proper’ manner should not be underestimated, particularly when
ensuring compliance with SOLAS and the IMO convention on

"ECDIS should be treated as an aid to
navigation and should not be considered as
the only tool” M. Sathya, Fleet Management
Standards of Training, Certification and Watchkeeping.
M. Sathya, manager of safety and quality at Hong Kongheadquartered Fleet Management stressed that any shortfall in crew
understanding must be addressed by providing appropriate training.
He said: "ECDIS should be treated as an aid to navigation and should
not be considered as the only tool. Traditional skills are important. An
ENC is a dynamic document and there are potential risks. It is
possible to add and subtract data but crew should be careful whilst
doing so, as mistakes can lead to real navigational hazards.
“These are the risks we need to consider when people start to use
ECDIS regularly."
Singapore-based MTM Shipmanagement is also investing in the
training of its seafarers well in advance of official implementation
dates. Saran Anand, marine superintendent said: “At MTM we
welcome the change-over to electronic charts. We have established an
ECDIS simulator training course in our training institute.
“All our seafarers are being trained on this simulator in a phased
manner such that we will have suitable qualified and competent
seafarers by the time the regulation comes into force.” He added that
ECDIS holds advantages over paper charts, including a reduction in
the time dedicated to manual processing and voyage plotting, as a
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transpacific voyage on ECDIS can be planned in 15 minutes.
Crew training schemes are also a significant facet of Bernhard
Schulte Shipmanagement’s plans to cross smoothly into the realm of
ECDIS. Adonis Violaris, group marketing and communications
director confirmed that his company is “taking action with regards to
the training needs of seafarers” and that the group’s maritime training
centres in Limassol and the Philippines “will be equipped with ECDIS
systems and provide the required training to our seafarers so that we
will be ready when it will be necessary.” Mr Violaris said sister
company Telaccount Overseas Ltd has been assigned the ECDIS
project on behalf of the group and has sent spread sheets to all ships in
order to identify which systems will be most suitable. He also

“Marine navigation is currently undergoing a
fundamental shift as the industry heads
towards e-navigation and to ‘pro-active’
navigation” Hayley Jopson, UKHO
expressed his view that ECDIS will “improve efficiency” across fleets.
The efficiency and time saving possibilities of electronic
navigation are clear, but shipping companies will be keen to learn more
regarding the accuracy and reliability of ENCs. Leading chart producer,
the UK Hydrographic Office, has launched its Admiralty Vector Chart
Service, a facility combining UKHO data with that of its sister offices
worldwide, providing official berth-to-berth coverage of 2,165 trading
ports and over 10,600 charts. The AVCS is currently in use with over
450 shipping companies and the UKHO has confirmed it is working
with equipment manufacturers worldwide to pre-install the service onto
ECDIS devices.
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Hayley Jopson, UKHO head of marketing said: “The combination
of type-approved ECDIS and 100% official Admiralty data delivers a
turnkey solution, removing the complexity from the installation process
and making the transition to digital navigation simple and
straightforward.

“MARIS developed the VDS with Teekay. They
were looking for a system that uses ECDIS as
the main place of operation. We have worked
for three years to develop this system”
Steinar Gundersen, MARIS
“Marine navigation is currently undergoing a fundamental shift as
the industry heads towards e-navigation and therefore from ‘protective’
to ‘pro-active’ navigation.
“In turn this will allow us to do more than just help mariners get
around safely; pro-active navigation will enable them to travel more
efficiently, more quickly and with less impact on the environment.”
Efficiency and the environment are prevalent concerns across the
shipping industry and are a clear focus for system developers such as
Norwegian maritime information technology company MARIS.
Working in partnership with MARIS, the UKHO has developed the
Admiralty e-Navigator; an integrated digital catalogue, product
viewer and voyage planning tool which provides instant access to
navigational information for both bridge and office-based crew. The
e-Navigator also helps with the accessing and purchasing of ENCs
and supports the management of paper and Admiralty Raster Chart
Service holdings. The service is designed to complement MARIS’s

Voyage Decision Support system, a new tool comprising five
modules including active sea-keeping, commercial elements,
voyage planning and weather routing, commercial elements
and a fleet management system.
Arne Solaas, project manager said: “The system is
based on an integration between a number of ship
units and a fleet planning and monitoring tool,
thereby giving seafarers a good basis for
planning and executing voyages, while at
the same time giving the operator
documentary evidence about the
vessels operations. Thus, the
synergy of the two elements of the
system should benefit both
seafarers and office staff.”
Combined, the VDS and
e-Navigator enable crew to plan
and execute a voyage then
document and analyse the results.
Steinar Gundersen, deputy chief
executive of MARIS said this could
lead to significant savings on fuel.
“MARIS developed the VDS with
Teekay. They were looking for a system
that uses ECDIS as the main place of
operation. We have worked for three years to
develop this system and from sea trials
(onboard the Pinnacle Spirit, a suezmax
owned by the Teekay corporation), have
documented a 5.8% fuel saving.”
Mr Gundersen said VDS has now been
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installed on a second Teekay vessel and he confirmed plans for the
system to be installed on 10 vessels owned by eight different
shipping companies, including leading German owner
Beluga Shipping and the Grieg Group of Norway.
Mr Gundersen said together, these companies
control over 1,000 vessels and should
offer an extensive basis on which to
test and refine the VDS software.
He added: “The objective is to
assist ship owners and navigators
to plan a safe and economically
efficient voyage, to develop
standards and fuel saving
potential”
Plotting a safe voyage
is of the upmost importance to
any seafarer, but there are
concerns that systems may be
subject to faults beyond the
control of those operating an
ECDIS. Capt Sathya said:
“ECDIS may not display some
isolated shoal depths when
operating in ‘base’ or
‘standard display’ mode.
Route planning and
monitoring alarms for
these shoal depths
may not always be
activated. To ensure
safe navigation and to
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confirm that a planned route is clear of such dangers, mariners should
visually inspect the planned route and any deviations from it using
ECDIS configured to display ‘all data’.”
In April 2009, the International Hydrographic Organization
reported a display fault whereby some shoal soundings were omitted
from ECDIS displays.

“The objective is to assist ship owners and
navigators to plan a safe and economically
efficient voyage, to develop standards and fuel
saving potential” Steinar Gundersen, MARIS
Software producers have been quick to respond with new
solutions, including navigation software specialist Jeppesen, which
has developed the dKART sounding to obstruction tool. The tool is an
application which reviews ECDIS ENC libraries for concealed shoal
soundings before fixing them and supplying a comprehensive report
of these modifications. Such tools may assist shipping companies in
ensuring crew have access to comprehensive ENC coverage and chart
updates; a vital issue, particularly since the hazards of using out of
date charts are well documented.
In January, the London P&I Club reported on a number of claims
in which out of date paper charts were a contributory cause of
accidents. Ian Barr, a director with the club, described how one ship
dropped its anchor onto a submarine cable while using an outdated
chart which predated the laying of the cable. Another vessel struck a
hazardous wreck while the bridge team was using a current chart
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which it had failed to update with appropriate corrections showing the
wreck. Mr Barr emphasised the need for officers to be trained to
follow best practice. “Mistakes, negligence and incompetence are
what lead to the claims we deal with – it really is simple things that
lead to expensive mistakes.”
The prospect of human error is an unfortunate reality in any
industry but owners and managers can take steps to decrease the
possibility of these occurrences by ensuring that systems are regularly
updated. At French classification society Bureau Veritas Claude
Maillot, director of ships in service stressed: “The importance of
upgrading ECDIS according to the IMO Circ 266, in relation to the
latest versions of the International Hydrographic Organization
standards (S-52, S-63), in order to allow a correct integration and
display of the IHO chart data.”
Mr Maillot said ECDIS screens should conform to International
Electrotechnical Commission standards IEC61174 (2008) and
IEC62288 (2008) “in order to ensure that the charts are displayed
without information distortion or degrading.”
When switching to ECDIS, shipping companies may also need to
address staffing issues since electronic navigation may lead to a
reduction in crew numbers over time. Dave Chow, from Admiralty
chart agency Motion Smith, said: “The primary advantage of digital
charts is their comparative cost. The ship master simply has to give a
phone call or an email to their preferred digital chart agent who will
in turn provide the licence keys within minutes to activate the digital
charts on board.
“Besides their purchase cost, traditional charts incur local
delivery charges, customer clearance charges, handling costs and
storage charges.” Ultimately, ENCs offer a more efficient process
which in turn may lead to staffing reductions across the industry but
particularly on board.
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Mr Chow added: “Ship owners who are fully paperless have the
option to reduce their headcount for crew members. The job of
correcting and maintaining paper charts on board may now become
obsolete.”
Riviera Charts managing director Simon Jackson said ENCs can
offer “real benefits” in reducing the workload of crew, particularly by
eradicating the “very time consuming” task of maintaining paper
charts. Mr Jackson said that not all seafarers are eager to embrace
ECDIS. “Electronic navigation is essentially different to paper
navigation – those who have a strong background in traditional
methods may be resistant to change.”
The switch to electronic navigation may be faced with reluctance
from some quarters but it’s a reality which even staunchly traditional
seafarers will soon have to confront. With implementation dates
looming, it is better to be prepared and plan a successful approach
towards ECDIS than to fall into the trap of procrastination.

“ECDIS is a good tool, but the safe navigation
of a ship will depend on the knowledge and
ability of the navigator” Tim Keegan, LISCR
Tim Keegan, head of safety at LISCR said: “With regard to the
training of the navigator in the proper use of ECDIS as a tool in
navigation, ECDIS is only as good as the input from sensors. ECDIS
is a good tool, but the safe navigation of a ship will depend on the
knowledge and ability of the navigator.”
Naturally, professionals within the industry will want to secure
their part in preventing unsafe conditions while embracing new
technologies.
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Unleashing
the

potential

lowly but surely Singapore is
cementing its position as the
business and entertainment hub of
South East Asia. First there was the
government encouraged programme to
offer financial incentives to attract
businesses to the island state, then there
was the strong economic growth that has
continued to outwit the global economic
recession; then the world’s first night time
street-held Formula One Grand Prix;
Singapore’s larger version of the London
Eye and finally the much publicised
development of two integrated resorts with
casino licences.
The first casino license was awarded
to Marina Bay Sands, a more businessfocused integrated resort with extensive
convention facilities while the second
license was awarded to Resorts World at
Sentosa, a family-oriented resort. Both
independent resorts were anticipated to
generate up to 35,000 jobs. The awarding
of the casino licenses was in direct
response to the growth of the gambling
industry in Asia. In 2007, Macau overtook
Las Vegas as the biggest casino centre in

S
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the world, and casino revenues will
continue to soar as ever more wealth is
created in Asia, a continent with a long
history of gambling.
Construction of the two casino
developments has dominated the
Singapore skyline and served as a
reminder that the island is investing for a
strong and financially-healthy future. And
as the locally-based shipping industry
contends, the slump in world shipping
markets is doing anything but dampen
Singapore’s enthusiasm for growth.
“Singapore is a great place to do
business, said Denis Welch, Chief
Executive Officer of Drydocks World –
Southeast Asia. “Looking at Singapore
first and then the region as a whole, it is
easy to set up a business here because
transactions are very transparent and there
is no corruption. As far as the marine
industry is concerned, Singapore is very
well equipped for the markets we are in.”
This was a view echoed by one of
Singapore’s most prominent ship owners
and managers. “Singapore’s economy
grew by 15% in the first half of this year so
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it has weathered the storm quite well. Even
the government has been taken by surprise
about how positive everything has been,”
claimed Frontline Management ceo Jens
Martin Jensen in an interview with SMI.
“We haven’t seen a downturn in the
performance of companies on the island:
they are still hiring people and they
haven’t felt the recession in the shipping
world out here but I guess in Europe they
haven’t felt it either. There have been very
few distressed assets to talk of so shipping
has done quite well even though we have
had more than 1,000 ships laid up here and
there. But it is quite a resilient industry and
that is positive,” he added.
Claiming that despite the crisis, there
has been no container shipping company
bankruptcies, apart from maybe an odd
small feeder operator, Jens Martin Jensen
pointed to the resilience of an industry that
has had to weather nothing short of a near
90% drop in revenues since the start of the
financial crisis.
“The bulk markets seem to be slipping
off and the tanker market is cooling down
so people are refocusing on the container

SINGAPORE AND SOUTHEAST ASIA

REGIONAL FOCUS

side again. You can see the container
industry maybe having a bit of a hot
summer as the other markets take a bit
of a breather. It will probably be good
for the bulk and tanker markets that we
don’t have any more newbuildings there
and then people will start ordering
containerships again,” he said.
So how healthy is the Singapore
maritime cluster? Well according to
Denis Welch, it is well established and
growing but glancing 20 kilometres
towards
Indonesia
for
further
opportunities. “We have four shipyards
in the area, three of which are in
Batam,” he said. “The difference I have
seen in the time I been here is the way
Singapore is looking at Batam for
growth opportunities. The Enterprise
Board here is very powerful and has far
reaching plans and is a very successful
tool to Singapore’s rise to prosperity.
But the fact there is limited land mass
here means that in the longer term
Singapore needs to move out of the
smoke stack industries and move up the
food chain to offer more equipment and
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technological solutions. In that case we
become very important because apart
from being a shipyard here in Singapore,
across the way in Batam we have three
yards that can be an outlet for that kind
of technology,” he added.
Drydocks World – Southeast Asia
believes its Indonesian credentials are
becoming increasingly important. As
Denis Welch added: “For a start there are
cabotage laws there which dictate that
only Indonesian flagged vessels can
work in Indonesian waters. We have a
fleet of 160 coastal vessels, tugs and
barges and we have been steadily
converting them to the Indonesian flag
where they have been operating in
Indonesian waters.
“There is already a very strong
Singapore influence in Batam. It has big
strategic importance to Singapore and
that will increasingly be the case. Also, if
we broaden out the picture, growth in
this part of the world is exciting. The
region is terrific. There is so much
confidence around in comparison with
the rest of the world, so many new oil
fields and opportunities opening up and
we are at the heart of some of the world’s
busiest shipping lanes as far as our ship
repair operations are concerned. When I
look at the business here I don’t see the
competition being Singapore, I see it
coming from China and in that respect
the capacity of China is astonishing and
its growth has been amazing. I see prices
increasing dramatically in that part of the
world but perhaps not as quickly here in
our Indonesian yards,” he added.
Drydocks World - Southeast Asia has had a strong first half to
the year, clinching newbuilding and conversion orders worth more
than $200 million since January but it claimed that while the
newbuilding and conversion markets for the shipping and offshore
sectors continue to be challenging, the first quarter of this year has
shown some signs of recovery.
After a world-wide lull in conversion contracts in 2009, it won
two major contracts in January. The first was an upgrade from a
crane barge to an accommodation barge for Leighton Offshore
while the second was a container ship to livestock carrier conversion
for a Saudi Arabian customer Hmood Al Ali Al Khalaf Trading and
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Transporting Est. The contract was to convert a 2,300teu container
ship into a livestock carrier in line with state-of-the-art technical
specifications. Utilising 5,500 tonnes of steel and incorporating
specially pre-fabricated pens with total area of about 25,000sq m,
the Awassi Express will be equipped to safely, comfortably and
humanely transport livestock in conditions far exceeding the
minimum safety and animal welfare requirements stipulated by
AMSA Australia and other World Maritime Safety Authorities.
The list of newbuilding contracts includes repeat business from
Coastline Maritime and Jack-Up Barge for the third ultra heavy lift
construction support vessel and the sixth Jack-Up Barge
respectively.
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Other newbuilding orders clinched by the company include two
dumb barges for PT. Kumala Barito Utara and a RoPax Catamaran
(designed by Sea Transport Solutions of Australia) for an Australian
client Islands Transport Holdings.
As a thriving maritime cluster, Singapore built up its reputation
on the back of the tanker sector but has started to see an influx of
non-tanker related shipping businesses. “Yes, some of the
companies that have traditionally traded in oil are starting to go into
the bulk business such as coal and iron ore,” said Jens Martin
Jensen. “Trafigura, Mercuria and Vitol are starting to trade bulk
commodities so I think you will see an expansion in that side. These
people have the systems and the networks set up so they will go
from oil into another commodity. You will see more people coming
to Singapore for that reason but Singapore is expanding in all
segments from insurance to banking and all kinds of shipping
services and it still seems to be moving on.”
“Singapore is very buoyant and resilient to what is going on in
the wider world,” claimed Bjørn Højgaard, managing director at
Thome Ship Management. Admitting that while Singapore has
remained relatively unscathed from the global recession, it is being
affected as much as anyone else by the strengths or weaknesses of
the shipping markets. “The oversupply of ships coming onto the
markets is just enormous and anyone who has invested in capes at
the moment is very gutsy but if you buy new ships today and get
delivery in three years time, who knows what will happen as the
world may be completely different by then. It is very difficult to
predict the future.
“The gravity of everything, and shipping is included, is moving
East. In Asia Singapore is standing out as the place to be when it
comes to shipping. The new businesses that have started to come in
to the island are very indicative of that but Asian owners now feel
they need to play a bigger role. They recognise that they are
becoming more significant in the shipping industry and they need to
have a larger and much louder voice,” he added.
So how has shipmanagement business on the island been
affected? “I have never seen so much unsolicited business knocking
on my door as I have during this past month. The amount of
inquiries we are getting is very high. On the other hand we have
spent the last 12 months consolidating rather than expanding our
business. We have had 120 ships for the past 12 months – it was 121
ships last July and it is now 123 ships. It has been a steady overall
number for 12 months.
“But it has been a deliberate policy by Thome to step up the
quality of service it offers and be more selective of which owners
and which ships we will work with. We are very serious about our
ambition to be one of the best shipmanagement companies in the
world and that means we have to be serious about which owners and
companies we engage with. Shipmanagement is all about working
very closely with the ship owners and it is important to choose
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owners who fit in with our operating ethos. When I say we want to
be the best it is about how we are regarded by our customers and by
our seafarers, class and insurance companies etc.,” he added.
The crew shortage is still a problem. Is it becoming a control on
massive growth in the shipmanagement sector?
Bjørn Højgaard again: “Yes I think it is. That plays into our
decision to enjoy a year of consolidation rather than a year of
expansion. You have to be able to bring two sides together – the
asset, the ship and the seafarers who run the ship. There has to be
some kind of equilibrium in that. I agree it is very difficult to find
qualified people, especially for the tanker sector.”
So has the financial situation in Dubai and the effect this has had
on its aspirations to be a major maritime sector strengthened
Singapore’s case for further growth? Jens Martin Jensen: “It is
remarkable what Dubai has achieved but I don’t think it will ever
become a big shipping centre. London of course will be the biggest
one and Singapore will be the centre for Asia and the Indian sub
Continent covering China as well but in the years to come there may
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be a shipping centre in Shanghai. I can’t see it happening in Dubai
to be honest with you,” he added.
“Let’s say that what I feel is that there is great optimism
around,” said Danilo Raffa, Fleet Director at Ishima International.
“So even if the real numbers are not so good there is a lot of good
feeling and people are looking forward to the future. I also
understand from some colleagues that the financial institutions are
starting to see shipping again as a good investment, so there are
many factors contributing to the positive feelings,” he added.
ISHIMA was founded in July 2005, under the D’Amico group,
and today manages 30 ships under full and partial management and
is supervising the construction of 17 more. “Our target is to reach 35
fully technically managed ships. We have some under newbuilding
supervision so we hope that we will be able to take these over as
well,” he added.
Vijay Rangroo, Singapore shipmanagement stalwart and chief
executive officer of MTM Ship Management, was equally as bullish
about Singapore’s strengthening position at the moment.
“We still don’t see any effect of the recession on ship
management other than the employability of the middle and junior
staff. So far that has been quite good but there are still people
jumping companies and at the same time there is not too much spare
capacity available. Dealing with people is still a priority,” he added.
“Singapore has a lot of attraction as far as training is concerned,
the only problem is that it is a little out of the way as far as manning
supply is concerned to get the people down to Singapore to train.
But if you do, the facilities are here. It is tough in Singapore to
imagine doing anything more than ephemeral work, it is not a rule
making or law making place. It is getting expensive. Office rents are
creeping up but what is shipmanagement? it is all about people
ashore as well. If you can’t get them to have a good life then the
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focus on the ships is diverted. I want the guys to have a peaceful
family life, holistic existence otherwise ships will suffer,” he added.
MTM Ship Management currently has 36 ships under
management and according to Vijay Rangroo, the fleet size is
“slowly creeping up” because of the challenges facing crewing
levels. “In this business today, you cannot even consider moving in
leaps and bounds. We need to be able to supply quality crew into our
ships. We don’t say yes to any business apart from existing
customers.”
But as the demands of the industry starts getting tougher, are
ship owner demands changing? Vijay Rangroo again: “I would like
to think that is the case but with the tanker industry our focus is
equally balanced between the needs of the owners and the needs of
their customers. We realise that if the customer is satisfied then the
owner is satisfied because there are contractual obligations towards
the owners and performance obligations towards the customers but
in the middle stands the manager.”
As a group MTM has built up a strong presence in Burma and
employs Burmese as well as Indian crews on its ships. “We have our
own offices in India and Burma but we have been in Burma for 15
years and we have good training facilities there with a lot of
software-based training. Traditionally MTM has had strong ties with
Burma and once the pool of crew grew and stayed with MTM it was
only a matter of keeping them up to date with regulations s etc. there
is a lot of attachment with MTM in Burma. The company is a
household name there and it is known to be a family company.
Commitment has been shown many years back.”
So what is the focus for your business moving forward? “We
are fortunate enough to have customers who are progressive in their
thinking so we are focusing on our existing customers. But we are
now opening doors to the management of bulk carriers and
containers but with the same application and thinking that we have
when managing tankers because we strongly believe that it won’t be

long before bulkers will start to be seen as dry tankers. We are
getting ready for that. We will look for owners who are like minded
in this approach because we can develop the concept faster.
“We won’t play the numbers game, we will stick to the delivery
game because if you can deliver you are doing your job properly. It
is still a man-to-man business and you cannot commoditise
shipmanagement. One of the challenges is how do I manage our
superintendent’s aspirations because there is also a workforce
shortage ashore. I am giving more direct line responsibility to the
superintendents turning them into small companies because only then
will those guys feel they are contributing something,” he told SMI. ■
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Jens Martin Jensen
ceo Frontline Management
Why did you set up your own independent
in-house shipmanagement company,
SeaTeam?
The whole shipmanagement industry
has of course been under a lot of pressure
through a lack of seafarers, more ships
being delivered and stricter requirements
from the oil companies. We thought we
had to do something to ensure we could

offer the same level of quality and service
to our customers which is why we started
this ship management company. It
currently has six to seven ships under full
management and we are on track to make
it 15 ships by the end of the year so things
are going according to plan. The vessels
they manage are in-house bulkers and
tankers and only those owned by Frontline
and Golden Ocean.
We used to have four managers and
that ended up being two (V.Ships and
Thome) and certainly we felt we were a bit
squeezed. We can’t blame the managers
because it is their business but we saw a
case where one of the managers took in
some ships which an oil company didn’t
like and they put a ban on the manager for
three months and of course that hurts us.
We have to be alert and do other things to
stay in the game. We will still maintain the
number of managers we have but the fleet
is growing and we want to have an
alternative – a different choice. We have
no aspirations to take in non-group ships at
this stage. I can’t see that happening in the
near future, no.
Golar and Wilhelmsen have embarked
on a shipmanagement joint venture. What
is the overall shipmanagement strategy
within the company?
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Golar used to have everything in-house
then they started to outsource and now
they are seeming to be taking it back in
again. The LNG sector is quite different
from the traditional industry and what they
are doing is securing more in-house
knowledge as well as strengthening their
team.
They have big contracts which they must
be in a position to bid for and you have to
have the functions in-house to work on
these big engineering projects. I am not
involved in their area but I can follow their
line of thought.
What important issues are concerning
you at the moment?
You have to be make sure that you
always have the optimum size of company.
Some companies tend to hire more
people when the market is good;
we have never done that and we have
always remained lean and mean so to
speak. In a high and low market we try
to offer the same service. Keep costs and
the organisation under control.
A lot of other companies have spent
the last 12 to 18 months cost cutting and
restructuring whereas we have just been
able to focus on making money. That is
very important. ■
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Specialist carriers seek to
hold their own against
boxship interlopers
By Ian Cochran

t has been a disappointing year for specialised reefers in all size
categories. In the larger size range, for instance, container line
incursions into movements of bananas from Ecuador to the Baltic
at extremely low rates, took away employment opportunities,
In the smaller size sector, the stand-off between the US and
Russia over phytosanitary issues regarding shipments of chicken, and
a poor Falklands squid catch, also had an overall negative effect on
this market segment, according to John Rowland, vice president of
NYKCool.
Star Reefers’ Kenneth Ross said that in general, smaller and less
efficient reefer vessels had struggled more this year as fuel prices
were back to near historic highs, operational expenses were similar to
the larger units and the demand for the traditional base cargoes for
smaller vessels, such as fish and deep frozen products, had been weak.
Mr Ross said economies of scale dictated freight rates and
charterers would therefore opt for larger vessels if the trade could
sustain the capacity. “As the trade is made up of perishables there does
tend to be an upper limit imposed by the ability to harvest and sell
large amounts of a particular perishable in one place at any one time.”
He said that one large ‘Star First’ class reefer vessel, with
capacity of around 616,000 cubic feet, could lift more than half the
entire weekly UK banana demand, or carry around 4m frozen
chickens.
With regard to containers, Mr Rowland said that in most trades
the specialised reefers with the capability to load boxes would be
more competitive, due to the higher cargo intake.
A spokeswoman for Greek operator Laskaridis Shipping said
reefer vessels with container carrying capability were ideally in the
600,000cu ft capacity range plus with the ability to lift 200 reefer feu
on deck. “They have a unique economy and are highly required by the
big banana companies. In the smaller segment, the bulk of the fleet is
around 270,000 cu ft capacity. These can carry about 4,000 tonnes of
fish, or 2,200 pallets of fruit.”
Specialised reefers offered a different value proposition to
container carriers, Mr Rowland said. For example, the specialised
reefer service was direct with faster transit time, it accommodated
highly fluctuating volumes and took in dedicated reefer terminals and
reefer distribution hubs at destination where large quantities of
produce could be inspected for quality and distributed in an effective
manner.
In addition, said Mr Rowland, the price structure of specialised
reefer transport was very transparent as it was not common to have an
array of surcharges and additional charges. “When one takes a total
cost approach, we think that our mode of transportation is competitive
in most cases,” he added.
He also believed that the value of the multi-purpose reefer vessel
lay more in its flexibility than absolute cost advantage.
In response to the age-old question as to whether there was still
room for tramp type reefer vessels, given the continuing expansion of
containerisation, Mr Rowland said: “Yes, we definitely believe so. As
mentioned previously, the specialised reefer service offers some
important advantage over containers. Some of the container lines have
bought market share in the reefer trades by offering rates that are not
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sustainable in the long term. We see some signs of
this changing as the general market for
containerised cargoes improves.”
Mr Ross concurred: “The container is
a serious competitor but specialised
reefers offer fast, direct, higher quality
and cost efficient transport on many
routes.”
Turning to fleet replacement,
Mr Rowland said that unlike
nearly all other forms
of shipping, which had
seen dramatic newbuilding
activity, the specialised reefer
market had seen little. As
such the reefer vessel market
had not experienced ‘boom
or bust’.
“We believe that future
newbuilding programmes
will be against long-term
charters. The days of
speculative ordering in the
specialised reefer segment are
gone,” he said.
Mr Ross agreed, saying that
demolition figures were likely to
outweigh fleet additions by a factor
of 10 to one for the foreseeable
future.
The specialised reefer industry has
seen a large degree of consolidation over
the last decade. The days of the small owner
operating a few ships are gone. In order to offer
a high level of service and respond to future
requirements of stakeholders – and the regulatory
environment – a certain infrastructure and size is
necessary. Pools are one way of gaining size but by no means
the only one. “We think that being part of the NYK Group is
instrumental in remaining a top tier operator,” Mr Rowland said.
Mr Ross took a different stance. Star Reefers controlled the
majority of its fleet of 46 vessels from crewing to chartering. “We find
our clients like the control and visibility this brings, for example,
when they talk to us they know that they are talking to the decision
makers and not to an agent with his own agenda,” he said.
Backhaul cargoes have always been a problem for reefer vessel
owners and operators. The best backhaul cargoes traditionally were
second-hand cars, but the growth of pure car carrier newbuildings
over the last four to five years and the impact of the global recession
on car sales in general have dramatically reduced opportunities for
second hand car shipments for reefer vessels.
However, there are some signs that this may change over the next
12 months, Mr Rowland said.

REEFERS

Environmental issues are on everyone’s lips and
initiatives such as burning low sulphur fuels in certain
areas have been introduced. Efforts are continually being
made by reefer operators to minimise fuel used on
generators and a recent study by the Lincoln
University in New Zealand claimed that
specialised reefer vessels emitted 27% less
greenhouse gases on a like-for-like basis
than reefer containers.
Turning to the need for selfsustaining vessels, Mr Rowland said
the fact that reefer ships went to
where the cargo was produced,
and sometimes to remote
locations, made it desirable for
vessels to be fitted with
derricks or cranes.
The Philippines has
captured the headlines
recently amid suggestions
that
Maersk
had
successfully trialled the
carriage of bananas from
the Philippines to Europe
in a new type of container.
But,
said
Mr
Rowland: “The question is
why anyone would want to
import
bananas
in
significant quantities from
the Philippines to Europe
when probably better quality,
cheaper and fresher produce
can be sourced from numerous
places much closer in Central
America, Caribbean, West Africa,
etcetera.
“The main beneficiaries of bananas
from the Philippines are countries in the
Middle East, Japan and China, which are on
the doorstep. To the latter two destinations,
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small reefers are the preferred mode of transport to the use
of the container.”
As to the future of the tramp reefer, Mr Rowland
thought the specialised reefer sector would continue to be
a niche market. Bananas would continue to account for at
least half the produce moved on specialised reefer vessels.
Shipments of poultry in large quantities and fish shipments
requiring ship-to-ship transhipment would continue.
Mr Ross said specialised shipping was a volatile
business and the short-term outlook did not look too
bright for older tonnage.
“Exchange rates, fuel prices and container competition
are all impacting demand and will no doubt cause the fleet
to shrink somewhat over the next few years. Longer term
we feel quite sure that the specialised nature of the service
offered will continue to be in demand and that the
specialist owners and operators in the segment will be able
to profitably meet that demand,” he said.

Future newbuilding programmes will
be against long-term charters. The
days of speculative ordering in the
specialised reefer segment are gone
A Laskaridis spokeswoman said the company was a
champion of pooling arrangements. “Only with a large
fleet is it possible to cover the needs of the market – that is
to cover the requirements with the right sized ship in the
right position. Reducing ballast legs and optimising the use
of capacity is the way to achieve better returns for owners
at given rates.”
The most recent move towards consolidation has been
the establishment of the Hamburg Reefer Pool by
Laskaridis Shipping/Alpha Reefer Transport and Seatrade.
Since May 1 the pool has operated 80 reefer ships of up to
350,000cu ft capacity. Each party has deployed around 40
vessels, marketed by Hamburg Reefer Chartering. ■
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NEWBUILDCONTRACTS
INVESTMENTS REVIVAL
GATHERS PACE SPURRED
BY WEAKER PRICES
By David Tinsley

N

orthern European ferry specialists
have implemented new projects for
quality tonnage, boosting Norwegian
and German yards' orderbooks in the process.
Norwegian-owned Fjord Line has
remained within home shores for two vessels
in the cruise ferry league, contracted from
Bergen Group Fosen, while German-Danish
operator Scandlines has awarded construction
of a new generation of Gedser/Rostock ferries
to Volkswerft Stralsund.
Fjord Line has hitherto placed reliance on
the second-hand market to supplement its
own, Fosen-built Bergensfjord in maintaining
services between western Norway and
Denmark. The two newbuildings realise a
long-held ambition to introduce cruise-grade
ferries to foster business development,
especially tourist traffic, on the routes linking
Bergen, Stavanger and Hirtshals.
The Fosen yard, which has been part of
the diversified Bergen Group since 2008, is to
effect deliveries in May and November 2012,
although hull construction will be undertaken
at the group's Polish premises of Stocznia
Gdanska.
The
170m
ships
will
-each accommodate approximately 1,500

passengers, and up to 600 cars or mixed ro-ro
payloads of trucks, other wheelborne freight
and cars. The shipbuilding contract is worth
€103m per ship.
Scandlines has also stipulated 2012
completion dates for two new ferries
to be assigned to the intensively-utilised
Gedser/Rostock route linking southern
Denmark with Germany, an important
conduit for traffic as a whole between
Scandinavia and central and eastern Europe.
The vessels will be the largest able to access
Gedser, and will raise unit carrying capacity
on the service to 1,500 passengers and 460
cars or 90 trucks.
The overall investment is €230m, which
includes port improvements. Scandlines has
targeted a 15-minute turnround time for the
vessels, notwithstanding the fact that
vehicular capacity will be more than twice
that of the current mainstays of the route. It
would appear that a softening in newbuild
prices has helped bring the long-mooted
project to the contractual stage, despite
prevailing economic uncertainty. Chosen
builder Volkswerft Stralsund's track record
includes Hurtigruten coastal express ferries
for Norway.
Western Norway's industrial maritime
cluster has continued to show its mettle in
the design, production and equipping of
offshore support vessels at the high end of
the sophistication and capability spectra. The
possibilities available to the recipient of
the latest business, STX Europe, in
subcontracting bare steel hulls and other
elements to its lower wage cost facilities in
eastern Europe, has a signal bearing on
overall competitiveness.
The latest intake of work has included an
innovative, multipurpose platform supply
vessel for Solstad Rederi. It will be able to run
on LNG (liquefied natural gas) or biofuel, as
well as standard marine diesel oil. The latest
sales tally also encompasses a further diesel-
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electric platform supply vessel to Clean
Design criteria for Simon Mokster, and three
salvage, rescue and towing vessels for an
unnamed, new foreign client. In each case,
hull construction will be undertaken by STX
Europe in Romania, with outfitting and
completion at one or other of the group's
yards on the Norwegian west coast.
The Finnish arm of STX has applied
its know-how in Arctic technology and
familiarity with the Russian market to effect
by signing a co-operation agreement to
develop and build a new type of icebreaking
oil spill response vessel.
Incorporating an asymmetric hull
developed by Aker Arctic Technology in
Helsinki, the envisaged oil spill combat
icebreaker will be able to use an innovative
sideways movement to collect oil in difficult
conditions, as well as break a broad ice band.
This unusual, especially beamy vessel of 67m
will also be equipped for escort and towage of
large tankers in the Baltic.
Finnish consultancy Deltamarin has been
retained by the Korean shipowning firm
Innian Global in connection with a project for
two passenger vessels of cruise standard. The
ships are required for operations on the
Korea/Hong Kong route and in other spheres
of southeast Asian traffic.The work will be
carried out in cooperation with Korean yard
Sekwang Shipbuilding and other Korean
interests, in line with a very restricted
timeframe. The aim is that the vessels will be
ready in time to provide accommodation
facilities for the International Exposition in
Yeosu, Korea, in 2012, followed by
deployment on the Korea/Hong Kong route
and potentially other southeast Asian
destinations.
Bulk carrier contracting has continued to
gather pace, largely to the benefit of Chinese
yard orderbooks, with weakened shipbuilding
prices spurring a drive for capacity-optimised
sizes. The intake has been across-the-board as
regards categories of vessel, although a major
feature is the growing recourse to
kamsarmax-class bulkers, in preference to
panamax tonnage. During the January-June
period, at least 100 kamsarmax newbuilds,
and possibly significantly more, have been
added to eastern Asian shipyard workloads.
The uptake of contractual activity
witnessed this year at prices considerably
down from the halcyon days of little more
than two years ago is not so positive from the
standpoint of future net financial returns for
the yards. In the bulker sector, analysts and
brokers have indicated that prevailing price
levels are down by 30%-40% from the highs
of two years ago. ■
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Portents of recovery
loom for luxury sector
I

t was not supposed to be this way. Almost two years ago, as the
world lurched into the deepest and most far-reaching economic
crisis since the 1930s, the luxury market appeared proof against
the battering of the storm lashing the somewhat less gilded world
outside.
As orders continued to flow in to the world’s major yacht builders
and at prices that remained extravagantly high, it appeared briefly as
if the rich really were different from you and me, the sheer enormity
of their wealth after a 10-year economic boom making them
unassailable.
Shortly after the 2008 Monaco yacht show, though, it all came
tumbling down. This was a time, after all, when just about everyone
with a bonus – and they were many – wanted their little piece of
heaven on the briny, and now. Prices soared, and as speculators
moved in to profit from the surge, prices soared a little more.
The crash was all the more dramatic for the size of the asset
bubble that had preceded it. As credit tightened, stock prices
shrivelled, and property values sank, many yacht builders found
themselves left with a yard full of undelivered boats in various stages
of undress and a fistful of near-worthless IOUs. On the other side of
the transaction, some clients even ended up owning yacht yards after
their builder went bust.
The crisis reached into every corner of this once-buoyant
business. Owners, sensitive to charges of excess as the world
economy burned, kept their big boats in the marina. Owners of
smaller craft, many now over-extended, looked simply to offload,
contributing to a glut of yachts on the second-hand market.
Crew was laid off in droves. Charter rates plunged and with them
broker commissions. Insurers were assailed on all sides as claims
surged, many of them distinctly dubious. And yacht financiers might
as well have closed the office and gone fishing.
Almost two years on, the scenario is not exactly cheering, though
there are islands of activity that some in the market at least are willing
to trumpet as portents of a recovery.
At the recent yacht conference organised by Italian yacht industry
association Ucina in Genoa, president Francesco Albertoni noted that
while employment in the Italian yacht industry had dipped by10% –
it would have been much more save for a government support scheme
– and turnover 30.5% last year, this still saw it performing better than
many other sectors of Italian industry.
What is more, its export sales had fallen considerably less than its
major competitors – minus 15.3% by comparison with a drop of
76.3% for Germany, for instance – it still had more than a 50% share
of the global super yacht market, and there had been signs of a pickup in sales over the last six months.
The government had recently supplied some incentives that had
spurred sales of smaller craft. What the industry needed now, he said,
was a more competitive Italian registry, and more uniform regulation.
He added that major players such as Ferretti were working to adapt to
lower levels of demand and denied that market consolidation was
either impending or necessary.
Not everyone was convinced, however. “Our sector is like the
auto industry 100 years ago,” said Massimo Perotti of major yacht
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builder Sanlorenzo. “We are too small and too fragmented. We have
companies building 30m, 40m, 50m yachts that can’t invest in R&D
and that can’t build an export presence. We have to aggregate, and
that means through merger and acquisition because at the end of the
day you can only have one person making the decisions.”
Italian classification society Rina, meanwhile, has focused
heavily on the yacht segment in recent years and now has around
1,100 yachts in its classed fleet. That is 10% up on a year ago despite
a crisis that has hit the market for 18m-30m boats, the core business
for the top Italian builders, particularly hard.
Rina recently introduced upgraded rules for its Green Plus class
notation aimed at yachts in the commercial and leisure sectors that
provide “eco-friendly design, construction and plant solutions.” It
expects to award three certificates – to two 62m yachts and a 40m
yacht – shortly and Paolo Moretti, business manager of the yachting
unit, says demand is strong.
Indeed, it may even have received a boost from the crisis, with
owners eager to show that while they are spending heavily on their
new yacht they are also doing so “ethically and in a way that is green.”

MEGA YACHTS

He adds that the yacht builders, including such majors as Ferretti,
Azimut and Sanlorenzo, have also been a driving force behind the
green push. “There is a space here for sustainable development,” he
says, “and it can also have the advantage of saving fuel and improving
energy management in general.”
Rina, which is also heavily involved in research and development
projects targeting greener yachting, assigns Green Plus to yachts
which have adopted solutions that improve environmental
performance beyond the minimum levels established by existing
rules. Its Green Plus notation – available in standard, gold and
platinum levels – is available for super-yachts over 24 m and smaller
craft, with the latter particularly promising for non-traditional
propulsion systems based, for instance, on fuel cell technology or
rechargeable batteries.
Crewing is another of area of the business that has been hard hit
by the crisis, though the market for qualified engineers remains tight
according to one leading Monaco-based yacht manager with around
60 yachts in his portfolio. “Engineers are still difficult to come by.
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There are just not enough qualified seafarers out there, so they are still
expensive. And because yachts are still being delivered that were
ordered before the crisis, the demand is still there.”
Demand is also beginning to pick up slightly for less exalted crew
members after the widespread layoffs that succeeded the collapse of
Lehman Brothers in late 2008. “Owners are starting to put their boats
back into service, and there is not as much interest in reducing costs
for economic reasons as there was.”
Looking forward, he noted that “we are all going to be dealing
with the new ILO rules on manning. Sadly, yachting has been a victim
of its own success. It is large enough now for the rules to have quite
an impact when they come in, but it does not have the same visibility
as other segments of shipping,” or the same lobbying heft when
regulations are formulated. “Smaller newbuildings in particular will
be affected by the concerns about the size of cabins for crew,” he says.
“It will hit builders and owners.”
Hugo Modderman, managing director of Dolfinance in Monaco,
cites the recent sale of a 64 m yacht on eBay – at a reportedly
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underwhelming price of €500,000 per metre – as indicative of where
the super yacht market stands. “Newbuildings are extremely slow,” he
says, “and in the secondhand market there is huge oversupply.
“But the real problem is the newbuilding market. Fincantieri got
a 138m order from a Russian client, and a yard in Greece has an order
for a 130m yacht from the Middle East.
“There are also unconfirmed rumours of a couple of Chinese
buyers coming in. But very few of the big yards have landed new

orders.” At the same time, he says “the charter market has picked up
fabulously.”
As for the yacht financiers, he says “there are very few banks
around. We don’t even get any requests these days. People who want
a yacht are generally more interested in paying cash. They don’t trust
the stock market and are buying art, vintage cars or yachts instead.
And they don’t have leverage because they don’t have a better way to
use their money.” ■

Feeling the wind in your face

L

imassol manager Acheon Akti has shown that diversification in the
shipmanagement industry can have its rewards after it took over technical
management of the 45-passenger and 22-crew complement cruise clipper
called Running on Waves.
The vessel, owned by Russian principals, will fly the Cypriot flag and will
operate in the Aegean and Mediterranean Seas from the beginning of August. The
threat of piracy in the Gulf of Aden scuppered earlier plans to carry out cruises
in the Red Sea area.
Acheon Akti has undertaken full technical management of the 65 m vessel.
it’s 1,300m of sails will be assisted by a Volvo Penta D16MH 650 HP main
engine.
Charalambos Manolis, managing director of Acheon Akti, denied that
management of such a unique vessel required any particularly different
management strategies to those employed on traditional cargo vessels, although,
the rules adhering to passenger vessels are stricter in many cases, he said, “and
we have to be stricter with the crew to ensure they are carrying out their
instructions.” ■
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UK seafarers in the limelight

Seafarers Awareness Week may have clashed in the maritime
calendar with Posidonia, but this was where the similarities ended.
While delegates and party-goers in Glyfada confirmed their status
as trenchermen (and women), the week was dominated in the
United Kingdom by events marking the role of the nation’s
seafarers.
The maritime charity Seafarers UK took the opportunity to
launch a commissioned piece of artwork by 3D pavement artists
Max Lowry and Joe Hill, at Paternoster Square in the heart of the
City of London, with distortion techniques giving the impression of
a ship sailing below the streets. Visitors were able to have their
photograph taken on the artwork with props available to make the
photos unique.
In addition to the show next to St Paul’s Cathedral, the artwork
was displayed at Exchange Square, near Liverpool Street Station
and in Carnaby Street, close to Oxford Street.
‘Nautical Friday’ on June 11 saw employees at BMT Defence
Services in Bath, Maersk Line in Felixstowe, Liverpool, Newcastle
and Glasgow dress in nautical garb, join the fun, and raise money
for seafarers and their families in the UK and Commonwealth.
Their efforts drew the following comments from Barry Bryant,
director general of Seafarers UK. “We are extremely grateful to all
companies whose employees chose to support our seafaring
community by helping us raise awareness and money.
“With their help, Seafarers UK is able to give seafarers a voice
and let more people know about the huge role they play in our daily
lives. We hope Nautical Friday was a memorable day for all who

MyView

took part and we would welcome support from everyone next
year.”
The fundraising efforts continued with the 24 Peaks Challenge
on July 17 and 18, with company teams and individuals walking up
24 peaks in the Lake District, each one over 2,400ft, in 24 hours. ■

Gunnar Larsen, senior vice
president global sales network,
Havyard Group
On the need to observe environmental issues
during ship construction and the market for
green anchor handling tug supply vessels.
“We have to focus on ISO standards and have
a green passport system to document the
environmental risk of all products used in
building the vessel. It’s expensive but it also
pays off no end, especially with regards to
safety and the human factor. To have a clean
worksite is safe and it also improves the
efficiency of the worker. To focus on safety, it
very often pays directly back two times at

least, so the money you spend, you get back.
“I don’t think demand for green anchor
handling tug supply vessels will increase in the
short term because the market for large anchor
handlers has been rather poor. Fortunately
Brazil has taken quite a few of them up now so
it will get better, but of course its so dependant
on activities in exploration and production.
“I think the whole industry is in the doldrums
because of what has happened in the Gulf of
Mexico but my theory at least is that for
Norwegian owners, suppliers and designers it
can be an opportunity because we have better
and safer technology. Here in the North Sea,
requirements are strict so my view is that it is
a chance to deliver this technology.” ■
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InConfidence
Arne Johan Dale
chief financial officer, Havila Shipping
Is it a hectic time to be working in the finance sector of the
shipping industry?
“It had been because we had a lot of newbuildings at the wrong time.
We had expensive vessels and were losing a lot of money on each of
these. Norwegian financial institutions have been up and running but
for those institutions that are outside Norway and getting help from the
Swedish, Danish or German governments, there is a focus on ensuring
that funding doesn’t leave these countries. They are closing their
business from outside their own countries.
“We are trying to find a new bank and have been informing Norwegian
banks about our needs. We have signed a contract for the financing of
the vessels that we have under construction.
“The changes in the market are altering everything. During May and
June rates were positive and you could see how good the spot market
can be. Within three months, the banks will not remember the situation
of this last winter – we don’t remember more than some months!” ■

Standing room only
for Desailly at Posidonia

A first in global television

for cruise passengers
ruiseship passengers can now tune into a host of
programmes from BBC World News, CNBC, Fox
News, MNSBC, Sky News and Sky News courtesy of
Florida-based MTN Satellite Communications.
MTN Worldwide TV is being marketed as the first global
television provider to the industry with customers including
Fred. Olsen Cruise Lines, Silversea Cruises, Norwegian Cruise
Lines, Crystal Cruises, Celebrity Cruises, Princes Cruises and
Azamara Cruises. In all MTN has some 40 vessels with 35,000
passenger cabins under contract.
Ian Maxson-Davis, director, European Sales, told Ship
management International the company used three overlapping
satellite beams to deliver content from major television
network providers to the vessels.
The World Cup in South Africa had been made available
through IMG World and additional packages including sport
and entertainment would be made available in the near future,
Mr Maxson-Davis said.
Singapore’s Goodwood Ship Management has opted to
install MTN’s C-band antennae and below-deck equipment on
three ore/bulk/oil carriers and on one capesize bulkler.
“MTN’s flat-rate, continuously available internet
connection provides the most cost-effective solution for our
business and will achieve significant cost savings compared
with pay-as-you-go satellite services,” said Goodwood
managing director Ashok Sabnis.
“The vessels are being fitted with four separate phone
linjes for crew calling as well as computer stations for e mail
and internet access. In addition, MTN Very Small Aperture
Terminal (VSAT) services will be used for all ship operations
and remote management communications,” he said. ■

C

L

othar Matthäus, Bryan Robson, Terry Venables and
Marcel Desailly have something in common in
addition to being retired footballers. Each played an
integral role in the series of question and answer sessions
organised as part of Castrol’s FIFA World Cup sponsorship.
Former French captain Desailly was charm personified at
Posidonia in Glyfada when he spoke eloquently about
performance, analysis, passion and teamwork, something the
World Cup winner’s erstwhile French colleagues might have
heeded before heading home from South Africa amid bitter
recrimination.
Desailly, as BBC Television viewers discovered, had by
then nailed his colours firmly to the Ghana mast, the land of
his birth; some Wags suggested he switched allegiance when
the first Mexican goal went in against France. So be it: his
infectious enthusiasm and support for ‘his boys’ certainly
enlivened the pundits’ couch. ■

52

SHIP MANAGEMENT INTERNATIONAL

ISSUE 26 JULY/AUGUST 2010

ADHOC

BUSINESS OF SHIPPING

Environment to take centre-stage
at SMM in Hamburg

G

reen issues and the first global maritime environmental
congress will set the agenda at SMM 2010 when more
than 52,000 visitors and 2,000 exhibitors from 50
countries converge on Hamburg Messe from Sept 7 to 10.
International Maritime Organization secretary-general
Efthimios will be the main speaker at the official opening of
SMM and also the congress, on September 7 and 8, which will
be chaired by Micky Arison, chairman and chief executive of
Carnival Corporation, Corrado Antonini, chairman of
Fincantieri and Spyros Polemis, chairman of the International
Chamber of Shipping.
Panels will be headed by a cast of industry luminaries
including Hermann Klein, chairman of Germanischer Lloyd’s
executive board, Emanuele Grimaldi, chief executive of
Grimaldi Group, Tom Boardley, marine director at Lloyd’s
Register and David Dingle, chief executive of Carnival UK and
chairman of the European Cruise Council.
“The most urgent development work is to find ways to
reduce CO2 emissions from ships,” Mr Polemis told SMM
News.
“Given that a ship typically has a life of 25 years, there is a
pressing need to have newbuildings now which will enable the
industry to reduce its carbon footprint if we are to meet the

targets which scientists believe we have to achieve in order to
reduce the impact of global warming.
“We are working on improved hull forms, more efficient
engines, better onboard energy management systems, new types
of engines and ultimately the development of technologies
which will reduce shipping’s reliance on fossil fuels,” he said. ■
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User-friendly and
transparency
are the key buzzwords

By Helen Jauregui

Procurements, safety management, crew training, accounts and technical supervision are a small selection of
shipmanagement responsibilities where an efficient approach can improve overall fleet performance.

H

owever, without an appropriate system, these key
managerial issues have the potential to become a
paperwork or email burden, in which thousands of
messages, statistics and other vital data must be recorded, stored
and reviewed in a proper fashion.
Now, as a number of marine software developers offer fresh
solutions to streamline management processes, shipping companies
are keen to invest in these more user-friendly and transparent systems.
For ship managers, this new wave of software represents a
valuable progression in the field of quality management and
aspirations towards maintaining regulatory or company standards
across fleets. This is especially relevant to
issues of safety and accident prevention, as
companies can analyse data in order to
better understand and improve safety
records.
However, Panteleimon Pantelis,
director of Ulysses Systems said that
those in the industry “are not in
widespread agreement about what
constitutes quality management in
practice”. He added that “some
feel that quality management is
about safety manuals and forms”
and “compliance with external
authorities” such as charterers or port
state controls, whereas others believe
it concerns “corporate learning
and risk management”; whereby
“observations and undesired events
are discussed enthusiastically with a
view to learn from them and
improve process”.
Mr Pantelis cited the danger
of reporting and categorising
undesired events “without any
concern for how this will help
solve the problem, minimise the
risk and find the root cause”. He
added: “In many accidents and
near accident reports, there are
questions about the particular
hazard, whether it is fire, injury,
containment etc. Rather more
relevant is what process has failed and which one is about to fail.
These are the questions that someone responsible will either want
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to be helped with or at least want other people to know about.”
Such concerns over software and the management
of safety issues are closely linked with the
responsibilities of shipmanagement companies
in conforming to regulations. Within
its Task Assistant Platform, UIysses
Systems has created a software model
which assists compliance with
Tanker Management and Self
Assessment from the Oil

IT MANAGEMENT SYSTEMS

Companies International Marine Forum. Mr Pantelis said: “TMSA,
and especially chapter 12, incites us to rethink whether documents
and statistics are good business indicators or not; chapter 12 being
the TMSA chapter that talks about comparing internal audits with
external audits. This comparison no doubt helps oil companies keep
track of whether the company monitors its own operation more
closely than external inspectors and auditors.
“At Ulysses we have built a model within our software that
makes it easy to apply the right categories to data without
burdening the user with huge lists of potentially relevant criteria
that take more time to record than it is worth. He added: “In the
information age, the information collection problem having been
solved, what we now need is to solve the information categorisation
problem. Never was this more relevant than today when the
obstacle of access to information is behind us.”
In response to this desire for transparency of information
across fleets, there is now a clear trend within the marine industry
for integrated systems which deliver an accurate, real time and
comparable overview of data and activities. One company
dedicated to integrated software is Norwegian developer BASS,
whose BASSnet system (pictured) is used on over 1,200 ships by
customers such as K Line, Stolt Tankers, Pacific International Line
and Wilhelmsen Ship Management.

MARKET SECTOR

Haakon Dalan, general manager for product management at
BASS, said: “An integrated suite allows for better reporting and
analysing of your operation and enables you to compare crew
performance and training against fleet performance or safety
statistics. If performance issues arise, you can analyse the training
the crew has received and consider this in connection with other
factors, then share relevant data with recruitment bases and
manning agents.”

The Liberian flag estimates that over the
past two years, its electronic seafarers’
application has saved ship owners and
operators more than $4m in courier
expenses alone
Mr Dalan added: "Traditionally in shipping companies, each
department - be it crewing, purchasing, technical superintendancy
or accounting; would select a piece of software for their specific
needs but fail to think across departments. This can lead to a
patchwork solution, with applications for specific purposes only,
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which cannot communicate with each other and therefore do not
allow for efficient processes between departments and do not
provide the necessary tools for management to analyse data and
improve business performance."
Gino Fiore, sales and marketing director at technical
management software specialist MESPAS
also emphasised the importance of sharing
information in order to improve and
streamline operations. His company has
developed the Mespas R5 (pictured); a
fully integrated system which offers
essential tools such as planned maintenance,
document management, budgeting, system
and data security and TMSA II.
Mr Fiore said: “We have an open system
architecture, which from a technical
perspective, allows for easy integration with
third party systems both onboard and ashore.
For example, there is a market trend towards
condition-based maintenance, so companies
are looking to upgrade for more intelligent
equipment which continuously measures and
monitors technical performance of
machinery – we have the ability to integrate
our system to those various sensors and
controllers.”
He added: "Whenever a ship
owner or operator has an audit,
be it in the tanker industry by an
oil major or other regulatory
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body, it is about extracting by the push of a button in a condensed
format all the relevant information which the auditor is looking for.
No matter how many vessels there are in a fleet, we are able to
extract information related to standard procedures or continuous
improvement. This is a very important key element for ship owners

MARKET SECTOR
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and managers – they need to show the auditing authorities how they
are striving for continuous improvement. All this information can
be accessed in a condensed report."

“You need all purchases and prices for
your inventory arranged so that at any time,
staff on board and in the office can have
a better overview” Svein Pedersen, Noah
As more advanced systems are developed, ship owners and
managers are also utilising this technology to minimise
administrative costs. The Liberian flag estimates that over the past
two years, its electronic seafarers’ application has saved ship
owners and operators more than $4m in courier expenses alone.
SEA is a web-based application, designed to increase operational
productivity and transparency of data when certificating and
documenting seafarer applications – money saving functions which
are a common concern for many of the software developers who
spoke with Shipmanagement International.
For example, Texas-based provider ABS Nautical Systems
recently launched the NS5.5, an upgraded version of its NS5 suite
of integrated fleet management software modules. The suite is
designed to synchronise management systems, operations and crew
details whilst having a positive impact on costs. Joe Woods, vice
president, global sales and marketing described the cost benefits
when making procurements; from requisitioning onboard to
creating an invoice at the end of the stream: “A couple of years ago,
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we had clients who were spending upwards of $125 just to place an
order, but now they’re able to get that figure below half of that cost.
If you’re placing thousands of orders a year and saving $50-$60 per
order that will add up fairly quickly.
Understanding the financial advantages of such systems when
ordering, shipmanagement companies are also keen to discover a
more simplified approach to stock control once supplies are
onboard. Svein Pedersen, chief executive of shipmanagement
company Noah said his team had purchased a web-based fleet
management software solution from Singapore provider Teledata
Marine. Mr Pedersen emphasised the need for a proper, planned
maintenance system of fleet inventory, without which “it becomes
very difficult to have an organised overview of what has been done
as you don’t have the history.”
He added: “You need all purchases and prices for your
inventory arranged so that at any time, staff on board and in the
office can have a better overview - you can also easily control the
actual cost of your inventory to minimise or optimise your
purchases, based on what you have onboard.” This is an important
issue, since without proper record-keeping, crew are likely to order
items which their ship already has, leading to a surplus of stock. Mr
Pedersen also noted that such systems can prove useful when
purchasing emergency items and vital spares as having access to a
breakdown of stock information can allow for surplus items to be
split between vessels, thus minimising costs for the fleet as a whole.
This desire for web-based management systems is inevitable in
a modern climate where internet access is a tool on which most of
us rely. Stephen Fletcher, commercial director of AXS Marine
highlighted the fact that shipping companies get thousands of
messages everyday which need to be managed efficiently.
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“There is a third parameter which is cost
because browsing the internet onshore is not
an issue but if you have to do it through an
expensive satellite link then obviously you
don’t want to give it to people to do casual
browsing or download videos and music as
these things cost” Savvas Lambidonitis,
Columbia Ship Management
He noted that many companies are moving away from bespoke
messaging systems built on outdated technologies and choosing to
embrace internet-based decision making solutions such as AXS
Marine’s AXSDry, a set of online tools and databases which
includes access to statistics and public information databases where
crew can gain current data regarding ports, fixtures and bunker
prices.
Mr Fletcher stressed that most
individuals use the internet every
day for a wide variety of purposes
and added: “Generally today, any
company that doesn’t have access
to the internet can’t do their
business.” This need for internet
communications in order to
conduct business activities coupled with an increasing demand
onboard for social networking and
entertainment sites such as Yahoo,
Facebook and YouTube – has led
shipmanagement companies to
consider how and when internet
access should be offered onboard.
Many will be keen to ensure
that existing facilities are not
abused, while those not currently
offering internet access are
considering the incentives and
financial
implications
of
purchasing satellite connections.
Savvas
Lambidonitis,
IT
manager
at
Columbia
Shipmanagement, said young crew
members are keen to have internet
access
onboard
but
that
unfortunately, his company is unable
to provide this service with current
communication
systems.
Mr
Lambidonitis emphasised the
technical problems of vessels not
having the infrastructure for internet
access and also raised concerns
about security, since downloading
may lead to viruses which can
damage essential tools such as
stability and landing programmes.
He added: “There is a third
parameter which is cost because
browsing the internet onshore is not
an issue but if you have to do it
through an expensive satellite link
then obviously you don’t want to
give it to people to do casual
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browsing or download videos and music as these things cost.”
Providing internet access onboard for leisure purposes remains a
contentious issue but British maritime e-commerce platform ShipServ
has devised a system which proves that social networking principles
can benefit mainstream business activities. John Watton, chief
marketing officer explained how business users can connect and share
information online by creating ratings and reviews on ShipServ
Pages; part of the company’s existing TradeRank system. Mr Watton
said: “TradeRank was devised to indicate a supplier’s popularity and
is based upon a supplier’s activity on TradeNet. A high TradeRank
indicates that the supplier is widely used by the ShipServ TradeNet
buyer community.
“The addition of reviews aids the sourcing process, giving buyers
further information on which to base their decisions” Mr Watton
added. When crew connect to TradeNet using onboard management
systems such as ShipNet, SpecTec and Danaos, they can generate
requests for quotations to multiple vendors and receive quotes into
their systems which can be turned into purchase orders, without
duplication or manual intervention.
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Contributing to the issue of software accessibility, Mark
Jennings, operations manager at British company Marine Software
Limited stressed the need for systems which don’t “hinder the task
which a seafarer was employed for in the first place”. He said: “The
ongoing problems are simplicity; trying to keep it simple for the
seafarer so that even without training they can use the software with
relative ease.”

When crew connect to TradeNet using
onboard management systems such
as ShipNet, SpecTec and Danaos, they can
generate requests for quotations to
multiple vendors and receive quotes into
their systems which can be turned into
purchase orders
Mr Jennings referred to his company’s new system, the Marine
Crew Manager, which will assist in ensuring full visibility of crew
members’ certifications for different levels and ranks. He said: “The
focus has got to be on the level and skills of the engineers on the
vessel and not to overburden them with software which is highly
complicated.”
Overall, as software developers offer increasingly simplified
approaches to data control, quality management is likely to become
better accepted by crew as a process improvement method, rather than
simply dismissed as a time consuming bureaucratic burden. ■
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This mad mad world
By Alkis John Corres
developing situation in which we all are in and
continue to shake hands and smile to cameras
while 600m EU citizens suffer as they ponder
about their future. Most of them have by now
cut down on expenses, many of them have
difficulties in repaying loans and credit card
debt, while others, millions of others, are
jobless and face the difficulties of survival
amid failing social state institutions and
companies.
I have news for you, gentlemen. European
citizens are not the dominated fools you think
you are ruling over and care about their home,
Europe. We are not going to allow the
European Union to be viciously attacked by the
wolves of international speculation and we are
also not going to tolerate the failure on your
part to protect it.
The situation is deteriorating every day and
there is no time to lose. We are in an
undeclared financial war of enormous scale
which threatens the future of all of us. If it is
war that the aggressors desire, let it be war and
its outcome will show in which currency the
Dr Alkis John Corres, chairman of the Hellenic Association of Maritime Economics
reserves of the Arabs and the Chinese will be
kept.
Preparing to confront the enemy means that we cut the crap. Stop
showing delight for the austerity policies of the International Monetary
Fund which are aimed at plunging our economies into deep recession.
Open your eyes and see who has to gain from such a situation which
will have the opposite effect of the Marshall Plan 63 years ago.
One cannot accept requests for economic sacrifice from countries
with 21% unemployment because the economy will simply die.
Greece has offered to accept measures which have caused a 2.5%
economic decline in the first quarter of 2010. With more measures on
Historians of the future writing about the days we live in today would
their way, the yearly negative growth may approach 10% rather than
have no difficulty in tracing the madness into which the dollar/euro
the official 4% predicted. It does not call for rocket science to imagine
fight has led us all.
what it means for non-performing loans and all that follows. I am sure
Rating agencies unashamedly feel competent to downgrade the
the rating agencies will not miss that opportunity to say “we told you
credit worthiness of entire nations using their own shady ways,
so.”
personalities such as the European Union commissioner Olli Rhenn
We are therefore expecting from you, gentlemen, to show that you
and the Eurogroup chairman Jean-Claude Juncker limit themselves to
understand the situation and that you intend to put up a decent defence
expressing surprise, while the European Central Bank heeds to their
for the euro zone.
diktats by charging an additional 5% commission on the Greek bonds
If you do not feel competent there will be no hard feelings; step
deposited by banks to raise funds.
aside and let someone else who understands make a contribution
It is evident to everyone who is calling the tunes and who are the
before it is too late and we all end up with bankrupt states amid
dancing parties. I am deeply disturbed and disgusted.There is a gap in
battling gangs like the ones we have seen in the Mad Max series. ■
perception in Europe. Politicians have failed to understand the

Rating agencies unashamedly feel
competent to downgrade the
credit worthiness of entire nations
using their own shady ways
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Ole Stene
Managing Director, Aboitiz Jebson Bulk
Transport Corporation

Seeing is believing

A

boitiz Jebsen Bulk Transport Corporation in Manila has
built up a strong reputation as a crewing agency with its
ebullient managing director Ole Stene recently receiving
the Philippines Presidential Award of Excellence for services to the
national shipping industry from President Maria Gloria MacapagalArroyo. And, as Mr Stene tells SMI, the time may have come for
the shipping industry to stop treating the Philippines as the venue
for an endless supply of seafarers and start valuing and retaining
the seafarers they employ.
“We have seen a reduction in the spiralling seafarer wage bill for
seafarers that resulted from the demand pressures being placed on the
shipping industry prior to the collapse of the financial system two years
ago,” Mr Stene muses.
“The seafarer shortage was particularly acute when you started to
look for crews in the offshore industry and the supply sector where the
daily freight revenues were much higher than in the general shipping
market,” he says. “The industry had this strange notion that you could
just go to the Philippines and find the crew. They paid large wages just
to get someone onboard these rigs or the supply vessels. This pressure on
wages has subsided a little and we are seeing healthier wage levels now.”
On the other hand there is pressure for more competent officers and
crew, Mr Stene says. “Even if a lot of ships are laid up because of the
financial crisis, the majority of vessels are in warm lay-up so there is still
not that much additional crew available to choose from. The fight is on
to find competent officers. At Aboitiz Jebsen we focus on crew retention
because we want our partners (what we call the owners we work for) to
view us as their extended personnel department. We need to support
them and cooperate with them in the recruitment process to ensure we
pick the right people for the right ships and trades and work to build the
competence for our seafarers to go back to the same ship and the same
ship owner.
“And that goes with what we have argued for in InterManager,
which is the need for investment in human capital. Ship owners have to
understand that you need to have competent crew regularly coming back
to their ships to maintain the asset value of the vessel.
“We see more value in looking on the crew as permanent
employees. From a legal point of view we have discussed this with the
authorities here to revise seafarer contracts to become permanent
employment contracts. It is a legal issue which the authorities have to
look at but there are other ways around this to make the seafarers feel as
if they are part of the shipping company as an employee with a
permanent employment contract. The way you treat them; the way you
build career opportunities and the way we take care of their families all
make them feel as if they are employed by each individual shipping
company.
“When we market our services to recruit local crew we use the

Aboitiz Jebsen name all the way through but when they are employed,
they become the ship owners’ employees. We have 97% retention on all
the Jebsen ships where we have full Filipino crew. We have achieved
this because we believe in our crew, show them support, we train them
and we take care of them. We offer competitive wage levels obviously,
but all the other incentives are there with family packages and ensuring
there is a proper rotation plan so that when they are on vacation they can
go on vacation. All these things count for a lot.”
So what is Aboitiz Jebsen’s agenda? Mr Stene again: “We feel very
strongly that the Philippines is more than just a crewing nation. We are
one of the few companies offering full third party technical management
out of the Philippines because we have the manpower available.
Singapore has been very clever in attracting investors such as ship
owners and managers but the majority of the superintendent staff they
employ need to be imported as expats so the cost goes up.
“We can be competitive on the cost side when you operate in the
Philippines. But there is a perception out there in the big world that the
Philippines is only available for crewing purposes. Our strategy is to
expand more into full technical management because we see huge
opportunities for owners to outsource their management operations to
the Philippines.
“We have 26 ships on full technical management including crewing
and that is an area we really want to expand into. The majority of my
staff have been sailing with ships as chief engineers and now see
opportunities for a career ashore. I believe very strongly that if we can
convince youngsters today to opt for a career at sea, they don’t have to
believe they will be a seafarer until retirement. There is a career in shorebased businesses.
“Shore based industries need competent people with competent
seagoing backgrounds and this is the positive message we have to put
forward to the young people looking to go into the shipping industry
today,” he says. ■
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Overcoming
a hazardous pricing prediction
By James Brewer

I

s it possible to predict trends in ship repair prices? Could there be a
magic formula which could save millions of dollars over a period
in fleet costs?
Prediction is famously hazardous in all aspects of maritime
trade, but this may be one area where ship managers can get a better
grip on their budgeting, and marine underwriters on their reserving
for claims.
Since the end of 2009 Sasha Dobra, a senior executive
at technical and claims consultancy and survey specialist
Kalimbassieris Maritime, has embarked on a wide-ranging analysis
to see whether there can be a scientific approach to improve
budgeting and effecting real savings on repair strategy – or whether
this might be an alchemist’s dream.
Ms Dobra and her colleagues have the benefit of access to
considerable client and counterparty resources and data for this
exercise. The business, led by Christina Kalimbassieris, has offices
in Piraeus, Constantza, Bourgas, Varna, and Istanbul and handles
the gamut of marine casualties and emergencies.
As to whether the cost path can be accurately forecast, “the
basic answer”, Ms Dobra admitted to SMI “is that it is really difficult
to predict because so many factors go into ship repair.”
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Still, her research has pointed to a series of guidelines and
strategic advice that will add critical insight into managing what can
at times look like a frighteningly open-ended cost. She sought to
identify a system that would be useful not just for the next 12
months, but on a global scale so that provisions could relate to years
ahead.
Ms Dobra began by drawing on her firm’s considerable
experience in Turkey to determine whether average repair prices
throughout the yards might relate to the price of steel plate. She
studied unit steel prices for flat steel grade A (without extras)
charged at the Turkish centre of Tuzla over the last three years
averaging them and drawing a heavily qualified trend line.
The results showed a very broad correlation between the unit
repair prices and price of steel plates, but with some periods
showing exceptions to the rule. So this called for an overview of all
the various factors influencing repair costs, including indices and
other tools.
In terms of the global picture, the repair industry is affected by
three macro-factors – supply, demand and underlying costs.
In terms of supply, one needs to consider globally, the number
and capacity of facilities: the number of yards grew rapidly in recent

SHIP REPAIR

years, and some changed their focus from newbuilding to repair.
Facilities also improved during the boom. Supply is currently very
high, so there is a competitive market, meaning lower prices.
Demand in terms of ship repair is affected by anything which
influences the amount of repair, maintenance and conversion work
required. This will include the size and age of the world fleet. More
specifically, a modern fleet requires less maintenance, with the
caveat that there tends to be an initially high rate of incidents as
new ships are introduced and crew become familiarised with them.
With older ships in circulation there is greater repair/
maintenance demand, but again a caveat that maintenance/repair
work drops towards the end of vessel life as operators try to get the
most out of them.
Indicators of such fleet demographics which might be useful in
piecing together a picture of repair demand will include world fleet
profile, lay-up statistics and demolition rate.
Demand is also heavily influenced by the state of the shipping
market. When freight rates are very high, vessels are in continuous
use, as operators seek to minimise any delay. There are more
accidents and maintenance needed, but companies are more likely
to defer repairs. In that kind of market, minimising off-hire time
will become more important than securing the lowest repair price,
so there is less pressure on the yards to push prices down.

Demand in terms of ship repair is affected by
anything which influences the amount of repair,
maintenance and conversion work required

When freight rates are very low, as during the past 18 months,
owners attempt to minimise repair/maintenance costs and push
harder for lowest possible prices.
Ms Dobra’s study included a comparison of repair prices with
indicators on performance of the shipping market, such as
newbuilding prices and the Baltic Dry Index. These showed a
relatively close correlation – when freight rates or vessel prices
were high, repair prices were also high, but low freight rates meant
lower repair costs.
The third macro-factor affecting repair work is underlying
costs – or the raw components of repair costs. Obviously this will
include the steel itself, the factor which initially formed the basis
for the study. The figures showed a general correlation between
price of steel plate and repair costs, but with a time lag, most likely
due to the fact that yards stockpile their steel.
Underlying components of repair costs will vary for different
kinds of repair work, but even for repairs involving predominantly
steelwork, such as grounding damage, the major component is
labour.
The proportion of repair costs attributable to labour will also
differ from one region to the next. For example in Western
European yards, labour will constitute a larger proportion than say
Turkey, where labour costs are much lower. Labour costs may also
be affected by other factors, e.g. currency fluctuations when
workers are paid in one currency but repairs are charged in another.
Fuel is not a major direct component, but does form a part of
some costs e.g. fuel needed for grit blasting, yard machinery etc.
Further it has a general economic influence: a very general pattern
has been seen of repair costs following the crude oil price. Another
input to the equation is finance: repair yards usually rely on
financial institutions for revolving credit lines to finance working
capital. In Turkey for example, this comes from the local banks. In
Turkey there has been a two to threefold increase in interest rates
since the start of the financial crisis.
Although there are basic factors which influence repair costs

and certain indices such as the Baltic Index, crude oil index and
steel prices may be used to give guidance, each repair case is
unique. The individual circumstances of each case will vary, so that
repair costs may differ widely from one case to the next. Obviously
the type and extent of damage will be the main factors in any
instance.

The type, size, and age of vessel are also
important – some vessels such as LPG carriers,
are inherently more expensive to repair and
larger vessels will pay higher dry-docking dues

However, the type, size, and age of vessel are also important –
some vessels such as LPG carriers, are inherently more expensive
to repair and larger vessels will pay higher dry-docking dues. The
geographical location of a casualty is also a factor – if the incident
occurs in close proximity to a number of shipyards, this will mean
that it is feasible to conduct a proper repair tender which will also
help to push prices down.
Demand in local repair yards at the time also has a major
influence on price – if the yards are hungry for work then they will
quote more competitively. In this respect it is useful to have an
understanding of how repair yards operate and their perspective of
demand.
A yard’s two main assets are its dry dock and workforce, and it
will want to make the best use of both. You might think that the
yard would love to have an enormous damage case with huge steel
repairs, but that is not necessarily so, warns Ms Dobra.
Repairs requiring a long period of dry docking can create
logistical problems, and limit the other work which the yard can
undertake.
As a general rule, the ideal work for the yard will be regular dry
docking of short periods, meaning that it can maximise the number
of clients it can service.
Scheduled dry-dockings are also generally more attractive as
they allow the yard to plan ahead. Yards will also be looking for
projects which involve a variety of work, in order to maximise the
use of their workforce. All of this will have an impact upon how
the yard quotes for a job – the less attractive the work is, the more
likely the yard is to quote a higher price.

The proportion of repair costs attributable to
labour will also differ from one region to the
next. For example in Western European yards,
labour will constitute a larger proportion than
say Turkey, where labour costs are much lower

So, although it might be possible to make some general
predictions in terms of trends in unit prices, there are so many
varying factors that there will always be exceptions to the rule. To
illustrate the point, Kalimbassieris recently saw a yard come
forward and halve its unit price in the hope of securing a damage
repair project. Demand was low at the time and the yard was eager
to take the deal.
The bottom line comes to this: the factors and indicators
mentioned can be useful for understanding and managing the
process and working toward more competitive repair prices, as well
as more accurate budgeting for the future. However, allowance
should always be made for the possibility of variations resulting
from the individual circumstances of each case. ■
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Fighting

the carbon war
problem and work out if there is an entrepreneurial ethos to unblock
solutions to climate change. We really perform a catalyst role for
the market to then perform better and more sustainably. We believe
this is one of the big economic opportunities of our generation. This
is a business and wealth creating opportunity,” he told SMI.
As the Carbon War Room states in its objectives, there is “a
lack of consumer visibility and the extraterritorial nature of
shipping explains in part why the industry has lacked regulation on
GHG emissions to date. Ships account for over one billion tons of
CO2 annually, or around 3% of global anthropogenic emissions, in
addition to being a major emitter of other pollutants such as SOx,
NOx, Particulate Matter and Soot.

A

group of the world’s leading entrepreneurs headed up by
Sir Richard Branson believe that market-based solutions
can be found to the global problem of climate change. So
passionate are they about the contribution global industry can play
in this crucial arena that they have formed a separate organisation
they believe can start forcing change. The Carbon War Room has
been set up with the primary objective of identifying those barriers
that are preventing market-based scale up of climate change
solutions and thereby perpetuating the status quo.
But it is in the area of shipping where the Carbon War Room
founders believe serious change can be made. By bringing together
best practice and accelerating information flow throughout the
industry, greater efficiencies and savings can be seen, it believes,
while also serving to save the planet from excess green house gas
emissions.

Ships account for over one billion tons of CO2
annually, or around 3% of global
anthropogenic emissions
So what is the Carbon War Room concept and what is the
purpose of it? According to it is an independent entrepreneurial
non-profit body started by Sir Richard Barnson and since joined by
eight other entrepreneurs in similar standing. “The idea is we are
focused as a non-profit organisation on market-based solutions to
climate change. We go round the different parts of the carbon
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Under business-as-usual, harmful emissions
from this sector will continue to rise as
demand for freight increases. According to
the IMO, CO2 emissions from ships will
reach 18% of all man made Greenhouse gas
emissions by 2050
“Moreover, shipping has a number of agency problems
blocking demand for fuel-efficient technologies that are
increasingly widely available. One is the ‘The landlord and tenant
scenario’: The ship owner or ship operator rarely pays for bunkers,
rather bills are picked up by the charterers meaning there are few
incentives to owners and operators to improve efficiency.
“The majority of shipyards, located mainly in Asia, build to
standard types and charge a prohibitive premium for new
technologies and vessel designs,” it says. This can be counterproductive to improving GHG emissions.
Another important blockage is the charter party agreement. “In
some cases these are as old as 150 years and can focus on cost,
speed, age and tonnage – not eco-efficiency and fuel burn over a
vessel’s lifespan or charter-span. To encourage educated decisions,
shippers, ports and other stakeholders such as insurers need open
access and transparent environmental performance ratings. The
shipping industry is the largest emitter of NOx and is also one
of the largest emitters of SOx. Under business-as-usual,
harmful emissions from this sector will continue to rise
as demand for freight increases. According to the IMO,
CO2 emissions from ships will reach 18% of all
manmade Greenhouse gas emissions by 2050
“business as usual”.

COVER STORY

“Moreover, despite some regulation for the reduction of SOx
and NOx, shipping pollution poses serious human and
environmental health risks, providing additional motivation to
reduce emissions. Particulate Matter emissions from ships
contribute to an estimated 60,000 premature deaths annually, as
reported in a 2007 study by Corbett, et al., published in
Environmental Science & Technology. Reducing emissions is
technically feasible using current technology, and, in the case of
efficiency measures to reduce fuel consumption, can contribute
cost savings that make it economically attractive with appropriate
financing of upfront costs. The IMO GHG Study 2009 estimates
that eco-efficiency technologies could reduce CO2 emissions from
shipping by between 25% and 75%. Of those emission reductions,
the first approximate 25% of reductions could be achieved,
according to the study.
The Carbon War Room has taken its responsibilities so
seriously that it has sent a letter to the IMO member states urging
the development and adoption by the end of 2011, of a clear,
meaningful, verifiable and flag-neutral set of regulations to
significantly improve energy efficiency and reduce CO2 emissions
from international shipping. It said in the letter that it wanted to:
“Include the IMO Efficiency Design Index as an objective and
mandatory measure of a ship’s inherent efficiency in the IMO
climate regulations, with a view to providing sufficient commercial
incentives towards the overall goal of mitigating CO2 emissions
from international shipping.” It also wants to establish a baseline
for the EEDI by the end of 2010 and to apply the EEDI to both
existing and new ships as soon as possible.
According to the Carbon War Room, currently available
technologies can substantially reduce CO2. Efficiency gains could
translate into an annual CO2 reduction of upwards of 250 million
tons annually of consumption by 2020. Of the 100,000 vessels that
spend most of their time traversing the world’s oceans, making
only occasional stops at port cities, about 15,000 are responsible for
the bulk of emissions and are initial targets for efficiency and
scrubbers. The installation of scrubbers - common in aviation and
automotives – could substantially reduce black carbon soot and
reduce NOx and SOx, it says.

Efficiency gains could translate into an annual
CO2 reduction of upwards of 250 million tons
annually of consumption by 2020. Of the
100,000 vessels that spend most of their time
traversing the world’s oceans, making only
occasional stops at port cities
“Future technology developments – including fuel alternatives
to the heavy sulphurous bunker fuel currently burned by ships to
LNG or biofuels – could eventually contribute even greater
emissions reductions and present a market-based solution driven by
reduced fuel costs. Alternative fuels are currently in the
development phase and present another business opportunity.”
But as it contends, there is significant potential for improved
and increased information flow of what constitutes an
efficient ship from a less efficient one; and an efficiently
run ship from a less well-run ship. The Carbon War
Room is committed to increasing this information
flow to enable the key stakeholders to make better
decisions and to facilitate investment in
technology and operational improvement that
saves money and CO2.
It added: “New business models that
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deliver attractive financing for energy-efficiency for ships can
catalyse the market for these technologies. With attractive
financing, the efficiency upgrades may be of considerable appeal
given the estimates of a short payback period (three years or less)
for reduced fuel costs. The adoption of scrubbers will require
additional pressure from customers or regulation, as there is
currently no economic incentive for their addition.
As Peter Boyd stressed: “I think shipping is the most efficient
form of transport for a lot of goods and there are also some
entrepreneurial business minds and highly engaged individuals and
companies in the shipping industry all involved in a complex web
of relationships. We started by looking at the shipping industry
from the outside in, which was that it was responsible for a billion
tons of CO2 and with the current course of events this would
increase to 1.5bn tons. That is too big a part of the carbon problem
not to tackle it carefully. Shipping’s share was equivalent to that of
the sixth largest country in the world.
“And there is 30%-40% of inefficiency in current technology
and there could be fuel saved and money saved. Yes this market is
incredibly competitive and yes it is an efficient form of transport
but within itself there is a massive capacity for it to become more
efficient and in so doing, make people money and save the
environment.
“We have looked at a number of different markets and the way
we engage is we get people around a table who know more about
the industry than we do to talk about the barriers and the
opportunities. The key market barrier in any industry is information
flow and you have to ask yourself is good information about a ship,
how clean it is, how well designed it is and how well run it is, going
around the market quick enough. That key market failure of poor
information is married to the market failures of the landlord tenant
problems and in the same way that a building is not retrofitted in
the way it should because it would cost the landlord too much and
the tenant would get the lower fuel bill. Conversely, the tenant
does not want to do it because it is the landlord’s building. So
therefore something that would benefit the planet and that would
create a building that would be more comfortable to live in is not
done.
“It is the same situation in the shipping industry with an owner
and operator and 50% of the fuel cost passed further down the
supply chain. So our first phase of where to help is how do you
improve the information going around the marketplace? There is a
lot of sophistication in the marketplace but how do we get the
information moving around the market. The idea of the design
index is an important first step to get that circulation in motion
because while there are other good indexes, it is how do you press
the accelerator and get this information out and around the
marketplace?
“Once you have done that, can you get an A-G rating on the
side of every ship? Once you have something like that then all the
different actors can act in their own self interest but based on better
data. The ports will start to incentivise the cleanest ships, and the
big shippers will start to be more selective in their contracts and
who they do business with. Insurers can differentiate their rates so
at the end the traditional ship owner who doesn’t care about the
environment can buy a G grade ship, spend a bit of money on it and
sell it as a C grade ship. It is that concept of good information
going around the marketplace making sure all the very skilled
actors in the market are aware.
Once we have something like that we are starting to engage
with the ports and the brands and what decisions can they make
with their power. All the technology exists and there are lots of
smaller companies waiting on the sidelines with great ideas and
some of them are being asked to fund their own demos. That is not
a way for a market to get running.
“With much better information there will be charterers who
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will be making environmental decisions on their contracts, ie I only
want an A or B grade ship. There may well be people like that and
if you go down a level there may be a marginal call on a particular
trade land and route that using a certain grade of ship will cost an
owner less fuel. That is the piece where you get people making
strategic decisions and guide the market and start to value A and B
grade ships. In that sense charterers will have the power but overall
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Sir Richard Branson is a successful international entrepreneur
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energy through more than 200 companies’ worldwide,
employing approximately 50,000 people in 29 countries. In
2007, along with Nelson Mandela, Graça Machel and Peter
Gabriel, Richard and a group of partners announced the
formation of the Elders, a group of global leaders to
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to tackle some of the world’s toughest problems.

Craig Cogut
Craig Cogut is founder and co-managing partner of Pegasus
Capital Advisors and co-founder of Pegasus Sustainable
Century MB, L.P. Since 1995, he has executed over 70
transactions at Pegasus, and has assembled a world-class
team of investment, operational and policy professionals. He
has led Pegasus to focus on businesses that secure
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efficiency, and security. In 2008, he was selected to receive
the New York League of Conservation Voters Corporate
Pioneer Award.

Vladas Lasas
Vladas was born in 1956 in Kaunas, Lithuania. He studied,
lectured and did research on Computer Vision at Kaunas
University of Technology. He holds a doctorate in Computer
Science. He has presented results of his research at
conferences in Japan, USA, Germany, and Russia. He is a cofounder and/or co-owner of several companies in Lithuania,
including industrial and power plant automation company
Elinta UAB, computer vision R&D company Elinvision
UAB, global e-commerce solution for SME provider
Globaltus UAB, UPS Authorised Service Contractor for
Lithuania Skubios siuntos UAB.
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Strive Masiyiwa
Strive T. Masiyiwa is founder and executive chairman
of South African based, diversified international
telecommunications group Econet Wireless. Under his
guidance, Econet Wireless has developed into a global
telecommunications enterprise with operations and
investments in more than 14 countries in Africa, Europe and
the East Asia Pacific Region. The company operates in the
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Shelly is founder and president of Palisades Management
LLC, a Registered Investor Advisor (RIA) that provides
investment management services to high net worth
individuals and institutions, including certain family
accounts. Prior to founding Palisades Management, she
served as Executive Vice President for Pacific Global
Investment Management Company (PGIMC), where she
played an integral role in launching PGIMC’s high net worth
management business. Ms. Meyers also managed the Pacific
Advisor Funds’ Multi-Cap Value Fund from inception (April
2002) to a five year record that beat the S&P 500 on an
annualized basis, and which ranked the Fund in the top 10%
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Boudewijn Poelmann is co-founder and chairman of the
Dutch Postcode Lottery which over the past 20 years has
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human rights and sustainable development.

Mark Shuttleworth
Mark is founder of the Ubuntu Project, an enterprise Linux
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Assessing the impact
of lubricant
discharge
by Dagmar Schmit Etkin

oday, most ocean-going vessels operate with oil-lubricated
stern tubes and use lubricating oils in a large number of
applications in on-deck machinery and in-water
(submerged) machinery to function smoothly. The problem is that
with each vessel transit and port visit some of that lubricant leaks
into marine waters due to worn and damaged seals and the
inevitable drips that occur during maintenance. When you consider
there are 360,000 port visits by container ships alone each year, all
that leakage begins to add up to substantial amounts. These
lubricant inputs can significantly impact on the marine
environment, including toxicity to fish and other organisms,
bioaccumulation, and contamination of water intakes for industrial
usage. The toxicity to fish is a particular concern in the ports of
developing nations that are often in relatively close proximity to
coastal fishing areas.
This type of lubricant leakage, once considered a part of normal
and routine ship operations, has recently been raised as a concern at
the International Maritime Organization (IMO) Marine Environment
Protection Committee (MEPC) by non-governmental organisations,
including World Wildlife Fund and Friends of the Earth International,
as well as by some national delegations.

T

Results indicated that somewhere between
4.6m and 28.6m litres of lubricating oil leak
into ports and harbours from stern tubes
annually worldwide
Some nations are taking the lead in regulatory action. In the US,
these ‘routine’ lubricant discharges and leaks are now being treated as
oil pollution with full legal consequences under the National Permit
National Pollutant Discharge Elimination System for vessels.
Environmental standards for lubricants used by the North Sea
offshore industry have also recently been expanded by the Norwegian
authorities to include chemicals used in top-side equipment. As the
EU seeks to maintain the “good environmental status” of its waters
under the EU Marine Strategy Framework Directive, lubricant
regulation could soon be in force in Europe’s busiest ports, harbours,
and enclosed areas, such as the Baltic Sea and the English Channel.
The EU has also taken a strong interest in dealing with the lubricant
discharge issue in its inland waterways through the Lubrication in
Inland and Coastal Water Activities (LLINCWA) project.
Estimation of the amounts of lubricant input is crucial to
determining the magnitude of environmental damage and in
developing strategies to counteract this damage. While back-of-theenvelope calculations offered at MEPC in 2008 estimated that as
much as 80 million litres of oil-based lubricants may be lost at sea
annually from stern tubes alone, there have been no authoritative
empirical data on stern tube or other lubricant pollution to properly
guide delegates and policymakers on lubricant pollution until the
recent release of a study conducted by Environmental Research
Consulting (ERC).
The ERC study, as presented at the recent Arctic and Marine

Oilspill Program Technical Seminar of Environment Canada, in
Halifax, Nova Scotia, used empirical data on vessel type-specific
lubricant replacement rates in ports coupled with port visit statistics to
estimate total inputs of lubricants by port, vessel machinery type, and
by vessel type. The results indicated that somewhere between 4.6m
and 28.6m litres of lubricating oil leak into ports and harbours from
stern tubes annually worldwide, and an additional 32.3m litres of
lubricants are input into marine waters during normal vessel
operations – a total of nearly 61m litres. Across 4,700 ports
worldwide, these inputs cause an estimated $316m in environmental
damages annually, as measured by the methodologies used in the US
to determine the costs to properly restore to the environment from the
impacts of oil. This is a serious problem for an industry that is striving
for ‘zero pollution’.

Drilling ships have the highest rates of
leakage – nearly 47 litres per port visit, while
container ships lose on average 34 litres
Because of the differences in machinery on each type of vessel,
there are considerable variations in the leakage rates. Drilling ships
have the highest rates of leakage – nearly 47 litres per port visit, while
container ships lose on average 34 litres, and crude tankers 32 litres.
Stern tube leakage varies from 20 litres per day for barge carriers, to
about 7 litres per day for general cargo ships, and one litre per day for
offshore supply vessels. Hydraulic systems appear to have the highest
leakage rates for on-deck machinery, while bow and stern thrusters
discharge an average of 1.1 litres and 2.4 litres per port visit
respectively.

+
+
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Greater focus on stern tube leakage and the spillage of other types
of lubricants used in marine shipping operations have led to a need to
evaluate alternatives to these oils and ways to monitor and prevent
operational discharge of lubricants through technological advances
for all shipping.
One of the approaches to preventing the environmental impacts
of operational lubricant discharges that is being considered is the
availability of electrical equipment that does not require lubrication.
While electrical equipment would certainly reduce the problem of
lubricant leakage from hydraulic equipment to zero, there are few
drivers for this at present and concerns about reliability of power
supply. It may well take 30 years before the technology becomes
widespread. In the meantime, an estimated 128 million litres of
lubricants would have spilled from hydraulic equipment.
Some vessel operators such as A.P. Moller-Maersk are
engineering away the discharge of lubricants from stern tubes by
adopting air-gap seals, where air feeds into a void space between
conventional systems preventing oil egress. These, and water
lubricated stern tubes, are readily incorporated into new-builds, but
can be challenging to retrofit.
A more cost-effective approach to reducing the impact of
lubricants that can be implemented immediately in the existing fleet
is the replacement of conventional lubricating oils with highly
biodegradable lubricants, such as those recommended by the IMO for
use in the sensitive waters of the Arctic. This approach is analogous
to the reduction of sulphur in bunker fuels.
The mitigation of environmental impacts by lubricant
replacement has been demonstrated by comparative tests run on the
new classes of environmentally-responsible marine lubricant products
versus conventional lubricants through testing methodologies

developed by the International Organization of Standardization (ISO)
and the Organisation for Economic Co-operation and Development
(OECD). The recent ERC study estimated a 90% reduction in
environmental impacts of lubricant discharges with the use of
environmentally-responsible lubricants in place of conventional
petroleum-based lubricating oils based on results of OECD testing
results. This means the shipping industry can already take
responsibility for reducing oil pollution from lubricant discharges,
without regulatory intervention, by selecting the new generation of
cleaner lubricants. ■

Dagmar Schmit Etkin
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environmental analysis – 14 years
in ecological systems and 21 years in
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Since 1999, as Environmental
Research Consulting president, she
has provided regulators and
industry with scientific information
for responsible environmental
decision-making.
She received a BA from the
University of Rochester, and a
Masters and PhD from Harvard
University. She is a member of the UN Joint Group of
Experts on Scientific Aspects of Marine Protection, American
Salvage Association, and Maritime Law Association. ■
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Top level
cooperation

representatives of half of Europe for a launching conference in
Helsinki earlier this year (see SMI 25, May/June 2010, pp.79-80).
This has been followed up by further conferences in Vilnius, St.
Petersburg and elsewhere in the Baltic pollution catchment area,
yielding many new, voluntary commitments to marine
environment control measures.
These programmes are of huge interest to the world
shipping industry, an important source of marine
pollution. The reason is that the pollution absorption
capacity of the coastal ecosystems may offer one solution
to a projected increase in ship-generated CO2 emissions,
a consequence of a dramatic rise in global shipping
business forecast by the Organisation for Economic
Cooperation and Development.
‘Transport Outlook 2010’ (OECD, Paris), an
authoritative forecast just issued by the International Transport
Forum, says the latest recession has been the toughest for the industry
for many years, driving dry bulk shipping rates down by a factor of
eight. However, it now projects good times ahead with expanding
shipping capacity hard-pressed to keep up with surging demand. But
the new shipping boom may well lead to rising CO2 emissions in the
absence of remedial measures.
One likely relief is set out by a soundly argued global study
outlining the economic and scientific rationale of the regional marine
environment protection programmes. It concludes that the perilously
deteriorating coastal maritime ecosystems currently absorb the
equivalent of perhaps half the CO2 emission of the world transport
industry.
The study, ‘Blue Carbon: The Role of Healthy Oceans in Binding
Carbon’ (UNEP, Nairobi), is the required reading of the day for
shipping industry executives as well as leaders of government and
many other industries engaged in the current bargaining seeking a
global approach to curbing the worst aspects of
accelerating climate change. The analysis has
been released jointly by UNEP, the UN‘s

aids Caribbean initiative

T

hree specialist agencies of the United Nations concerned
with shipping, climate change and the marine environment
have joined 28 islands and littoral states of the Wider
Caribbean in a collaborative programme to safeguard and restore
the enormously productive, vulnerable ecology of the region’s
coastal seas.
Similar shipping safety and marine environment protection
programmes are advancing in many areas. They are of paramount
concern to the world maritime transport industry because the coastal
ecology of their seas can absorb the bulk of ship-generated CO2
pollution, according to the latest research.
Ban Ki-moon, the UN secretary-general, has just called on
coastal states to enhance and deploy their uniquely potent natural
resources in mankind’s struggle against marine pollution and global
warming.
Achim Steiner, executive director of the UN Environment
Programme, said: “We already know that marine ecosystems are
multi-trillion dollar assets. It now emerges that they are natural allies
against climate change. Indeed, halting the losses and catalysing the
recovery of marine ecosystems might contribute to offsetting up to
7% of current global fossil fuel emissions, at a fraction of the costs of
technologies to capture and store carbon at power stations.”
The regional sea programmes are being spurred by developments
like the spectacular failure of the Copenhagen global summit on
climate change late last year and frustrating delays encountered ever
since in diplomatic negotiations to limit CO2 emissions. They are also
being promoted for different, compelling reasons by the maritime
industries as well as the world development agencies.
The Wider Caribbean pollution control area includes the Gulf of
Mexico whose waters are being ravaged by a pollution disaster
surpassing in magnitude even the infamous 1989 spill that followed
the grounding of the Exxon Valdez tanker on Alaska's Prince William
Sound. The Caribbean project enjoys the energetic support of the
shipping industry as well as UNEP, the UN’s International Atomic
Energy Agency and the Global Environment Facility of the World
Bank.
The work is focused on maritime safety and land-based
pollution control in an area where nearly half the population lives
within 2km of the coastlines. It includes research and longterm development planning, maritime emergency
contingency arrangements, management plans and the
defence of protected maritime areas. It is enforced
by a strong and still expanding legal and
regulatory regime.
Other shipping and environment-oriented regional sea
programmes have been launched in coastal regions of the Baltic as
well as the Arctic and the Antarctic, the Black Sea basin, the Caspian
and the Med, the North-East Atlantic, the South and the East Asian
seas, Eastern and Western Africa, the Red Sea and then Gulf of Aden
and the North-East, the North-West and the South-East of the Pacific.
Some of these coastal sea programmes are operating beyond the
UN system of support, run by a very wide range of regional
participants joined by their shared interest in a healthy marine
environment. Thus the latest Baltic initiative brought together
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Food and Agriculture Organization and its Intergovernmental
Oceanographic Commission. The findings of the study have been
endorsed by some of the best brains of marine science and technology.
It has been released in a sensitive phase of the negotiations towards a
global CO2 control regime.
The International Maritime Organization has already assembled
an extensive package of pollution control proposals for shipping in the
high seas. But the issue is complicated because CO2 emissions
generated by ships beyond territorial waters have been left outside the
Kyoto protocol. It has therefore emerged as a contributing factor to
conflicts between the developed and developing countries in the
present negotiations.
So the International Chamber of Shipping fears that some
countries may now impose unilateral regulatory measures affecting
ships flying their flags. It warns that such developments would lead to
serious market distortions.
The UN secretary-general referred to the ‘Blue Carbon Sink’
report in a major address marking World Oceans Day on June 8. He
appealed for further collaborative programmes at all levels to
safeguard the marine and coastal biodiversity and ecosystem services
of the coastal regions through improved governance.
“These services are worth around $25,000 billion a year,” he
declared, “through areas like food production, storm and flood
regulation, climate change mitigation and carbon sequestration. Yet
these values are still often overlooked in national development
policies, much to the detriment of the poorest.”
He went on: “Ocean ecosystems are under great stress from
multiple challenges including pollution, habitat loss and
fragmentation, climate change, unsustainable harvests and the
introduction of exotic invasive species. And because of the weakening
of these ecosystems, about 270m people are affected and some
124,000 killed worldwide every year by natural disasters including
floods and droughts...”
Such disasters, he emphasised, could be forestalled through

measures recommended by the UN marine environment analysis.
The study concludes that the ‘Blue Carbon Sink’ coastal
ecosystems - the marine-living organisms from plankton and bacteria
to sea grasses, salt marsh plants and mangrove forests - are the most
efficient on earth. They comprise only 0.05% of the plant biomass on
land although they neutralise the same amount of carbon.
“Unlike carbon capture and storage on land, where the carbon
may be locked away for decades or centuries, that stored in the oceans
remains locked for millennia,“ adds Nick Nuttal, head of UNEP’s
media relations in Nairobi. But he warns that up to 7% of these
precious maritime resources are being lost annually. Their rate of loss
is seven times greater than just 50 years ago.
Christian Nellemann, the editor of the UN study, elaborates:
“Since the 1940s, over 30% of mangroves, close to 25% of salt
marshes and over 30% of sea grass meadows have been lost. On
current trends, they may be all largely lost within a couple of decades
– just as we need them the most.”
Mr Nellemann reckons that blue carbon sinks and estuaries
capture and store between 235-450 Teragrams (Tg C) or 870-1,650m
tons of CO2 every year, the equivalent of perhaps half of the emissions
of the entire global transport sector. This is how he summarises the
other main points of the study:
Preventing a further loss and degradation of these
ecosystems and catalysing their recovery can contribute to
offsetting 3%-7% of current fossil fuel emissions (totalling
7,200 Tg C a year or around 27,000m tons) of CO2 in two
decades – over half of that projected for reducing rainforest
deforestation.
The effect would be equivalent to at least 10% of the
reductions needed to keep concentrations of CO2 in the
atmosphere below 450ppm needed to keep global warming
below 2 degrees Celsius. ■

ECOVISION

By James Brewer

M

anagement teams are
getting increasingly fired
up about fuel: the makeup of product that goes into a ship,
the manner in which it is refined and
burned, and how the residue is
belched out. One thing is for sure, and
that is that when you are dealing with
potentially malicious pollutants in
these times of massive liability claims,
you have to think ahead of the game.
One of the burning problems with
fuels developed for marine and other
industrial uses is that you cannot easily
get rid of what churns through the
engine room: soot particles can linger
in crew spaces, in their clothes, and
generally create an insidious stink.
With legislation worldwide tightening
sharply on harmful emissions, this is
a key area for green technology
applications under all operating
conditions.
Not that this is a new area for some
firms, including Swiss-headquartered
Hug Engineering. For a quarter of a
century, it has been manufacturing
finely tuned exhaust abatement systems.
London-based Urs Halter, managing
director of the company, says that the
raft of new rules emerging means that
the problem of noxious exhaust fumes,
and responsibility for stemming them,
needs to be addressed more broadly by
the shipping industry.
Mr Halter told SMI: “There are a
number of ship owners who have acted,
partly out of their corporate social
responsibility, and partly because they
operate in areas where there is already
legislation in place. Most of these are,
however, operators of inland vessels
where the pollution is more apparent and
closer to human habitats.”
He said that of the most prominent
successes has been the BP Shipping
double hull lube oil bunkering vessel
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Victoria which as part of the
Dutch project The Cleanest Ship,
achieved a spectacular reduction in
emissions thanks to a complete refit
of its exhaust gas system. Particulates
of the 880 kW engine manufactured by
MTU were reduced by 97% while
nitrogen oxide, hydrocarbon and carbon
monoxide was reduced by in excess of
75%.
The marine leisure industry is already
far ahead in the numbers of applications,
says Mr Halter. In that sector, the owner
profits more directly from taking action.
Systems will eliminate the smoke and smell
of the burnt fuel, and prevent the soiling of
paint and other parts of the ship, or harming of
passengers.
The fact is that all types of shipping
produce NOx gases. Naturally, companies
operating vessels that carry passengers and
ferries are more sensitive to these issues,
particularly when operating on lakes and rivers.
But operators of ocean-going vessels will feel the
pressure from an increasingly aware public and
politicians, especially for stays in ports.
So how does Mr Halter see the shipping
industry responding in the near future?
“It is to be feared that the industry will put off
investing in exhaust purification systems as long
as they can,” Mr Halter fears. He cites the example
of the London Low Emission Zone which came
into force in February 2008 and applies to vehicles
over 3.5 tonnes and buses and coaches over 5
tonnes. The aim of the scheme is to meet European
Union objectives and improve air quality in the city
by cleaning the most polluting vehicles in the area:
mostly older vehicles, but not cars or motorcycles.
The worry in the maritime field is that, as with
the introduction of the London restrictions, there is a
rush during the last few weeks to beat the deadline.
This could, as it did to a degree in London, lead to
bottlenecks. “This effect will be even more
pronounced in the shipping industry, since lead times
and investments will be much higher,” warns Mr
Halter. “As commercial pressure is high, most
companies will also not go beyond the reduction
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levels legislated by the respective authorities and possibly resort to
cascading their ships [moving the dirtier ships to areas with less
stringent legislation] within their extensive fleets.”

“Of course this will add significant cost for
the operators, but there will be benefits to
compensate. The environmental impact will
be less and the cost for the reduction of
exhaust gases will be less” Urs Halter, HUG
One key issue will be the quality of the fuel, or more to the
point, its sulphur content. The higher the sulphur content, the more
challenging the exhaust after treatment will become, particularly to
reduce particles. “We are of the opinion that not only would it make
environmental sense to remove the sulphur before it is burned in the
fuel, but it could reduce overall long term cost. In the leisure
industry this has already been recognised and more and more yachts
bunker diesel with a sulphur content of less than 50 parts per
million,” said Mr Halter.
“Of course this will add significant cost for the operators, but
there will be benefits to compensate. The environmental impact will
be less and the cost for the reduction of exhaust gases will be less.”
Several countries, regions and institutions have introduced or
will introduce legislation to set NOx limits to reduce exhaust
emissions. In particular, inland vessel operators will be confronted
with more pressure.
As might be expected, there are a number of competing

purification technologies available, with several suppliers in the
market place. Some solutions and products may look more
promising than others and the key will be to find the best solution
for each case. Clearly there will have to be a high degree of coordination between fleet operators, yards installing the systems and
the systems suppliers in order to minimise down-time of each
vessel.
What does Hug Engineering bring to the table by way of
tackling the poisonous emissions?
The company is proud of running its own research and
development laboratories, allowing it to provide bespoke solutions.
Mr Halter says that on more than 350 vessels Hug systems, certified
by Lloyd’s Register and Germanischer Lloyd, have been performing
reliably for many years.
Apart from Selective Catalytic Reduction to reduce NOx, Hug
is marketing diesel particulate filters and oxidation catalysts to abate
hydrocarbon and carbon monoxide. All major components,
including the honeycomb and its coating as well as the control
systems are made in-house.
The virtue of this is an integral control of the manufacturing
process and it essentially provides the ship owner or operator with a
competent “one stop shop.”
The Marine DeNOx System is particularly suitable for engines
using heavy fuel oil. As opposed to other systems on the market, it
produces significantly less sulphur trioxide, says Mr Halter. A high
sulphur content will result in visible blue exhaust smoke. At the
same time undesirable deposits on downstream heat exchangers due
to high SO3 content can be avoided. For vessels using marine
diesel, Hug has its new EA-Series, a compact system which is ideal
where space is limited. ■
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Shipyard safety is
more than mouthing
platitudes

A

shipyard’s safety culture is not defined by management
speak, voluminous rules, shelves crammed with manuals or
gimmicky slogans, according to Gibdock chief executive
Joe Corvelli. Rather, it is a constantly evolving regime dedicated to
best practice, permeating operations from shop floor level to senior
management.
“It is easy for a company’s mission statement, or for a managing
director, to talk about a yard’s commitment to health and safety,” said
Mr Corvelli, “but when a third party actually certifies that the
commitment is being honoured, it means more than words.”
Gibdock’s health and safety management systems were recently
recognised through OHSAS18001:2009 (Occupational Health and
Safety Advisory Services) certification, after a two stage auditing
procedure reporting to a Lloyd’s Register Oversight Committee. Only
through external auditing can customers be assured that any yard is
doing its utmost to ensure safe practices are constantly observed,
according to Mr Corvelli..
OHSAS 18001 is now referred to as a standard, not a specification,
or document, as in its earlier edition. In demanding a specific and
documented occupational health and safety management system, it
provides a formal procedure to reduce the risks associated with health
and safety in the working environment for employees, customers and
the general public.
“As far as I am aware, very few shipyards in this region have
secured this certification,” said Mr Corvelli, “and I am not aware that
any regional shiprepair and conversion yard has, other than Gibdock,
This certification shows that we see health and safety as a fundamental
building block in developing best practices across the business.”
Mr Corvelli is also proud of the yard’s commitment to the
environment, denoted by the award of ISO14001:2004 accreditation for
its environmental management system, and of its quality management
system, accredited by Lloyd’s Register to ISO9001:2008. However, he
believes that it is the OHSAS18001 certification that truly sets the yard
apart.
“In the case of health and safety, the key is to be forward thinking,
and to improve processes and systems before accidents happen.
Implementing this scheme has involved a real cultural change at the
yard.
“Health and Safety legislation is specific and involves developing
a complete regime to train employees, monitor statistics when accidents
happen, analyse those statistics and ensure that the potential for similar
accidents to happen in the future is minimised.”
Chris Inwood, of occupational health and safety specialist
Gibraltar-based Safety & Project Management, who was given
responsibility to develop the Gibdock’s new safety management
system, said that it had been critical that the safety plan fitted in with
existing practices: “A carefully planned strategy was developed and
agreed with Gibdock management that clearly identified that OHSAS
18001 was compatible with the second accreditation we were
attempting to gain (ISO 14001:2004) and Gibdock's existing ISO
9001:2008, which allowed us to explore the possibilities of designing a
management system that could integrate quality, environmental
practices and occupational health and safety.
“It was important for us to ensure that a methodical approach was
taken in developing the various elements of a management system. We

“We are on the steep part of the learning
curve, where change is aggressive and the
‘light bulbs’ are turning on regularly”
first started in developing the policy statements which demonstrate the
commitment from top level management. Once these had been agreed,
we started development of the integrated management system which
establishes the necessary operational mechanisms.”
Mr Inwood said the new safety practices had been felt across the
yard. “Working practices in general have been improved in the
dockyard through observing this accreditation, as all members of staff
and subcontractors now have a clear, concise and uniform approach to
health and safety. The accreditation shows a commitment from top
level management which naturally filters down through the company.
Working practices can always be improved, and the accreditation has
helped the company to ensure that these are reviewed by all levels of
staff and improved upon where possible.
“The most significant area of improvement has come through, and
will continue to come through the workforce’s direct involvement in
health and safety - rather than this just being considered a management
issue. Worker involvement ensures that risk assessments for all
activities not only address the key hazards and risks but also enable
assessments to be produced which are practical.”
Gibdock health and safety manager Andrew Eastwood said that,
since implementing the new system, gains in safety had been tangible.
“Since gaining the accreditation, the accident frequency rate, the
recorded injury rate and the Riddor frequency rate have all reduced.
This is evidence of the fact that all staff are being more proactive in the
reduction of accidents in the workplace by identifying hazards and risks
at an early stage, so that they can be effectively eliminated, reduced or
controlled.”
Mr Inwood said one of the challenges faced had been integrating a
new regime, but at the same time limiting the number of ‘files on
shelves’. “We wanted a system that was user friendly and also
appealing to use for all members of staff, which could also be securely
accessed. After some trial and error, a suitable design was established
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which enabled us to start building the management system. We then
had to mandate the reviews, to ensure conformance with the
requirements of the IMS system, and then looked towards the continual
improvement of the integrated management system.
“Throughout the entire process we were aware that it was
important to ensure that all levels of staff were informed, so that
constructive feedback could be generated and the system was specific
to Gibdock. This had major benefits in making sure that all staff were
part of the process in the development (an important aspect for the
future continual development of Gibdock's integrated management
system).” Setting up the systems for effective health and safety
management is only a first step. Monitoring, measuring and
maintaining best practice also require formalised procedures. Again,
only through the logging and full investigation of incidents can an
organisation improve its health and safety standards through what
OSHAS terms ‘non conformity management procedures’.
Mr Inwood said that the implementation of the integrated
management system offered a clear indication that Gibdock
“recognises that the returns on ISO certification in practice include
cutting costs, improved production efficiency, decreased liability and a
competitive advantage, as well as improved regulatory compliance, risk
management against enforcement penalties, pollution prevention,
waste reduction, improved employee health and safety and an enhanced
image in the community of Gibraltar and ship repairing”.
Mr Eastwood said that within OSHAS 18001, the shipyard had
also made a commitment to communicating the yard’s safety ethos to
the wider community and market place, as well as establishing
procedures to control communication about occupational health and
safety with those visiting the yard.
Gibdock was striving to extend the safety culture observed in the
yard to the ships in dock and alongside, he said. “The processes in the

yard have been set up for the acceptance of ships, with health and safety
the priority,” he said. “As well as ensuring safe systems at work in the
yard, we try to instil safe systems of work on board ships. Therefore,
we are offering pre-project risk assessment and planning, and keeping
full safety records, and we also send our staff on board ships to deliver
health and safety induction presentations to masters and crew alike
covering their time in the yard. Of course we respect the ownership of
the ship, but our aim is to ensure good health and safety and
environmental practice throughout a given project.”
Because of the diversity of customers at Gibdock, Mr Eastwood
said the level of pre-checking before ships were allowed to dock or
come alongside at the yard was high, as witnessed in the case of gas
carriers. “Before the ships arrive, we dispatch staff to ships approaching
in the bay to check that the ship is safe to come into port, for example,
in order to isolate or clear the tanks.”
Indeed, Mr Corvelli said that no function, no matter how
seemingly insignificant or routine, should be beyond the reach of the
health and safety agenda. “At Gibdock, we have regular ‘toolbox talks’,
where a foreman talks to co-workers about any blip there may have
been on safety – whether that be on harnessing, compressed gasses, or
working in confined spaces. We see this as a crucial change in the
culture of the yard, and something that is evident to customers visiting
the yard. We want initiative to be taken on safety throughout the
organisation, and these routine talks are delivered in a way that
encourages contributions from all parties.
“The entire staff is showing an increasing awareness of, acceptance
of and enlightenment about the new regime. What is in place is not
perfect, but the present position is not the most important thing. What
is most important is the direction we are heading and the rate of change.
We are on the steep part of the learning curve, where change is
aggressive and the ‘light bulbs’ are turning on regularly.” ■
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Up,

up and

away

S

igns are that after the comprehensive misery of 2009, port
activities promise to generate acceptable profits in 2010.
International terminal operators are reporting significantly
improved volumes and a commensurate increase in profits and
they are beginning to turn their interest again to securing new
terminal concessions, writes Mike Mundy.
International Container Terminal Services Inc reported a
consolidated volume of 962,028teu for the first quarter, 27% higher
compared to the 755,958teu handled in the same period in 2009.
Announcing the results it stated specifically: “The increase in volume
was mainly due to the recovery of the global economy.” First quarter
revenue from port operations was posted at $120.7m, an increase of
30% over the $92.8m reported last year; EBITDA at $56.6m was
47% higher than the $38.4m generated in 2009.
ICTSI was probably better positioned to weather an economic
downturn than many of its peers with, for example, less involvement
in the high volume, lower margin operations found in mature
economies. But even so, the good news factor is also discernible from
other international terminal operators.
DP World at the end of April reported a rise in first quarter
container volumes and forecast improved earnings this year although
partly as a result of cost cuts. Gross container volumes rose 15% in
the first quarter to 11.2m teu with the group highlighting particularly
strong traffic growth in Australia and Asia as underpinning this
increase. “The return of volume growth in 2010, combined with cost
reduction and efficiency initiatives, will deliver an improvement in
results over last year,” said Mohammed Sharaf, chief executive
officer, DP World.
The company is part of the debt-laden conglomerate Dubai
World but is not included in its parent’s debt restructuring plan due to
its inherent strength and the availability of ample cash reserves.
In announcing its first quarter results DP World also took the
opportunity to confirm that it remained committed to its plan to list on
the London Stock Exchange.
The positive effect of the ‘China Factor’ was also highlighted by
China Merchant Holdings (International) Co, the investor in ports
moving about a third of the company’s containers, when announcing
its first quarter results. Traffic at China Merchants’ mainland ports
rose about 20% from a year earlier. Chairman Fu Yuning stated: “In
the first three months, we saw a strong and resilient recovery, but
mainly because of a severe plunge in 2009. Traffic,” he noted, “is still
below 2008 level.”
The world’s biggest international terminal operator, Hutchison
Port Holdings, has also gone on record as expecting rebounding
Chinese exports to provide a mainstream catalyst behind increasing
global container volume. After a period of distinct non-activity
regarding the growth of its terminal network it is clearly also back on
that trail. Indicative of this in March this year it was announced by the
port of Marseille Fos Authority that Hutchison had won the right to
develop the proposed Fos 4XL container terminal.
In a statement it said that HPH had proposed a ‘Twin Hub’
concept that would pair the development of the new terminal with its
‘sister terminal’ Europe Container Terminal in Rotterdam. Total
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investment in this new facility by HPH will be $811m. It is also
known that HPH intends to be a contender for the forthcoming
container terminal concession to be offered in Gothenburg – a fairly
brave move given that HPH is already present in nearby Stockholm.
In late 2009 it was announced that HPH will be the operator of the
new third container terminal at Port Botany from 2012 – a decision
that many were not surprised by considering that Hutchison had
already secured a concession in Brisbane, it was a natural step to give
it the new concession in Botany Bay.
In Australia, particularly multi-port call deals are arranged with
shipping lines and therefore any operator entering the sector with just
one terminal would effectively be strategically disadvantaged.
Singapore is another barometer of the shape of things to come.
Singapore posted total container throughput of 2.3208m teu, down
3.68% month on month but up 11.3% year on year. Overall for the
first four months of 2010 Singapore handled 9.2459m teu, up 14.1%
from the 8.1033m teu in the corresponding period a year ago.
Slowly but surely confidence is flowing back into the port sector.
In 2009, for example, there were hardly any Build Operate Transfer
projects announced – ICTSI’s project in Manzanillo, Mexico perhaps
being the only one. ICTSI won a 34-year concession under which it
will develop and operate a terminal designed to offer 1,080m of quay
and cover a 42ha land area.
There is an expectation that many of the BOT and other projects
“parked” as a result of the downturn will be reignited and others
offered to the marketplace. Typically, a project that is expected to be
rekindled in the short-term is the 40-year BOT concession awarded to
Damietta International Port Company, an international consortium led
by KGL Pl, a subsidiary of Kuwait-based KGL. The concession
overall will entail the construction of 2,300m of quay, with a draft of
17m.
Also in Egypt other planned BOT schemes for container,
multipurpose and dry bulk BOT projects that were delayed due to the
credit crunch are expected to be progressively released onto the
market over the next few months, another sign that normal business is
being resumed.
There remain, of course, cloudy patches in the improving trading
and investment picture for ports. Europe, Greece, Latvia, Spain and
Portugal are all countries that confront structural economic problems
that are likely to constrain trade and certainly in most instances
restrain investment.
Indeed, Hutchison’s earlier decision to exit the Thessaloniki
concession it secured at a high price, and lose a multi-million dollar
deposit in the process, now appears justified given the current overall
economic situation in Greece.
The UK has question marks hanging over it given its extremely
high debt levels, although DP World has allegedly reignited its
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ambitious London Gateway project. While it is dredging the River
Thames for this project, a big step in the development process, it
remains to be seen whether it will actually push on with other key
development works essential to realising the terminal’s development.
HPH-owned port of Felixstowe is, however, not stopping with its
extension work involving filling the original harbour basin and
constructing a new deepwater quay able to accommodate the latest
container vessel designs.
While work on the project has taken place at a pace slower than
anticipated due to the negative impact of the recession, it will be
completed this year and the facility moved to the operational phase.
Phase II of the project involves re-aligning the quayside between
Phase 1 and Landguard Fort, but there is no firm date fixed for that
yet.
Every cloud has a silver lining. While no-one is under any
illusions that the global downturn had severe and damaging
consequences as far as the ports sector is concerned, it is possible to
contend that it has also delivered some interesting lessons.
International operators reflect the view that they have cut
considerable waste out of their respective systems and some even
state that further benefits are to be realised in this respect.
APM Terminals, for instance, recently announced its plan to
standardise terminal equipment and construction stating that it expects
as a result of this to achieve major new efficiencies and cost savings.
Improved economies of scale in consolidated orders to equipment
manufacturers, and the simplification of training for equipment
operators and other personnel are all cited as practical measures that
underpin this new programme and which will deliver significant
benefits.
Clearly, even if they have not encapsulated this sort of thinking in
an overall programme other major international terminal operators
have also been concerned to reduce costs and drive efficiency levels.
This comes across most clearly in conjunction with new terminal
development – where terminal operators were committed to a
programme of terminal developments they have worked
comprehensively to drive costs down. In some cases, $300m projects
have virtually been reduced in cost terms to $200m projects with only
a relatively small loss of benefits in terms of the overall terminal
design. The major savings have usually been made through seeking
alternative methods of construction and sourcing cheaper suppliers.
This drive towards cost-cutting can be interpreted as a move that
could be at odds with building new environmentally-friendly features
into terminal design, a subject that came up in the final session of a
recent PIANC Conference held in Liverpool.
Entitled Future Challenges in Waterborne Transport, this session
considered closely the potential influence of environmental initiatives
on marine terminal design and the impact it has had to-date. ■
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OBJECTS OF DESIRE

LIVE

Objects of desire
All that glisters

Seamless sound

Following its recent
launch, the iPad is the new indemand gadget, positioned under
finger tips everywhere from primary schools to board rooms.
So, when selecting a piece of this technological revolution
for yourself, why not choose something a little more
unusual?
Continuing their efforts to add glamour to even the most
lacklustre gadget designs, Stuart and Katherine Hughes
have created a solid gold iPad which demonstrates how
technology can ‘embrace luxury’. Guaranteed to excite high
class Apple-enthusiasts, the design features a total of 53
individually set sparkling gems amid a 22ct Apple logo and
is a limited edition of 10.
The solid gold iPad supreme edition
£129,995
www.stuarthughes.com

Fun squared
For puzzle enthusiasts with
a stylish streak, luxury board
game and gift provider Zontik
Games has resurrected a
much-loved 1980s relic
and given it a modern
twist.
This solid chrome
Rubik’s cube is accented
with quality leather-inlaid
sides which give a smooth
sensation with each twist – far
superior to that of the
traditional plastic version.
Owing to its metal exterior, the
cube must be precisely aligned during play but despite this
minor drawback for speedy players, this is one eighties
throwback which will bring a touch of elegance to even the
most cluttered of desks.

For the true musical connoisseur, the Beolab 11 subwoofer
offers a sleek combination of high quality sound performance
and elegant design.
Available in a range of colours and finishes, the tulipshaped exterior is compact and fits well in any space where
you desire musical perfection but don’t want conventional,
clunky speakers interfering
with your interiors.
Placed on the floor or
attached to a wall, the
Beolab 11 can produce
even low frequencies
with great clarity and is
designed to enhance
music, television or
computer sounds with
a rich and powerful
resonance.
Bang & Olufsen
Beolab 11 subwoofer
From £1,700
www.bang-olufsen.com

Pocket Theatre
Do you enjoy watching films when travelling but dislike
straining your eyes at miniature phone screens? Now you
can keep the popcorn flowing with a movie theatre in your
pocket.
When connected to an iPhone or Blackberry, the MiLi
iPhone Projector can display video content onto any flat surface
up to 70”, allowing for impromptu screenings wherever you
choose. After the credits have rolled, the projector can also be
used in the workplace for viewing video presentations and
images; provided you have access to a blank wall, the
programme is yours to decide!
MiLi iPhone Projector
£239.99
www.firebox.com

Zontik Games Rubik’s cube
$155
www.zontikgames.com
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Digit sized digital

Full charge ahead
Frequent travellers may have experienced the perils of
netbook power failure and the ensuing despair which follows
the loss of important data.
If you’re working on the move and need a reliable power
source, the Minigorilla charger is a versatile device suitable
for charging a whole range of products (requiring a 19v DC
input or less) such as e-readers, camcorders, netbooks and
mobile phones.
The charger is sleek with a rubber-etched surface
making it durable for transportation and
is supplied with a universal AC
travel charger; suitable for use
in over 150 countries.

Measuring a petite 4cm in
height, the Veho Muvi Atom is
the world’s smallest digital video camcorder.
Complete with a range of accessories and mounting
brackets, this tiny device offers an impressive 2 mega pixel
lens and 2GB of memory and is suitable for budding
directors and fans of extreme sports alike.
Whether you’re going for a stroll or jumping out of plane,
the camera can be clipped to a pocket, collar, helmet or
backpack to record your memories from creative angles
while voice-activated ‘start/stop’ commands provide ease of
use, wherever you set the scene.
Minigorilla charger
£99.95
www.powertraveller.com

Veho Muvi Atom camcorder
£89.99
www.gadgetshop.com

For sale, to the gentleman standing over there...
UK auction house Bonhams has reported that
record prices are being achieved for marine
paintings, as the market grows for works by
fêted artists and dramatic, contemporary
styles alike.
The house’s next marine auction on
Tuesday September 28 will feature fine works
by 18th, 19th and 20th century marine artists,
including John Lynn (fl.1826-1869) whose
stunning The barque Woodmansterne off Port
Royal, Jamaica (pictured) has a guide price of
£60-£80,000.
A wide range of styles and prices are
available for anyone who enjoys the thrill of
an auction and holds a passion for the sea.
The Marine Sale, Tuesday September 28 2010
New Bond Street, London
www.bonhams.com
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Hero and Villains

By Margie Collins

How the master of the Maersk
Alabama became an icon
A Captain’s Duty
By Richard Phillips with Stephen Talty
Hyperion books $25.99
“My motto became: ‘We are all here for the
ship. The ship isn’t here for us. When you’re
out of port, the ship is your mother, your
temporary country, your tribe. And there
was an unspoken part of that saying that I
kept to myself: ‘The captain is here for the
crew.’” Richard Phillips
It was Wednesday morning, April 8
2009, and the US-flag 1,092teu
containership Maersk Alabama was
steaming on its East Africa 4 run towards
Mombasa carrying 17t of cargo including
five tonnes of grain, wheat, peas and other
essential goods for the UN’s World Food
Programme, when four teenaged Somali
pirates, armed with AK-47s and pistols,
shimmied up ropes from their overturned
skiff, firing guns into the air as they climbed
aboard.
Thus began a life-threatening five-day
ordeal, played out in the pirate-infested
waters of the Gulf of Aden, that pitted the
brains and brawn of 53-year-old American
master Richard Phillips and his 19-man
crew, some of whom were in their 60s and
70s, against four pirates who thought they
had hit jackpot with an American vessel.
“Who would dare to attack the Stars and
Stripes?” the incredulous Capt Phillips
thought. “Americans seemed out of the
reach of pirates. The last time seamen on a
US ship were taken hostage by pirates was
200 years ago, during the days of the
Barbary corsairs.”
The pirates, to whom Capt Phillips, a
20-year veteran of the merchant navy,
assigned the names the Leader, Musso, Tall
Guy and the Feral Young Guy, made their
way quickly to secure the bridge, effectively
capturing the captain. This, Capt Phillips
thought, constituted his first big mistake:
firing off warning flares, he stayed too long
on the bridge when he should have retreated
to a safe room, locked himself in, leaving the
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pirates unable to manoeuvre the ship.
Prior to the hijacking, the crew had
conducted, as part of their regimen, an
anti-piracy counter-terrorism drill,
during which Capt Phillips bore into his
crew’s heads: “Rule number one: don’t
get taken hostage by pirates.
“My deepest fear, and it rattled
my crew, was to end up in some
stinking hole with a blindfold on,
chained to a post like an animal and
at the mercy of fundamentalist
militants...every one of us
worried about being the next
Daniel Pearl.” (In 2002,Mr
Pearl, the South Asia bureau
chief of The Wall Street
Journal, was in Pakistan
on an assignment when
he was kidnapped and
beheaded by militant Islamic
terrorists).
At the time of the attack on the Maersk
Alabama, 39 other attacks on vessels, in a
single week had been reported with seven
crew members taken hostage, six kidnapped,
three killed and one missing presumed dead.
It was the height of the pirate season from
October to May, after monsoons had swept
across the Indian Ocean.
Before he had a gun pointed at his face
by one of the pirates, able seaman ATM
Reza managed to raise the alarm, allowing
other crew to hide in an unventilated, but
reasonably safe, place below decks. The raid
was fast turning into a life-and-death game
of hide-and-seek between captives and
captors. Chief engineer Mike Perry shut
down all the ship’s systems and the Maersk
Alabama “went black”. The ship started to
drift in the water on emergency power.
While he was secretly communicating
with his crew, Capt Phillips changed the
readings on the ship’s radar so it wouldn’t
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show
any other ships
in the area; he tricked the
pirates into believing the radio was
“broken” so that they could not
communicate with co-conspirators; he made
up VHF radio transmissions to make them
believe the US Navy was on their way.
“When someone has a loaded AK-47
pointed at your face, you get to know his
mood really well,” Capt Phillips wrote. “If
he’s happy or annoyed, if his nose itches, if
he’s thinking about breaking up with his
girlfriend, you know.”
In capturing Capt Phillips, the pirates
soon discovered they could not handle the
ship on their own. The Leader asked Capt
Phillips where all the crew were. ATM Reza
volunteered to take him down to the engine
room where he and Mr Perry made an
attempt to disarm him with an ice pick. This,
they thought, would give them leverage to
negotiate with the pirates, at which point

Capt Phillips offered himself as a hostage to
safeguard his crew’s lives. The pirates
demanded and got a boat, cigarettes, food
and water, fuel and $30,000 in cash [kept in
a safe].
Deploying the man overboard rescue
boat and lowering it into the water for the
pirates’ use was, Capt Phillips said, his
second big mistake: he should simply have
dropped the pirates 40ft into the water and
he should never have transferred to the
lifeboat, with his captors.
“I acted like a dumb captain who
couldn’t control his own men. I wanted to
remain an adversary, not just a hostage. But
it’s a fine line between deceiving your
captors and getting a bullet in the forehead,”
he said. And with that he made his third
mistake: “Don’t make deals with pirates. We
should never have made the exchange.”
Once the pirates settled into the lifeboat, the
crew released their Leader, but kept Capt
Phillips. They thought he might be worth
$2m in ransom. “Relax, captain,” they said.
“Business; just business.”
If character defines everything,
especially during a slow, but intense,
ravelling duel with death, this was Capt
Phillips’ moment. Massachusetts-born Capt
Phillips was doing two jobs, including
driving a taxi in Boston, before enrolling
with Massachusetts Maritime Academy in
Buzzards Bay to become a merchant
seaman. He got his captain’s licence in
1990.
Guys who couldn’t live with the Navy’s
regulations, he said, ended up onboard cargo
ships. “The Merchant Marine is the first of
the nation’s services. It’s no accident that
many of the ‘Beat’ writers like Jack Kerouac
and Allen Ginsberg were former seamen.
The need to wander and the need to rebel go
hand in hand. We’re a bunch of misfits and
renegades and damn good seamen working
24 hours a day, seven days a week.
“Merchant mariners don’t get to sail the
beautiful ships of the world,” Capt Phillips
said. “We don’t get to stand at the helm with
a gin and tonic in our hands...we’re the guys
who brought the tanks to Normandy, the
bullets to Okinawa, but no one remembers
us.” The Maersk Alabama, he said, was one
of “the workhorses that carry the Toyota
you’re driving, the plasma TV you’re
watching, or the Reeboks you’re wearing.
Without the merchant marine, there is no
Walmart.”
Capt Phillips is married to Andrea, an
emergency room nurse; they have two
college-age children, Dan and Mariah. They
live in a converted farmhouse in the rolling
green hills of rural Underhill in Vermont. He
worked three months on and three months
off, and during his off months he was, he

said “100% dad and husband”, who liked to
cook dinner, babysit for neighbours’
children, took kids on school outings, played
basketball and listened to the blues. “I was
just an ordinary guy who wanted more for
his family.”
When it was time to leave again, “I
couldn’t wait to get out on the water. This is
why you go to sea...every day on the water
would be different...men go to sea for a lot
of reasons, for the chance to work in the
open air, for love of the oceans, because
their father and their grandfather did it, or
because they think it’s easy money (it’s
not).”
On April 9, the American destroyer USS
Bainbridge arrived in the Gulf of Aden, and
under armed guard, the Maersk Alabama
was escorted from the scene of the hijacking
towards Mombasa.
A tense stand-off between USS
Bainbridge and the pirates’ lifeboat ensued.
The pirates aimed to connect with their
comrades and to get Phillips to Somalia
where they could hide him, giving
themselves a stronger bargaining position
for a higher ransom.
“If you are targeted, you can’t call 911.
There is no such thing as a Somali Coast
Guard and the Europeans and the Americans
can’t guarantee anyone’s safety. There is a
20-nation task force, with warships in the
region to combat piracy, but they are
concentrated in a corridor in the Gulf of
Aden, along the southern coast of Yemen,
leaving the coast of Somalia practically
unguarded. And the entire area represents
millions of square miles of ocean,” wrote
Capt Phillips.
“Once you have a ship, it’s a win-win
situation,” said a Somali pirate to
Wired.com. “We attack many ships, but
only a few are ever profitable. No one will
come to the rescue of a Third World ship
with an Indian or African crew, so we
release them immediately. But if the ship is
from a western country, it’s like winning a
lottery jackpot.” Further: “The key to our
success is that we are willing to die, and the
crews are not.”
Spotting USS Bainbridge, Capt Phillips
thought: “Freedom is 20ft away from me
right now.” Meanwhile, the US also
despatched other warships to the scene,
including the missile-guided frigate USS
Halyburton, the amphibious assault ship
USS Boxer and USS Arleigh Burke. Imagine
the scene: the might of the most powerful
Navy in the world lined up against an orange
lifeboat.
But Capt Phillips, teetering between
hope and despair, also thought that “no one
had tried to rescue hostages from Somali
pirates. It just wasn’t done. Negotiation and
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ransom-paying was the order of the day. No
military had attacked pirates and they clearly
didn’t want to be the first.” What he didn’t
know was that President Obama had given
the Navy standing orders to take action if it
was determined that Capt Phillips’ life was
in immediate danger.
Playing cruel mind games in a contest
of wills, the pirates were wearing the master
down; they called him ‘animal, crazy,
typical American’. “The pirates were trying
to humiliate me...I was trying to persevere;
to prevail,” he said. Breaking off every now
and again for prayers, the “batshit furious”
pirates took turns beating him up until they
were exhausted. In mock executions, they
aimed their guns at him, telling him he was
going to die.
Capt Phillips made a bold escape
attempt, diving into the water, hoping to
swim to USS Bainbridge. He was pulled
back into the boat and trussed up. He lost his
glasses (for reading) in the failed attempt.
“I’d almost made it. If the moon hadn’t been
so bright,” he said.
In Vermont, Andrea, their families and
friends were going through hell amid an
international media storm and feeding
frenzy. Yellow ribbons were tied to the
picket fence; two American flags flew
forlornly.
Now under the direction
of FBI hostage negotiators,
USS Bainbridge sent over
chocolate pop tarts, radios,
batteries and water to the
lifeboat. Capt Phillips’
mental condition was
deteriorating fast; his
head was whacked and
blood trickled down his
face; he thought his
captors had finally pulled
the trigger. He had had
enough and challenged
his captors to shoot him
dead. He thought:
“This is the end, it’s
over. And something
in me was happy about
it. I wanted the Navy to
open up on the lifeboat
with that .50-calibre
gun and just end
everything. I didn’t
care if I died at that
moment; I just wanted
the whole thing over
with.” In his mind,
he was saying his
goodbyes to his family
and his beloved dog
Frannie.
But his indomitable
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spirit prevailed. “It’s a weird feeling watching yourself being
prepared to die...I felt a jolt of anger...these guys weren’t going to
take me away from my family. No way.”
Unbeknown to him the Leader, Abdul Wal-i Musi, had gone
onboard USS Bainbridge to receive treatment for his gashed hand
and to negotiate a ransom face-to-face.
On day five of his ordeal, Easter Sunday, Bainbridge sent over
more food, including a bottle of A1 steak sauce on whose label a
Navy crewman had written: “Stay strong, we’re coming to get you.”
Without his glasses, he was not able to read this message of hope and
deliverance. He was also sent a pair of blue trousers and a bright
yellow shirt, which he later discovered was intended to set him apart
from the pirates.
They were now just 20 miles off the Somali coastline. Without
the Leader, the three pirates were fighting among each other. And
then in a night-time raid, Navy SEAL snipers who were positioned
on the fantail of USS Bainbridge picked off the three pirates and shot
them dead. A SEAL entered the lifeboat, untied Capt Phillips and
took him onboard USS Bainbridge to safety.
“Is your husband home?” he asked his wife when he finally rang

US Navy SEALs –
Maritime warriors

U

S Navy SEALs (Sea, Air, Land)
comprise the US’s principal
naval special operations force
(along with the Special Warfare Combatant-Craft
Crewmen). Using stealth and clandestine methods of operation,
they are trained in direct action, unconventional warfare, hostage
rescue, counter-terrorism, reconnaissance operations and foreign
internal defence. Prospective SEALs are exclusively male members
of either the Navy or the Coast Guard; they go through what is
considered by military experts to be one of the toughest training
regimens in the world.
The Leader Abdul Wal-i Musi was taken into custody and flown
to New York to face trial on charges including piracy under the
law of nations, conspiracy to seize a ship by force, conspiracy
to commit hostage-taking and firearms possession.
Hyperion Books won the auction for Capt Phillips’ book for
$500,000. His agent CAA was expecting higher offers for the
book, but expectations were stymied by the current state of the
book publishing industry with depressed book sales and ‘hero
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Andrea from USS Bainbridge. “No,” she replied. “Good. I’ll be right
over,” he retorted. This was a running private joke between the
master and his wife. President Obama rang and they talked a little
bit about baseball. “I share the country’s admiration for the bravery
of Capt Phillips and his selfless concern for his crew,” said President
Obama. “His courage is a model for all Americans.”
The captain of USS Boxer asked him if he needed anything. Capt
Phillips said he would love two beers. In the following days, he
found himself in long crying jags; “waves of sadness and grief
washed over me. What kept me alive was mental toughness,” he
said. “I just refused to let the pirates beat me. You have to train your
mind never to give up.”
The owner of Maersk flew Phillips in his private jet to be
reunited with his family. Thousands of people welcomed the “hero”
home. He made all the headlines and late-breaking news; he was
feted. “I was just a regular guy... I feel like an impostor, a phony,”
he said. “I didn’t do anything special. I don’t deserve all this
[awards, invitation to the White House, celebrity]. I’m an ordinary
guy from Vermont who was given a glimpse of something very few
people are lucky enough to see.” ■

fatigue’, following a $3m deal for the memoirs of the Hero of
the Hudson Chesley Sullenberger, the American pilot who
successfully ditched US Airways Flight 1549 in the Hudson
River in New York City in January 2009, saving all 155 people
onboard.
Film rights to A Captain’s Duty have been sold for an
undisclosed sum to Columbia Pictures.
On April 27 2009, Maersk Alabama‘s chief steward, Richard
Hicks, filed a lawsuit against Maersk Line and Waterman
Steamship Corporation for “knowingly sending him to pirateinfested waters.” Terry Bryant, his lawyer, said: “The ship
owners knowingly exposed their employees to imminent danger
and took no steps to provide appropriate levels of security and
safety.”
Mr Hicks criticised Capt Phillips, saying: “He never called
nobody to say thanks, is everyone alright, after everything we
all went through. He acted like it was all a one-man show.”
Sixteen of the 19 crew have described the book as “self-serving
at best and lies at worst.” They are being represented by lawyer
Michael Forbes, who said: “He (Capt Phillips) was told to go at
gunpoint; he didn’t put himself out there; he was taken.”
Moreover, Mr Forbes said: “Phillips hoarded the glory like a

pirate booty...How many times has he been quoted giving any
praise or credit to the crew? He’s not once reached out to the
crew; he portrays them as hired help.”
Chief engineer Mike Perry said: “Phillips is a careless leader who
disregarded the crew’s safety and invented stories to cover it up.”
The crew told media the pirates were able to board the ship
swiftly because the captain failed to lock the bridge doors and
ignored at least seven warnings to stay 600 miles off the Somali
coast to avoid attack. “He endangered our lives,” said Mr Perry.
“He’s not a hero; he’s a villain. The crew performed honourably,
heroically, and Phillips came home and allowed himself to be
portrayed as the captain that gave himself up for the crew and
then proceeded to pretty much throw us all under the bus.”
In June 2010, speaking to CNN, Mr Perry said: “I just want an
investigation, for this to be looked at properly before that man
(Phillips) winds up going back to sea on another ship and
endangering somebody.”
Able Seaman ATM Reza said: “When I pointed out the pirate
vessel, the captain laughed at me and walked away. He said it
could be a fishing boat. He’s made up whole parts, taken credit
for everything. This is a work of fiction.”
“We were in a steel box getting baked by the sun, stripped down
to our underwear and sweating like pigs because the captain
rejected a safe room,” said John Cronan, engineer. In his book,
Capt Phillips claims he despatched the crew to a safe room after
the pirates’ attack, but the crew say there wasn’t a safe room
onboard.
Capt Phillips said allegations and claims made against him and
his book should be tossed overboard: “I stand by the book. I was
just doing my job and I’ve always said that.” Capt Phillips also
blames the media for the crew’s sniping and allegations. “They
haven’t got the credit they deserved; it’s the media’s fault. The
media made it out to be me when it was me and my crew.” ■

dining
By Margie Collins
Emilia-Romagna, Italy

Eating well, very well, is celebrated
here. It is one of Italy’s most
blessedly fertile regions, offering arguably
the finest cuisine in the country. It is a land
of lavish meals, a veritable foodie Heaven.
For the excellence of its cuisine Bologna,
one of the region’s provinces, is lovingly
called by epicures and gourmands as
‘Bologna La Grassa’ (Bologna the Fat).
For administrative and political
reasons, Emilia-Romagna has been
designated a single unified region, but
in reality, it is two separate regions,
each with its own history, traditions
and distinctive character. Emilia’s
provinces include Bologna, Modena,
Reggio Emilia, Parma and Piacenza.
Romagna’s include Forli, Ravenna and
Ferrara.
Emilia is the home of pastas (tortellini, tagliatelle), salamis,
Parma ham, prosciutto (cured ham), culatello, zampone (salami

stuffed inside a pig’s foot and cooked over a low fire) and
Parmigiano-Reggiano cheese. It is said that an Emilian cook would
never knowingly sully a dish with very strong flavours. A Romagnolo
has no such restraint.
The region is also the home of Modena’s balsamic vinegar – aged
for 25, 50, 75 years for taste and quality – prized by connoisseurs the
world over as the “black gold” of Italian cuisine, brushed or drizzled
onto, for example, wild strawberries, shavings of Parmigiano or
grilled asparagus. Heaven!
If you are in the neighbourhood, book lunch or dinner in the very
popular Osteria di Rubbiara, in Nonantola, in the open countryside of
Modena. The award-winning restaurant has been in the Pedroni
family since 1862. Today it is run and managed by Italo Pedroni, an
irascible character who is assuredly one of the main attractions. Meals
are served family-style and menus are fixed. You will have what
Signora Pedroni and her daughter have cooked that day, which might
include, for starters, the ricotta and herb-filled tortellini dressed with
cold butter, the strighetti or maccheroni al pettine with meat ragu,
followed by mixed pork roast, chicken al Lambrusco or onion
omelette with balsamic vinegar.
Osteria di Rubbiara, the second oldest osteria in Modena, also has
an acetaia where balsamic vinegar is produced and aged. Signor
Pedroni will, after your meal, ply you with his home-grown liqueurs
made from, among others, apricot, orange or blueberry. In clement
weather, eat outside. Switch off your mobile phone or Signor Pedroni
will turf you out. Book well in advance.
Main courses from €20
Via Risaia 2
Nonantola 41015
Email: info@acetaiapedroni.it
Tel. (059) 549 019
In Polesine, between Milan and Modena, in the agricultural heartland
of the Po Valley, is Ristorante al Cavallino Bianco, run by the
Spigaroli family, who have owned it for generations.
The restaurant commands picturesque scenes of the river and
countryside, but you don’t come here to stare at views. You’re here
for Chef Massimo’s ricotta and bitter-greens tortelli, the salamis and
freshwater fish. Book in advance.
Menus between €30 – 40
Via Sbrisi 2
Polesine 43010 Parma
Email: info@cavallinobianco.it
Tel. (052) 496 136
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A status symbol

anxious to please and serve
By Margie Collins

Y

ou’ve sold your robotics/carbon fibre/widget-making
business for more telephone number figures than you can
shake at the governor of the Bank of England, leaving the
field wide open for your next big deal as a titan of industry who is
to be reckoned with on the world stage. Truly, an impressive feat
for someone who dropped out of school with only two A-levels.
You married your childhood sweetheart, have two children under
five, and live in a gated community popular with second division
footballers.
Your secretary thinks it’s a hoot: the Prince of Wales has
requested your presence at one of his ‘great and the good’ shindigs
at Highgrove. Invitations from so-called movers and shakers are
stacking up, to attend Davos/Ascot/Prix de l’ Arc de Triomphe/a
business leaders’ talkfest/the Renaissance Weekend with the Bill
Clintons and Bill Gateses at Hilton Head Island, South Carolina.
You have well and truly arrived. Just a matter of time before you
are ennobled in the Queen’s Birthday Honours List.
Yesterday you had lunch with the chairman of your investment
bank; there were three forks, two knives, two spoons on the place
setting. He asked you if you were a fan of the Ring Cycle and how
you liked Michael Lewis’s The Big Short; the only Lewis of any
renown that you know is John, from whom your wife buys the same
Christmas presents year after year.
At the worthy-heavy Chelsea Flower Show charity-gala
preview, attended by A-listers and their fragrant companions, you
felt ill at ease wearing your too shiny five-year-old suit, and your
wife’s fascinator was too turquoise, with a too-short, too-pink
dress.
For your business acumen, you’ve made the headlines and been
interviewed by Evan Davis, Robert Peston, Jeff Randall,
Bloomberg, MSNBC and CNN. You’ve made a killing, as they say
in Wall Street (where you are celebrated as a business genius); you
have so much money, unheard-of-access, and your life (and your
extended families’) is set handsomely fair – for generations. Why
are you so miserable?
According to the latest (2010) World Wealth Report by
Capgemini and Merrill Lynch Asset Management, the number of
people with more than $1m in investable assets increased by 17%
to 10m in 2009 (2008: 8.6m), with the world’s wealthy staging a
dramatic recovery from the ashes of the financial meltdown.
According to the report, the richest individual investors saw their
wealth soar by 18.9% to $39 trillion (or £26.3bn) in 2009. America
leads the super-league of the richest investors, with 3.1m people in
possession of more than $1m to play with on the investment
markets. Britain’s wealthy – all 448,000 of them – are in fifth place;
the European rich comprise 3m people who, together, are worth
$9.5 trillion. Fast catching up are the newly wealthy from Russia,
China, India and Brazil. Post-recession, the rich are, truly, back to
being quite different from you and me.
It is a truth universally acknowledged that there is one thing
this group of extremely wealthy people, breathing rarefied air and
living charmed lives, would probably like to have, if they haven’t
one already – a butler. In other parts of the world, the butler is also
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known as a lifestyle or household manager. Newly minted tycoons
would do well to take a leaf out of the very rich’s (gold) leaf bible,
follow their example and hire a professional pukka butler who
knows how to serve old, as well as new, money.
“Having made their money in a bit of a hurry, they (the
nouveau riche) are keen to have someone to show them how to live
as if they had been rolling in the stuff for three generations,” said
Kathryn Hughes, biographer of Mrs Beeton, who wrote the
definitive housekeeping tome (beloved of butlers) The Book of
Household Management. “What they want is not so much a servant,
as a crash course in how to behave like a toff.”
Which is not to say that butlers are a nouveau riche
phenomenon, as they have been with us since ancient and medieval
times. From the French word “bouteillier”, he was a bottle-bearer
who eventually became the senior servant in charge of the wine
cellars in a royal palace or a baronial estate. In England, they came
into prominence in the 18th and 19th centuries when grand
households employed them as part of a large staff that included
under-butlers, cooks, footmen, lady’s maids, kitchen and scullery
maids, coachman and groom. In Victorian England, the butler was
responsible for menservants, footmen and valets. He was in charge
of the dining areas, cellars and pantries, arranging the dinner table,
announcing dinner, carving joints of meat and serving wine. He
expected to earn £40 a year, with his accommodation thrown in and
all his expenses paid for. Victorian practice entitled him to the ends
of candles and one bottle of wine for every six he opened.
Once the exclusive appendage of aristocratic gentry, today’s
butlers have more cachet, clout, responsibility and patrician hauteur
than their forebears. They are also better paid, usually on a starting
annual salary of £30,000, with the best of them earning over
£100,000, all expenses paid including a car and health insurance.
For their lifelong loyal service, most of them receive handsome
bequests after their masters’ demise.
“The requirements for top-flight butlers have changed,” said
Steven Ferry, chairman of Florida-based International Institute of
Modern Butlers, which trains and educates butlers, and advocates
the setting of international standards for the profession. “Now it
helps to be an MBA and have an understanding of financial
instruments, as well as of the increasingly onerous laws concerning
personnel, etcetera, in an international framework. The job
description requires quite some degree of sophistication to be
qualified to run a household in these modern, fast-paced,
technologically intense times.”

P. Diddy, the American
rapper/actor/record
producer/fashion designer,
has one, the improbably
named Farnsworth Bentley
Literature has introduced us to some memorable butlers and
valets. “I endeavour to give satisfaction, Sir,” said Reginald Jeeves,
Bertie Wooster’s general factotum and ‘personal gentleman’ whose
job was to make sure Bertie was properly attired – the outfit,
accessories, tie, cufflinks, watch – and well shod before he was let
loose upon the world and respectable society. Jeeves, who relaxed
in the company of the works of Dostoyevsky and Spinoza, was
infinitely smarter than Bertie, but wore his wit and cleverness
lightly.
In Upstairs Downstairs, Angus Hudson presided over a grand
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house in Eaton Square, in London’s Belgravia; the Addams family
had Lurch; Lady Penelope Creighton-Ward, in Thunderbirds, was
reliant on Aloysius Parker; Jennings ruled the roost at Gosford
Park. In Kazuo Ishiguro’s award-winning The Remains of the Day,
Mr Stevens dedicated his entire life in loyal service to Lord
Darlington (and, later, the wealthy American Mr Farraday),
sacrificing his love for the housekeeper Miss Kenton, leaving him
towards the end with very little of what remained of his life. “I
don’t believe a man can consider himself fully content until he has
done all he can to be of service to his employer,” said Mr Stevens.

A one-year course costs £900
for European Union students and
£5,000 for non-EU students
“It’s a peculiar profession. You are not exactly an employee
and not exactly part of the family. But you live in the house and you
know everything that’s going on. You know whether the man of the
house is having an affair and if his wife is also. You see them
happy, sad, drunk, lonely. You see them when they’re on top of the
world. But the golden rule of being a butler is that you don’t
actually see anything,” said Robert Watson of the Guild of
Professional English Butlers.
Aristos and royals still have them, of course, but butlers are no
longer confined to this privileged, well-upholstered tribe. Money –
staggering sums of it – has democratised butlering, such that
celebrities, rock stars, hedge fund moguls, billionaire industrialists,
Middle Eastern potentates, Chinese tycoons – anyone who lives in
a hugely operatic scale and is able to bankroll an abundant supply
of labour – now have them, too.
P. Diddy, the American rapper/actor/record producer/fashion
designer, has one, the improbably named Farnsworth Bentley, who
follows his master around in hot weather with a parasol. When he
forgot to pack the ‘sultan of bling’s’ favourite ties for a holiday in
the Cote d’Azur, he was promptly despatched back to New York to
fetch them. “My shit’s pretty fly. I ain’t gonna tell you that the
house isn’t amazing or that my people don’t have to wear uniforms,
or that my chefs aren’t the best. But it isn’t like we’re eating
escargot every night. I have chefs, but they’re making, like, KoolAid and cheeseburgers. Or cornflakes, y’know what I’m saying?”
P Diddy recently told a Times reporter.
As the rich define themselves by their possessions, chattels and
the gnomes who manage their private numbered accounts in Zug,
they also set themselves apart from the rest of humanity by the size
and quality of their domestic staff, principally, their butler, for it is
he who manages their pleasure domes, the half-a-dozen or so
manor houses and country estates they own around the world, and
the small army of people required to look after them. A butler is a
rich man’s trophy of success, a symbol of his social standing.
“Butlers are status symbols,” said Sean Davoren, former head
butler of The Lanesborough Hotel in London’s Hyde Park. “There
aren’t enough of them to fill all the vacancies. But they’re not wellenough trained. They’re needed to do everything – to manage the
house, make sure the children are picked up from school, the fridge
is full, the laundry is ready and the chandeliers are cleaned every
six weeks. You also need someone who knows how to treat works
of art.”
To address the inadequacies of patchy training and to put the
profession on a firm, professional foundation, the Savoy
Educational Trust, with The Lanesborough, designed a butlering
course. The result is the City & Guilds Level 2 Diploma for Butlers,
the first accredited qualification for butlers, which was launched in
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2009 with Buckingham Palace, probably the UK’s leading
employer of butlers.
“The course has generated a lot of interest, attracting people
from a variety of backgrounds and nationalities,” said City &
Guilds. “Everyone who completes the course will go on to earn a
good wage. The diploma opens doors to working at some
impressive sites, from private houses, to yachts and foreign
embassies. Salaries vary depending on where you work, but
generally once the butlers have built up experience, they can
command an impressive amount. With experience also comes great
status and connections.”
The one-year course (£900 for European Union students and
£5,000 for non-EU students) covers studies and practice in guest
care, housekeeping, valeting, food service and floristry. And
because butlering caters for a very small, but highly influential,
target market of wealthy private houses, royalty and industrialists
with epicurean and esoteric hobbies, the course also involves study
of fine wines, spirits and cigars; event management (grand balls
and shoots); the care of animals, art and antiques; cleaning guns
and yachting.
“It’s become deeply fashionable to have a butler. Across the
water, they are called lifestyle managers and they perform a
multitude of roles,” said Sarah Dawkins of the Guild of
Professional English Butlers. “They are in demand all over the
world.” A well-trained and highly polished butler has pick of the
stateliest homes (including the White House and 10 Downing
Street), royal palaces, embassies and prestigious corporations
around the world.

“There is a way of behaving in
certain circles and the newly
wealthy may not fully understand
those ways” Sarah Dawkins, Guild of
Professional English Butlers
“We are the last bastion of an old era and the traditional type of
service that the English were always good at. To do this job, you
have to be able to live the life, but accept it’s not yours. Once you
start feeling it’s yours, you are ruined. Everybody knows their
place; I like to know mine,” said Mr Davoren, who has worked as
a butler for some European and Middle Eastern royal families.
The butler, said Mr Ferry, is essentially a British (not just
English) concept, “although there are, of course, similar positions
in other cultures, such as the majordomo in
Italian, French and Spanish cultures. Why
British? Because the British have the
natural reserve that is so essential to longterm and discreet relationships. Any moredramatic-an approach would wear thin on
employers after a while.”
A few years ago, we were entertained by somewhat sententious
newspaper reports on Prince Charles’s morning routine, which
consists (so it was revealed) of a wake-up tray of tea and toast
delivered at 8am with the “precision and efficiency of a Formula 1
racing car”. There will be three balls of chilled butter, toast in a
silver rack. At weekends, the future king is served a lightly
cooked breakfast of Duchy of Cornwall organic sausages,
served with salt flakes, freshly ground black pepper in a
pepper pot, and a mustard jar. Six ties are laid out for
him each morning; his shirt, folded, is placed on his
bed, with all the buttons undone and the cufflinks
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already in place; shoes, with the laces undone, are by a chair in
front of his bedside table; socks always on top of the chair. A
creature of princely habit, he (and his entire household) is well
attended to by a sizeable (125 people) retinue of butlers, valets,
footmen, chefs, drivers, waiters and gardeners.
“Over the last two decades, there has been a resurgence in
demand for butlers and household managers. One can always do
without a butler, if one does not mind spending one’s time running
the household. But for those who can afford butlers, they perform
a highly demanding service that, without doubt, improves the
quality of life for the principals, their families and guests,” said Mr
Ferry. “While there are multiple skills required of a butler, the
greatest and most basic is still very much the ‘soft skill’ of how to
serve intelligently, proactively, and invisibly. To the trend that is
emerging of employers seeking corporate placement agencies for
their new household staff, I suggest that the home is not an office,
just as an office is not a home. A thousand years of development
have gone into building the successful persona and attitude of the
British butler. When adapted to modern times and cultures and by
the kind of training that we at IIMB provide, you have a workable
formula for managing an estate.”
A lot of employers these days, it would appear, have come into
new money and don’t know how to behave in their new social
milieu, so modern butlers are now also required to mentor their
employers in the rules and nuances of etiquette – for example, how
to eat asparagus, write a thank you letter, tip, choose wine. “There
is a way of behaving in certain circles and the newly wealthy may
not fully understand those ways. Employers look to the butler not
only to serve, but also to show them what should and shouldn’t be
done,” said Ms Dawkins.
As head of a large household staff, a butler is in charge of
several under-butlers, maids, kitchen staff and gardeners, who
make sure there is nothing out of place in their employer’s
magazine-spread homes: everything gleams, shines and sparkles;
every silver spoon is accounted for. A good butler takes all the
strain and pain out of living the high life and makes soft the hard
edges of the quotidian in a general outbreak of good taste. He
exercises his art and skills, learned from an agreeable bygone age,
so that his master can run his empire in a felicitous succession of
busy days doing nothing, and his mistress can continue living her
head-spinning busy social, butterfly life.
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“I love my work and it can be very exciting, travelling by private
jet, living in a fantastic house and holidaying on yachts.
But there is a downside. My employer will demand total
dedication and I will provide that, but it means my own plans have
to take second place and are subject to change at the drop of a hat,”
said Steven Randolph of Randolph Butler Service.
“I’ve gone out to buy their underwear (and I don’t even do that
for my wife), cleaned their dog’s teeth, heated up frozen rats to feed
their pet snake, found zebra milk,” said Mr Davoren. “As a butler,
I am not servile to anyone. I don’t want to create an air of
friendliness, because you are not my friend, you are my employer.
I want to serve you. I want to look after you, and I will give you
what you’ve asked me to do, in the best professional way.”
Working an average of 60 hours, but usually more, in a 24/7
week, the consummate butler knows how to pack (and unpack) a
gallimaufry of suitcases, iron a jacket, carry a drinks tray in one
hand and with the other open a door; carve meat, store and serve
wines (know a Jeroboam from a Methuselah), clean glass and
crystal, polish shoes (two hours to bring out a proper shine) and
silver (with Goddard’s Silver Foam, applied with a toothbrush),
receive guests and address distinguished VIPs, maintain designer

“You need to be ready to do
anything from receiving dignitaries,
to shovelling horse manure, to
cooking a feast at 1.30 in the
morning for 20”
Anthony Sharp, Australian butler
wardrobes and Savile Row clothing inventories and liaise with
Sir’s security staff, his PA, chauffeur, yacht captain and pilot.
He can arrange a well-starched dining table, assist guests to
their seats, serve dinner (from left, and cleared from the right)
knowing which utensils go with particular menus. He can mix a
Bloody Mary in just the perfect way Sir wants it, knows how and
when Sir likes to read his newspapers, what Sir and Madam should
wear for Ladies Day at Ascot, the correct temperature for his bath.
As a multi-tasker who probably speaks more than one language, he
is also adept at managing household budgets, staff
hiring/training/firing, social and business etiquette and protocol,
travel arrangements and the smooth and efficient maintenance of
estate items such as jet planes and helicopters, holiday homes, art
collections, yachts and stables.
“You need to be ready around the clock to do anything from
receiving dignitaries, to shovelling horse manure, to cooking a feast
at 1.30 in the morning for 20 people,” said Anthony Sharpe, an
Australian butler with 14 years’ butlering experience. “I don’t think
the word ‘no’ actually comes into butlering. There’s always a will
and a way of doing it and we’ll get it done.”

96

SHIP MANAGEMENT INTERNATIONAL

ISSUE 26 JULY/AUGUST 2010

“You have to have a can-do attitude and if you don’t know how
to do some things, you have to know where to find out. The butler
is many things, and sometimes the dog walker, too,” said Colin
Gaunt, who teaches “how to become a true English butler” at the
Rick Fink Butler Valet School in Oxfordshire. (Four-week course:
£9,500).
“There’s one particular sticky situation that happens a lot. And
that’s stumbling on your employer in a compromising situation. It’s
a butler’s duty to wake Sir or Madam every morning. We are
trained to look anywhere but at Sir or Madam while going about
our bedroom duties. Even if they don’t stop, you have to carry on
as if nothing is happening. Discretion has to be your middle name,”
said Marion Loftus, a female butler who trained with the Ivor
Spencer International School for Butlers in Dulwich, London. (Six
weeks’ course: £5,300).
It is reckoned that there are between 500,000 and 2m
professional butlers at work today, in private homes, major
companies and the hospitality industry. With the increase in the
number of millionaires and billionaires in recent years, there is,
however, an acute shortage of first-class butlers to whom can be
entrusted the elevated and protected position of trust. Over and
above his housekeeping skills, the highly desirable butler is a
paragon of discretion, a thoroughbred in perfect manners, decorous,
punctilious and prompt, graceful but precise. Supremely
deferential but not subservient, he anticipates his master’s needs
and can read him like a book.
For those with an embarrassment of riches who can afford a
butler, life is probably more agreeable, sweeter. A butler, with his
easy familiarity with three-fork etiquette, well-groomed and wellspoken propriety, and his reassuring, calming presence – well, what
a small price to pay for the cost of living and being pampered,
extremely well. ■

