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As a kid I was always fascinated by
puzzles. My mother owned a carved
mahogany trinket box which had a

hidden compartment and it was a test to work
out how to even open it. I remember you had
to slide back a lower wooden guard panel
which then enabled the lid to open thus
displaying the glittering trinkets within.

Great stuff for a 10-year-old. How
ingenious that someone could design
something so intricate and misleading yet
there was always a solution. You just needed
to know how to unlock the secrets.

Well the shipping industry is a bit of a
puzzle at the moment and, to be honest with
you, it is difficult to find the answers. There
doesn’t appear to be any obvious wooden
release mechanism or golden key. In fact if
anything this particular conundrum is getting
tougher to solve. 

I was fortunate enough to have been asked
to chair the emission session at the recent
International Chamber of Shipping conference
in London, and my eyes were opened to the
real threat posed by global warming and the
build-up of CO₂ in the atmosphere. I believe
that shipping is the most environmentally-
friendly form of transport around and its GHG
footprint is merely in response to the demands
placed upon it by the growth in world trade.
But the stark realities of what a 5˚C or 6˚C rise
in average temperatures will do to life on this
planet is staggering. It’s frightening. But
shipping is responding; we know that. Efforts
are underway to establish mechanisms
whereby GHG emissions from ships can be
reduced. And the reality of eco-friendly
engines is there to be seen, with the very
attractive fuel savings to boot. 

I was also interested to hear the thoughts
of one of the main players in the banking
sector who said (and his views are the basis of

this issue’s cover story on p90) that those
banks still lending to the shipping industry,
and the number is falling, are not only
concentrating on the top end of the owning
sector but are increasingly turning to the more
eco-friendly ships that are being designed. 

We all know that those ships trading today
and those still coming out of the ship yards are
all old technology. But the world fleet has
never been younger. Oil traders and charterers
have the pick of the bunch and are favouring
vessels less than 15 years old to carry their oil.
Ships as young as 11 years are starting to head
towards the scrap yards and freight rates are
plummeting. 

But the banks have adopted a policy of
favouring the top end of the market, so
excluding the vast majority of global shipping,
and they are also earmarking new technology
which would by its consequence, encourage
more ordering. This we know will increase
vessel supply and damage the markets. 

But shipping is a selfish industry: owners
order for their own gain and bankers finance
for theirs. And yes, more ordering may be bad
for shipping but for the individual owners
concerned, it can only spell good news with
the resultant fuel savings and the top end
charters that will surely follow. 

So where will it all end? Well
consolidation is likely and the upturn in freight
rates will be slow. And it will be the survival
of the fittest. But who ends up controlling
shipping – both sectorally and geographically
will be interesting to see.

Happy reading.

Sean Moloney

Welcome to 
Ship Management International

A riddle
too far
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Small to medium-sized ship owners
face a future without bank finance
and there will be significant

pressure on them to consolidate,
according to one of the shipping
industry’s main finance houses.

In an interview with SMI (see p90),
Rory Hussey, Managing Director of Ship
Finance at ING, said that while there are
fewer and fewer banks willing to lend to
ship owners, those banks interested in
staying in the sector were increasingly
looking at the top end of the market.

He said: “There is less bank financing
around at this point so owners are going
to have to look around for alternative
ways of raising finance such as the bond
market. But to do that they will have to be
corporate. They will have to have a
holding company and they will have to
have visibility on what you are doing so I
think the days of the smaller owners are
limited. I’m not saying that the banks that

are still in business today are following
ING’s lead but everyone is looking to the
top end of the market. 

“So at one point you’ve got most of
the industry saying we can’t find any
money but at the same time you are going
to find the best of the best getting less 
than 300 basis points. So it’s a game of
two worlds: If you’ve got it, you’ve got 
it! Shipping is highly fragmented but 
that has to finish. Shipping can’t survive
that way.”

Mr Hussey’s comments are a clear
indication that the banks are assuming a
major controlling effect on the shipping
industry’s ability to raise cash, purely by
nature of the small number of players still
interested in ship finance and the fact that
they are focusing on the top end of the
market and more increasingly at financing
environmentally-friendly tonnage.

“Clearly banks support eco-friendly,
fuel efficient vessels and owners at the top

end of the market realise that. There’s a
real reason owners are going to order
these vessels and while it is not good for
shipping, it is very good for the owner
because he is going to have something
which saves him seven tonnes of fuel a
day. But it means there are a lot of 10 year
old ships out there which have practically
become obsolete,” he added.

This is an interesting situation when
you consider that many oil majors and
charterers are operating a policy of
chartering younger tankers of 15 years and
below. 

As Mr Hussey added: “Well at 15 or
18 years old, you can say a ship is getting
close to the scrap heap but at this point,
you are going to have five to eight year
old vessels which charterers just won’t
want because of their engines. We’ve seen
recent examples of people trying to sell
perfectly good 2008/2009 supramaxes that
just happen to have the wrong engine.” �

NOTEBOOK
SHIPMANAGEMENT NEWS AND REPORTS FROM AROUND THE WORLD
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For the 17th year in succession,
International Transport
Intermediaries Club (ITIC) has paid

a renewal credit to its members. For the
year ended 31st May, 2012, members
received a total of $5.2m bringing to more
than $67.3m, the amount returned to
members in the last 17 years in credits.

ITIC Chairman Peter French said: “One
of the unique strengths of a mutual is the
absence of shareholders, allowing its
members to benefit from any financial
surplus. Solvency II, the new regulatory
regime with which all insurers within the
EU will have to comply by 1st January,
2014, will have an impact on the future
capital requirements of the business. This
will necessitate our maintaining strong

reserves not only to ensure compliance, but
also to sustain continuity credits at renewals
in the future.”  

From 1st June 2012, ITIC reduced the
level of the continuity credit for renewing
members to either 2.5% or 5% of their
expiring premium. This reflects both the
tougher investment environment and the
challenging claims market, while also
preserving the strength of its reserves.
ITIC’s combined reserves, at $78.4m,
continue to remain comfortably higher than
current and anticipated future regulatory
requirements. 

Professional indemnity insurers tend to
see a sharp increase in both the number and
the value of claims during an economic
downturn and ITIC is experiencing claims

inflation of 10% each year. Mr French
added: “It is often easier for a client to sue or
counter-sue its service provider than to settle
an invoice or a claim. Claims increased
significantly in 2009, levelled off a little in
2010 and initially showed an increase again
in 2011. However, there are now signs that
this higher claims activity may be starting
to reduce.”

At renewal, ITIC introduced special
deductibles for those types of claims that
occur most frequently, such as demurrage
claims for ship brokers, refrigerated cargo
claims for ship agents and legal costs in US
litigation for ship managers.  In this way, the
club has increased its premium income
while continuing to retain approximately
95% of its members at renewal each year. �

ITIC rewards loyalty with renewal
credit payments

Banks shun smaller owners



Two international shipping
companies have teamed up to offer
help to Chinese shipyards with

undelivered vessels.
The UK-based Graig Group and Global

Maritime Investments have already been
jointly helping banks which have become
owners by default – now they are hoping to
provide a solution for the yards.

Chris Williams, Commercial Director,
Graig Group explained: “There are
increasingly owners walking away from
transactions at shipyards in China and
elsewhere when the market falls so much.
The difference this time round has been 
that the orders were placed predominantly
by Chinese owners.”

“We have a very big presence in China
working with 30 or 40 shipyards, so there
is a good network there. They are saying
‘We are going to end up being owner here,
so we’ll take the ownership but we don’t
know how to technically manage it’ so they
find themself, by default, going into
ownership which they don’t particularly
like.”

Working together, Graig Group and
GMI will provide yards with employment
and management for vessels which cannot
be delivered to the owner.

Graig Group Chief Executive Officer
Hugh Williams said: “GMI has access to
investors and employment opportunities
and Graig knows the yards and ships and
has the technical and crewing management
to get the ships into operation
economically.”

Steve Rodley, Managing Partner of
GMI, added: “Ships which have been built
but which would otherwise end up as fire
resales or stuck in the yard can be put into
service by us and later sold on when the
market improves.”

How many vessels can the Graig/GMI
co-operation foresee taking on?

“Who knows how long a piece of string
is,” said Chris Williams.

“We have just bid on a fleet of nine
ships for an institution out in China which
is quite a reasonable size bid but there are
regular contacts going on with the
shipyards – it could be as many as 50.” �

NOTEBOOK
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Companies offer solution to Chinese
shipyards with problem deliveries

Student seafarers are learning about
the danger of HIV/AIDS and
sexually transmitted infections in a

bid to raise awareness before they set sail.
The International Transport Workers’

Federation is teaming up with nautical
colleges in some of the world’s HIV
hotspots as part of a three-year strategy to
educate cadets.New advances in medicine
have led to greater complacency about
contracting the virus, according to the ITF’s
HIV/AIDS Co-ordinator, Dr Asif Altaf.

“People have acknowledged that with
the drugs now available, HIV is seen as a
chronic, long-term disease rather than a
killer, so they have become desensitised,”
he said. “Our aim is for seafarers to know
the risks from early on.”

Work has already started with
information sessions taking place at

nautical colleges in The Philippines,
Mexico, Argentina, Sri Lanka and Odessa
in the Ukraine.

“What we are trying to do is to put
HIV/AIDS awareness into the curriculum
so it becomes part and parcel of the whole
education process,” said Dr Asif.

“It is impossible for the ITF to work
everywhere, so if we can institutionalise the
process we won’t need representatives
everywhere.”

This summer, two ITF-affiliated
seafarers’ unions also jointly organised a
conference on HIV/AIDS for 200 cadets
graduating from a nautical college in the
Mexican port of Veracruz.

“Education needs to be a continuous
process because there are always new
people coming into the industry,” said 
Dr Asif. �

Sexual health strategy targets students

The financial markets,
particularly in London,
will be very important

to us in generating new business going
forward. Luckily as a ship owner Bibby
Line sold all its gas tankers and
chemical carriers and jack ups in 2005
and 2007 but the shipping markets are
in dire straits at the moment and the
banks are having an increasing
influence over how they are managed,
utilised and owned. 

“We are concerned at what is
happening in China in particular. We still
see massive supply of ships coming in
and we are reliant on demand growth to
see some of these freight markets
recover. China is a pivotal growth driver
in the world today and if that market is
stalling then this recession could be a lot
longer and a lot harder than originally
envisaged. It is a very interesting time
and that interest will give rise to
opportunities – opportunities to invest in
ships and to make money but to do that
you need a good commercial
base but also excellent
technical management.

““

““
Sir Michael Bibby,
Managing Director,
Bibby Line Group



Shipping confidence falls to
four-year low

NOTEBOOK
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Meridian Marine Management,
which has for the past 10 years
acted as the ship management

arm primarily for the Ro Ro and Ro PAX
vessels of owners Pacific Basin and EPIC,
is being wound down as the shareholders
reduce their commitment to the sector and
as many of the vessels involved are
actively being marketed for sale.

Alastair Evitt, Meridian’s Managing
Director (pictured), said: “Any
shipmanagement organisation requires
scale in order to provide the necessary
levels of technical management,
compliance and crew management and we
believe that with the shrinking, essentially,
in-house fleet, we cannot sustain the levels
of support required to meet the stringent
requirements of this sector.”

Meridian will be working
constructively with any new managers
appointed to manage the Pacific Basin and
Epic vessels and will ensure that cadets
employed by UK tonnage taxed registered
owning companies can continue with their
training. Meridian also state that they will

be working with owners and any new
managers to ensure that the valued sea-staff
and specialist office personnel can find
employment.

Mr Evitt believes that a number of the
vessels will transferred out of the company
by end of September with the process
having been completed by the year end.
Meridian will be continuing in a
management role during this period.

He added: “It is important that
Meridian concludes its 10-year journey in
the same diligent and professional manner
in which the company started and has
operated throughout. We have some
outstanding experience and expertise in the
company both at sea and on-shore and I
know it will not be lost to the industry. We
have to accept however that commercially
markets and market forces change over the
years and it is an owner’s right to move in
and out of sectors as they believe is best for
their shareholders. I am just grateful that we
have operated at the top of a very exacting
ro- ro and ferry business for a long period
and not let anybody down.” �

Overall confidence levels in the
shipping industry fell in the three
months ended August 2012 to their

lowest level for a year, according to the
latest Shipping Confidence Survey from
international accountant and shipping
adviser Moore Stephens. 

The fall, to the lowest figure recorded
since the survey was launched in May 2008,
comes after three successive quarters of
improved confidence. The main concerns
raised by respondents were the glut of
newbuildings coming onto the market and
continuing uncertainty about the global
economy.

In August 2012, the average confidence
level expressed by respondents in the
markets in which they operate was 5.3 on a
scale of 1 (low) to 10 (high), compared to
the figure of 5.7 recorded in the previous

survey in May 2012, and identical to the
figure posted one year previously, in August
2011.  The survey was launched in May
2008 with a confidence rating of 6.8.

Charterers were the only category of
respondent to report an increase in
confidence over the three-month period.
Geographically, confidence in Asia hit a
new survey low of 5.4 (down from 5.7 last
time), while in Europe it was down from 5.6
to 5.2. 

Overtonnaging was uppermost in the
minds of many respondents, as was the
combination of political and economic
uncertainty and depressed shipping markets.

The banks also featured in a number of
responses to the survey. “The accelerating
withdrawal of banks from the shipping
finance market is effectively depressing ship
values,” said one respondent. 

The likelihood of respondents making a
major investment or significant development
over the next 12 months remained stable, on
a scale of 1 to 10, at 5.3, which is the highest
figure since the 5.6 recorded in May 2011

Demand trends, competition and finance
costs once again featured as the top three
factors cited by respondents overall as those
likely to influence performance most
significantly over the coming twelve months.

Moore Stephens Shipping Partner
Richard Greiner said: “The fall in confidence
recorded in our latest survey is clearly a
disappointment. But it cannot really be
termed a surprise. In some respects, shipping
has been bucking the trend for the past twelve
months, exhibiting increased confidence
despite the political and financial woes in
Europe and elsewhere, and the problems of
overtonnaging and falling rates.” �

Shareholders wind down Meridian
Marine Management





If there is one thing the shipping
industry agrees on, it is that regulation
of the sector should be multilateral and

should reside firmly at the door of the
International Maritime Organization
(IMO).

But with so much happening in the
shipping industry – piracy, ballast water
management, the environment/regulation
of Green House Gas (GHG) emissions, as
well as global implementation of the
Maritime Labour Convention and the need
for increased flag state implementation,
there is a lot on the plate of the newly
elected IMO Secretary-General, Koji
Sekimizu. And that is before you
consider the strain on
national Member
Government finances
following the global
financial crisis. 

One thing is for
sure. A cursory
glance at his
CV shows
he is

suitably qualified for the job albeit with 
a laudable realistic approach to what 
can actually be done with limited 
IMO resources. 

Mr Sekimizu was educated at the
elementary and secondary school levels in
Yokohama and graduated in March 1975
with a Bachelor’s degree in engineering at
the Engineering Faculty of Osaka
University, and obtained a Master’s degree
in engineering. He then entered the
Ministry of Transport of Japan (MOT) and
was appointed as a ship inspector in the
Nagasaki district branch of Kyushu District

Maritime Bureau. In July 1980 he
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Koji Sekimizu
Secretary-General, International
Maritime Organization (IMO)



FIRST PERSON

was transferred, under a special
arrangement, to the Shipbuilding
Research Association of Japan to engage
in his duties to attend committees and sub-
committees of the IMO and, after gaining
the experience of participation in various
IMO meetings, was promoted two years
later to Deputy Director of the
Environment Division, MOT. After
holding various other positions at the
Ministry of Foreign Affairs and again at
the MOT, he was appointed in July 1989
as Technical Officer in the Sub-Division
for Technology, Maritime Safety Division
of the IMO. 

In 1992 he was promoted to Head of
the Technology Section. After this, he
worked for the Maritime Safety Division
until October 1997. During this period he
performed, among other things, secretariat
functions to the MSC Working Group on
SOLAS; amendments dealing with new
fire protection measures for passenger
ships proposed in the wake of the
Scandinavian Star incident and the
MEPC/BCH Working Group on
Prevention of Air Pollution from Ships,
which developed the framework of
MARPOL Annex VI adopted at the
Marine Pollution Conference in 1997. In
October 1997, he was promoted to Senior
Deputy Director of the Marine

Environment Division, and was then
appointed Director of the Marine
Environment Division in August 2000.

In his capacity as Director of the
Marine Environment Division (MED), he
led the Marine Environment Division in
discharging its responsibilities to support
the work of, among other things, 
the Marine Environment Protection
Committee (MEPC) in dealing with the
phase-out schedule of the single-hull
tankers and the Condition Assessment
Scheme proposed in the aftermath of the
Erika (1999) and Prestige (2002)
incidents and handling a number of
emerging new environmental issues
including harmful anti-fouling paints,
ballast water management, ship recycling,
particularly sensitive sea areas (PSSAs)
and GHG emissions from ships.

In January 2004, he was appointed as
Director of Maritime Safety Division and
has contributed to the activities of the 
IMO in preparation, adoption and
implementation of international rules and
regulations including:

• Implementation of the International 
Ship and Port Facility Security (ISPS)
Code.

• Development of the Long-Range 
Identification and Tracking of Ships 
(LRIT) system.

• Development of the Goal Based 
Standards.

• The comprehensive review of the 
1978 STCW Convention.
On 28th June 2011 he was elected

Secretary-General by the 106th session of
the Council and took over the job in
January this year – a position he will hold
until the end of 2015.

“It is still early days in my tenure as
Secretary-General as I moved into this
office at the beginning of this year. And
you are absolutely right, not only the
shipping industry but also the world
economy is really facing difficult times
but at the same time we have many issues
that are not resolved. We have the piracy
issue and we also have to make significant
progress towards a greener carbon-free
economy and the debate on Green House
Gas emissions.” This was against the
backdrop of a financial crisis in Europe
and the impact this may have on these
countries’ ability to honour their financial
commitments to the Organization and to
implement the important IMO
instruments.”

As he told SMI: “It all indicates that
we need to do more with less. So that is a
general description of how difficult it is.

“Our resources may encounter serious
restrictions so therefore we cannot do our



business as usual. In essence we have to
review things to ensure efficient and
effective delivery of results over the coming
years. For that reason I have taken the
initiative to launch a review and reform of
our procedures and together with
Secretariat and member governments. I
believe we are making progress. 

He added: “We have a very clear basis
for cooperation with the shipping industry
and we will continue to improve and
strengthen the already enjoyable and good
working relationship we have while also
reviewing and reforming the way the
secretariat works and the way member
governments will contribute to the IMO.”

According to the Secretary-General,
the review process could touch on the work
method of the IMO, even taking in a
restructuring of the meeting structures and
the way the organisation provides
secretariat resources to member
governments. “They will all have to be
taken into account.” 

As part of the process, Mr Sekimizu
has drawn up five sub groups that will
report to the review and reform steering
committee. These will cover financial
arrangements; work method and support
systems for member governments; human
resource development; technical
cooperation as well as Information
Technology.  As he added: “We are making
progress and I am sure this will turn out to
be a really good basis upon which the
member governments and the Secretariat
will be able to discuss and try to improve
our delivery mechanisms.”

However, one large element of work
that has emerged onto the scene is the
Maritime Labour Convention which will
enter into force in August next year after it
was ratified by the 30th IMO Member
Government this summer. And while the
Convention is very much an ILO composed
instrument, Mr Sekimizu is not lost in its
significance, especially as the global
industry deals with boosting shipping’s
positive image to attract future talent to it
as a career.

“MLC is definitely one of the most
important international instruments

together with SOLAS, MARPOL and
STCW. This is not an instrument
developed by this organisation but
nevertheless, in order to ensure a
sustainable seafaring business and a
sustainable maritime business, we need to
promote future generations of seafarers.
We are all relying on securing future
generations of seafarers. To ensure this,
we need a coordinated effort at the IMO
and also at the ILO as well as within
industry. Here I mean ship owners, the
training and education bodies as well as
flag states. They are all part of this effort
to support this great seafaring business.  

“The STCW convention will provide
competence requirements as it is the
responsibility of the IMO to ensure
seafarer competence but when it comes to
the seafarers’ working conditions, clearly
MLC has an important role to play. It has
to be implemented with the understanding
and support from ship owners and the
shipping industry in general. It is up to
flag states to encourage ship owners to
implement the MLC,” he said. 

This ideology goes hand-in-hand
with the IMO’s quest to drive for a
sustainable shipping industry which is its
responsibility under the United Nation’s
own initiative for global sustainable
development.

As he told SMI, the IMO is a 
UN specialised agency and as the 
UN is moving towards sustainable
development, the IMO’s responsibility
and role will be a little bit more than just
providing regulation. “We want to
generate interest from all relevant
stakeholders including shipping and
member governments and through this
process, educate non-maritime industries
as to shipping’s importance.  

Developing a sustainable maritime
sector is the basis for future technical
cooperation. “So we are taking an
inclusive approach. Ensuring good
training and a good future supply of
seafarers is important to sustaining a
future maritime industry. It requires a
continuous flow of excellent seafarers.”

Equally as crucial, he admitted, was
working with all those stakeholders to
sell shipping’s benefits to position it 
as a viable career option for future
generations. 

“In that context our relationship with
the MLC and ILO is important. If we do
not tackle the onboard working
conditions for seafarers, then that could
result in an increase in accidents and
pollution. That would damage the image
of shipping, then how can we promote
shipping to future generations?”

“We have limited resources, and my
role is to find a way of generating a
coordinated campaign to indicate the

importance of shipping. So we need a big
platform like a UN-wide approach. After
Rio+20, the UN is moving towards
sustainable development goals which
may go beyond 2015 and all UN agencies
are geared up to generate their own set of
sustainable development goals. 

“In my view this is a wonderful
opportunity to make use of that platform
to sell the importance. So we need
sustainable development goals for the
maritime industry - not just for ship
owners but shipbuilding, ship recycling,
manufacturers etc. They should all be
involved in supporting.”

By far the highest profile issue facing
the shipping industry is resolving the
Somali piracy scourge. But as the IMO
Secretary-General admits, arriving at a
solution is a difficult proposition.

“We are all struggling when it comes
to Somali piracy. We have resolved piracy
in the Malacca Straits as the countries
there are co-operating to settle the piracy
cases and when the governments take
action they can achieve this.  When it
comes to Somalia it is a different story.
An important aspect is that the IMO will
act to handle all anti-piracy measures, by
co-operating with navies and encouraging
the shipping industry to apply best
management practices.”

The issue facing the industry is the
growing consensus on the issue of using
armed guards onboard and how the issue
should be handled and regulated. 

“I have proposed that the Maritime
Safety Committee debates it this year. But
it is not an easy task as flag states and
port states have different views but the
shipping industry is moving more and
more towards involving private armed
security guards. We have not yet finalised
our position on the issue but it is
important that the IMO will involve all
partners. We have a clear mandate to
handle this matter.

“The MSC will provide guidance and
technical cooperation. I am keen to
accelerate the pace of implementation and
capacity building for African counties to
generate regional mechanisms so they can
handle anti-piracy activities themselves,”
he said.

“The UN is acting on this matter but
it says it is a matter of political policy
decision-making. We all know that and
we are struggling with our limited
resources to see what we can do. We will
make efforts to bring this matter to an end
but I cannot tell if it will be resolved. It is
easy to say we need political decisions,
but it is more important that we ensure
real substantial progress involving all
partners, shipping and the member
governments. We need an all-inclusive
approach.” �
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We want to
generate interest

from all relevant stakeholders
including shipping and
member governments and
through this process,
educate non-maritime
industries as to 
shipping’s importance

“ “





Harmonising Common Structural
Rules, ensuring operational quality
among its membership against a

backdrop of newly implemented class
society auditing rules and working more
closely with the International Maritime
Organization (IMO) and industry in general
on a whole range of issues might seem a
huge ask for a chairman who only has 12
months in office. But the newly elected  the
IACS head Tom Boardley is confident these
initiatives can be achieved even if they have
to be handed over to his successor when he
steps down from the post next summer.

Tom Boardley had only been in the job
for five weeks when SMI caught up with him
in London, but he had already embarked on a
series of meetings with other shipping
industry organisations to identify possible
areas of common interest. "I am not keen to
set up a lot of new initiatives but interesting
discussions took place when I first went round
to meet these organisations and we fully
intend to follow up on these," he told SMI.

"They have raised some interesting points
which I am not in a position to discuss yet but
we will have to decide if this is something we
want the IACS to get involved in. Maybe we

can do more at an executive level to steer
things as opposed to the IACS changing its
policies or doing things radically different to
the industry.

"With the IMO we were aware that the
new Secretary General was keen to
strengthen ties between the IMO and the  the
IACS. The IMO relies on the IACS for
technical advice therefore one of the first
things I wanted to do was reassure the
Secretary General that I would do everything
I could do to enhance that role."

As Mr Boardley stressed, Paul Sadler,
the IACS rep at the IMO, is very highly

workHow I

SMI talks to industry leaders and asks the question
How do you keep up with the rigours of the shipping industry?
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TOM BOARDLEY
Lloyd’s Register Marine Director and Chairman of The International
Association of Classification Societies (IACS))



regarded and is a technical expert in his
own right but should he need to, he has an
array of technical experts employed by the
IACS membership to draw additional
expertise from.

"So if you go into many meetings at the
IMO you will find class society
representatives representing flag states and
even helping industry organisations in their
work. Often they will be sitting as the IACS
representative, advising not so much on the
theory but on the practicability of
implementing regulation. And that is
something we intend to ramp up," he said.

But in visiting the other industry
associations, Mr Boardley admits that many
said they would like more of a dialogue
with the IACS because they were also
wrestling with the various tiers of
regulation in the industry. However,
because the IACS had been through its
compliance issues following the highly
publicised European Commission
competition probe, it prefers not to take a
dominant position on certain issues, with
the downside that it then stops being
involved in these discussions.

But has the IACS really changed
following the EC probe and how does its
new chairman hope to direct it over the next
year?

"The first thing I have to say is that I
am a relative newcomer to classification as
a whole. I joined LR only three years ago
and I attended my first IACS meeting in
Dec 2009 by which stage the settlement
with the EU had taken place. The
association had by then made a
commitment to change the way it worked.
So when people talk about the IACS of old,
to me it is all second hand because I wasn't
there myself. The previous Permanent
Secretary, Richard Leslie, was a different
character to the current one, Derek
Hodgson, and it is clear that over a period
of time the nature of the IACS has changed
from being a very tightly knit body. At that
time it was more than an industry
association; it effectively governed the way
the industry was run.

"So it is a little bit difficult for me to
say what the IACS was like when I joined.
Yes, there was a preoccupation with EU
anti-trust regulation. I seem to remember
we spent a lot of time in meetings over the
issue and we had a lot of lawyers briefing us
and a lot of time was spent going through
the wording of agreements and trying to get
them signed off.

"It ended up taking up a lot of my
predecessor Alan Gavin's time. I am not
sure of the exact chronology of what
happened but clearly there were the raids
and a fairly active dialogue from then on,
but from what I have gleaned, there is no
question the process did turn IACS into a
more careful organisation that is

veryreluctant to take a position on issues
where it could be seen to be acting from a
dominant position."

But in talking to various bodies who
work alongside class, Mr Boardley claims
some are saying that they wish class could
act more on certain issues. However,  the
IACS is keen to take this stand of not
exerting a dominant position and believes
it should leave it up to each member to
decide what they want to do. "The IACS
could be seen to be somewhat reactive and
also unwilling to get itself involved. With
Derek Hodgson's background as an EU
competition lawyer, he advises us on the
dreadful things that could happen if we
transgress and that tends to set the tone on
the meetings that we had."

And on top of that is the change to
membership; rather than having a close
membership the IACS was forced to open
its doors to new members. "I have picked
up on this already that the Indian Register

never stopped being an associate member
but was readmitted to full membership while
the Polish and Croatian Registers were
readmitted having complied under the new
membership criteria. The fact they had been
in the IACS before meant they knew how
the IACS worked and found it easier than
other societies to comply with the
membership criteria. They knew how to fill
out the forms and what to do, therefore the
admission of those societies went relatively
smoothly.

"At the same time we were aware that
there were other societies who had either
stated that they had an aspiration to join the
IACS or that they were considering it at
some point in the future but clearly we had
to wait for any official approach. So really
my first few meetings in the IACS seemed to
be quite procedural."

A major issue facing the association was
the future role of the IACS' Qualty
Management System Certification Scheme
(QSCS) and the way that the IACS members
would be audited for quality. A decision was
taken whereby QSCS would no longer audit
the member societies but the societies
themselves could choose their own auditing
bodies under the guidance of a new
organisation called QACI which had been
set up to monitor the activity of the
registered auditing organisations the
classification societies were using.

Mr Boardley again: "Now on this latter
point this was perhaps the most serious
consequence of all these changes in that it
meant that rather than having a rather tightly
policed and consistent auditing regime, we
ended up having a number of auditing
organisations and we had to try and make
sure their people were competent to do the
auditing. A level of training was given to
them but we felt we were probably going to
be checking the auditors to make sure they
were doing their job properly as would all
sorts of other third party flag states who have
also expressed a concern that the auditing
regime may not be as robust as it used to be.

"Dealing with that last issue, we are
having discussions about how we try and
enforce the quality standards by the auditors
but that is our only response if we are to
maintain the position where the IACS
represents a certain quality standard. Being
a member of the IACS is not like being a
member of any other industry association.
This was to try and reinforce the message
that the IACS did represent a level of quality
because for a number of people, and I
wouldn't describe ship owners in this
category because they tend to be more
precise about what they need from a
classification society, believe that if an
organisation is an IACS society therefore it
must be OK. But we didn't want people to
say it is no longer reliable that an IACS
badge is sufficient."
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How concerned are you about
the financial crisis and the

effect on the quality of ships?
Is there a fear maintenance will

be reduced?
We are very concerned about the

state of the shipping industry and we see
the manifestation of it in our own stats in
fewer repairs being done and in the state
of the new order book and in the nature of
the relationship with some of our clients
in terms of negotiations over our fees.

"Having said that, the Port State
Control regime is very stong, a lot of the
vetting in the tanker industry is very
strong and the oversupply of ships puts
charterers in a strong position to ensure
they do get quality tonnage. So I can
understand why it is a logical train of
thought that when the industry is in this
much trouble that it is bound to affect
quality standards. But I am not sure that
will happen because reputational damage
is so severe for us and our clients that that
will probably be the end game for them,
certainly if something was traced back to
a technical deficiency. So I may be
optimistic and don't think it will happen.

"Where you may see it manifested is
in some of the human behaviour in
shipboard activity where clearly the
pressure will be on crews in terms of
ships' performance. Where do you source
seafarers from, and can you hold onto
them? The downturn would suggest the
pressure would be less but this is an area
where we see an issue. We think owners
are managaing the technical side
relatively well.

““

““



And Mr Boardley is right in that it has
always been acknowledged that the IACS
members represented quality and maybe
that shouldn't go away.

"It needen't go away, we just need to
reinforce the fact that loads of people aren't
trying to join but that we need to raise 
the bar."

Mr Boardley is also understanding of
the politics involved in shipping, especially
when you have national class societies
being asked to take a position that may 
be contrary to that of their national
government.

"As chairman of the IACS I have to
acknowledge that there are politics in this
business and there is no point pretending
there aren't. Therefore you can hardly
expect a national classification society to go
against its government in its environmental
policy or anything else.

"Also the IACS mustn't be seen to 
be anti-environmental legisaltion and
regulation. But where we think there is a
genuine problem or where we think there
could be all sorts of confusion if the
implementation isn't executed properly,
then we have to put up our hands and say
this is going to be very difficult for us as
class societies to certify.

"I haven't mentioned CSR but the
harmonisation of these rules is the most

important issue. For the IACS over the next
two years this is the number one priority.
These other things are continuing
campaigns but CSR has a deadline and the
first draft of the new rules are out for
comment now. So, yes, there are elements
that are highly technical and the IACS
must determine what are the right rules
and then we will implement them."

The IACS boasts 13 member
societies, some of which are larger and
more highly resourced than others, such as
the top three in LR, DNV and ABS. So
who is driving the IACS?

"You would like to think it is the
highest common factor rather than the
lowest common denominator driving the
rest, but clearly you have to work on the
basis of consensus in terms of what the
IACS does although we do have voting
rules and they are applied when we have
to make a decision.

"You can look at the IACS in terms of
size or in terms of what is the nature of the
society? Is it still an organ of the state or
is it maybe an independent foundation or
is it owned by investors or shareholders?
And of course those things can impact on
the way a society behaves and the ability
of it to invest in research and technology
for the beneft of the marine world. If you
lay on top of that the geographies, ie the

Atlantic groupings or the Pacific
groupings and those inbetween, and then
overlay the personalities of those
inbetween, you get an interesting mix. The
role of the chairman is trying to ensure
where we need to make progress we edge
towards it. If we see something is going to
be difficult then we maybe need a different
approach and maybe lobby the individuals
concerned.

"I am only five weeks into the job so
that part of the role hasn't started yet but I
have a team here and we are working on
issues. We are getting together with the
Permanent Secretary and the other two
Vice Chairmen in late September and we
will plot a course for the rest of the year.
Inevitably you won't get that much done in
a year but you need to ensure there are
initiatives in place. We need to keep to a
few but for the ones that will take two or
three years, I need to make sure the next
chairman is comfortable to pursue that
direction and the one after that.

"For me, also being part of London-
based societies has its advantages and with
LR being one of the bigger societies, we
can afford to devote more resources. The
bigger societies have to accept they will
take more of a bigger role. But there is no
super IACS and I don't like this labelling
of the IACS in sub divisions. Yes there is

HOW I WORKSHIPMANAGEMENT



EDWARD RIMMER
Chief Executive, Bibby Ship
Management

Acursory glance at Ed Rimmer’s
LinkedIn profile describes him as
‘a highly motivated and

determined Senior Board Director who
has experienced tremendous success over
the last 16 years. Able to communicate
effectively at all levels, as proven by
rapid progression’. His specialties
include leading and directing board
members and staff, designing and
implementing strategy, delivering against
targets/budgets, rejuvenating new
business income and profits, instigating
acquisitions and achieving significant
growth.

Good qualifications indeed to lead
Bibby Ship Management but Mr Rimmer
remains a little cagey about pointing to
specific strategies when it comes to the
shipmanagement market. Well, hardly
surprising when you consider that he is
only a few months into the job, having
moved over from his previous role as UK
CEO of Bibby Financial Services. 

“I like to let people get on with what
they are doing and challenge them to
come up with ideas to test the status quo.

Having said that, if I find there is
something that obviously needs doing
then I will get involved. But as I have got
older, I have tended to stand back and
challenge people to drive the business
forward rather than do it myself. 

“So I look to people to be forward
thinking and self-motivated. I don’t like
people feeling they have to work within
tight boundaries. As long as someone is
constructive and it is in the interests of the
business then I am open to any ideas and
any one challenging the norm – no matter
how long they have been in the business
or what their rank is as long as what they 
are proposing is constructive.”

The global shipmanagement sector is
a competitive environment and while
offering a one stop shop shipmanagement
solution is the preferred option for many
practitioners. Mr Rimmer is not
backwards in coming forwards when
outlining the problems facing the industry
moving forward and whether now is a
good time to be a ship manager?
“Everyone I have spoken to thinks it is
difficult to make money out of pure
shipmanagement and therefore the answer
to your question would probably be no.
Everyone is focused on driving down
costs which is not a surprise in a market
where it is fairly difficult to make money.

HOW I WORK SHIPMANAGEMENT

an Asian group of classification societies
and we understand why that exists but I
am keen that we don't have group A versus
Group B or faction A versus faction B.
Depending what the issue is, people don't
line up on the same side all the time."

Is one year enough time as Chairman?
"You may have to ask that question in

June next year but I do have another job
and that will still occupy the majority of
my time so in that respect it probably is as
I will need the understanding of LR and
some of my colleagues because they will
have to shoulder some of the burden as I
do my IACS duties.

"Some of the programmes will
obviously go beyond June next year but
provided there is a policy and course well
established and accepted, then  there is no
reason why a succeeding chairman
coming in can't do that job. There is also a
key role for the IACS Permanent
Secretary in that respect in providing a bit
of steering if a chairman comes in who is
slightly less able either through proximity
to where he needs to be for these
conversations to take place, you would
expect the Permanent Secretary to step in
and do a little more. We are working very
closely with the Permanent Secretary this
year to decide what he should take on 
his plate. �



The key for us is to not get drawn into that
scenario because driving down cost by
providing a service associated with lower
cost means owners will pay more in the
long run,” he added.

So is Bibby’s shipmanagement model
one of specialisation or just opting for
quality tonnage? “I don’t think you can
provide a quality of service by being a
Jack of all trades. All you end up with is
not being known for anything while trying
to be a solution for everything and lacking
any focus,” he said. 

Integrity and
professionalism are
key components 
of a quality
shipmanagement
operation, and Mr
Rimmer has strong
views when it
comes to standing
up for higher
management fees
and moving away
from a cost driven
industry. “The
industry needs
some people to take
that approach
otherwise it is 
an ever decreasing
circle in terms of
driving an industry
based purely on
price,” he said.
“And at some point
someone has to
lose, whether or not
that is the ship
manager because he
is not earning the
right level of return
and has to
restructure his
business just to
make it pay. But
ultimately it always

comes down to the customer. The
customer has to be happy that he is
sharing his profit for the right level of
quality service or he has to take some pain
because he is paying some associated
amount for a level of service from which
the manager has to make a return,” he
said. 

So is Bibby looking to offer more
add-on services? “Again we are looking
at that whole area around the consultancy
side which effectively strips down all the
services we might be able to offer within

Bibby so we can provide a little bit more pick
and mix. So it doesn’t necessarily tie people
into long contracts and it doesn’t tie them into
a range of things when they only want one
component service. We have received a
number of ad hoc inquiries so it has given us
the idea that if we can actually position this
with the right level of marketing and
investment then it is an area where we can
move forward.

“It is understanding what the customer
wants and again that is a little bit early in the
process for me to give you a definitive
answer. But what we need to do is come up
with this concept that needs to be tested –
there is no point offering a solution to a
market if the customer doesn’t want it or see
value in paying for that component part. Now
paying for a component part you will
obviously expect to charge a little bit more
than if it was wrapped up in something
bigger.”

So how does the Bibby Ship
Management CEO see the market developing
in the near future? “I don’t see it
fundamentally changing in the next 12
months. To be honest, it will take another two
or three years to show any real signs of
change. It will continue to be driven by cost
reductions, and the banks having more of a
say in terms of how they show flexibility in
keeping customers alive and what deals they
can do. There have not been as many
business casualties as first thought because
people do not understand what the level of
the problem is in the banking world.
Everyone can speculate and they can point to
various figures but no one knows the extent
of the problems people are sittng on because
they have not crystallised them as they did in
previous crises. 

“Momentum in the market may force
ship managers out of business, ie the more
inflexible the banks get, it feeds through to
all the players so if you have smaller players
in the market who lack the volume and
leverage then they won’t be able to
compete,” he stressed. �
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I like to let people get on with what they
are doing and challenge them to come up
with ideas to test the status quo““
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Left on the shelf?
Without a government for over 500 days, Belgium expressed
its democratic prowess but the maritime sector has suffered
some knock-on effects, writes Felicity Landon 



Nearly 300 days after Belgium’s
inconclusive June 2010 election,
one US magazine asked the

question: “Does it matter that Belgium
has no government?”

The country continued to function;
civil servants remained in their posts; in
fact, according to Capt Marc Nuytemans,
CEO of Exmar Shipmanagement,
Belgium’s total 541 days without a
government presented “a fantastic
example of how real democracy works”.

“That’s because the apparatus of civil
servants works and life goes on – the
whole framework is strong enough.
Parliament starts to be an ancient Greek
style democracy, with people voting what
they thought instead of according to party
lines. The basis of democracy isn’t having
individual ministers or a prime minister –
and this period demonstrated the stability
of an excellent administration,” he said. 

So far, so good. But, for the maritime
sector, there were clear knock-on effects
of being bereft of ministers, in that
important decisions were left on the shelf.
Capt Nuytemans describes the Maritime
Labour Convention as “a fabulous
achievement – most people don’t realise
how far-reaching this is and what has been
achieved”.

But he added: “The only down side is
that Belgium wasn’t in the first party of
signatories – and we should have been one
of the first. But it needed the approval of a
minister, and with no government you
can’t do that.” Belgium is now close to
formally ratifying the MLC.

Secondly, there was the thorny issue
of whether or not private armed guards
should be allowed on Belgian-flagged
ships; a decision also postponed, leading
to an outflow of more than half a dozen
vessels from the register. Approval is now
on the way and expected to be finalised by
parliament in the coming weeks.

Frans Van Rompuy, Director General
of DG Maritime Transport at Belgium’s
Federal Public Service for Mobility and
Transport, said: “We have made big
progress on this issue. The text of the Bill
has been approved by government and has
gone for legal scrutiny and checking. I
anticipate in a few months from here there
will be legislation published and then
owners can call upon private armed
personnel onboard.”

In fact, some Belgian-flagged ships
have been using armed guards anyway.
Capt Nuytemans said: “Armed guards are
not formally within the law but I have been
doing it for quite a while on our ships – for
the simple reason, the legislation in
Belgium didn’t formally forbid it. My
moral responsibility towards the crews of
our ships is bigger than the chance I might
end up in jail because of flaunting a rule.

“It would be very difficult to go to the
wife of a chief engineer [captured by
pirates] and say ‘I wanted to do something
but I wasn’t sure whether I could’. And of
course, no ships with armed guards have
been attacked by pirates.”

Mr Van Rompuy is clearly under no
illusions. “I wouldn’t be surprised if there
were ships already using armed guards,” he
said. “There are many ways to get around
it by thinking creatively. For example – a
ship owner could set up another company
and have the armed guards travel alongside
on another small vessel flying the flag of
Panama. Then they are not onboard but they
are still there.”

In fact, the legislation Belgium has
come up with keeps tighter control than
many other flags, requiring companies that
provide armed guards to Belgian-flagged
ships to go through a licensing system
along the lines of that already in place for
private security services in Belgium.  

The existing system involves a set-
down process of screening and training,
said Mr Van Rompuy. “We have not
invented something new but adapted what
is already there. And the good news is it has
now stopped the outflow of vessels from
the flag, so owners are satisfied it is coming
and that they can do their business.”

While all the preparatory work was
done, the lack of a government prevented
the political decision being taken, he added.
When the government was finally sworn in
last December, the process could move
forward.

“We had to explain to the
administration the necessity of it
specifically and its economic background
in that we were losing business to foreign
flags,” said Mr Van Rompuy. “It is not our
way of life; everything to do with heavy
weapons is outside what we are used to in
Belgium. But the facts are there and we

were able to demonstrate this clearly and
objectively.

“We understand that owners need this
not because they very much like having
armed guards onboard, but because more and
more charterers want it explicitly mentioned
in the charter parties that private armed
guards are allowed onboard. So it has become
an economic issue, a condition of chartering
vessels – and then, of course, the owner has
no option than to underwrite this or lose
business.”

While Belgium is keeping a tight rein on
who exactly can be deployed on its ships, its
actual requirements are not stricter than other
flags – they are ‘completely inspired’ by the
IMO guidelines, said Mr Van Rompuy. “The
difference is that some flag states mention
conditions the armed guards or security
companies need to meet – then leave it up to
the owner to verify all these, while the flag
stands a little bit aside. We have gone into a
positive approval process in which we will
license the companies.” He also noted the
challenge now is to get the system in place,
bring in the extra people required and keep it
simple for the companies involved. 

Despite the loss of six or seven vessels
over this specific issue, the Belgian flag has
remained stable, with most recent figures
showing 170 vessels totalling 4.51m gt –
including 88 merchant vessels of 4.29m gt as
well as dredgers, tugs, passenger ships and
special craft.
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My moral responsibility
towards crew is bigger

than the chance I might end 
up in jail because of
flaunting a rule
Capt Marc Nuytemans, CEO,
Exmar Shipmanagement

“
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“Without this piracy thing we would
have seen a little growth,” said Mr Van
Rompuy.“But what is more indicative is
this; two years ago we saw many newbuild
programmes put on hold. Normally the flag
sees an annual through-flow of ship
renewal, and that has slowed down over the
past two years. But from the beginning of
this year, we have seen a pick-up again. We
are seeing newbuildings that were put on
hold being revived and we are back to the
normal speed of renewal that we had before
the economic crisis. That is an important
indicator which is measurable.

“I can’t explain the whys of it but I
interpret it as owners having sufficient
confidence that things will be more or less
back to where they were in two years from
now, and evaluating what they will need. It
is indicating that the worldwide economy
has recovered slightly.”

Though piracy is a dominant concern,
liquefied natural gas (LNG) – its transport
and storage, its use as a marine fuel and
how best to ensure reliable LNG bunkering
facilities – are further issues high on the
agenda for both Dutch and Belgian
maritime sectors. 

Earlier this year Exmar signed a 15-
year agreement with Colombia’s Pacific
Rubiales Energy (PRE), which will see the
Belgian company, an LNG specialist, build,
operate and maintain a floating
liquefaction, regasification and storage unit
(FLRSU) to be located on Colombia’s
Caribbean coast. PRE is building an 18-
inch pipeline to run the 88 kms from the La
Creciente gas field to the FLRSU.
Commercial operations are expected to start
in the fourth quarter 2014 – the aim is to
replace heavy fuel oil and diesel oil used for
power generation.

“We will be the first to have developed
a liquefaction barge for LNG,” said Mr
Nuytemans. “Will it make LNG more
accessible? Absolutely yes. This is not so
much about the transport or logistics of
LNG; it is more about the world of energy.
How do you create a logistics solution for
energy?”

While this solution will provide fuel for
power plants, there is “a lot to do about
LNG as a source of fuel” he added. “The
whole discussion about LNG as a fuel for
ships is slightly more complicated. The
main problem is security of supplies. Fuel
prices keep on going up and the new IMO
regulations on SOX mean it is very
interesting to use LNG as a fuel. But if
everybody switches to LNG, it might end
up more competitive to use heavy fuel oil.
Someone has to guarantee the spread of
price between the two.”

Capt Nuytemans believes the main
driver behind LNG as a marine fuel will not
be ship owners or classification societies,
but the oil companies themselves. “That
would be if the oil majors decide they want
to push LNG for ships
instead of adapting
their production to a
different quality of
marine diesel oil with
a lower sulphur
content.

“I think we still
have a long way to go
before LNG is widely
used. The bottom line
is, who will guarantee
the price differential
and create the
distribution
network?”

Belgium is focusing strongly on
programmes and solutions for using LNG
as a marine fuel, said Mr Van Rompuy. “It
is clear today that the last bottleneck for
this is bunkering of LNG fuels.
Cost/investment-wise, the fuel, technology,
engines and equipment onboard are all
available. The only remaining issue is the
certainty of getting the fuel provided in the
ports. That is what we are pushing on and
working on.”

He says the best answer for Belgium
could be a fleet of LNG bunkering vessels
that can operate in port and also just
outside the Scheldt at sea. “But also the
inland waterways are very important and
we need to establish how LNG [fuelled]
vessels here can be supplied.”

LNG bunkering in Europe could do
with a kick-start via EU subsidy because
the business case for building a full-scale
LNG bunkering facility, without a
guaranteed rush of customers, could be
difficult to justify to shareholders, Mr Van
Rompuy said. “Shareholders will say that
looks very nice … but what is the payback?

“The situation can be overcome by
subsidising to a certain extent the first 
step to invest in the infrastructure to
provide the service. You need to take a 
big leap forward and EU subsidy could be
the policy approach to cover that 
leap forward.”

An LNG-fuelled vessel is at the heart
of a new inland shipping concept launched
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We are seeing
newbuildings that

were put on hold being
revived and we are back to
the normal speed of renewal
that we had before 
the economic crisis
Frans Van Rompuy, Director
General, DG Maritime
Transport

“

“

Exmar’s LNG vessel Excalibur



by the Netherlands-based Damen Shipyards
Group. 

Damen’s inland waterway shipyard,
Bodewes Binnenvaart, and the inland
shipping company QaGroup are working in
partnership to offer a ‘full package’ of ship
design, shipbuilding, shipmanagement,
leasing, finance arrangements and trained
crew, aimed at getting cargo off the roads
and onto inland waterways.  

The system has been designed around
a 110m-long vessel, named the EcoLiner,
which is based on the Damen River Liner
1145; the new vessel, to be classed by
Bureau Veritas, will have a bunker capacity

of 45cu m of LNG
and be equipped
with four generator
sets, and also
incorporates the
yard’s air lubricated
hull innovation,
ACES. 

Jan Sneekes,
CEO of QaGroup,
said the new
concept challenged
the traditional
nature of the
shipping world.
“When you look at
the usual business

model, the whole A to B process, from
broker to yard to finance to captain, and so
on, there are so many people in the chain
and so many people who talk via so many
people,” he said. “It needs to be refreshed.
This concept means the customer can tell us
what their product needs and where it needs
to go and we can take care of the rest. They
only have to talk to one party. If people
want to do things the traditional way, of
course that’s fine. I just believe if we do
things differently it might be a better
solution.”

Regular shippers are familiar with the
complex processes that can be involved,

said Mr Sneekes. “But if you want to attract
companies to take cargo off the road and
onto water perhaps for the first time, then
you have to have a new, innovative concept
like this – because they have no clue about
all the processes and parties involved in the
traditional route. We just do it for them.”
The use of LNG is an added attraction in
that it will cut fuel costs by 30-40%
compared with diesel, he added. 

Rob Schuurmans, CEO of Bodewes
Binnenvaart, said: “The most important
innovation of this concept is that we did not
design a vessel, we designed a concept in
which we bring cargo from A to B. That
means that with one team, one contact
point, we take care of the vessel which runs
on LNG, but we can also fulfil the needs for
crew, financing solutions, vessel
maintenance and the environment.”

The vessel design itself sets a new
standard in inland shipping, he added. A
sophisticated power management system
will automatically switch the generators on
and off depending on power needed,
delivering fuel savings, while the use of
LNG reduces fuel costs and emissions, and
also reduces maintenance requirements, he
said.

“Uptime is much higher because of the
possibility to use four engines for
propulsion or pumping. In this concept,
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redundancy is highly guaranteed and on a
higher level than vessels propelled by one
main engine. Damen Shipyards can provide
a full service contract on this vessel – and
that includes maintenance onboard while
travelling.”

A modular and flexible design means
the standard vessel can be adapted to
customers’ needs and there is no loss of
cargo space or air draft because of the way
the LNG is stored, said Mr Schuurmans.
And the ‘green’ nature of the vessel means
green financing solutions can be used. 

Drawings for the EcoLiner have been
finalised for approval and hull building is
due to start in November, for delivery in
July 2013, and outfitting by the end of that
year.

“Supply of LNG is not a big issue; it
can be done by road transport on each
quay,” he said. “There are plans worked out
for bunkering stations on the river and in
the meantime there must be agreements
with local authorities to use certain
bunkering quays. And the amount of LNG
stored onboard is sufficient for a trip from
Rotterdam to Basel and back.”

The vessel was designed to meet strong
safety demands, said Mr Schuurmans –
“otherwise there was no acceptance from
European nations to allow these vessels on
the river sailing through several countries”.

The partners had to gain permission
from the Central Commission for the
Navigation of the Rhine and the UN
Economic Commission for Europe
(International Carriage of Dangerous
Goods by Inland Waterways, ADN-
UNECE), so the vessel can travel on all the
international waterways.

“We followed the roadmap picked by
the Dutch authorities – they had the lead in
these,” said Mr Schuurmans. “The amount
of LNG and the location where the
cryogenic tanks are fitted are chosen
because of avoiding conflicts with the ADN
regulations. Our principal was: no fuel in
the cargo area.”

Although LNG is not mentioned as
cargo and there is basically no need to
follow the ADN regulations, he said, “we
did in our design, just to make sure there is
an outstanding quality and security offered
to our customers”.

The safety concerns and lack of clear
guidelines about LNG were enough to
prevent the dual fuel designed bunker barge
Argonon from using LNG for the first
months of its operations.

The barge, operating in Rotterdam and
Antwerp, has been described by Argonon
Shipping, a subsidiary of Deen Shipping, as
its ‘real showpiece’. It is designed to run on
20% diesel and 80% LNG.

However, Consultant Gert Schouwstra
said: “Because LNG was not considered an
existing fuel for barges and no one was
clear about the technical demands, Argonon
had to run on diesel for its first months.
“Now it has been certified by Lloyd’s
Register and is operating on temporary
certification.”

According to legislation, the use of
natural gas as a fuel for inland navigation is
not officially permitted, explained Deen
Shipping. “However, if a classification
society approves an LNG proposal, this can
then demonstrate equivalence with diesel
and based on that the vessel can be granted
an exemption until the regulations are
amended.

“Because of its vast environmental
potential, and thus its social importance, it
is high on the European agenda. However,
amending the regulations demands
patience.” Once the bunkering
infrastructure and regulations are in place,
there will be many LNG applications seen
in inland navigation, said the company.

Mr Schouwstra is organising a study
tour in Rotterdam in November, when the
Argonon and its design as an LNG-driven
barge will be explained to barge operators,
entrepreneurs and other parties interested 
in using the same technology for other
vessels. �
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There has been a steady increase in
the number of ship managers being
asked to sign or provide ‘manager

undertakings’ to banks or to other
providers of finance to ship owners. These
documents can be very onerous for the ship
manager and often for little reward other
than the promise to continue performing
the job they had already contractually
agreed to do pursuant to a Shipman 98
management contract. Despite this, we see
ship managers signing them without giving
the matter due consideration. 

So why are ship managers asked to sign
these contracts? The ship manager will have
signed a contract to perform ship
management services for a ship owner –
which usually means that the ship manager
will be a co-assured on most of the owner’s
insurance policies. That owner will have
been provided with finance, usually by a
bank, but possibly by a hedge fund or other
provider. 

Such entities will want an assurance
that any money arising in respect of the
vessel that may ordinarily be paid to the
ship manager from, say, an insurance
policy, other debt owed to the owner, or
even freight, will be paid to them, over and
above any rights the ship manager may
have against the owner or the vessel i.e. for
their own fees. Managers may even be
forced to agree to take no action against
owners in respect of debts they are owed
e.g., they would not be allowed to issue
proceedings against an owner or arrest a
vessel.   

While each undertaking is worded
differently, there are five points that
managers should always consider when
asked to sign such a document: 

1. Remember that your principal is still
the ship owner. You must get his permission
to sign any undertaking on behalf of the
lender. If he says no, you cannot sign it.

2. The undertaking will usually start off

with wording along the lines of: “Further to
a loan provided by the Bank to the Ship
Owner and the subsequent finance
documents...”  The manager is not a party
to these documents and there is a good
chance you will not have seen these
documents at all. Therefore, it should be
inserted into the undertaking that you have
not seen the documents. Some wordings go
even further, stating: “You will not do or
cause to be done anything that may be
contrary to the obligations of the ship owner
in respect of these finance documents”.
Clearly, it is impossible to agree to such a
statement if you have not seen the finance
documents and the obligations they may
impose on the ship owner - and even if you
have, you should still not agree to this. 

3. You will usually be asked to agree
that any debt you are owed (usually your
fees, but also possibly any credit you have
advanced to the ship owner in respect of,
say, emergency repairs) will be subordinate
to the debts owed to the bank. Make sure
you are happy to agree to such an
undertaking.   

4. The assignment of insurance policies
from the ship manager to the bank is a
major issue. Most ship managers will be co-
assureds on the owner’s insurance policies.
The issue that the undertaking is trying to
address is that the bank does not want the
ship manager to receive a large pay-out if
the vessel is damaged or a total loss. The
bank wants to make sure that it receives the
pay-out. However, most undertakings are
not so specific and cover a far wider range
of possibilities. Most undertakings specify
that all policies in the name of the ship
manager should be endorsed to state that the
policy has been assigned to the bank. This
raises a number of issues:

a. Many policies specifically state that
assignments are forbidden unless you have
the written permission of the insurer.
Therefore, if you are prepared to assign the

policy you must obtain the insurer’s
permission first, otherwise you may
prejudice cover. 

b. Check what types of policy you have
and make sure that the undertaking is only
in relation to the relevant policies. The bank
should not have any right to an assignment
of any professional indemnity, employers’
liability or D&O policies. You should make
sure the wording of the undertaking is
suitably narrow so as to limit it to only
‘policies in respect of the vessel’.

c. If you assign the benefit of a P&I
policy, what would happen when the ‘pay
to be paid rule’ needs to be satisfied by the
ship manager (because the owner has
become insolvent)? You could end up in a
position where you are obliged to pay the
loss, and then the indemnification will go
to the bank. This would be very unfair on
the ship manager.     

5. Watch out for law and jurisdiction
clauses in these documents. Although your
management agreement will usually be
subject to English law and jurisdiction,
many undertakings are subject to the law
and jurisdiction of the bank requesting it.
This may not be appropriate or desirable. If
the bank is in unfamiliar territory, perhaps
you could suggest English law and
jurisdiction as a compromise between its
law and jurisdiction and your own. 

In summary, despite the commercial
realities and pressures that ship managers
are under when faced with having to sign
such a document, we would recommend
that they are not just signed without reading
them first, and - if necessary - not signed at
all.  By signing an undertaking incorrectly
you may be prejudicing the terms of 
your insurance coverage, or simply your
own rights to be paid for the job you 
are doing. �  

Beware the pitfalls of
manager undertakings

By Mark Brattman, Legal Adviser, International Transport Intermediaries Club (ITIC)





Will the opening of new deep-sea
container port London Gateway
in Q4 2013 bring the cash shot

which the UK economy so desperately
craves or is the £1.5 billion already spent
constructing this new terminal and logistics
park a lamentable waste considering the
Asia-Europe trade downfall?

According to Mohammed Sharaf, Chief
Executive Officer for project owner DP
World, a long view should be taken of the
London Gateway project as apparently with
any new terminal, those seeking instant
gratification are unlikely to be satisfied. “For
a port, you never look at it in the same way
as you would with any other project,” he
said, noting that port performance cannot be
measured within the first few years of
operations – more likely within the first 
30 years. 

“London Gateway was carefully
thought of when we decided to move ahead.
It is the closet port to the main market in

England – London and its surrounding
areas. It is equipped with intermodal
[freight transport] which allows cargo to
reach destinations faster and more
efficiently and it is also in line with
reducing cargo emissions. So far we have
received an excellent response from our
customers and we believe this project is
going to be advantageous to the industry.

“I would like to add that London
gateway is not about economic growth or
the downfall of economic activities in the
UK – it’s not about the last or additional
volume that’s coming. It’s about the first
container entering the UK, the first 3.5m
containers coming to the UK – this is where
the value comes in for the local economy. 

“What is the best time to operate? We
must take into consideration that this is a
long-term project, but looking at it on a
short-term basis, we should consider what
the UK market needs today – it needs
efficiency and an effective logistics network

and London Gateway will provide that.
Almost half of UK trade goes to the London
market and all the major ports are around at
least 100 miles away from this major
market – goods must go from a port, to the
Midlands then they are transported all the
way to the city. London Gateway will be
shortening that distance, which will mean
savings for cargo owners and for the
consumers in the UK. This is what
everybody is looking for today.”

He added that London Gateway is not
merely a port, but a huge land space and
logistics park which is already prepared and
available. “There is no other port today in
developed countries where logistics can be
side by side with the port – the beauty of
London Gateway is it has so much space.
Usually when you put logistics next to a
port, this is when it becomes most
successful – it is a dream for people in
shipping. London Gateway is a game
changer – it’s not normal business.”
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London Gateway: DP World answers critics

In many countries, ship agents – and, in
some cases, ship managers – can find
themselves embroiled in liability claims

only because of their role as agent of the
ship owner or charterer. This happens
because of a joint and several liability under
local law or port statute, or so-called
‘statutory liability’.

Examples of where this happens include
cargo claims, customs duty and penalties,
removal of wrecks, abandoned cargo and
containers, dock damage, immigration fines
and repatriation costs, and oil pollution. All
of these liabilities should, in the normal
course of events, be handled by the
principals and their insurers, the P&I clubs.
Sometimes, however, things do not go
according to plan.

In most jurisdictions, even where there
is a joint and several liability, the principal -
and not the agent – is the prime target for
claims. However, authorities in a number of
countries will look to the ship agent, rather
than to the principal, for statutory claims.
These countries include Argentina, Australia,
Bangladesh, Brazil, Canada, Chile,
Colombia, Ecuador, India, Kuwait, Pakistan,
The Philippines, Qatar, Spain, Taiwan,
Turkey, the UK, the US and Venezuela. This
is not an exhaustive list, however, and
consideration must be given to changing

laws and to the revision of port authority
enactments.

Of the countries listed, several have
legal systems which take many years to
process claims. This means that, during the
intervening years, there is always the risk
that a ship will be sold, for example, or that
an owner will cease trading, in which case
the agent will be left to deal with the claim.

If the agent becomes aware of the claim
while the ship is still in port, attempts
should be made to obtain a P&I club letter
of guarantee before the ship sails. If there
is substantial damage to cargo, or dock
damage which cannot be defended or
disputed, then it may be possible to do this
amicably. When a letter of guarantee is
provided it is essential to check its wording
to ensure that the agents’ liability is
protected fully and that adequate
consideration is given in respect of both
interest and legal costs.

In the event that the claim falls outside
the scope of P&I club cover, or the club
refuses, for whatever reason, to provide a
letter of guarantee, the agent should look
directly to its principal for security –
preferably in the form of a bank guarantee.
It is probable that the courts will not allow
the ship agent to arrest the ship for an
anticipatory claim, but this may be possible

where there is an actual claim on the ship
agent, for example from the port in respect
of damage to harbour installations.

When first made aware of any statutory
liability claim, the agent should immediately
inform its principal of the loss or claim, and
seek confirmation that the principal will
indemnify the agent as per its duty and
obligations in accordance with the law of
agency and of any current agency agreement.

In a recent case, ITIC was able to help
persuade a reluctant insurer of wreck removal
liability to step forward, without which
initiative the agent would have been left to
fund the entire wreck removal.

Pointing the finger
Roger Lewis, Underwriting Director, International Transport & Intermediaries Club (ITIC),
on why agents must beware of misdirected liability arrows.



Spain may be at breaking point, but its
ports could help glue the pieces back
together. 

The country’s largest container ports
have experienced impressive growth in box
traffic (comparing the first half of 2012 to the
same period in 2011), with Valencia
increasing by 3% to 2.2m teu (including 1.1m
teu transhipment) and Algeciras increasing its
container traffic by 27% to 1.8m teu. 

However, Málaga is the definite rising
star in the Spanish ‘port-folio’, as the Costa
del Sol hotspot has become Spain’s fastest
growing port, owing to massive cargo
growth. Throughput at Málaga increased to
3.8m tonnes in the first half of 2012, making
for a very respectable increase of 167%,
largely due to a great increase in container
transhipment business which the ports of
Algeciras and Tangier Med would, arguably,
otherwise struggle to cope with. 

Meanwhile, at the Port of Barcelona,
transhipment levels have decreased but
shipping businesses based at the Catalonian
capital are surely rubbing their hands together
at the news that container exports have
increased by 5%, while shipment of

commodities such as cars has also increased
healthily.

Barcelona’s port authority has cited such
exports as an essential form of traffic in order
to combat the ‘onslaught of the recession’ and
‘a fundamental element in the diversification
of falling internal trade both in Spain and
Europe that is guaranteeing the survival of
many businesses’. 

The port has also put its energies into
railway investment, with container dealer
TCB putting down €60m to build a larger
stocking area and to develop the port’s
multimodal transportation capabilities,
particularly railway installations connecting
the port to France and Northern Europe.

But transhipment business can be flaky
and difficult to maintain, so Spain must focus
on future investment in the country’s
transport infrastructure and make efforts to
preserve traffic which could disperse in
difficult times. In addition, the Spanish
Government is boosting the country’s
logistics and intermodal infrastructure,
enhancing the standing of the country’s state-
owned ports and ensuring volume levels keep
on climbing. Viva España. 
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Spanish ports show no cracks

Andrew Moffat, Chief
Executive, Port of Tyne and
Nigel Smith, Chairman,

Ringtons Tea, enjoy a cuppa after
agreeing a three-year deal which will
see the Port handle up to 250 containers
of tea per year – enough to brew 1.48
billion cups annually!

Time for tea

Detail of mosaic, Parc Güell, Barcelona 



The shipping industry has assumed a
fateful role in the efforts of the West
to dissuade Iran from developing a

nuclear war-fighting capability. The latest
shipping sanctions appear to herald the
approaching endgame of the confrontation.

Iran is re-flagging dozens of its vessels
to fight a broad range of shipping
restrictions imposed by many countries led
by the European Union and US. These
include a ruling that deprives ship owners
dealing in Iran's oil exports of access to the

London-based insurance market that
protects 95% of the world's tanker
shipments against financial losses from
spills or collisions.

The sanctions imposed on Iran's
shipping lanes are visibly strangling the
national economy. Many idle vessels are
being filled with unsold oil.

Iran regards the sanctions as an act of
war. Both the shipping industry and Iran's
neighbours near and far treat very seriously
the threat issued by its beleaguered Islamic

religious administration to close the
strategic Strait of Hormuz to commercial
shipping.

Iran has displayed a formidable range
of new technology to attack shipping,
"wipe," in the words of President Mahmud
Ahmadinezhad, "Israel off the map" and
destroy the extensive US forces based in the
region. The US and its allies are determined
to protect the peaceful flow of commerce
through the strait, a critical conduit of
shipping traffic only 34km wide at one

SANCTIONSDISPATCHES
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Shipping sanctions:
Playing a dangerous endgame
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point, that carries a fifth of global 
oil exports.

Washington has responded to the latest
threats issued from Tehran by sending more
warships to the waterway. It is also
preparing for a mine clearing exercise in
late September with the navies of 20
countries participating.

The latest barrage of sanctions
deploying the might of the world shipping
industry is probably the toughest ever
imposed by the West on any country during
peacetime. They have been put in place by
the Western Alliance in coordination with
the United Nations. This might be a final
effort to avert war.

Iran insists that its nuclear power
development policy is entirely legitimate
and peaceful. The West believes Iran is
approaching the threshold of becoming a
nuclear weapons state, contrary to its treaty
obligations, and fears that such a
development would unleash a disastrous
proliferation of the bomb across the Middle
East,

Insurers working through the City of
London and covering the bulk of the world
oil trade are now obliged under EU
legislation to decline business with
companies dealing in Iranian oil. This is a
devastating measure since most of the
global fleet is insured by members of the
P&I Clubs of London, at a typical rate of
$1bn per oil tanker.

There is no sufficient source of
alternative cover for the billions of dollars’
worth of liability that could arise from a
major spill at sea. On top of that, the EU has
banned oil imports from Iran to its 27
member countries.

The US has also just widened its own,
long established crude oil sanctions on Iran
by banning trade in petrochemical products
involving that country (worth about
$1bn/month) and business with the Central
Bank of Iran and the National Iranian Oil
Co. Another new measure outlaws the
provision of treasure in any form to the
Tehran government or its agents in order to
prevent swaps or oil for cash or precious
metals of gems. And further sanctions have
been deployed by the US against third
countries re-registering Iranian vessels or
importing Iranian oil.

Some energy-deficient economies such
as China, India, Japan and South Korea
have received renewable, six-month
exemptions to the sanctions regime. They
still remain obliged to reduce their Iranian
imports substantially.

Nevertheless, the London insurance
ban forced South Korea to suspend its
Iranian oil imports for several weeks,
despite its exemption, because ship owners
were unable to obtain proper cover.

Iran has rushed to fill the gap by
delivering much of its remaining oil exports

onboard its own vessels sailing under its
own sovereign insurance guarantee. Other
countries raising substantial state-backed
insurance guarantees to cover the maritime
transport of their continuing import of
Iranian oil so far include Japan and India.

These trade restrictions follow four sets
of sanctions imposed on Iran earlier by the
UN Security Council in a prolonged
confrontation over its controversial nuclear
power development policy. They were half-
hearted efforts constantly diluted by Russia,
a veto-wielding permanent member of the
Security Council, which acted as Iran's
permanent diplomatic protector. Iran is now
suing Russia at the International Court of
Arbitration for its part in enforcing the
sanctions.

Earlier this year, Iran failed to comply
with demands made by the so-called P5+1
Group - comprising Russia as well as
Britain, China, France, Germany and the
US - to prove its peaceful nuclear
intentions.  

In the last round of negotiations, it was
asked to restrict its uranium enrichment
programme to a 20% purity level, below
weapons grade, and to ship its existing
weapons grade uranium stockpile out of the
country in exchange for generous assistance
with peaceful nuclear development.

Iran
responded
with
threats.
This
has

percipitated an intensive build up of
Western military forces in the Persian Gulf.
The West is apparently preparing for the
eventuality of manoeuvres to prevent Iran
from severing the shipping route across the
Strait of Hormuz. It may also deliver a
devastating attack on Iran's underground
nuclear installations. Russia is cautiously
involved.

Russia profited handsomely by
building the $1bn Bushehr atomic power
reactor for Iran. That is the very source of
the nuclear proliferation fears gripping the
Middle East because it has put unlimited
quantities of weapons-grade uranium
within the reach of the Tehran regime.
Russia has also promised to sell to Iran five
state-of- the-art S-300 air defence systems
for $800m.

Such weapons could now prove highly
effective in defending various advanced
Iranian underground nuclear fuel
enrichment facilities from the very real
threat of imminent aerial attacks by Western
forces or indeed Israel.

But Russia has failed to deliver the
missile systems, arguing that this would
have breached the 2010 round of the UN
sanctions against Iran. Tehran argues that
the contract had been signed before the
sanctions resolution and should therefore



have been honoured. The Geneva court will hear demands
for compensation plus a punitive fine totalling $4bn. This
amount is close to a third of Russia's annual arms sales
revenues. But Iran would prefer the missiles.

Iran has a point, concedes an unidentified official close
to the Kremlin, quoted by the influential Moscow daily
newspaper Kommersant. But, as he put it, "If Tehran
chooses to be awkward, it will have to learn to negotiate its
nuclear controversies in the international arena without our
assistance."

It may be no coincidence that Russia has just blocked
the proposed acquisition of its strategic Caspian Sea port of
Astrakhan by a group of companies allegedly controlled by
Iran. The companies - Khazar Sea Shipping Lines, South
Way Shipping Agency and Azores Shipping Co. - had
already purchased a significant stake in the port, an
attractive gateway to Europe. The Russian state competition
authority has declared that the activities of the companies
were in violation of the UN sanctions regime.

The Western sanctions have affected a lot of markets
very fast and consequently created fat profit opportunities in
a wide range of criminality, particularly corruption.
Intensive fresh investigations have also uncovered
widespread, long-established fraudulent practises.

A fleet of 36 vessels of the National Iranian Tanker
Company (NITC) have been re-registered under the
Tanzanian flag, without the knowledge and approval of that
country, by a shipping agent in Bahrain. The manoeuvre has
effectively concealed their true ownership and enabled them
to obtain proper insurance cover despite the sanctions. The
ships are being de-registered now. 

Another 22 NITC tankers are believed to have been re-
flagged by Tuvalu, a small South Pacific island state, whose
government at Funafuti is under huge pressure to change
course. Port authorities everywhere are encouraged by the
West to seek out rogue ships sailing under false flags and
counterfeit registrations.

Complicity by a close network of administrative
authorities and financial and trade organisations in Iraq have
also enabled neighbouring Iran to blow aspects of the trade
sanctions out of the water, according to a team of US
investigators. The tentacles of the illicit trade are believed
to have embraced many aspects of commerce, including the
physical transfer of large quantities of cash to Iran.

The resulting flow of easy profits is thought to have
generated great corruption in high places. The White House
is trying to limit the damage by initiating high-level
discussions with the Iraq government.

In the West, the British-led bank Standard Chartered
has just been fined $340m by the American authorities for
laundering at least $250bn worth of cash over the past
decade, concealing illegal Iranian business in at least 60,000
separate, secret transactions. The bank's share value in
London has immediately declined by 16.7%.

Germany's Commerzbank, the second biggest lender of
that country, has also just admitted serious sanction busting
allegations made by the US financial authorities. Two other
big financial institutions currently under investigation are
Deutsche Bank and the Royal Bank of Scotland.

Many other banks have paid up without demur on
facing such accusations. These have included Barclays Plc,
the Credit Suisse Group, Lloyds Banking Group, J.P.
Morgan Chase & Co. and ING Bank NV, their combined
fine approaching $2bn.

And the security services in Germany are holding four
men on charges of supplying high-precision nuclear reactor
parts to Iran through front companies based in Azerbaijan
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and Turkey. The special valves, worth
millions of dollars, were allegedly intended
for a heavy water reactor under construction
at Arak in central Iran. The target date for
launching the reactor is next year, but it
may well be delayed by difficulties faced
by the builders in procuring the proscribed
equipment in time.

The new sanction regime has squeezed
Iran's oil shipments down from a daily
average of 2.3m barrels last year to 1.1m b
/d now. But fears of dramatic consequent
world oil price inflation have failed to
materialise.

This was due in part to the economic
slowdown moderating the global appetite
for oil consumption and also, perhaps more
significantly, to the preparedness of Iran's
bitter Arab enemies in the Gulf region to
boost production proportionately. West
Africa's oil exporters have also increased
shipments, and they are expected to
intensify production further to make up for
an anticipated continuing decline in Iranian
exports.

Iran's oil production is down by 1m b/d
to1.8m, still in excess of the country's
crippled export capacity. But Iran has
declined to cut production further for fear
of causing serious damage to its aging oil
wells. As its inland storage facilities are
filled to capacity, Iran has put to work some
65 of its otherwise idle tankers as floating
storage tanks with nowhere to sail.

The loss in the national income caused
by the sanctions is valued at $133m a day,

the
equivalent

of a tenth of
the gross

national product, a huge blow to a
developing economy battered by
widespread poverty, youth unemployment
and mounting social discontent. The
sanctions are set to reduce economic
growth from 2% last year to just 0.4%,
according to the International Monetary
Fund, generating a further long-term
growth in unemployment.

The domestic inflation rate already
surpassed 22% in the 12 months to June,
and it may well race on as the economic
damage of the sanctions sweeps through
society. Even the price of staple foods like
bread and rice is spiralling out of the reach
of many people as famine is returning to the
Middle East, particularly neighbouring war-
torn Syria. Iranians are increasingly being
warned by their government leaders of lean
time in prospect reminiscent of the 1980-88
Iran-Iraq Gulf War.

They may well be right, as the conflict
between Iran and the West appears to be
escalating very fast. Western intelligence
sources believe that Ayatollah Ali
Khamenei, the supreme ruler of Iran, has
just endorsed a secret directive authorising
a series of terror raids mounted against
Britain, the US, the Gulf states, Turkey and
Israel in retaliation for the sanctions and
their assumed role played in the Syrian civil
war.

Iran habitually deploys state-sponsored
terror as an ordinary instrument of
international relations. It has instigated
many well documented, horrific acts of

terror against civilian targets abroad, carried
out by its own agents or by criminal
organisations operating within its orbit.

It has responded to the sanctions by
staging a swaggering demonstration of a
fearful range of new, home-built rocketry
suitable for deployment in an imminent
Gulf war. The weapons have been
manufactured in an energetic long-term
research and development programme that
has already reached into space technology
and produced long-range, nuclear-capable
missiles suitable for striking targets even in
the EU and Russia.

Iran attacked commercial shipping and
mined the shallow waters of the Strait of
Hormuz in the 1980s. Limited military
conflict also occurred then between Iran
and the US, leading to the loss of an Iranian
frigate, an American naval helicopter and a
civilian airline, with the loss of hundreds of
lives. This time, Iran says it is
contemplating the construction of nuclear
submarines, armed by nuclear-capable
missiles, vessels that are usually run on 75-
90% enriched, bomb-grade uranium. It is
probably not bluffing.

America has just offered a new
generation of missile defence technology to
the vulnerable oil-rich Arab states in the
Gulf. A proposed regional early warning
system would link the United Arab
Emirates with Qatar and Kuwait as well as
Bahrain and Saudi Arabia, the locations of
extensive American military facilities.
Israel nearby already operates the world's
most advanced anti-missile defences to
counter recurring waves of indiscriminate
terrorist rocket attacks on its civilian
population.

Leon Panetta, the US Defence
Secretary, has also announced the dispatch
of a second American aircraft carrier to the
Middle East four months ahead of schedule.
This will accompany a significant build up
of support vessels, attack aircraft and
minesweepers equipped with unmanned
underwater detection vehicles. And the
Pentagon is also sending a refitted
amphibious transport dock to serve as a
forward staging base.

George Little, the Defence Department
Press Secretary, describes the multinational
minesweeping exercise planned for 16th to
27th September as a drill in defence of
commercial security and the freedom of
navigation, addressing "a hypothetical
threat" posed by "an extremist organisation
to mine the international strategic
waterways of the Middle East, including the
Red Sea, the Gulf of Aden, the Gulf of
Oman, and the Persian Gulf." The Pentagon
estimates that a war with Iran might take
perhaps two months. �

Thomas Ország-Land is an author and
award-winning foreign correspondent who
writes on global affairs





If reports of an unyielding, swirling vortex
of regulatory burdens are to be believed,
then the technical manager’s role may not

be the envy of many shipping professionals –
but according to leading ship managers,
regulatory compliance is a challenge to be
relished. 

“I think ‘increasingly regulated’ is a cliché
in our industry,” said Mark Bell, Business
Director, Graig Ship Management.
“Regulation is a progressive and relatively
successful method of improving standards in
what is a highly complex industry. Owners
have been complaining about regulation for a
very long time, and that is one reason why
they choose to use professional ship managers.
We can keep abreast of regulation and do it
cost effectively. We are used to strict budgets
and we don’t expect to see an open cheque
book.”

Edward Bucknall, Technical Director,
Columbia Shipmanagement, agreed, noting
the importance of a well-maintained fleet in
ensuring regulations can be easily complied
with while avoiding additional costs: “As
Columbia has a very young fleet, most new
regulations have already been built into the
vessels. Owners of older vessels will have to
decide whether to adopt new regulations or
scrap the ships. If it is agreed to modify the
vessel to meet the new regulations, a budget is
agreed which does not affect the operational
budget. Where we see extreme challenges in
foreseeable new regulations, we as a ship
manager are prepared to challenge these
regulations through BIMCO, INTERTANKO,
InterManager and the ICS, even discussing
directly with the flag state if necessary.

“Ballast water management is a good
example of an ill-thought through convention
which will cost the industry billions of dollars
and in the end not achieve the goals of the
convention. A ship is not a laboratory. If ports
are serious about ballast water management
then the treatment has to be done ashore
under controlled conditions and the effluent
tested before release to the oceans.”

Capt Kuba Szymanski, Secretary
General at InterManager, the international
trade association for the shipmanagement
industry, dismissed the view that aging
vessels are a major bug bear for technical
managers: “There is a myth regarding aging
vessels but the newbuild programme is
impressive and I believe it is not a real issue.
However it is true that owners do check the
budget more frequently and demand a lot of
reporting. 

Claiming the worst owners from a
technical manager’s point of view are those
who ‘micro manage’, Capt Szymanski said
there are very few “lump sum” contracts in
shipping, as most owners prefer a “cost+”
contract, which can prove nightmarish for
managers who must spend a great deal of
time and resources on reporting. As it is not
unusual for financial departments to
outnumber technical and operations staff,
InterManager is in favour of performance-
based shipmanagement contracts, which
could provide a solution whereby managers
are rewarded for their performance.

“Good technical managers not only
manage vessels they also manage their
principals [owners], by running transparent
operations, keeping them well informed,

being pro-active and looking after their most
precious asset – shipboard personnel,” Capt
Szymanski said.

Steffen Tunge, Chief Operating Officer,
Tankers, Thome Ship Management, agreed
that the premise of older vessels being a
major concern for technical managers is
simply untrue: “I don’t agree that an aging
fleet is much of a problem. Age is not a big
concern at the moment.  A lot of relatively
young ships are being scrapped due to the
terrible market. New regulations, like the
Maritime Labour Convention, are also not
too much of a problem since owners have no
choice but to implement these. However, it
takes resources away from other important
areas so it hurts.”

But if resources are stretched, how will
this impact on the provision of technical
management in future? Mr Tunge said a
shortage of quality officers and shore staff
could be detrimental for the industry,
particularly a shortage of senior officers.
“There is no real shortage of qualified junior
officers. The cost-cutting exercises by many
companies have resulted in more layoffs of
officers from Eastern Europe and the pressure
on Filipinos in particular is a problem. There
is a marked increase in demand and the
supply is not there. The only good thing that
seems to be coming out of this is that wages
are gradually equalising between different
regions. Far Eastern crew will soon be on a
par with East Europeans. East European
Junior Officers are already accepting Filipino
wages.”  

He added that although there is not a
major shortage of technical shore staff, it is
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becoming quite costly to employ such staff
in regions such as Singapore. “This is largely
because the cost of living is now higher in
Singapore and Hong Kong than it is in South
East Europe and obviously places like
Manila, where many companies are shifting
back both office functions like accounting
and purchasing as well as setting up branch
technical management offices. This trend is
likely to continue and will increase in scope.”

On the topic of quality shore staff and
officers, Capt Szymanski said he does not
believe there is a shortage of either. “Owners
and managers who are prepared to pay for
quality will always get good staff. There is,
however, an acute shortage of cheap labour.
Owners are having incompatible goals – they
would like to have excellent quality staff,
preferably for nothing. There are scores of
highly qualified and dedicated West and East
Europeans who are waiting to be employed.”  

Simon Barham, Managing Director,
Bibby Ship Management, said while there is
not necessarily a shortage of officers and
shore staff across industry, a culture of
accelerated promotions could mean the
experience levels of some staff are not as high
as in the past. “Good ship managers have to
ensure they recruit individuals of the right
calibre. Not all achieve this and to do so
requires a combination of many factors
including sound recruitment systems,
recognition of expertise, identifying and
rewarding talent, training, salary levels,
benefits, etcetera. 

“While the industry went through a
period of time where salary levels were
increasing at an alarming rate and regular
movement from company to company was
becoming the norm, this situation, with the
economic downturn, has to a degree been
tempered and more companies are now
seeing retention rates improving.”

Mr Barham also noted how the
demographic of officers is changing,
particularly due to many more now
qualifying in places such as China, Indonesia
and Myanmar. “The world economic
downturn has also rejuvenated enquiries from
more traditional sources but this, however,
will not provide an immediate cure for the
problem and, certainly from a shore

management perspective, we have to look
towards other potential sources. This could
include looking at skill transfers from other
industries, training graduates in engineering,
marine transportation, naval architecture
etcetera.”                    

So, could a perceived lack of quality
technical management staff simply be down
to the recruitment process? Mark Bell again:
“A shortage of good people has been a
problem for a while but in our experience an
unblinkered approach to recruitment, looking
beyond traditional sources, can pay
dividends. There are sources of good crew
and good shore staff to be found if you have
the systems and experience to manage them,
and nurturing and investing in home grown
talent is also a good long term strategy.”

That said, the barriers to entry for ship
managers, particularly new players, are
renowned for beingt very strong and difficult
to penetrate – could this have a negative
impact on the provision of technical
management within industry? “There are
always opportunities in shipmanagement at a

number of levels and there is no shortage of
companies willing and able to try to enter the
market,” Mr Bell said. “Many established
ship managers would argue the barriers to
entry are too low, not too high. Owners have
a wide choice of managers and we don’t
expect that to change.”

Simon Barham warned of a “chicken and
egg” situation for new ship managers, as they
need business to stay afloat but also require
people and systems in order to gain business
in the first place. But he added that barriers to
entry can have both a positive and a negative
impact on industry: “On the positive side the
business is regulated and ‘poor’ managers
have been driven out of business. The
negative is that the barriers, combined with
consolidation in the industry, have meant less
competition and therefore less flexibility for
the customer.” He emphasised that owners
tend to remain with ship managers they know
and have trusted, existing relationships with.

Commenting on the high standards set
within industry, Capt Szymanski said it is a
benefit for the shipping industry to set self-

For the first time in history, the daily operational costs of a vessel have surpassed
its daily building costs. A mere 1% fuel saving can represent $50,000 per year for
a mid-sized bulk carrier or $300,000 for a large container vessel.

So, perhaps inevitably, software providers are falling over each other to produce
successful technical management applications for slashing fuel consumption – and power
and automation technology group ABB is no exception, having recently introduced new
software applications aimed at minimising fuel use which have already received backing
from German company Rickmers Shipmanagement.  

ABB’s new ship advisory and automation systems suite incorporates a range of
vessel information and control technologies, allowing ship operators to monitor and
calculate the optimum utilisation of power onboard. Included are the latest versions of
the company’s energy management system for marine applications (EMMA) and
Amarcon’s Octopus solution. 

Jens Lassen, Managing Director, Global Head Maritime Services, Rickmers
Shipmanagement, has described a strong business case for ABB’s new system, which he
described as holding great energy-saving potential of at least 10%, but why wax lyrical
about it publically in this way? Isn’t he worried his competitors might cotton onto his fuel
saving discovery? “I have always believed in being open, because I think people find out
anyway and when they do find out, you are 200 yards further down the street,” he told
SMI. “I think innovation is the basis for success at a high level, otherwise we can’t
innovate, we can’t make decisions, we can’t move on.” 
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imposed standards but added he has not seen
many new shipmanagement companies in
recent times, and this may support the view
that barriers to entry are high. “I also see big
owning companies are asking ship managers
for help – Teekay and Anglo Eastern serve as
an example,” he said, citing Teekay’s
decision to farm out 50 of its tankers to third
party shipmanagement, in a deal with Hong
Kong’s Anglo-Eastern.

Taking a different tact, Mr Bucknall said
starting up a shipmanagement company and
providing technical management is not too
difficult, particularly if older tonnage is taken
on, but the real challenge is to become a
successful ship manager: “Successful ship
management is all about quality and this
entails having experienced and highly
qualified staff aboard and ashore. This takes
time to build up along with the procedures to
operate the ships and office.  The key word in
this question is “successful” and the so called
barriers imposed by outside entities are in
many ways good for the industry.  As an
example, the efforts put into tanker
inspections by the oil industry can only be a
benefit to the managers, crew and vessels as
a whole.”

Carl Schou, President, Wilhelmsen Ship
Management, said having a number of
players in the market is widely beneficial: “It

keeps everybody on their toes. New
competition will always bring new ideas, and
innovation, which is to the benefit of the
industry as a whole. Personally, I think
everybody loses out if there is no growth in
the number of ship managers. On the other
hand, this industry is quite competitive and
therefore renewal and innovation is the key
to succeed.”

Mr Schou also noted that a lack of
qualified personnel onboard and ashore is a
challenge in the field of technical
management: “Traditionally, sea staff would
aim for a second career ashore in a shipping
company – we are seeing that this is not so
much the fact any longer and it is a challenge
every time we need qualified personnel
ashore. We are running trainee programmes
for shore-based staff. We recruit from
universities and run the candidates through a
programme. The same is being done for sea
staff – this is more in-line with what the
industry is doing today – i.e. taking on Cadets
and training.

Describing how he believes the technical
management sector will alter over the coming
years, Mr Bell said the measure of a
successful business is being able to invest
during the down times, as managers should
always be aware that hard times could be
around the corner. “I don’t see the

fundamentals of good technical management
changing – we have to deliver a well operated
and maintained ship to the owner at an agreed
price. What might change as international
standards rise, in a market where owners can
earn less, is that only the most cost-effective
managers will be able to deliver that.”

Capt Vijay Rangroo, Managing Director,
MTM Ship Management, said regulatory
compliance is “function-related and not
budget or age-related” as “closer monitoring
of the vessel's performance and expenses
helps in eliminating the cost of inefficiency”.
He added that a shortage of quality staff
means there are “fewer people available to
make sound judgments” but said with the
assistance of an intelligent software system,
“decisions can be prioritised and not
compromised”.

Capt Rangroo also disagreed that barriers
to entry are a threat to technical management:
“As long as there are ships in the shipping
industry, ship management will be required
in one form or the other. There are no barriers
to do shipmanagement at any cost. The
barriers are raised only when competence is
required.”

Noting how technical management will
evolve in the future, Capt Rangroo said he
believes it will graduate into resource
management and said: “Companies which
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control such resources, especially of the
human kind, will be the successful ones.”

Discussing his views on possible future
trends in technical management, Mr
Barham said he believes consolidation will
be a key issue, adding that he expects to see
more processes and procedures from
increased legislation. “Managers have to
become more flexible and understand that
the market is changing. Recently, Investors
who were looking for quicker returns
entered the market replacing the more
traditional ship owners who, whilst still
buying and selling assets, could take a
longer term view. In the downturn many
owners have financial troubles. Technical
managers have to be aware of all these
factors and understand who their customers
are and what they want.

“Globalisation is a reality and a
presence in and understanding of expanding
markets such as the East and the Americas
is essential. Innovative design and
technology will undoubtedly be introduced
and managers need to be ahead of the game
in this if they are to remain competitive.”    

Describing how he believes third party
shipmanagement will evolve with time,
Capt Szymanski said there is a huge role to
be played by good quality ship managers
who will always find employment: “I

sincerely hope owners will start thinking in
terms of performance, not cost+, which
should allow a bit more breathing space for
managers and will do away with the micro-
management we are currently seeing.

“Technical managers are facing a
shortage of quality sea staff willing to come
ashore, due to rather poor conditions ashore
and this will soon start having a detrimental
effect on the whole shipmanagement sector.
A lack of junior managers will have a
snowball effect, resulting in a lack of
middle and then senior managers sooner
rather than later.”

Mr Bucknall said in the future,
significant changes to technical
shipmanagement will occur, especially
concerning condition-based maintenance.
“Modern engines can, if operated well, run
for 60,000 hours without overhaul – almost
10 years. Our goal should be to overhaul the
engine once in its 20-year life. We believe
this can be achieved with modern
lubricants, design and materials. We are
very close to this condition presently.

“Fuels need to be much more carefully
controlled. Every now and again a rogue
bunker stem can destroy all the liners in an
engine in three days. We need better
international standards for fuels. Once these
are fully in place then technical condition

based monitoring with minimum onboard
maintenance will be achieved.  

“Condition-based monitoring is not
about electronic instruments, it is about
cooling water, lubricating oil, fuel oil
analysis, adhering to the optimum running
conditions of the engine, peak pressures,
temperatures, etcetera. Control onboard
must be strict and analysis of log books etc,
as performed in the office, is also essential.”

Concluding that the crisis could 
lead to more specialisation within
shipmanagement, Steffen Tunge said: “If
the shipping crisis lasts for much longer we
are likely to see some managers
specialising in working with banks/
financial institutions that have repossessed
ships. They are likely to offer other services
like post fixture and chartering. Existing
managers are already gearing up for this but
it remains to be seen if it will take off. 

“I don’t think we are likely to see major
consolidation of the larger established
managers. Owners are not impressed with
very large managers. The benefit of scale is
limited. However, there are owners that
need to cut costs and look to outsource
management but like to be in control. The
recent Teekay/Anglo Eastern joint venture
was an interesting move that we may see
more of.” �
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In January 2013, having a ship energy
efficiency management plan (SEEMP)
will be mandatory for all vessels of 400

gross tonnage and above to provide an
outline plan on how a vessel can review,
manage and eventually increase its
efficiency. There have been discussions
since the proposal of SEEMP as to what the
real-world impact of such a plan might be –
some say very little but others claim it’s a
matter of seizing the advantage.

A mandate for thought
At its core, SEEMP asks ship owners and

operators to scrutinise operations and reflect
on where they could be doing more, not just
for the environment but also for their own
benefit in terms of the fuel costs saved
through improved efficiency. The IMO has
not set targets for emissions reductions, nor
is it making increased efficiency mandatory –
the core argument of many of those who
dismiss SEEMP as a ‘paper tiger’. What they
are mandating is proper procedure and
process in reference to energy efficiency and
ship operation.

The question it encourages every
company to ask: “Is business-as-usual really
the best approach?” Why then are many
owners and operators arguably sleepwalking
into a traditional method of implementing
new regulation, when they should be asking
themselves what they could do to make
SEEMP work for them, and not the other 
way around?

Motivation for change
It is perhaps easy to understand why

some ship owners and operators’ opinions
could be reflexively negative of this
regulation, as it represents a sweeping change
at the core of vessel operations. They may
feel that hands are being forced and that more
layers of duties and reporting will be required
both at sea and ashore with - if they believe
what they hear from some - little advantage to
the owning companies themselves.

If they have not yet started monitoring
then many companies will not understand

their baseline efficiencies and without having
a baseline in place it’s impossible to
understand the changes, and the savings, that
could be made. The delay in evaluating the
benefits will only offer a further temptation
to take a ‘grin and bear it’ approach to
SEEMP, as another piece of process to
overcome with as little impact on ‘business
as usual’ as possible.

But this would go entirely against the
spirit of the plan, which is to make
organisations think about their operations
when, quite literally in terms of unnecessary
fuel, they are burning money. It is therefore
fundamental that companies do not view
SEEMP as another bureaucratic layer to be
navigated, but rather as an effective and
viable means of reducing emissions and
decreasing overheads at a time when both are
of intrinsic importance to business survival.

The high price of inefficient
operations

Between legislative change and the
global economy, these are punishing times
for a company’s bottom line. Bunker fuel
costs are by far the largest single expense a
party undertakes when chartering or
operating a vessel. Over the last decade the
price of bunker fuel has increased tenfold and
the 0.1% sulphur limit in Emission Control
Areas (ECAs) from January 1st 2015 will see
prices increase even further.

Enacted intelligently SEEMP has the
ability to put money, that would otherwise be
spent on fuel through inefficiency, back into
the pockets of owners and operators (and
their charterers) at a time when they need it
the most. 

If owners can identify just a 1% saving
on the cost of fuel for a Handymax vessel,
calculated on current bunker prices, that
saving could equate to $50,000 on the bottom
line. And when extrapolated to larger vessels
or a higher percentage of savings achieved,
or even over an entire fleet – can identifying
possible efficiencies really be dismissed as
just more environmental ‘red tape’? 

Moreover, that’s only the direct financial
benefit of fuel saving. Bunker fuel bills and

environmental credentials are already being
scrutinised by customers across all sectors
within the industry. When it permeates the
commercial consciousness that chartering
vessels with robust environmental processes
in place could not only put them in a position
to boast “green credentials” but – and most
commercially importantly – also save
meaningfully on their overheads, these
efficiently managed vessels will hold a prime
market position.

Considered and strategic
SEEMP is a mandatory requirement, so

decisions are not over ‘if’ it should be
implemented but ‘how’? How can we realise
benefits from compliance? To achieve this,
organisations should not just adopt a ‘tick
box’ approach to compliance. Rather, they
should take a strategic perspective,
calculating if investing in a more innovative
approach could be of greater advantage to
their bottom line.

SEEMP is not about new, efficiently-
designed vessels, or retrofitting clean
technologies. It is about optimising the
technologies and equipment already installed,
coupled with analysis of how the vessel
travels in whatever environmental conditions
it is facing to discover and exploit latent
efficiencies. 

Put quite simply, SEEMP is about your
organisation and the way your vessels
operate. The IMO is not handing down orders
on emissions, efficiency or environmental
awareness; it’s initiating a ubiquitous process
that, if enacted correctly, will see a universal
fall in bunker fuel consumption and
emissions. �

MARKET SECTORTECHNICAL MANAGEMENT

SEPTEMBER/OCTOBER 2012   ISSUE 39 SHIPMANAGEMENT INTERNATIONAL 45

By Esa Henttinen, Vice President, Business Development, NAPA for Operations







Nominations are now in for this year’s
International Seafarers’ Welfare
Awards, which will be announced at

a prestigious ceremony in November.
The awards, run by the International

Committee on Seafarers’ Welfare (ICSW),
include a new category this year – Drop-in
Centre of the Year – to recognise the drop-
in or small centre that has done the most
to provide high quality welfare services
and facilities for visiting seafarers.

The other categories, followed by last
year’s winners, are Shipping Company of
the Year (Wilhelmsen Ship Management),
Port of the Year (Port of Antwerp, Belgium),
Seafarer Centre of the Year (Duckdalben
International Seamen’s Club, Germany) and
Welfare Personality of the Year (the Rev
Peter Ellis and Paddy Percival).

Apart from the personality category, all
the others have been nominated directly
by seafarers. The closing date was 26th
September and the awards will now be
judged and presented at the awards
ceremony at the International Maritime
Organization, London on 28th November.

The awards are funded by the ITF
Seafarers’ Trust and also supported and
endorsed by the IMO, International Labour
Organization (ILO), International Transport
Workers’ Federation (ITF), International
Shipping Federation (ISF), International
Christian Maritime Association (ICMA) and
Seafarerhelp.

This year, the ISF is sponsoring Welfare
Personality of the Year, InterManager is
sponsoring Shipping Company of the Year
and V. Ships is sponsoring Drop-in Centre
of the Year. �

Heartbeat

Obesity is a major issue for many
seafarers as they struggle with
poor diets and lack of exercise.

Hectic work schedules too can be a
barrier against keeping fit but a recent
study by Danish researchers has shown
there is no need to spend hours pumping
iron – 30 minutes of daily training is just as
effective for weight loss.

The study, at the University of
Copenhagen, was carried out for 13 weeks
with the team from the Faculty of Health
and Medical Sciences following 60 heavy,
but healthy, Danish men in their efforts to
get in shape. Half were set exercise for an
hour a day, wearing a heart-rate monitor

and calorie counter, while the second
group did just 30 minutes of training.  

The results showed that 30 minutes of
exercise hard enough to produce a sweat
is enough to improve an unhealthy BMI
(Body Mass Index). They also showed that
those who exercised for an hour did not
burn any more fat.

“The men who exercised the most lost
too little relative to the energy they
burned by running, biking or rowing.
Thirty minutes of concentrated exercise
give equally good results on the scale,” said
Mads Rosenkilde, PhD student at the
Department of Biomedical Sciences. �
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Travelling to faraway places can be
bad for your health, a study has
found, particularly if you plan to work

out while you’re abroad.
Team physicians at the 2010 Super 14

Rugby Union tournament, held in South
Africa, Australia and New Zealand,

monitored 259 elite
rugby players from
eight teams during
the 16-week
competition to
determine if
international travel
increases the
incidence of illness.

The results,
published recently
in the British Journal
of Sports Medicine,
show there was a
two to three-fold
increased higher

incidence of illness in athletes who had
travelled to another country with over five
hours’ time difference.

The players on average were sick just
15.4 days out of 1,000 days at home, but
32.6 out of 1,000 days on the road, with
causes of this put down to everything from

changes in the surroundings to different food
and germs.

Although the study was on top athletes,
those working out while abroad could also
take note of the findings.

Among 31% of illnesses in the study were
respiratory problems, with jetlag leading to a
weakened immune system, so keeping
hydrated is vital.

Experts also say that gas in your belly can
expand up to 30% during a flight so fuel your
workout ahead of time by avoiding gassy
foods and drink lots of water to fight
constipation, a common symptom on flights
due to low humidity.

Other recommendations include
hydrating your skin with moisturiser and sun
protection cream and examining your hotel
bed and bedding to check for bed bugs.

Finally, try to avoid infection by simple
measures such as avoiding glass cups in hotel
rooms and opting for plastic-wrapped
ones instead. �

Anew software programme has been
launched by one of the big ship
suppliers to help improve the health

of seafarers.
Wrist Ship Supply, part of the Wrist

Group, said the Xena software is a menu-
planning tool and electronic cookbook
that gives ship owners inventory control,
reducing waste and enabling transparency
to ensure they stay within nutritional
guidelines. The recipes also provide cost
per meal information and reconcile this
against existing food stock.

Xena enables ordering, stock and
menu planning that takes into account
regulations around seafarer catering
stipulated in the Maritime Labour
Convention (MLC) 2006, which is expected
to enter into force next year. 

While the regulation will benefit ship
owners by giving them a regulatory point
of reference for the first time, this will bring
additional complexities for ship supply.

Wrist said that managing these
complexities through an intelligent
software system will therefore deliver
genuine value to ship owners and
operators, enabling them to concentrate

on core operations, reducing the risk of
fines and providing a resource that delivers
transparency and budget control.

Robert Steen Kledal, Managing
Director of Wrist Ship Supply (pictured),
said for many seafarers, away from their
families for lengthy periods and facing
threats of piracy, mealtimes were a key
social part of the day so catering for a
crew’s nutritional needs was therefore a
priority.  The quality of food also has to 
be balanced with religious dietary
requirements, allergies and healthy eating
standards.

He said: “Transparency and budget
control are key priorities for our customers
and in the current market, ensuring
optimum efficiency is a challenge. Add to
this the reality of regulations such as the
Maritime Labour Convention 2006, and we
see a real need for a software programme
that can deliver a solution for both of 
these issues.

“Xena has been developed to provide
an intuitive and interactive procurement
process and we are pleased to launch this
software at a time when efficiency is at a
premium.” �
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Supplier launches software
to help seafarer nutrition

Faraway travel increases illness risk
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Shift work is an unfortunate
component of the maritime lifestyle,
but is it likely to send seafarers to an

early grave? With new claims that shift
work can interfere with the body clock
and bring on heart problems, seafarers
and their employers should take heed. 

A study published in the British Medical
Journal (BMJ), conducted by researchers

from Canada and Norway, has shown shift
workers to be slightly more at risk of

suffering from a heart attack than
those who work a regular, day

pattern. The study, which
conducted research into the

lifestyles of more than two
million workers, found

the body can
become

disrupted
due to

shift
work,
having 

Wellbeing
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In a poetic protest, Michael Bloor(pictured right), Academic at the
Seafarers International Research

Centre (SIRC), Cardiff University, has
put a new spin on a classic piece of
literature, highlighting the plight of
ill-treated seafarers.

Samuel Taylor Coleridge’s classic poem
‘The Rime of the Ancient Mariner’ has been
updated by Professor Bloor, who exposes
the horrendous working conditions which
many seafarers face on a daily basis.

Having travelled to a number of
destinations including India, The
Philippines, Indonesia and Turkey, Prof
Bloor interviewed seafarers, operators and
inspectors and spent a number of weeks
onboard a VLCC, garnering research for his
updated poem. 

The harrowing result, published in the
academic journal Sociology, speaks of dire
conditions, substandard training, extreme
working hours, fatigue and low crew
numbers.

‘The Rime of the Globalised Mariner: In
Six Parts (with Bonus Tracks from a Chorus
of Greek Shippers)’ details the daily
challenges faced by a Filipino seafarer who,

from a poverty-stricken background, chose
his vocation out of necessity. 

The poem begins with the protagonist
being cheated into a place at a maritime
college which doesn’t take its students to sea
and lacks even basic equipment: ‘They issued
my certificates/But their paper had a price:/My
father's hard-earned money/Stolen once,
then twice.’

In addition, the poem also explores how
flags of convenience and diabolical safety
compliance standards are a daily diet for 
the seafarer. ‘The flag with the 
greatest tonnage/Flies o'er the Panama
Isthmus/When Panama votes for
change/Then turkeys'll vote for Christmas.’

A group of fictional Greek ship owners
also join in for a chorus and state they are only
willing to pay wages which reflect the market:
‘Pay for training? Better wages??/Remember
shipping’s quite anarchic:/We’d love to 
be more generous/But you cannot buck 
the market.’

The seafarer also describes to an oblivious
consumer (a play on the wedding guest in
Coleridge’s original poem) how mariners are
responsible for the process of transporting
products destined for shop shelves.

Prof Bloor ends his powerful poem by
asking consumers to help improve seafarer
conditions by using their consumer buying
power: ‘So come all you kind consumers/Who
the honey’d wine have sipped,/Take pity on
the mariner/Beware how your goods are
shipped.’

Describing his motivation in creating the
poem, Prof Bloor told SMI: “I started to write
the poem a few years ago when I retired as I
only work for the university part-time now.
Initially, it was for my own amusement, but I
eventually realised that if I could get it
published, it could be a way of reaching
audiences which don’t normally read
academic research reports.”

The full poem can be downloaded from
the SIRC website: www.sirc.cf.ac.uk �

Wellbeing

a detrimental effect on lifestyle and so, risk
to the heart is increased. Shift work has also
been connected to diabetes and high blood
pressure and experts advise that a reduction
in the number of night shifts could help
workers to avoid these health hazards. 

Researchers considered socioeconomic
status, diet and general health of workers
within their findings. The BMJ study noted
that shift work is linked to a 23% increased
risk of heart attack, coronary event and
stroke by 23%, 24% and 5%, respectively
and these problems are more commonly
found in those who work shifts. However, in
perspective, the BMJ study concluded that
relatively, the risks associated with heart
problems are ‘modest’ for shift workers.

As Dan Hackam, Associate Professor at
Western University, Ontario, Canada, stated
in an interview with the BBC, shift workers
were more likely to develop negative eating
and sleeping habits: "Night shift workers are
up all the time and they don't have a
defined rest period. They are in a state of
perpetual nervous system activation which
is bad for things like obesity and
cholesterol."

However, it is claimed that a screening
programme could help shift workers to
identify and treat risk factors including high
cholesterol and blood pressure levels. Shift
workers could also be educated about what

symptoms to look out for, which might
indicate early heart problems.

Also speaking to the BBC, Jane White,
Research and Information Services Manager,
Institution of Occupational Safety and Health,
explained the complex issues connected to
shift work: "It can result in disturbed appetite
and digestion, reliance on sedatives and/or
stimulants, as well as social and domestic
problems.

"These can affect performance, increase
the likelihood of errors and accidents at work,
and even have a negative effect on health.”

She noted how the effects of shift work
should be properly managed: "Avoiding
permanent night shifts, limiting shifts to a
maximum of 12 hours and ensuring workers
have a minimum of two full nights' sleep
between day and night shifts are simple,
practical solutions that can help people to
cope with shift work." 

According to the British Heart
Foundation, shift workers should look after
their hearts in order to decrease the risk of
heart attack or stroke, and this is especially
relevant for seafarers on night watch as the
BMJ study found night shifts were associated
with the steepest increase in risk for coronary
events.

According to Ellen Mason, Senior Cardiac
Nurse at the British Heart Foundation, eating
healthily, getting active and quitting smoking

can make a huge difference for shift
workers. “Although the associated increased
risk to an individual shift worker was
relatively small, many people don’t work
nine to five and so these findings become
much more significant. 

“Whether you work nights, evenings or
regular office hours, eating healthily, getting
active and quitting smoking can make a big
difference to your heart health.” She also
emphasised the importance of raising
awareness in the workplace of the signs and
symptoms of a heart attack and what to do
should such an emergency occur. 

Meanwhile, Sara Hiom, Director of
Information at Cancer Research UK, has
expressed concerns over research in the
British Journal of Cancer, which links shift
work to some forms of cancer. 

“The Health and Safety Executive has
commissioned a review of the evidence on
shift work and cancer – at the moment it’s
still only classified as a probable cause of
cancer. Once the review is complete in
2015, we will have a more definite
understanding of the role it may play in
influencing cancer risk. At this point, we
expect the government and employers to
take fast and appropriate action to minimise
the risks faced by workers and Cancer
Research UK will be watching this closely,”
she said. �

Rhyme and reason



Anew study has claimed there is a
higher risk of suicide among men
in their 30s, 40s and 50s – a key

age group within the aging seafarer
population – as job pressures and family
breakdown play a significant role in
depression among men of this age
group.  

Each year, around 3,000 men aged
between 30 and 60 commit suicide and this
figure is more than twice the rate found

among younger males. This is particularly
surprising considering that until eight years
ago, men aged between 15 and 35 were
considered to be the group at greatest risk of
suicide, in addition to the elderly. However,
these age groups have shown a decrease in
suicide numbers in recent years, while the 35-
55 age group suicide rate continues to
increase.

It is claimed men in this age group may
be confused as to whether they should

behave in a traditionally masculine manner,
like their fathers did, or if they should act like
those men who are perhaps more in tune
with their own feelings – the younger
generation. 

The study, by UK helpline charity The
Samaritans, cites a decline in lifelong marriage
as a factor which has threatened the male
sense of pride and identity. Stephen Platt,
Professor of Health Policy, Edinburgh
University and a Trustee of the charity, said:
“We’re thinking of the rise in female
employment, births outside marriage, the rise
in divorce and cohabitation, second and
subsequent marriages, lone parent
households, step-families, solo living,
partnering and de-partnering.

“All these trends mean men are less likely
to be with a lifelong partner and if you ally
that with their difficulties in coping
emotionally and being able to go out and
establish new relationships with less support
to fall back on than women, that makes them
more vulnerable to psychological ill health
and suicide.” �  
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The words HIV and AIDS would
have struck terror through any
newly diagnosed patient 30

years ago.
However, modern day advances in

medicine - namely antiretroviral ‘wonder
drugs’ - mean those infected are now
living with a chronic, long-term illness
rather than a death sentence.

Unfortunately, according to one
expert, this is causing complacency in the
seafaring community, particularly among
new recruits and the number of cases is on
the rise in several HIV hot spots.

Dr Asif Altaf, HIV/AIDS, Co-ordinator
for the International Transport Workers’
Federation, said the situation has become
so worrying that the ITF has instigated a
three-year strategy to develop educational
programmes in nautical colleges.

“I think people have acknowledged
that with the drugs now available, HIV is
seen as a chronic, long-term disease rather
than a killer so they have become
desensitised.

“Our aim is for seafarers to know the
risks from early on. In India, The

Philippines, Mexico, Argentina, Sri Lanka
and Odessa in the Ukraine, this is already
happening. It is still on a little bit of an ad
hoc basis but what we are trying to do is
to put HIV/AIDS awareness into the
curriculum so it becomes part and parcel
of the whole education process.

“It is impossible for the ITF to work
everywhere, so if we can institutionalise
the process we won’t need
representatives everywhere.”

According to UNAIDS (the Joint
United Nations Programme on HIV/AIDS)
only seven countries in the world had a
higher prevalence of HIV in 2011 than
compared to the previous year.

One of these is The Philippines, a
major supplier of seafarers to the global
industry, where as of May this year, a total
of 1,921 overseas Filipino workers (OFWs)
– 20% of those on the country’s HIV and
AIDS Registry - had been diagnosed HIV-
positive, many thought to be seafarers.

Only recently Congressman Arnel Ty,
who represents the LPG Marketers’
Association, called for Filipino seafarers
with sexually active

lifestyles abroad to have themselves
tested for HIV when they returned in order
to safeguard their partners at home. He
and his fellow congressmen have
submitted the National HIV and AIDS
Policy and Plan Act of 
2011, to strengthen the country’s
comprehensive policy on HIV and AIDS
prevention, treatment, care and support
and to establish the Philippine National
HIV and AIDS Plan.

Mr Ty said many seafarers did not
undergo medical examination every time
they were deployed abroad, especially if
working for a single shipping company, so
they could go abroad for a few months
and come home having been infected
and unknowingly pass it to their partner.

According to Mr Ty, 77% of the HIV-
positive OFWs, or 1,488 cases, were males
with an average age of 35 years.

“We have reason to believe many of
these HIV-positive OFWs may be sailors,”
he said.

HIV/AIDS
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However, Maria Lourdes A. Quetulio,
Medical Director of the Ygeia Medical
Center in Manila, The Philippines said she
believed extra testing would not work.

“In our opinion it will be impractical in
terms of cost and it may create
indifference between partners,” she said.

“It will not be beneficial to test so
often because there is what you call a
‘window period’ - usually if you are tested
negative for HIV and there is a potential to
be exposed you have to be retested after
three to six months to make sure you are
not infected. 

“For most overseas workers,
employers require the applicant to
undergo HIV screening, but I cannot say if
the employer will hire an HIV-positive
individual.”

Ms Quetulio said at the Ygeia Medical
Center there had been two new cases of
HIV diagnosed this year, less than in
previous years.

Dr Asif said he believed voluntary
testing was a good idea if the person felt
they had been exposed to risky behaviour
while at sea, but said arrangements should
be made for counselling.

“It is the responsibility of the
government, the union and the shipping
company to advise him or her if it is the
right thing to do.

“We are not saying he or she should
not be tested but the point is that it
should be voluntary and there should be
counselling before and after the test.”

He said some companies were testing
for HIV without the seafarer knowing: “The
clinics do many checks for the pre-
employment medical and one of them is
HIV. They take samples without telling the
seafarer about the whole process.”

The ITF is highlighting the need for
counselling either side of the test.

“Even if a seafarer is tested negative
one day, the doctor should tell them that

if they continue risky behaviour it
could be positive

tomorrow. In the project we are now
engaged in, we are trying to work with
governments, employers, manning
agencies and doctors. It is not targeting
any group on its own.”

Dr Asif said it usually took between
six and 12 weeks for HIV to show up on a
test once a person had been infected.

So, why in this day and age, when
there are precautions available to stop the
passing on of HIV/AIDS and STIs (Sexually
Transmitted Infections) are they still
prevalent among seafarers?

Dr Asif said the ITF recently carried out
a survey in the ports sector and realised
ports had become huge hubs for
long-distance lorry drivers, port
workers and railway workers who
all interact with each other.

“I also visited a port in
Thailand recently and a lady
at the seafarers’ centre said
that although the number of
people now going ashore was
down, it was not always applicable
to every port and in some cases
when the supplies are going to the
ship, women are also going to the ship. It
is debatable, there is no proof, but in some
ports it has become an issue.”

The ITF is working with the
International Committee on Seafarers’
Welfare (ICSW) on a seafarers’ health
information project and has selected 15
seafarers’ centres globally in cities such as
Mumbai and Odessa to give out more
information on HIV and STIs, as well as
condoms.

It is also urging the centres to help
seafarers who go in wanting to see a
doctor in confidence if they suspect they
might have an STI.

“Sometimes the seafarer does not
want to go and see the doctor assigned by
the manning agent. They don’t mind
paying for a confidential, non-
discriminative service, so what we are
saying to the centres, is please take them
to a doctor because they don’t mind

paying and all STIs are treatable anyway.”

Dr Asif said the promotion of STI
awareness was just as important as HIV
because syphilis and gonorrhoea were
much more common and those with an STI
had more chance of contracting HIV.

In some seafarers’ centres the condoms
are free, paid for by the government, while
others sell them in their shops.

“We do know that people are taking
them and it is not a taboo anymore,” said Dr
Asif.

“Initially we found some people taking
them from the centres were being judged,
because some of the centres have a close
association with the Catholic Church. I think
we are seeing a little softer stance from the
Church now and they see we are trying to
save lives.”

Do many seafarers’ religious beliefs stop
them from using condoms?

“It is a very grey area,” said Dr Asif. “Some
churches are still very much against them
while others say they can be used not to
prevent pregnancies, but to stop the spread
of infection.”

HIV/AIDS
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It is all part of Dr Asif and his team’s job
to educate all involved and to try to remove
the stigma attached to HIV.

Dr Asif, who has been in his role for six
and a half years, has much experience in the
subject having worked for Care
International, one of the world’s leading
poverty charities, from 2000 to 2005
implementing its HIV/AIDs programme.

“It is a very challenging  job,” he said.
“Typically, we do not do much for the
developed world as we do more work for
the developing countries. Most of the work
is funded by FNV Mondiaal, the
international arm of FNV (Federation Dutch
Labour Movement) so we have a restriction
on spending money in the developed
world. However, if we produce a publication
or campaign material we can send it to
anybody, so we do cover all 155 affiliate
countries through campaigns,
communications and information updates.”

One of the areas where efforts are
currently being focused is Latin America,
where work has been undertaken for the
past few years, particularly in Honduras,
Guatemala, Mexico, El Salvador and Panama.

This summer two ITF-affiliated seafarers’
unions jointly organised a conference on
HIV/AIDS for 200 cadets graduating from a
nautical college in the Mexican port of
Veracruz.

But, despite the education of seafarers,
have attitudes changed towards HIV-
positive seafarers, particularly from
employers?

The International Labour Organization’s
HIV and AIDS Recommendation 2010 clearly
states that nobody can be discriminated
against.

“It is a very sensitive subject because
currently there is no document which states
an HIV-positive seafarer cannot work on a
ship. However, AIDS patients cannot go to
sea because they are sick and it would be
too much with all the medication they have
to take.

“We are now partnered with IMHA and
our position is that as long as a seafarer is
healthy enough and capable of doing his 
or her job, they should be offered
employment.”

Is the industry listening to this advice?
“It is a very touchy and difficult topic,”

said Dr Asif.
He said the ITF was working with

shipping companies through the
International Federation of Shipping (ISF),
which was one of the partners involved in
the public/private intiative UNAIDS Global
Partnership in HIV and Mobile Workers in
the Maritime Sector.

“We are going very slowly with this but
we are working with the shipping
companies through the Federation and
working with IMHA doctors, so we are in a
common position that HIV status should
not be a discriminatory factor in getting 
a job.

“If you go to any shipping company
they will not say ‘we will not take HIV-
positive seafarers’. They say ‘we follow the
instruction, recommendation and guidance
given by doctors’”.

“However, if you asked me if all the
companies have agreed to this I would say
not. We are trying to look at it case by case.
We know a number of seafarers who are
HIV-positive and have been refused by the
company or manning agent, where we

have been able to help the company or
agent to understand how the seafarers
can serve them.”

So, does cost come into it when
employers are looking at recruiting HIV-
positive crew?

“I think one thing that enters their
mind is that it might increase their
insurance costs but again, the whole issue
is that if he is HIV-positive and his CD4
count is high he will not need any drugs. 

“One advantage for the seafaring
industry is that people are only taken on
for, say, a nine-month contract. So it is not
a life-long job and therefore not a life-long
cost.”

Dr Asif said one of the biggest battles
was removing the stigma from colleagues
who might be working alongside an HIV-
positive seafarer.

“Education needs to be a continuous
process because there are always new
people coming into the industry. There is
still stigma and it often comes from
ignorance. It is the same with STIs – if
someone has syphilis or gonhorreoa they
are thought to be a bad person. We have
to understand that the seafarer is out of
their family environment for up to nine
months so there are many factors that
make him or her vulnerable.”

He believes with all the work to break
down barriers within the industry and to
raise awareness of HIV/AIDS, the number
of cases will drop.

“I am quite optimistic that with
everyone onboard over the next three
years we will be able to stop the increase
in new cases and in some places bring the
numbers down.” �

HIV/AIDS
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The rates of people dying from
cancer are set for a dramatic fall
by 2030 according to new

statistics released recently by Cancer
Research UK.

Better survival rates, thanks to earlier
diagnosis and improved treatments, and a
reduction in smoking-related cancers will
lead to an overall 17% fewer deaths in the
UK, according to the charity.

A study in Denmark in 2005 found
Danish seafarers, especially men, faced an
increased overall cancer risk, in particular
for lung cancer and other tobacco-
associated cancers.

But many ships which previously
allowed smoking are turning to non-
smoking status, reducing the risk of
tobacco-related cancers and more and
more ships are becoming ‘dry’, cutting the
risk of alcohol-related malignancy such as
cancers of the larynx and oesophagus.

For all cancers in the UK, adjusting for
age, 170 people in every 100,000 died from
the disease in 2010 but by 2030 it is
predicted this will fall to 142 in every
100,000.

Ovarian cancer will see the biggest fall
with death rates expected to reduce by
over 40% while it is predicted that female

breast cancer deaths will drop by 28%,
bowel cancer by 23% and prostate cancer
by 16%.

However, there are some cancers
where death rates are set to increase – 22%
for oral cancer and 39% for liver cancer.

Professor Peter Sasieni, Cancer
Research UK epidemiologist at Queen Mary,
University of London, said: “Our latest
estimations show that for many cancers,
adjusting for age, death rates are set to fall
dramatically in the coming decades. And
what’s really encouraging is that the
biggest cancer killers – lung, breast, bowel
and prostate – are part of this falling trend.

“Because old age is the biggest risk
factor for cancer and more people are living
longer, they have a greater chance of
developing and, unfortunately, dying from
the disease. But, overall, the proportion – or
rate – of those who die from cancer is
falling.”

Dr Harpal Kumar, Cancer Research UK’s
Chief Executive, said: “These new figures are
encouraging and highlight the huge
progress we’re making. Research across
many areas is having real impact.

“But we know there’s still so much
more to do if we are to reach a day when
no-one dies prematurely from cancer.”�
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Cancer death rates
set for big fall

Simple measures to
guard against cancer

� Reduction or cessation of tobacco 
use.

� Reduction or cessation of alcohol 
use.

� Increase of non-smoking areas 
onboard.

� Protective clothing should be
worn when outdoors in the sun, as
well as sunscreen or sun-block no
less than SPF 25.

� More attention needs to be paid
to proper diet. Limiting fat
consumption, high calorie intake,
large amounts of meat, and
increasing the intake of fruit and
vegetables, foods rich in
antioxidants, and beneficial fatty
acids such as Omega-3 and olive
oils.

� Implementing an exercise 
programme onboard.

� Mandatory vaccinations and 
preventative testing and 
screening.

� Education, awareness of the
seafarer, the risk he/she faces and
the necessary action he/she may
take.





News that China Shipping is
planning a 20 VLCC order that
would be commercially managed

by a pool of Chinese owners, only adds
weight to the reality that more and more of
the world’s VLCC fleets, and indeed
growing numbers of the larger bulk and
container vessel types, are being owned,
operated and controlled in the Far East.

Indeed, according to figures issued by
ship broker Braemar Seascope, so
significant is the shift in ownership and
control of these larger vessels that it can
only mean one thing – that more and more
of the vessels will be fixed and chartered in
Asian time zones.  

Under the terms of the China Shipping
deal, the company plans to order 10 VLCCs
and may contract 10 more if the market

conditions are right. Company President Xu
Lirong was quoted by Reuters as
confirming the deal but refusing to say
when the orders would be placed.

According to the Reuters report, this
move is aimed at giving Beijing more
control over its energy supply chain.
However, it will add to the vessel glut in the
struggling freight market.

China is the world's second largest
crude oil consumer and imported more than
five million barrels of oil per day last year.
Beijing wants to use its own vessels to
move more than half of these imports by
end-2015, up from around one-third
currently, according to the Reuters report.

A Chinese ship ordering spree would
provide much needed business to the
domestic shipbuilding market, the world's

second largest. Hundreds of small to mid-
sized shipyards are on the brink of
bankruptcy, as foreign orders dwindle and
domestic lenders slash credit.

The VLCCs would be China Shipping's
contribution to a newly established,
independent company that would also
include COSCO vessels, China Merchants
Energy Shipping and Nanjing Tanker Corp.
“This is a strategy promoted by the
country,” Xu said. “The aim is to secure
good supply, stabilise costs, form long-term
co-operation and create a win-win situation.
The VLCC pool is a very mature idea in the
international market.”

Details of the new joint venture,
including its name, have yet to be finalised,
but local media in August reported that the
company would have a total of 50 new
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VLCCs, with COSCO's shipping unit
Dalian Ocean Shipping Company
contributing 20 tankers and the other
companies contributing 10 vessels each.

Raymond Yu, Vice President of China
Merchants Group, said building new
vessels was one of the options available to
the joint venture.

So, Far Eastern interest in the VLCC
market continues unabated. And, according
to Braemar Seascope figures, this
represents a significant shift in tonnage
control. As Denis Petropoulos, Managing
Director of Braemar Seascope, told SMI:
“As we sit today, the VLCC fleet stands at
close to 600 vessels and more and more of
these are moving into the control of Far
Eastern-based owners and operators. 

“The time zone in Singapore is seven
to eight hours ahead of London, so are we
going to see the centre of the VLCC spot
market shift in the way that we have seen
in the control of the physical assets?”

So what are the facts? According to
broker estimates, around 350 of the 592
available VLCCs are controlled (owned or
operated) in the East. Only 64 VLCCs 
are over the charterer-preferred 15-year
threshold so that means that the majority,
(over 62%) of the 528 newer ships (ie under
15 years old) are Eastern controlled. A
significant figure.

But more importantly, in five years’ time
this swing is going to increase further based
on another 40 VLCC orders being placed in
Chinese yards, so resulting in 75% of the
modern fleet (less than 15 years old) being
controlled in the East. It must be
acknowledged that Middle Eastern and
Indian tonnage accounts for around 70
vessels but it has to be noted that most of
these are generally committed to own
programmes.

Mr Petropoulos again: “This shift in
tonnage control is quite remarkable with 62%
of the current young portion of vessels being
Eastern-controlled. If we see another 40
newbuildings ordered by Eastern owners
over the next five years, a figure that is
relatively conservative considering well
known Chinese strategic plans, we would see
this figure increase to 75%.

“Of course, a lot of experienced
traditional owners are based in the West,
mainly Greece and Scandinavia and on the
broking side the experience and knowledge
keeps London as the information centre of the
VLCC market. Also long-haul cargoes
loading Caribs or West Africa need the
Western market information,” he said.

Market pundits are convinced that the
eastward shift of emphasis in the shipping
markets will continue. Despite the recent data
about the Chinese economy slowing down,

Asia will remain the most important
geographical sector for dry and wet bulk
commodity shipping for the foreseeable
future. Indeed, if changes to control of
tonnage are anything to go by, Asia’s
importance will grow significantly.

But what are the implications of this?
Well the broking markets will have to
respond. The ‘cluster’ theory of shipping
services is probably going to be the driver of
any movement. As broking sources concur,
London remains so important because legal,
insurance, financial and commercial services
cluster there while the same is true of New
York, Hamburg and Athens. But new clusters
are taking shape in Dubai, Mumbai, Shanghai
and Singapore, led by ship owners and
financiers as Asian banks take up some of the
market abandoned by traditional European
ship finance houses. The other shipping
services are following along too. As local
expertise grows, the new clusters look less
and less to the West for a lead and establish
their own working practices.

But what of the recent Chinese orders
and what will the effects be in the
marketplace?  According to Far Eastern press
reports, the order is based on the Chinese
government's policy of “hauling China-
bound crude oil with compatriot ships” and
this is likely to weigh on an expected
recovery of the VLCC market. 

TANKERSTRADE ANALYSIS



The market was expected to get back
on track on a full scale in/after 2014 as
ship bottoms supply pressure is forecast
to ease. The reported massive orders,
coming amid such expectations, “could
rein in a rise in VLCC freight rates if
completions of scores of newbuildings are
concentrated in 2015-2016 in China,”
warned a Japanese shipping official. 

The number of VLCC newbuildings
remaining on order stands at about 90
units, compared with the existing global
VLCC fleet of around 600 units. Of these,
more than 70 units are due for completion
in 2012-2013. Accordingly, “the VLCC
market climate would remain weighed
down by a bottoms glut this year and next
year,” as the shipping official put it. But
influx pressure is expected to ease
gradually, and so the predominant view
among market players is that “the market
will gradually start moving on a recovery
track in 2013 and is expected to manifest
a full-fledged comeback in/after 2014.” 

One reason is that oil transport
demand is anticipated to grow on the back
of growth of demand in emerging
countries and recovery of the US and
European economies. On the supply side,
supply pressure from newbuildings is
predicted to lose steam gradually, making

it unlikely that newbuilding orders will
pile up.

“VLCC orders will probably come
largely from replacement demand.
Speculative orders can hardly be expected.
So a net increase in VLCC orders seems
unlikely,” a Japanese shipping official
pointed out. In fact, the purpose of
newbuilding orders put recently by ship
owners/operators affiliated with oil
companies has entirely been limited to
replacement of existing VLCCs. As such,
“Future supply volume of bottoms is in
sight. The market could pick up at an
unexpectedly faster pace depending on
growth in demand,” said the shipping
official.

Some shipping pundits see the reported
order as a negative factor for the expected
market recovery. The Chinese government's
policy of “hauling China-bound crude oil
with compatriot ships” calls for transporting
60% of total crude oil the country imports
with Chinese-registered ships. If
newbuilding orders are put in China on the
basis of that policy and pile up, then a
resultant increase in ship bottoms would
drag down an expected market recovery
and also end up eroding transport demand
for China-bound cargo, the main trade for
on-Chinese operators. A Japanese shipping

official warned, “If a significant number of
newbuildings actually emerge in the
market, that would adversely impact the
VLCC market to a significant degree.” �
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Underwriters should be asking more
questions at the time of placing or
renewing marine insurance to

reduce the risk of major incidents and cut
unnecessary costs, suggests Braemar
(Incorporating The Salvage Association).

Speaking at the International Union of
Marine Insurance annual conference in San
Diego, Richard Gayton, Regional Director
for the Americas, said the vulnerability of
vessels to both attritional and major losses
should not be masked by the label of human
error. He called for underwriters to ask more
detailed questions when rating or
determining the need for a Risk Assessment
survey to ensure these vulnerabilities were
properly identified at the time of placing. 

With manning levels having more than
halved in the past 60 years and automation
onboard resulting in fewer technical
personnel, Mr Gayton pointed out that
recruiting surveyors to survey damages,
review tenders, monitor repairs and approve
costs will ultimately significantly reduce
restoration costs when casualties do occur.

“Underwriters play a pivotal role in our
market, having driven necessary industry
changes in the past whilst industry players
have dragged their heels. More pointed
questions by underwriters at placing,
especially regarding crewing levels and
training, could make a real difference to
restoring unjustifiable deficiencies, and so
cutting casualties and costs.” he said. 

Underwriters have driven necessary
industry changes in the past where industry
players have dragged their heels.  More
pointed questions by underwriters at
placing, especially regarding crewing levels
and training, could slowly restore
unjustifiable deficiencies.

Crew training and experience was
critical, said Mr Gayton.”It’s not just about
quantity, but quality and capability. A good
crew can cope with the worst situations,
however, a bad crew can quickly create
problems on even the best of vessels. 

“It’s not just about qualifications either.
Trainees need to gain hands-on experience
under the watchful eye of more experienced
crew members....and even fully trained and
qualified crew members should be subject

to checks prior to critical decision making if
“make or break” situations are to be
avoided,” he said. 

So what crew-related questions should
the insurance sector ask? “Are the crew
employed by the owner or agency?; what is
the owner’s crew turnover in the last 12
months in deck officers, engineering
officers and Able Seamen? (As a percentage
of each type onboard); what are the
contracted duty/leave periods for officers
and crew? What is the handover period
stipulated in the ISM Procedures, and is it
enforced?; what arrangements are in place
to ensure crew familiarity  and experience
with the nominated vessel?; is the vessel
adequately manned for its intended
operations, bearing in mind duty/rest
regulations? They also need to know what
additional training programmes for qualified
crew does the owner offer? And what
proportion of total annual crewing cost is
given for cadets /apprentices /trainees?

Also how often does the owner liaise
with the Master & Chief Engineer to discuss
manning levels, workloads etcetera. and
does the owner offer any type of incentive/
reward schemes?  Equally as important:
what standing orders are there for
decision–checking onboard?

This was a point echoed by Anj Chadha,
Global Cargo Development Manager at
RSA, who called on ship managers to strive
to protect the safety and security of their
shipments, as a significant proportion of the
UK economy is dependant on the sea. “To
mitigate the risks, particularly those
associated with exporting cargos of
increasing value and trading with emerging
markets, companies must ensure they have
the appropriate insurance cover in place
including robust risk management practices. 

“Ship owners have a responsibility to
identify and mitigate risks associated with
their vessel and crew and cargoes of value
should be adequately and appropriately
protected. They should not only discuss
their needs with a broker who can help them
to understand and identify different types
and extent of risks; they must review this on
a regular basis to ensure their cover and risk
management practices are up to date.” �
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“Demand for this kind of
insurance is increasing.
Recently, with the

introduction of the GUARDCON standard
[the clearly worded standard contract for
the employment of security guards
onboard, as published by BIMCO], things
have changed completely because ship
owners are fully auditing private maritime
security companies (PMSC) before they
engage them. Owners are requesting
PMSCs must have £5million professional
indemnity, £5m general liability, £5m
employer’s liability, as well as provision of
£250,000 for personal accident per person.
They also have to have kidnap and ransom
insurance available now. It’s a lot of
provision.

“We have a great deal of interaction
with P&I clubs who are vetting the
insurances on behalf of private maritime
security companies, to ensure they have
sufficient coverage for their clients. I believe
in the GUARDCON standard as the right
measure for the industry, in fact, some of our
clients choose to go for £10m [for each
branch of insurance required], as they
believe £5m may not be enough to protect
them fully in the event of something awful
happening.

“PMSCs must have insurance to this
standard to get jobs and if they don’t, they
lose transits. It’s been imposed on them but
ultimately the ship owner is holding the
cards. They want to protect themselves and
if the maritime companies want to do the
job, then a high standard of insurance must
be provided. All the policies we provide are
Lloyd’s policies. Elsewhere, I have come
across some weird and wonderful cheaper
policies which I don’t believe provide the
full cover – cheaper solutions may not
always be suitable for armed security.” �

Protecting the
protectors

allIt’s

in the question
Coral Parfitt, International

Insurance Consultant at Bellwood
Prestbury, discusses the market for

maritime security insurance





China’s shipbuilding industry has
landed a most prestigious order in
the shape of the next generation of

ro-ro/containerships long mooted by the
Grimaldi Group subsidiary Atlantic
Container Line (ACL). The vessels will not
only be the largest ‘conros’ worldwide, but
will be the first to employ a new cargo
carrying configuration enhancing design
efficiency. 

The project is a coup for Hudong-
Zhonghua Shipbuilding, the Shanghai yard
which has distinguished itself in a number of
specialised and advanced fields of
construction including LNG carriers, and also
heralds a new chapter for ACL in providing
extremely versatile liner capacity at lower
unit transportation costs. 

Dubbed the G4 class, as the ultimate
successors to the existing fleet of G3 conros
on transatlantic service, the five newbuilds
will each offer a box capacity of 3,800teu
plus 28,900m2 of ro-ro space, with provision
for 1,307 cars or an equivalent vehicle mix.
With more than double the container intake
of the G3s, and applying the latest propulsion
machinery technology and hull form design,
fuel consumption per box will be reduced by
50%. 

Virtually all conro vessels today stow
containers on deck and lighter ro-ro cargo

under deck, such that the weight rides high,
requiring a great deal of ballast for stability.
While cell guides will continue to be
employed on deck, the G4s signify a
departure in design through the placement of
all ro-ro freight amidships, with containers
stowed in cells fore and aft of the ro-ro
section. This will reduce the ballast
requirement and achieve better utilisation of
the hull envelope. Deliveries of all five
vessels are scheduled for 2015. 

Another of the relatively few
practitioners of the combined ro-
ro/containership concept, Genoa-based
Ignazio Messina, has also made a fresh
commitment to such tonnage. With the final
vessels in its Jolly Diamante-class newbuild
quartet under delivery from Daewoo, the
Italian shipping, terminal and logistics group
has booked four more ships of similar
capacity at another Korean yard, that of STX
Offshore & Shipbuilding. 

The newly-ordered series embodies a
45,000dwt design offering 6,100 linear
metres for ro-ro cargo, or up to 2,900teu
containers, with a service speed of 21.5 knots.
All the ships are due over the June-December
period of 2014, and the reported price of
around $73.5 million per ship indicates a cost
slightly less than that of the incoming Jolly
Diamante type, although the latter have a
somewhat higher payload intake
corresponding to 6,350 lane-metres or
3,001teu. The tonnage is destined for the
Messina liner network connecting the
Mediterranean with the Red Sea, Saudi
Arabia, East Africa and South Africa. 

Bulk liquid chemicals specialist Odfjell
has moved to secure newbuild tonnage on the
basis of comparatively early deliveries. Four
46,000dwt chemtankers, each incorporating
22 coated cargo tanks, have been awarded to
Hyundai Mipo Dockyard, possibly the
world’s most prolific constructor of
handysize tankers, at an en bloc price of
approximately $160m. 

Completions are to be effected between
January and June 2014, and the deal includes

options on a further four vessels. The
contract will provide replacement capacity
for tonnage disposed of for scrap. Arch-
rival Stolt Nielsen is also understood to be
in the market for chemical carriers, albeit
with stainless steel tanks rather than coated
tanks, prompting earnest bidding from
Chinese and Korean builders. 

In the meantime, Hyundai Mipo
Dockyard is set to augment its tanker
workload still further through a letter of
intent from New York-listed Scorpio
Tankers for ninth and tenth medium-range
product carrier newbuilds. Deliveries are
required in January 2014, and this latest
phase of investment will take Scorpio’s
additional commitments to the 52,000dwt
series since the end of 2011 to five vessels,
following the original order for five.
Options on 11th and 12th tankers are
appended to the latest agreement. The lead
ship in the programme, STI Amber, was
handed over in July 2012. 

Canada’s largest international bulk
carrier operator, Fednav, has expanded its
already substantial newbuild programme by
returning to Japan’s Oshima yard, one of
the most skilled practitioners in bulker
design and construction, for a series of
energy-efficient, handysize units. 

The deal has been transacted through
Sumitomo Corporation and calls for six
35,000dwt vessels, adapted to the
dimensions of the St Lawrence Seaway, to
be completed in 2015 and 2016. Such has
been the pace of advance in design
optimisation and marine engineering that
the ships will consume 20% less fuel, with
an equivalent reduction in CO₂ emissions,
than vessels built at Oshima for Fednav
only 10 years ago. The latest contract takes
the number of new bulkers in the Montreal-
based group’s fleet development strategy to
21, starting with the September 2011
handover in China of the 37,200dwt 
Federal Sable. 

Canadian investment in
environmentally-compatible ferry capacity
using advanced power systems has yielded
a valuable, and much needed order for
Italian shipbuilder Fincantieri. Société des
Traversiers du Québec (STQ), a company
controlled by the government of Québec,
has booked an 800-passenger/180-car ferry
specified with an electric propulsion system
employing dual-fuel machinery that can run
on either LNG or marine diesel oil. The
vessel will be the largest in the STQ 
fleet and is destined for the year-round
Matane/Baie-Comeau/Godbout route
connecting the north and south banks of the
St Lawrence. �

NEWBUILDCONTRACTS
BLUE CHIP OWNERS
BUILD TO REALISE
EFFICIENCY GAINS

By David Tinsley

NEWBUILDING
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China’s ascendancy in world
shipbuilding is generally not
mirrored in current profitability

levels, and the weakening in tonnage
demand is exacerbating the yards’
financial situation. 

While industrial scale and government
economic targets put a considerable onus on
management to provide a workflow volume
that secures the requisite resource
utilisation, there is a fiscal and
technological need to attract much more
business at the higher value and more
sophisticated end of the tonnage spectrum.
Furthermore, it is acknowledged that a
greater focus on product value in terms of
both ship design efficiency and standard
will better ensure long-term global
competitiveness and adequate returns on
investment. 

Sinopacific Shipbuilding is among
those demonstrating practical commitment,
rather than just lip service, to principles of
design efficiency, product quality and
delivery punctuality in its export-orientated
strategy. These values find ample
expression in a new generation of supramax
bulk carriers currently under serial
construction at the group’s Yangzhou
Dayang yard for French principals. 

Handed over in early 2012, the
63,200dwt JS Amazon leads a class of 16
geared newbuilds of the Crown 63 design
ordered for operation under the auspices of
Paris-based bulker specialist Setaf-Saget.
The Crown 63 workhorse provides a 9%
increase in loading capacity and 13%
reduction in fuel consumption at the same
service speed relative to the yard’s
preceding series of supramax carriers, the
Crown 58 type. The new ship is attributed
with a 25.6t per day fuel usage at a service
speed of 14.3 knots. 

JS Amazon has the related, added
distinction of attracting the first EEDI
(Energy Efficiency Design Index)
certificate awarded by Bureau Veritas, and
can lay claim to a greenhouse gas emissions
performance measurement 20% better than
the Marpol Annex VI minimum standard.

Equating to the maximum achievable within
the Common Structural Rules, her
deadweight represents a 5% cargo capacity
gain over other modern bulkers of
comparable size. 

Development started with the initial
hull lines from Shanghai-based GreenSeas
Marine Technology, part of Sinopacific.
Hydrodynamic optimisation of the hull and
rudder was entrusted to HSVA, which
undertook a series of tank test model
campaigns in Hamburg to refine the hull
lines and reduce resistance to a low level. A
Nakashima propeller was combined with a
semi-balanced rudder designed by HSVA,
resulting in a lessening of power needs,
further reduced by incorporating a rudder
bulb and rudder fins. 

Sinopacific has applied the same
maxims and technical strategy to the
subsequent extension of its bulk carrier
portfolio, in the shape of the Crown 121, a
so-called mini-cape based on the group’s
earlier 118,000dwt type, the Crown 118.
With a V-bow and ultra long-stroke MAN
’G’-type main engine, the Crown 121’s fuel
consumption is reduced to 38t/day from the
49t/day of the previous design. Through
technical collaboration with Mitsubishi
Heavy Industries, an 82,000dwt type is also
to be added to the range. A key criterion in
the Crown MHI 82 design project, for which
tank testing was due to take place this
summer, is a daily fuel burn of less than 28t. 

Advances in technological tools
available to ship designers and shipbuilders
have much assisted the optimisation
process. The cumulative effect of
incorporating a number of modifications can
be substantial, as seen this year in the
57,000dwt Aquila, the first example in a
new supramax bulker series delivered by the
Jiangsu Hantong yard to Greek operator
Delphin Shipping. Based on a SDARI
design, Aquila burns 14% less fuel oil than
equivalent capacity vessels, thanks to a
derated main engine and correspondingly
optimised propeller, plus a Mewis duct. The
main engine power output requirement was
reduced by nearly 1,000kW to 8,500kW. 

A series of self-sustaining bulkers
promising a substantial advance in fuel
efficiency in the handysize category has
been ordered by The China Navigation
Company (CNCo), headquartered in
Singapore since its 2009 move from Hong
Kong. The 39,500dwt W-class series is to
be constructed by Chengxi Shipyard, using
Finnish company Deltamarin’s B.Delta37
design adapted to CNCo’s specific criteria.
The first of four firmly ordered newbuilds is
due in November 2013 to Sep 2014. 

At a service speed of 14 knots on the
9.5m design draught, and including a 15%
sea margin, it is anticipated that daily fuel
consumption will be little more than 18t.
Deltamarin said that the EEDI (energy
efficiency design index) will be 15.4%
below future requirements. 

The Chinese shipbuilding industry is
also demonstrating its ability to tailor
tonnage to owners’ specific requirements
through the construction of CNCo’s nascent
generation of 31,000dwt multipurpose
cargo vessels, to serve a liner network in the
Asia Pacific region operated under the
Swire Shipping, Tasman Orient, New
Guinea Pacific Line, and Greater Bali 
Hai brands. 

Designed and fitted to meet the
scheduling and turnaround demands of liner
trades, the self-sustaining S-class is
distinguished by its configuration and scope
for mixed payloads of containers, steel
products, breakbulk goods, project cargo
and bulk commodities, in combination with
exceptional efficiency at normal operating
speeds. A major advance in energy saving
has also been assured through the adoption
of fully-electric, high capacity deck cranes. 

Worth around $300m, the contract for
eight vessels of the S-type was awarded to
Zhejiang Ouhua Shipbuilding towards the
end of 2010. Deliveries are due between
January and August 2013, and the owner
holds options on eight further ships in
continuation. 

In the light of the government’s plan to
increase natural gas in the national energy
mix and given edicts relating to the use of
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Chinese enterprises to realise the necessary
shipping capacity development and
ownership, the shipbuilding industry looks
set to receive a fillip at the high-end of the
construction sector. To date, Hudong
Zhonghua in Shanghai is the only Chinese
yard to have constructed LNG carriers, with
five delivered and five on order, and the
company is in the frame for contracts under
the multiple-vessel programme anticipated
over the next few years to support China’s
energy needs. 

The recently signed strategic
cooperation agreement between Nantong
Minde Heavy Industry Co and Cambridge
Energy Group of the US gives rise to
another Chinese contender in the LNGC
newbuild stakes. The pact has ambitious
goals, being focused on the development
and construction of up to nine LNG tankers
of 140,000m3 capacity and 10-12 in the
20,000-40,000m3 range, plus two LNG-
FPSOs (floating production, storage and
offloading units). 

China’s first cruise ship project appears
to be gaining momentum. Although few
details are available as yet, foreign technical
consultancy support is being brought to
bear on a scheme to have a 100,000gt
newbuild, tentatively named China Xiamen,
in service towards the end of 2018,
providing capacity for 2,000-plus
passengers. The vessel is tipped for
construction by Xiamen Shipbuilding
Industry Co, and Chinese sources say that
she will be operated by a subsidiary of the
Shan Hai Shu group, a Beijing-based
conglomerate that already has a cruise
tourism development agreement with Royal
Caribbean International of the USA. 

The production and outfitting of the
China Xiamen would provide the country’s
shipbuilding and allied industries with a
new opportunity to advance along the value
chain. The scheme would also help the
export-led economy to create a stronger
platform for developing the internal market,
and most especially for tapping the
potential offered by China’s rapidly
expanding middle classes. 

China’s plans to construct a large and
highly advanced research icebreaker reflect
national aspirations as to involvement in the
resource-rich polar regions, and the project
can be expected to create a new
technological platform for the shipbuilding
industry. Aker Arctic Technology has been
retained to undertake the conceptual and
basic design of the envisaged polar research
and expedition vessel, of some 120m in
length with accommodation for 90
personnel and powered by a diesel-electric
plant. Construction at a yet to be designated
Chinese yard will be to PC3 ice standard,
under dual classification from China
Classification Society (CCS) and Lloyd’s
Register (LR). 

Testament to the acceptance of the
pressing need for the industry to raise its
game in terms of operational efficacy and
environmental protection is the recent
agreement between CCS and China Cosco
Bulk Shipping (Group) to strengthen and
promote bilateral strategic cooperation in
the field of ship energy efficiency
management.

Under the initiative, the ship owner’s
three shipmanagement entities, Cosco Bulk,
Cosco Qingdao and Cosco Shenzhen, will
conduct research into energy saving
technology and procedures, and implement
energy efficiency management systems at
sea and throughout the companies. CCS
will carry out audits based on related

international and national requirements as
well as the society’s own rules for
certification of ship energy efficiency
management. 

The prospect of an influx of orders for
LNG carriers and some other sophisticated
tonnage types will have a positive impact
for China. But the yawning gap with South
Korea in the relative shares of the most
capital-intensive newbuild work has been
accentuated this year by the continued
success of the Korean majors in landing the
bulk of the new contracts for drillships and
other large, highly-specialised offshore-
related vessels and equipment. 

Orders won by Korean shipbuilders in
the first six months of 2012 amounted to
3.31m compensated gross tons (cgt),
representing 37.7% of the global total of
8.77m cgt, according to the Ministry of
Knowledge Economy. China’s intake over
the same period was 3.03m cgt, or 34.5%
of the whole, while new contracts at
Japanese yards came to nearly 1.1m cgt, as
a 12.3% market share. While overall
ordering was down by about a half relative
to January-June 2011, the decline in
specialised segments such as gas tankers,
drillships and offshore plant was less, at
25%, and the Korean intake in those fields
was pronounced. 

The concentrated value of business
attracted by Korean yards was exemplified
this year by Daewoo Shipbuilding &
Marine Engineering’s success in landing
the $2bn deal for the construction of the
1.2m-barrel storage capacity FPSO for the
Ichthys LNG project in Western Australia.
The unit will be used to handle condensate
received from the offshore gas processing
facility, for transfer to overseas-bound
tankers. 

Daewoo has subsequently attained
another milestone by attracting its first
order for an LNG-FPSO. Due to be
delivered to Petronas in June 2015, and
jointly designed by Daewoo and French
engineering contractor Technip, the floating

LNG (FLNG) facility will be
moored off the Sarawak coast, to

provide the Kanowit field with an
annual handling throughput

of 1.2m tonnes and
storage capacity of

180,000m3. 
Hyundai Heavy

Industries also put
down a new
marker for the
industry by
winning a contract
for what is claimed
to be the largest-

ever
semi-submersible

drilling rig. To be built
for Fred Olsen Energy at
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HHI’s new Gunsan shipyard, which was
established in 2010, the rig is destined for
North Sea operations in 2015. As turnkey
contractor, HHI will undertake all work
including engineering, procurement and
commissioning under a deal worth $700m,
with the prospect of a repeat order. 

Sustained Korean prowess in large and
ultra-large containership construction was
recently underlined by the award of a
$1.2bn contract to HHI for 10 vessels of
13,800TEU, for operation by Evergreen

under a charter agreement with the Greek
company Enesel. This is the largest boxship
order placed worldwide this year. 

Korean expertise in the offshore and
LNG sectors, both of which have generated
strong demand at a time of constricted
merchant ship ordering and falling vessel
values, has dealt the nation a stronger
shipbuilding hand than any other. Although
overshadowed by the scale of the industry
in Korea, only Singapore has achieved
similar success in the offshore domain, and

particularly so at the higher-value end of 
the business.

Japanese shipbuilders’ focus this year
on designs affording added-value by
combining increased energy efficiency with
optimised cargo intake has been assisted by
government funding for technological
research through various channels,
coordinated by ClassNK. 

In fact, an unprecedented level of
collaboration forged between government,
the shipping and shipbuilding industries,
class and academia to foster designs and
technologies in keeping with the drive for
long-term ‘sustainability’ provides a solid
basis for the future, since it heralds more
efficient, more competitive vessels and
systems. The fact that a strong shipping
sector is regarded as ultimately important
to the nation’s economic wellbeing, rather
than just another service that can be bought
in or a field in which to engage in asset play,
bears fundamentally on strategies shaped
by long-term thinking. 

In one of the most recent initiatives, in
which the society is partnering Imabari
Shipbuilding and Sayonas Shipbuilding,
ClassNK has started shipboard tests in
connection with the development of an
operating support system to optimise vessel
energy efficiency performance in actual
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service conditions. ClassNK now heads the
league internationally in terms of classed
gross tonnage, and its sustained plough-
back of earnings into R&D clearly produces
results that resonate with the client market. 

Having allocated extra resources to the
drive to make cruise vessel construction a
regular component of the output from its
Nagasaki shipyard complex, Mitsubishi
Heavy Industries landed a body blow on the
European competition by winning a
contract from Carnival Corporation for two
125,000gt ships to be built for the US
group’s AIDA Cruises brand. MHI
endeavours to confer added design value
features, in particular, the nomination of the
Mitsubishi Air Lubrication System (MALS)
for each of the vessels, whereby the
injection of air bubbles along the underside
of the hull will reduce frictional resistance
to the anticipated extent of cutting fuel
consumption by approximately 7%. 

The concept has already been verified
in application to two small Japanese module
carriers, in which fuel savings of 6% have
been recorded in service. MALS has also
been adapted for containership and bulk
carrier applications. In the context of the
latter, three 95,000dwt grain carriers to be
constructed by Oshima Shipbuilding for
US-based Archer Daniels Midland (ADM)

will incorporate the system. Together with
improved main engine performance,
propulsion system and hull form design,
MALS is contributory to the overall 25%
energy and CO₂ emission savings claimed
for the new bulker type relative to
conventional tonnage.

NYK Line has recently introduced a
91,400dwt coal bulker, the Soyo,
incorporating air lubrication. Developed by
the owning group in conjunction with in-
house Monohakobi Technology and Oshima
Shipbuilding, the system pumps scavenged
air under the hull, creating a layer that
reduces drag. Initial sea trials indicated that
the system could yield a CO₂ reduction, as a
consequence of lessened power
requirement, of 4% at deep draught and up
to 8% at shallow draught, although actual
CO₂ reduction and fuel savings are likely to
be lower under normal operating conditions. 

In the bulk carrier field as a whole,
Japan demonstrates not only exceptional
productivity, with an emphasis on serial
output, but also unerring attention to design
enhancements relating to energy efficiency
and overall transportation efficiency, with
associated environmental impact benefits. 

For instance, optimisation within the
existing panamax beam constraint (32.26m)
in conjunction with advances in hull form

design is expressed in the 2012-built Key
Journey, constructed at Universal
Shipbuilding Corporation’s Maizuru yard.
The 80,600dwt bulker is the first to embody
the Leadge-Bow, claimed to provide
superior performance at sea relative to the
Ax-Bow, which was fitted to more than 90
vessels. The newly-developed Leadge-Bow
reduces wave resistance not only in the
laden state but also in the ballast condition.
It is expected to reduce the power
requirement by as much as 4% or 5% in a
seaway compared to a conventional 
bow form. 

Key Journey is also fitted with Surf-
Bulb and Super Stream Duct (SSD)
propulsion improvement devices aft and
forward of the propeller, respectively. She is
the 17th example of the builder’s latest
design offering the largest deadweight and
cargo hold capacity (95,980m3) within
panamax parameters. 

Despite the still considerable backlog of
bulker newbuild tonnage and market
fragility, the endeavours of Japanese and
Chinese yards in developing new, ‘super-
efficient’ designs has provided owners with
the opportunity to modernise fleets with
keenly-priced tonnage promising improved
operating margins and a stronger platform
for the long-term. �
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The Chinese scientific vessel
Xuelong, or Snow Dragon, has just
completed its first voyage along the

Russian-controlled Northern Sea Route
(NSR) connecting the rich and voracious
markets of the Eastern and the Western
Hemispheres of the globe across the
rapidly melting Arctic Ocean. China looks
to the Arctic in the hope of establishing a
secure trade route and a source of plentiful
new raw materials.

Its research ship, the world’s biggest
non-nuclear icebreaker capable of
ploughing through ice 1.2 metres thick,
carried more than 100 ocean scientists
including guests from Nordic Europe and
Taiwan. China has been operating a very
active scientific research station called
Yellow River in Norway’s remote Ny-
Alesund in the Spitsbergen Archipelago
since 2004. And it has ordered another,
even bigger, state-of-the-art Polar research
ship from Aker Arctic Technology Inc. of
Finland for €5 million.

China has arrived in the Arctic. That
country is the world’s largest energy
importer and also its second largest
economy, nearly half of whose GDP is
related to shipping. China National
Petroleum Corp. has reached a strategic
accord with Sovcomflot of Russia for

collaboration in the transport of Arctic
offshore hydrocarbons through the NSR.

Russia is building the biggest ice-free
Arctic seaport envisaged for the NSR at
Sabetta in the Yamal Peninsula to
accommodate the China trade. China is
preparing to access the NSR through La
Perouse Strait from the ice-free North
Korean port of Rajin, which is now being
rebuilt for substantial trans-shipment
business under a 10-year lease.

The maze of navigation channels
comprising the NSR near the 17,500km
Russian coastline connects Novaya Zemlya
with the Bering Strait. This route is becoming
ice-free and therefore ready for business
faster than the alternative North-West
Passage in Canada's Arctic Archipelago. Both
shipping routes will significantly reduce the
distance and the consequent time and
commercial and environmental cost of
transport between Europe and Asia.

There are unconfirmed but persistent
and very plausible reports of advanced

discussions taking place on the construction
of another major trans-shipment base in the
deep fjords of Iceland. It would be equipped
to handle a new class of large, strengthened
container ships planned by China for the
Arctic traffic.

Iceland, which is strategically placed
halfway from Northern Europe to the East
Coast markets of North America, has been
developing unusually warm relations with
China. Wen Jiabao, the Chinese premier,
recently visited Iceland as well as Germany
and Sweden, and Hu Jintao, the state
president, went to Denmark in a rare,
coordinated charm-offensive.

These developments are acting as a
magnet for investment close to €81.5bn
heading for the Arctic this decade to make
the most of the business opportunities
brought by climate change. But Richard
Ward, Chief Executive of Lloyd’s of
London, the world’s biggest insurance
market, preaches caution. Lloyd’s is
advising shipping  companies to consider
the exorbitant cost of oil spills in
inhospitable areas before taking to the
warming waters of the Far North.

China is the world’s second biggest
economy whose GDP is set to surpass that
of the US by 2016. The country has no
Arctic coastline. Its government has been at
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China has expressed its
commitment to the principle
of maritime sovereignty rights



pains to emphasise at all forums its
commitment to the principle of maritime
sovereignty rights as defined by the United
Nations Law of the Sea Convention.

Yet it has cautiously refrained from
unveiling a formal Arctic navigation and
development policy pending the
replacement of seven of the nine members
of its ruling politburo standing committee
by younger Communist Party executives.
The new leadership will be introduced
very soon, followed by a comprehensive
policy statement on the Arctic.

Its direction will profoundly affect the
global shipping business for decades to
come. The argument probably dominating
the current policy debate has been
described during a memorable, candid
moment at a press conference hosted by
Cui Hongjian, a top official at the key
China Institute for International Studies.

As he put it: “Countries sited closer to
the action, such as Iceland, Russia and
Canada, may wish that the Arctic was
private or that they had priority to its
development. But China insists that the
Arctic belongs to everyone. Just like the
moon.”

China perceives a confluence of
interests with many countries beyond the
Arctic Circle, especially the European
Union (EU) as a whole, which sails just
over 20% of the global merchant fleet
under its 27 flags. The principle of free
navigation through the changing
environment of the Arctic is an essential
component of optimistic forecasts
published by the European Commission,
estimating the likely growth of the number

of vessels in excess of 500dwt worldwide
from 77,500 trading in 2008 to100,000 by
2018.

Germany, the most economically
successful EU member, is expected to
double the volume of its current trade with
China within five years. It has been deeply
involved in developing the Arctic shipping
link. Indeed, the first historical,
commercial voyage across the NSR
ventured by a ship owner outside Russia
was accomplished in August-September
2009 by two ships of Beluga of Germany.

That voyage was rewarded by savings
of 5,500km and close to half a million
Euros from the cost of the conventional
itinerary through the Suez Canal. The lust
for trade and the relentless acceleration of
global warming have widened the
industry’s Arctic profit opportunities ever
since.

Margaret Blunden, Director of
International Security Studies at the
London Academy of Diplomacy,
University of East Anglia, views the
emerging Arctic trade links as a timely
solution to many of the industry’s
problems.

“The Panama and Suez canals are both
approaching their carrying capacity,” she
writes in an outstanding global analysis
released by Britain’s Royal Institute of

International Affairs. “The ever larger and
faster vessels in which shipping
companies are investing will not be able
to pass through the Suez Canal in its
present form. An increasing proportion of
commercial traffic between Asia and the
North Atlantic already travels the lengthy
and expensive route round the Cape of
Good Hope.”

Her study – Geopolitics & the
Northern Sea Route, International Affairs,
Chatham House, London – considers a
range of hazards to commercial maritime
traffic potentially bypassed by the Arctic
links. These could include blockages or
accidents at maritime choke-points,
instability in the region bordering the Red
Sea, threats of piracy off the Aden coast
and combined piracy and terrorism
emergencies in South-East Asia. Such
hazards might have been magnified before
the promise of the Arctic links by the
reliance of the maritime economy on
integrated supply chains and just-in-time
management techniques placing a
premium on secure and prompt delivery.

But she notes that major “changes in
transport routes have been historically
associated with seismic shifts in the
balance of economic and political power”
and “the drive to secure port bases and the
deployment of naval forces have
historically followed in the wake of the
merchant ships.” She portrays a realistic
nightmare scenario of the Chinese Navy
tasked to protect the national merchant
fleet confronting Russia and the West in
the Arctic with a challenging new security
environment.

Even beyond the rewards of global
shipping, the treasures of the Arctic up for
grab are enormous. Up to a quarter of the
world’s undiscovered, recoverable
hydrocarbon reserves are locked in the
Arctic seabed, according to estimates
published by the US Geological Survey.
Huge additional iron, gold, zinc and
diamond deposits as well as food
resources suddenly made accessible by the
retreat of the Arctic ice cover are awaiting
commercial exploitation.

China imports the bulk of the energy
and much of the raw materials consumed
by its fast developing manufacturing
industries, the very source of its power. It
may well make a tough stand for a share.

Russia’s prevailing regional military
deployment has so far defended its de
facto control of the NSR. But its
sovereignty claim for the area remains
disputed by China as well as the EU, the
US and many other countries that prefer to
view the Arctic riches, including the
shipping profit opportunities, as the
common inheritance of humanity.

At present, most ship owners and their
governments involved in the Arctic trade
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place top priority on cutting navigational
risks and safeguarding the vulnerable
environment. But many specialist
observers in industry, government and the
universities believe that, as the ice
continues to recede in the Arctic, the right
to innocent passage and unhindered
freedom of navigation may well be
increasingly demanded by many operators.

In the longer term, China is widely
expected to issue a robust challenge to 
the exclusive Arctic navigation and
exploitation rights made by Russia and
Canada. That emerging giant of the
shipping lanes is fast becoming a
formidable naval power. One of the first
decisions certain to be made by the new
Chinese Communist Party politburo is to
pursue resolutely an aggressive naval
investment policy launched in 2009, aimed
at the creation of a world-class force
capable of securing the country’s
expanding trade routes.

Conflict resolution of territorial
disputes within the Arctic Circle is the
province of the UN. Environmental
matters and navigational safety issues
come before the Arctic Council, an inter-
governmental forum that has recently put
in place a legally binding regional search-
and-rescue accord.

The council comprises Canada,
Denmark, Finland, Iceland, Norway,
Russia, Sweden and the US plus non-
voting representatives of indigenous
Arctic communities and six permanent
observers: Britain, France, Germany,
Holland, Poland and Spain.

China has been campaigning hard and
unsuccessfully for a permanent observer
status on the council in the hope of
influencing policy. So have many other
major shipping and shipbuilding countries
such as Brazil, India, Italy, Japan,
Singapore, South Korea, and the EU.

The council intends to address the
issue of permanent observers next year.
But its deliberations then will be chaired
by Canada, which also shares Russia’s
fears of Chinese influence in the region.
This could leave China out in the cold
again, and the council increasingly

marginalised – at a time when global
warming makes its environment
protection function increasingly relevant.

Newly released maritime satellite
images indicate that the rate of ice loss
over the Arctic is far greater than
predicted by many scientists. The findings
are in line with pessimistic projections of
an approaching calamitous, self-
generating  “tipping point” in the global
climate, driven by a chain of events
precipitated by the disappearance of Polar
the ice shield encouraging further
warming that in turn accelerates the
release of Greenhouse gases held by the
frozen seabed. The region may become
largely ice-free by the summer of 2020.

Despite the warming process,
however, a substantial oil spill in remote
parts of the Arctic would remain virtually
impossible to clear to up, Kumi Naidoo,
International Director of the environment
protection campaigner Greenpeace, has
told a Moscow press conference.  

He was launching a risk assessment
report released jointly with the World
Wildlife Fund. Its warning could save
huge disaster mitigation funds for ship
owners. �
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Berth of a
new generation
Amid claims that many owners are not doing enough to accommodate
cadets on their vessels, SMI looks at how training is viewed as a cost
and what some operators are doing to nurture new talent



‘Training is not an optional extra’
boomed renowned maritime
commentator and SMI columnist

Michael Grey in the previous issue of this
magazine. 

‘The lack of accommodation for cadets
and trainees is a scandal, made doubly so by
the way it has enabled owners to wash their
hands of any training obligations by simply
pointing out that there is not a single cabin
available for even one cadet,’ he continued.

In light of this scathing attack, just how
do companies view training as a cost and is
it something which has fallen by the wayside
in light of these tough times in the global
economy?

Captain Kuba Szymanski, Secretary
General of InterManager, agreed with Mr
Grey that some companies had cut back on
training in a bid to balance the books.

“There are companies who thrive on
training their personnel – these are the blue
chip companies who really understand that
personnel is their most important asset. They
are training people at sea and ashore. They
are combining team-building activities to
bridge the gaps, they are training in culture
differences and allow for full co-operation.

“Then there are companies who do what
is required – train to the dreaded ‘minimum
standards’, but they do train. And then there
are companies who do not train at all.”

Capt Szymanski said many of the big
companies like Bernhard Schulte
Shipmanagement and the Anglo Eastern
Group were investing heavily in cadets and
setting up their own training centres, while
other companies waited to poach the final
‘product’.

He also agreed with Mr Grey that there
was often a lack of onboard accommodation
for cadets: “Fewer and fewer companies
provide berths for cadets. We, at
InterManager, pledged to have at least two
cadets per vessel, but for the whole shipping
industry that is not enough.”

He said lack of accommodation was
often used an excuse, as there were still

vessels around which were built with Chief
Stewards and Radio Officers in mind:
“These two posts are long gone so cadets
could easily be accommodated onboard,” 
he said.

Copenhagen-based Maersk Tankers said
it did not have dedicated berths on its vessels
for cadets. 

“We currently have more than 500
cadets at various stages of training and they
are generally accommodated on vessels
where spare accommodation is available.
This not only gives them the opportunity to
sail on different types of tanker vessels that
we operate, but also enhances their overall
learning experience,” said Head of Training
and Development Santosh Khosla.

Commenting on Mr Grey’s statement
that there is a lack of accommodation for
cadets, Mr Khosla said: “Indeed, not all
ship owners and managers invest in cadets
and hence they end up poaching trained
officers from the market, trained by
companies such as ours, which not only
creates a vacuum of officers in the market
but also delays the process of training new
officers to close the gap.”

Lars T Ugland, Chief Executive Officer
of L T Ugland Shipping, which is based in
the Isle of Man and owns a fleet of bulk
carriers, said his company took training
very seriously and did accommodate cadets.

“We train two cadets on every vessel.
We feel it is a must since we have a
shortage of good quality officers.”

He said of training in general: “It is a
cost element but this is taken over the
OPEX and it is insignificant in the bigger
picture. We invest in people onboard and
onshore and see it as an investment in our
future. We have not even mentioned cutting
such investments.”

Training at New York-headquartered
Overseas Shipholding Group, one of the
largest oil tanker operating companies in
the world, is not just important it is
“essential” according to its Senior Vice
President and Head of International

Shipping Operations, Captain T Blackley.
“We believe that training and education

is essential to successful operations as it
leads to increased competency,
performance and job satisfaction. Training
reduces the likelihood of accidents,
incidents and casualties.”

Captain Eduard Tkalcic, Vice President
and Head of International Crewing, added:
“OSG is dedicated not only to training but
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to education. Seafarers need to broaden
their knowledge, not only seamanship
skills.”

OSG conducts its Maritime Resource
Management training in-house and it also
has its own bridge, engine room and cargo
handling simulators. It has primary training
centres in Manila and in Tampa, Florida
along with computer-based training in
Croatia, Poland, Russia and China and in
addition to these it also offers officer
conferences and leadership and mentoring
programmes.

Most of OSG’s vessels do have
accommodation for cadets and its most recent
newbuildings and two future newbuildings
all have accommodation for cadets. The
company currently has 73 cadets mainly of
Filipino, Chinese, Russian, Venezuelan and
US nationality.

“We have always maintained our cadet
programme in line with manning needs,” said
Capt Tkalcic. “It has varied between 50 and
80 cadets adjusted to fit our manning needs.
It is not limited by lack of accommodation
space. Today, we have sufficient operational
level officers for the next few years; therefore
our current cadet programme is adequate.”

Capt Blackley said OSG had, over the
past five years, made a “substantial
investment’ in its training centre in Manila,
installing an integrated full mission bridge
and engine room simulator and a liquid cargo
handling simulator.

“While this was costly, it is an
investment in our future to satisfy our
manning needs and enhances the quality of
our seafarers.”

Despite these large investments,
however, he did admit the company had
pulled back on non-essential training which,
for many years, has been provided to enhance
the quality of seafarers. 

“These non-essential courses are
currently being deferred to reduce costs.

However, we take a long-term view of
training and education and we continue to
provide more than statutory requirements.”

Capt Blackley continued: “Developing
a cadet to a management level officer
position takes 10 to 12 years. We have not
interrupted these programmes during the
current poor markets as it would limit our
ability to take advantage of the market
upturn.”

Morten Arntzen, OSG Chief Executive
Officer, added: “It is incumbent upon
individual companies to prepare the next
generation of seafarers. We believe in
providing ‘cadet-to-captain’ careers for our
seafarers so we take our cadet programmes
seriously. Our company quality of service
depends on us having competent, capable,
long-term employees.”

Maersk Tankers’ Mr Khosla said there
was definitely a cost element involved in
cadet training but his company too viewed
this cost as an investment for the future “as
the benefits and advantages of having
officers coming from the cadet pipeline is
definitely worth the expense in the long run
vis-à-vis in terms of attrition, performance
and company values and awareness.”

Has Maersk Tankers seen any training
costs cut in the recent economic climate? 

“Throughout the years, our annual
cadet training budget has always remained
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relatively constant regardless of the
economic situation,” said Mr Khosla.
“However, there are measures and efforts
taken to ensure that a high standard of
training is attained albeit in the most
economical way.”

So, how can those employers across
the industry who are not doing enough to

provide more training places for young
people, be encouraged to do so?

Mr Grey talked in his column about a
complete exemption against gross tonnage
for cadet cabins and any spaces used for
training, along with some ‘sensible
revisions’ of the 1969 Tonnage
Measurement Convention, but it seems
there are more simple ways.

“By making themselves ‘cadet
friendly’,” said InterManager’s Captain
Szymanski.

“Europe is full of young people
willing to go to sea. Cork, Warsash,
Gdynia, Szczecin are full of young cadets
waiting for their opportunity to join the
shipping companies – they need a helping
hand with getting berths onboard.”

Going back to the topic of
accommodation, he said: “Lack of
accommodation is often used as an excuse.
Existing vessels could be utilised and we
could have more cadets than there are
presently onboard. Let’s not use this
excuse as a smoke screen. Let’s use the
capacity available to the full extent – this
alone would help the situation
enormously.”

Mr Ugland said: “With the shortage of
good quality officers I feel employers
should have all the encouragement needed
to place cadets onboard every vessel.”

“Creating awareness on the positive
aspects and benefits of training cadets to be
future officers might help employers to be
more convinced and to have more interest
in this area,” said Mr Khosla.

Capt Szymanski said those companies
who do invest well in training were
currently concentrating on areas of training
that had been made compulsory – ECDIS
was high on the agenda for many, followed
closely by the Maritime Labour
Convention (MLC) 2006 which has now
been ratified by 30 International Labour
Organization (ILO) member countries and
is set to come into force next August.

“Good companies are also providing
more and more ‘soft skills’ for their senior
officers ashore and at sea,” he added.

OSG’s Capt Blackley said its training
was currently focusing on competency
evaluation and education and behavioural
aspects such as educating seafarers to
behave safely and to intervene if they see
an unsafe act.

He said the company’s training
methods were working well and paying off.

“In-house resource management and
simulator training enables us to continue
to reduce incidents and our operating
expenses while at the same time
increasing the quality of service to our
customers.” �
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What must it be like to be in a
ship rolling through 40
degrees? Not much fun. I was

in a small ship in the Irish sea on a
coastal run job to Liverpool when we
rolled to more than 30, according to the
third mate who was watching the
clinometer on the bridge, clinging to the
telegraph. I was in the saloon, trying
desperately not to laugh at a very senior
master, scraping the entire contents of a
plate of green pea soup (with sippets)
which had gone down his shirt front as
the ship lurched to starboard.
Unfortunately, as I was the sole survivor
of the crew which had brought the ship
home from Australia, he blamed me for

the vessel’s stiffness and violent motion.
But the soup made it worth the abuse. 

We used to think we could control the
motion of a ship fairly well, as we arranged
the stow and tank contents for long ocean
passages. We did get caught out sometimes,
but it seems to me that those operating
container ships seem to suffer far more
from violent motion than we ever did. The
matter of ‘control’, which we largely had
and the crew of a modern containership
have not, may well have something to do
with this difference. And we didn’t have to
pile containers, without much clue as to
what might be in them, seven high on the
hatches. 

It doesn’t help that many of those who
stuff containers work on the principle that
as long as the doors shut, the weight is
irrelevant. The fact that they believe
strongly that “the customer is always right”
and would threaten to take their cargo
elsewhere if their overweight box was

turned back at the terminal
gate, doesn’t contribute
much to ship or terminal
safety either. 

We might at long last get
some traction on this scandal

of overweight and mis-declared containers,
after a whole range of shipping and port
organisations have inveighed against it,
taking their complaints to the International
Maritime Organization. But it may not do
enough to stop containerships rolling like
pigs and falling victim to violent motions
that hurl 40ft boxes into the sea and
collapse stows. 

These long, narrow ships are built for
speed and fast deliveries, but these very
characteristics seem to make them
exceptionally prone to violent motions.
Some say they need active stabilisation,
while others suggest that the speed
merchants who designed them have fined
down the bilge keels so much to reduce
resistance that they scarcely provide any
benefit. It’s not that much better when the
ships are light, as they are often running
between Asian ports, when they are too stiff
for comfortable motion in bad weather. It’s

not that long ago that the 8,749teu
Chicago Express, caught in a typhoon
with a high GM between ports was hit by
a succession of huge waves that hurled
the ship on her beam ends, catapulting
the lookout and master across the bridge
and fatally injuring the former. 
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One of the curiosities of that case was
the revelation that in this huge wheelhouse
nobody had bothered to install handholds,
presumably because nobody responsible
for detailed design could ever have
imagined this huge ship being flung around
like a cork. Maybe that shouldn’t surprise
us. I remember talking to the designer of
one of the world’s biggest passenger ships
who told me that he had to fight like fury to
get the builder to install rails in the great
long alleyways, to stop the passengers
bouncing around like peas in a drum if the
weather turned nasty. The builders, who
probably visualised the design of a landside
luxury hotel, thought it would spoil the
look of the internal spaces, but I bet
everyone was very glad when the first
storm didn’t produce angry and litigious
passengers. 

Maybe, as we become used to ships of
enormous size, operating with the precision
of the Swiss Railways, we tend to lose
sight of the power of the sea and its
capacity to confound us. The phenomenon
of parametric rolling, which presumably
was around before we had 25 knot

containerships with boxes
seven high on deck, didn’t
seem to be the horror it is
today, when we have very
big ships falling on their
sides and shedding boxes
like autumn leaves. 

Ignorance has got a lot to do with the
problems. We have the ignorance of
weights and contents and the cavalier
attitude of anyone who could do anything
about this. Those who dictate the schedules
of these modern cargo liners are ignorant
of the powers of wind and weather and
only concerned with ensuring that Sears &
Robuck in Chicago get their Thursday
delivery. Typhoons off Japan and deep
lows off the Aleutians are somebody else’s
problem. 

And it often strikes me that nobody
ever asks the owners of that cargo whether
they want to see it snug in a hold (away
from boilers) or are happy to have their
precious goods perched on the forecastle
five high and serving as a breakwater to all
the boxes abaft them. They are kept
ignorant, too. 

It might
help if we could
contrive to get
naval architects
to sea
occasionally,
just so they
could experience the wonders of
the deep and hopefully a typhoon
or two. It gives mariners a certain
humility that they wish others 
might share. �
Michael Grey, MBE, is an
internationally respected maritime
commentator
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Summer is usually a time for
reflection as family holidays occur
and commercial trade generally

slows down in the Northern Hemisphere.
Most Western governments also have a

summer recess in August which adds to the
traditional slow-down.

Unfortunately, this year the summer
recesses look like the preambles of a really
bad winter across the shipping industry.

Simply put, ship owners have got so far
ahead of themselves with their ordering
binge in the second half of the last decade
that the oversupply of cargo capacity to
demand is at an all-time high.

If that isn’t enough, the ordering of new
ships has picked up again particularly in the
tanker and container markets. This is
despite the fact
that bank

financing is almost impossible to find.
Some yards are taking orders with just a
deposit of 20% or less, no evidence of
subsequent installment finance and no
refundment guarantees.

Meanwhile, period time charters have
almost totally disappeared and the majority
of both the wet and dry bulk fleets are
trading in the spot markets. The published
results of the various public companies for
Q2 2012 reflect what can only be described
as a growing disaster across the board.

Banks are reluctant to foreclose and
take over the ships and surprisingly still
seek to maintain the original debt levels on
deals even where interest only is being paid
and the ship values are way below their
outstanding principal.

Add to this the fact that many of the
ships trading in the spot markets will only
earn income for 200 days of the year, and
the future scale of the problems gets worse.

It was too easy to get into shipping 10
years ago and the combination of ignorant
equity investors fed by reckless fee
grabbing investment banks, together with
commercial banks with excess capital
managed by inexperienced loan officers,
and we have our own version of the sub-

prime mortgage disaster.
Shipping cannot solve its current

problems without some radical actions
being taken.

I could argue
that shipping has
reached the same
point as passenger
aviation did more

than 20 years ago. Airlines found they could
not afford to own all the aircraft they needed
to operate all of their routes. Their balance
sheets would be swamped with debt and
their equity requirements would be
enormous and unfundable. Furthermore their
income streams are in many cases more
uncertain than future shipping spot markets.

The big difference between the
industries is that the airlines are great
equipment operators that deeply understand
their industry and the importance of 
well maintained equipment and well
qualified crews.

Shipping has for many years attracted
capital speculators who have little or no
experience in ship operations, rely on
brokers to find charters and only have a
short-term view of their investments. For
some operating a ship was a temporary
inconvenience between buying and 
selling it.

The opportunity to build new ships
initially encouraged the gamblers, as the risk
capital was limited to the contract deposits,
options for extra ships were free and the
ships and or the contracts could be sold into
a highly efficient market.

COMMENTARY SLATER ON MONEY

slater
on money

Time for some changes
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Specifications did not matter,
construction supervision was unnecessary
and all the monies could be managed through
offshore tax free accounts.

If the aviation industry was owned by
these shipping gamblers flying would be a
chaotic and dangerous business.

Instead the planes are mostly owned by
large well capitalised companies that lease
them to airlines on a long term basis. The
majority of all new passenger and cargo
aircraft are today ordered by the leasing
companies, leaving the airlines to operate
them and manage the business without
having to find the capital to own the planes.

What shipping needs now is some strong
well capitalised companies owning the ships
and leasing them on a long-term basis to
experienced ship managers who would
maintain, crew and operate the ships to a
high standard on charters to cargo owners
and their customers.

This would create more standardised
fleets of ships operated by different
managers but inter-changeable when
necessary as demand changes in different
parts of the world. Ships do not need to be
sized for every different dry cargo but more
for the ports they are looking to service.

Slow steaming is an artificial action
solely designed to save costs on fuel but
causes problems with the main engines and

makes navigation in rough waters infinitely
more difficult. This, together with huge
cutbacks in maintenance and repair and the
reduction of spare parts to a minimum, will
create serious equipment problems ahead
as well as safety problems for the crew
which are already underpaid and
unrecognised by many of today’s owners.

The container shipping industry is well
on the way to the leasing solution and other
sectors need to follow. �
Paul Slater is Chairman and CEO of
First International Corporation

COMMENTARYSLATER ON MONEY

Shipping ‘gamblers’ out for a quick,
easy investment have contributed to
testing times for the industry



Across the Eurozone and North
America, demand for heavy lift
and project logistics has declined

as a direct result of the slowdown in
infrastructural development and
investment in large construction projects. 

In the medium to long-term, the
outlook is cautiously optimistic, with
improvement expected as governments act
to stimulate growth and strengthen their
national economies. But, for now, many
heavy lift service providers are turning their
focus to the world’s emerging economies,
where demand for specialist services is
being driven by booming oil and gas
industries, increased domestic demand and
a commitment to strengthening intra-
regional trade. 

Africa is an excellent example. It offers
many opportunities for heavy lift and
project logistics providers with the
experience, resources and financial strength
necessary to meet the challenges. As a
continent, it is rich in natural resources, as
witnessed by burgeoning oil and gas
operations in most sub-Saharan countries,
with new production starting in Ghana,
Nigeria and Angola, and active offshore
drilling in Mozambiquan, Tanzanian,
Kenyan and Ugandan waters. 

Heavy lift and project logistics services
are needed from the very start. It takes
considerable infrastructure development to
deliver oil and gas from source, so a reliable
provider is needed to set things up from the
get-go. But Africa is a large, diverse and

complex continent that
presents a wide variety of
challenges to those
seeking to establish the
supply lines. Reserves
have been discovered
across a breadth of
locations, each with their
own unique set of
problems to be overcome.
And likewise, in many
locations, the supporting
infrastructure across and
between many African
countries is comparatively
underdeveloped. 

That’s where a specialist logistics
provider comes in. They are the ones who
can bring in vital parts for oil rigs and
production platforms, as well as
construction materials to build road and rail
networks, ports and everything that makes
up the industry’s support system. 

While relatively undeveloped
infrastructure has made many African
countries prime markets for heavy lift
specialists, it also presents them with major
challenges. Local experience, expertise,
contacts and resources are a must to
overcome the geographical, bureaucratic or
financial obstacles that can stand in the way
of success. 

GAC provides specialist shipping,
logistics and marine related services across
sub-Saharan Africa through its own offices
in Nigeria, the Republic of Congo, Angola
and South Africa, supported by agency
agreements with partners in many other
countries. This regional network enables us
to provide streamlined and coordinated
multi-modal transport solutions, across
borders.

Sri Lanka is another thriving heavy lift
market. The country is working full-speed
ahead to put its past problems behind it and
capitalise upon its strategic location
between South-East Asia and the Middle
East to become a major transport hub. 

Great progress has already been made
in upgrading the country’s existing
infrastructure through large-scale projects,
including the rehabilitation of the rail

network operated by the Indian Railway
Corporation (IRCON) in the north and
north-east. GAC has played a leading role
in achieving that goal by clearing and
forwarding rails and sleepers to help boost
the network’s capacity and efficiency. 

While much of the demand for heavy
lift services in emerging economies is
driven by the oil and gas sector, other
industries like mining, construction and
alternative energy provide many more
opportunities. 

China and other nations throughout
Central and Southeast Asia are investing
heavily in the development of a sustainable
infrastructure to enhance intra-Asia trade.
For example, an increased budget of 20
billion Yuan (US$13.5billion) has been
earmarked for the construction of new train
lines in China. Clearly, it remains a
significant market for the shipping and
logistics industries that will bring in the
materials to complete the job. 

It is important to maintain a global
view, even when drilling down into the
details of each job. Heavy lifts are usually
part of a larger project, forming one link in
a highly complex chain. Just a small delay
or hitch in that link can have a far-reaching
impact on the entire chain. 

That’s why GAC considers it vital to
have contingency plans, and the expert staff
to execute them when necessary, in place.
It’s what can make the difference between
doing the job safely, on time and on budget,
and failing to deliver. 

Increasingly, customers are seeking
ways to consolidate freight and logistics
services by using providers that can supply
the full gamut of services – from project
logistics and freight forwarding to ship
supply services. 

A wide range of integrated expertise
enables providers like GAC to maximise
efficiencies and reduce overall costs, with
a positive impact on our customers’ bottom
lines. Further, our global reach gives the
peace of mind that comes from a single
company in control, ensuring strict Health,
Safety, Security and Environment (HSSE),
quality and compliance implementation
throughout the project life. �
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Delivering the big goods
to develop new business
Per Thornblom, GAC Group Project Logistics Manager,
explores how many of the world’s emerging markets are
stealing a march against traditional heavy lift hotspots 
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Damen unveils new heavy lift ship design

Danish shipping company Scan-Trans
has merged with US-based
Intermarine, with the aim of

enhancing the customer base of both firms,
together as one leading player in the field of
project and heavy lift cargo.

With the companies joining under the
Intermarine banner, bosses at both firms
claim the merger will expand customer
coverage with more than 50 multipurpose
and heavy lift vessels, with lifting capabilities
of up to 800 metric tons.

Al Stanley, President and Chief
Executive Officer of Intermarine, said: “We
believe the company will set the standard for
customer service and value in industry. As the
industry consolidates, global breadth and
laser focus on customer needs will define the
winners.” He added that the merger will
ensure an alignment of shared values, goals
and vision for the future.

“Consolidation is the key to success in
our line of business, and Scan-Trans has been
looking for the ideal partner for some time,”

said Lars Juhl, Chief
Executive Officer,
Scan-Trans
Worldwide. “We are
thrilled to merge
with Intermarine, a
company we feel is
the perfect match in
business, culture and
values.”

According to
forecasts, the annual
turnover for the
company is expected
to be more than $500 million, with the largest
shareholder of the merged company being
private equity firm New Mountain Capital,
which holds more than $9 billion under
management.

“We believe that success during the next
three years will be defined by providing all
of our customers with the best possible cargo
solutions across their global networks,” said
Andre Grikitis, Operating Chairman of

Intermarine. “The industry will continue to
consolidate and the company will have the
global footprint to support all of our
customers.”

The revamped Intermarine will now
focus on four key areas; Inter-Americas liner
and terminal services; global chartering and
liner services; commercial management of
third-party vessels and US Flag services
worldwide. �

Damen Shipyards, which operates
over 45 shipyards, repair yards and
related companies worldwide, has

developed a new vessel – the Damen
Offshore Carrier (DOC) 7500 – specifically
designed as a smaller heavy transport,
offshore installation and ro-ro platform,
suitable for a range of markets. 

Developed with Hans van Mameren, a
Singapore-based heavy lift transport specialist
and Managing Director of Ha-Ce

Engineering, the
DOC has an
endurance of 65
days, a large, flat and
unobstructed deck of
2,300 m², a deck
strength of 20 t/m²
and is highly fuel-
efficient. 

Remko Bouma,
Sales Manager of
Damen Shipyards
Bergum, located in
The Netherlands,
said: “When we
decided to realise a
new design together,
we wanted to create a
vessel that was able

to carry modules and cargo on an open deck
over medium and long distances, complying
the demands of today’s market. I think this
vessel will be the alternative for the more time
consuming tug and barge transportations.”

The Damen Offshore Carrier is able to
handle higher sea states, while maintaining
course. As well as economical fuel
consumption, the vessel can run on HFO380,
making it even more cost efficient. “Tug-
barge combinations are not able to cope with

the challenging seas so easily. Deviation from
course and reduced speeds can have great
impact on the schedule”, said Mr Bouma. 

“Therefore, Damen set out to find an
alternative. The DOC offers much lower fuel
cost and is better able to maintain course and
speed, typically averaging 10-12 knots,
where a tug and barge would average only
five to seven knots. There is a definite time
advantage; the DOC can keep to the schedule
and at a higher speed!” 

The vessel boasts a sleek bow and hull,
which enable the vessel to sustain speed and
course in head seas and help in reducing fuel
consumption. Damen’s R&D Department
has also claimed that the DOC can reduce
fuel consumption by 50%-75% when
compared to a tug-barge combination. 

A multifunctional ability was also a key
part of the DOC design as Damen intended
the vessel to find deployment in several
markets, hence its suitability for shore to
shore and offshore transport, ro-ro operations
and installation work.

Currently the DOC is 27.5m wide but
Damen is considering a larger version at
32.5m wide. The vessel has a Green Passport
and a Zero Dumping certification and the fuel
tanks are protected with cofferdams. The first
DOC 7500 can be delivered in 2014. �

Lightening the load
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Heavy metal at the Port of Tyne 

The Port of Tyne, one of
Britain’s major deep sea ports
was recently visited by the

world’s largest heavy lift vessel, the
MV Lone, which called to pick up a
number of offshore modules from IHC
Engineering Business (IHC) based at
the Port. 

Owned by German shipping
company SAL, the 160m-long MV
Lone is, together with sister ship Svenja,
the most powerful heavy lift ship in the
world, with two cranes sharing a joint
hoisting capacity of 2,000 tons, making
it well suited to service demanding
offshore projects in the oil and gas
industry.

The Lone was in port to collect the
modules assembled at IHC, including
one 32m high cable laying wheel
assembly which is destined for Norway. 

Steven Harrison, Port of Tyne Chief
Operating Officer, said: “The Port’s
deep water berths can accommodate
some of the largest vessels afloat and by
working with IHC it is good to see
vessels of this scale operating at the Port
of Tyne.” �



Shipping is facing a number of
realities that it perhaps hadn’t
contemplated four years ago as it

started to slip into recession: limited bank
finance, massive tonnage oversupply, and
a move by those banks still interested in
the sector to favour only the top end of the
market and more probably those big
players with a strong green agenda.

Rory Hussey sits in this camp and
while he doesn’t want to give the
impression that ING is marvellous and fine
while everyone else is finding it difficult to
survive, he does contend that his bank is in
good shape and is actively looking to
increase business. Albeit with the caveat
that it won’t change its model of only
working with shipping companies at the top
end of the market and with the stark
warning that there is no longer room for

thousands of two and three ship shipping
companies, so shipping needs a serious
level of consolidation.

“The number of banks who have exited
ship finance is radically growing by the day
because you have to look at the
fundamentals of ship finance. It’s a US
dollar-based business and the euro zone is
suffering from an inability to get hold of
dollars. Bankers are also looking for a quick
turnover of their portfolio to give them
more liquidity. But then you have the
shipping industry itself which is notoriously
volatile and is going through probably the
worst recession of all time. 

“So it’s hardly surprising that the banks
are saying ‘Whoa, enough of this’. ING as
a bank, well we’re in pretty good shape. I
don’t think we are going to make out that
we saw something which others didn’t see

but our target market has always been top
end. We’ve been through the cycles before
and it’s pretty obvious that if you sit at the
top end you don’t lose as much money. Yes,
you might not make as much in the
marketplace as you possibly could have, but
you certainly don’t lose anywhere near as
much. We are secured corporate financiers
and we go for the top end of the corporate
tree,” he said.

If there is one thing the shipping
industry talks about, it is the oversupply
situation and Mr Hussey points to the part
played by the Chinese yards “who are not
going to stop producing ships because of
the political ramifications of laying off
thousands of people in a Chinese yard.
That’s the last thing that the government
wants at this point. So they keep going and
whether or not there is a bank financing the

Rory Hussey
Managing Director, Commercial Banking and Ship Finance, ING
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projects, I don’t know, but the ships are 
still there.”

So bearing all of this in mind, what is
ING’s strategy to grow its lending
portfolio? According to Mr Hussey, ING
does have availability of assets and is
focused on increasing its portfolio over the
next year. Reluctant to put a figure on it, he
asserted that the bank was not in shrinkage
mode. 

“Well certainly one thing we are not
doing is changing who we work with - that
has stood us in pretty good stead. In terms
of target market, in each market there are a
couple of names with whom we haven’t
done business with in the past. But are we
going to go down market? No. Never!
That’s just not going to happen. We are not
going to be project specific but if a top tier
owner comes in and he wants ships for a 10
year charter to a Chinese steel mill, we’ll
still do it as a corporate because he’s sitting
on £2 billion cash. Because even if the
Chinese steel mill closes down, we’re still
going to get your money back. So you’ve
got to move a little bit away from purely
project finance. Obviously the strength of
the owner makes a lot of difference in this
and looking at the charterer is something
you take into consideration, but it isn’t the
be all and end all. 

“The two tend to go together because if
you’ve got a class ship owner he’s usually
relatively careful about whom he charters
his vessels to as well. Likewise we
wouldn’t work with a mid-to-lower tier ship
owner because we thought he had an
excellent charter party attached to the deal.
That would not pass our model,” he said.

If you include offshore as well as the
container sector, ING’s current portfolio
stands at around $6 billion. As Mr Hussey
contended, it was never the bank’s intention
to be big. There is an amazing correlation
between being big and being less than
successful, he mused.

Coming back to the realities of today’s
shipping industry, Mr Hussey is adamant
about the need for consolidation within the
owning sector. It has to happen, he believes,
because banks just don’t want the smaller-
to-medium player as part of their target
market.

“There is less bank financing around at
this point so owners are going to have to
look around for alternative ways of raising
finance such as the bond market. But to do
that they will have to be corporate. They
will have to have a holding company and
they will have to have visibility on what
you are doing so I think the days of the
small minutiae owners are limited. I’m not
saying that the banks that are still in
business today are following ING’s lead but
everyone is looking to the top end of the
market. So at one point you’ve got most of
the industry saying we can’t find any

money but at the same
time you are going to
find the best of the best
getting less than 300
basis points. So it’s a
game of two worlds: If
you’ve got it, you’ve got
it! Shipping is highly
fragmented but that has
to finish. Shipping can’t
survive that way.”

What is clear 
from Mr Hussey’s
comments is that the
banks are assuming a
major controlling effect
on the shipping
industry’s ability to raise
cash, purely by nature of
the small number of
players still interested in
ship finance and the fact
that they are focusing on
the top end of the market
and more increasingly at
financing
environmentally-
friendly tonnage.

“Clearly banks
support eco-friendly,
fuel efficient vessels and
owners at the top end of
the market realise that.
There’s a real reason
owners are going to
order these vessels and
while it is not good for
shipping, it is very good
for the owner because he
is going to have something which saves him
seven tonnes of fuel a day. But it means
there are a lot of 10-year-old ships out there
which have practically become obsolete.”

This is an interesting situation when
you consider that many oil majors and
charterers are operating a policy of
chartering younger tankers of 15 years and
below. 

As Mr Hussey added: “Well at 15 or 18
years old, you can say a ship is getting close
to the scrap heap but at this point, you are
going to have five to eight-year-old vessels
which charterers just won’t want because of
their engines. We’ve seen recent examples
of people trying to sell perfectly good
2008/2009 supramaxes that just happen to
have the wrong engine. 

“So any fresh sort of financing moving
forward is going to be more directed
towards the more fuel efficient vessels – the
ones that are more likely to be able to survive
this crisis. 

“It’s one of the many things we are going
to look at but I will once again come back to
the fact that we are corporate lenders so we
are not going to dismiss a vessel out of hand
because it was built in 2005 – we do look at

the age of a ship and we do look at eco-
friendly tonnage but the overriding number
one consideration is the quality of the owner. 

“There are still some Greeks at this point
who think they can get away without having
a holding company or by operating without
disclosure. This scenario really is coming to
an end but a couple of owners are still trying
to get away with it and based on their
extremely good names they can probably get
a little bit of the action but really those days
are over.” 

Is shipping still a good sector to be
involved in?

Mr Hussey again: “I am going to shoot
myself in the foot for saying this but I’ve
been in shipping for 30 odd years, man and
boy, and I think as a banker it’s a fascinating
and interesting business I think we all enjoy
it immensely. 
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Shipping is highly
fragmented but that

has to finish. Shipping 
can’t survive that way

“

“





“If I was the green eyeshade person in
the bank looking at it at this point I would
say ‘US dollars and long term volatility?’
– then shipping is not particularly
attractive. I think the pricing has to go up
more than it has gone up already. We will
all see at the end of the cycle when people
tot up who has lost what and who has
made what as to what the right margins
should have been on this business. But I
suspect the end result is going to be we are
still too cheap to make it an attractive
business. 

“Looking back 20 or so years, you
always used to look across to the big
European banks in shipping and think
they were crazy because the Citibank
model always wanted to keep it relatively
short – it didn’t want to extend too much
and lending money was seen as a means
to opening the door to be able to cross sell
into the high value added investment
banking products. They haven’t moved a
million miles away from that model and I
think the European banks have now
caught up with what was going on. But
now you’ve got Citibank probably lending
more into the industry than anybody else.”

So what are ING’s plans moving
forward and what are you going to be
doing over the next six months to realise
your goals? Is it about dealing more with

existing clients or is it a marketing strategy
aimed at speaking to new clients? 

“No it’s not about speaking to new
people because I can’t think of one single
client that we haven’t got access to so I
don’t think there’s any need to be banging
down doors at this point.  

“We are aware of who is doing what
and who is likely to be doing what so it’s
certainly not about employing an active
marketing mode. There aren’t that many of
us out there lending at this point but there’s
still people who need the financing. I would
say one of the curious things is we haven’t
seen that many really good deals recently
and it’s not as if there is a flood of
transactions out there. I think we can
basically keep doing what we are doing at
this point in time. The business will be
there, we don’t need to go shaking trees to
find it,” he said. 

Market timing is crucial and Mr
Hussey is as keen as others in the shipping
industry to know when the upturn is likely
to happen.

“I don’t think anybody has a clue quite
frankly at this point. There will be a slow
recovery and as we touched on before,
you’ve still got the yards who will keep on
producing assets even if they are losing
money on them. I think getting back the
balance is going to take quite a lot of time.”

And you’ve also got the Chinese
government keen to control half of its
shipping needs. 

“There was all this chat again recently
about an order of 80 VLCCs. This rumour
was floating round about a year ago and 
in the press very recently again and you 
think that’s all what we need at this point. 
But for them, it probably makes perfectly
good sense.”

So is ING eyeing the Far East as a strong
potential market?

“Not necessarily no. I think maybe five
years ago there was a feeling that business
was all going to be Asian business. I’m not
sure if, from a ship lenders standpoint, that
has necessarily come to pass. I can’t say at
this point if I can single out a whole load of
Asian owners who are the crème de la crème.
There are a couple of very good ones out
there but there’s still a little bit of mystery
surrounding some of the Chinese shipping
companies who have lost money. The
question that needs to be asked is, is it going
to be supported by the Chinese goverment or 
not. Credit wise it’s not always going to be
that clear. 

“Looking at the geographic spread of
bank issues I would say there are as many if
not more opportunities in Asia than anywhere
else and clearly there’s been a move of
personnel to Singapore.” he stressed. �
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“Containership companies in
niche operations are generally
doing well. They are in a quite

different market to those dominated by the
major container lines. Each specialist
business such as ours has its own market, its
own niche.”

Dmitry Kosyak of Containerships speaks
from close knowledge of this particular
sector. The group operates 13 container
vessels ranging from 800 to 1,000teu
including 1A ice-classed tonnage, in two
distinct segments: Baltic and North Sea, and
intra-Mediterranean Sea linking Turkish
ports and North Africa. 

In this mid- to small range, companies
can gain clear leadership, although this does
not mean that there is a lack of serious
competition. Sometimes a rival carrier starts
‘dumping’ rates.

If it is purely a question of price, the
situation becomes difficult. For example, said
Mr Kosyak, “in the UK we provide a high
quality service, and until recently there has
not been a choice, either.  Now there are
competitors. Obviously we can negotiate but
if the customer is interested only in the price
he will always find a carrier that will offer
lower. 

“The fact is, though, that our transit times
are still the best, and our track record over
many years [the group traces its origins to a
joint venture in 1966 by Sea Containers of the
UK and the Finnish entrepreneur Veli
Nordström] is good. We are still holding our
levels. For strategic customers, they will
achieve the right number through the system:
on one lane the level might be higher, on
another lane it is lower.  The more lanes on
which the customer is co-operating with us,
the better.”

As to the future of the short-sea trades,
“I think that competition will become
heavier, but at the end of the day others are

likely to find that the price they will offer will
turn out to be too low.”

With door-to-door an important aspect of
the offering by Containerships, it is essential
to ensure smooth transit throughout the chain.
“On the European market, we offer inland
services in many countries and we have had
no problems at all with the infrastructure. (In
the Mediterranean division, inland
movements are arranged by the consignees).

“With much attention being given to
Russia, it is pleasing that that port
infrastructure is improving. Containerships
has its own terminal in Kronstadt (part of St
Petersburg Port) where it has exclusive calls
and since recently can offer a full package of
services including customs clearance. We
have other dedicated terminals at Helsinki
and Ghent.” 

Mr Kosyak’s enthusiasm for the ongoing
emphasis in Russia on port development
coincides with the verdict of other maritime
experts, who cite advances at terminals
including Yamal in west Siberia, Tuapse on
the Black Sea, and Ust-Luga in the Gulf of
Finland.

Mr Kosyak said that his graduation with
an Executive MBA in Shipping & Logistics
(the Blue MBA) which comes under the
auspices of Copenhagen Business School,
had markedly helped his understanding of the
industry. “The programme has been great.
Those who take part get into areas of
expertise where they have never been before.
It is a way of thinking that you learn, of how
to select the correct approach and develop
correct tactics and strategy. The approach to
learning and the various modules, bring
together the pieces as though you were
solving a jigsaw puzzle.” Irene Rosberg, the
Blue MBA programme director, praised Mr
Kosyak’s commitment. “We draw our
strength largely from the support of our
graduates,” said Ms Rosberg. “They help us
in recruiting the right participants whom they
guide with great enthusiasm… they really do
enrich our Blue MBA community.”

Mr Kosyak, who grew up in St
Petersburg, has enriched the maritime
community in another harmonious manner –
through his skill in playing the bagpipes.
“Some seven years ago, I had heard this great
music on TV and in films which I associated
with heroes, and wanted to learn the
bagpipes, but did not know where to start.
Then I found a Russian tutor in St Petersburg.
I ordered a beginner’s practice chanter for
£30 from Pipe Major Palle Ankerstjerne-
Schjerning of the Copenhagen Gordon

Highlanders, and later a McCallum Great
Highland set for its combination of quality
and price.

“The following year I took the pipes to
Portugal and was persuaded to play them on
a trip on the River Tagus organised for
students of the Blue MBA.  I loved it,
everybody liked it, and Irene Rosberg
suggested I play during the graduation
ceremony at Copenhagen Business School. I
took this idea even further: we would invite
the Copenhagen Gordon Highlanders to play
at the graduation – this has now become a
tradition at the biennial ceremony!”

His own favourite pipe tune is Cock 
o'the North, a march named after the 4th
Duke of Gordon, who raised the Gordon
Highlanders. �

Dmitry Kosyak,
Sales Manager, London office, Containerships Group
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“Our income from operations
went from $1.2million last year to
$9.9m this year, a 740% increase. But
even looking at our bottom line, not
the net income of 35 cents a share but
our adjusted figure of 31 cents a share
that excludes the losses and gains on
vessel sales and hedging, compared to
the 16 cents a share for the same
quarter last year, there is a  94%
increase!  Even compared to the
previous quarter's adjusted EPS of 25
cents, there is a 25% improvement.
This shows once again a significant
improvement in the LPG market in
contrast to the continuing difficult
environment for most shipping
companies.”

StealthGas President
and CEO Harry
Vafias talking    his

company’s Q2 and
six monthly figures
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TERMINAL OPERATORS REMAIN DYNAMIC
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There is no change in the order of the
top five global container terminal
operators but other major players

are now entering the ranks according to
the latest Annual Review from Drewry
Maritime Research.

PSA was again the leading operator in
terms of equity teu ahead of Hutchison
(HPH) but by a reduced margin following

the divestment by PSA of its interests in
HPH’s Hong Kong terminals. DP World
and APM terminals are closely matched in
third and fourth spots while the COSCO
Group’s throughput remains somewhat less
than that of the top four.

The big four global operators
collectively accounted for 26.5% of world
container throughput, down slightly on the

previous year due to the emergence of
other large players. Notably this included
China Shipping Terminal Development
which entered the Drewry league table for
the first time, in seventh place, with its
interests in 15 terminals in China and 
the US. In sixth place was Terminal
Investment Limited (TIL) which topped 12
million teu.

Amaritime welfare worker has got on
her bike and run a marathon to
provide free mobile internet access

to seafarers visiting UK ports.
The Merchant Navy Welfare Board

(MNWB) along with communications
company Three UK launched mobile WiFi
units at Southampton Seafarer’s Centre
during the recent Southampton Boat Show.

The national campaign will provide over
half a million free Megabytes of internet use
to enable international seafarers to connect
with their families using email, Skype and
social networking sites.

Carolyn Lewis, Port Welfare Manager
for the MNWB, has been raising funds since
January to purchase the mobile WiFi units,
called MiFis, by taking part in the Brighton
Marathon and the Petersfield Ups and
Downs 30-mile cycle race and she also plans
to run the Great South Run in October. So
far she has raised over £2,500 enabling the
MNWB to buy 25 MiFi units to distribute
across the UK.

Guests at the launch included John
Denman, MP for Southampton, along with

various representatives
from the maritime
industry and they were
welcomed by Captain
David Parsons, Chief
Executive of the
MNWB.

Capt Parsons said:
“I am delighted that
through Carolyn’s
enthusiasm, initiative
and ultimately efforts
in completing these
onerous challenges, the Merchant Navy
Welfare Board has managed to provide this
important equipment to so many of the port
welfare chaplains and workers.

“We are particularly grateful to Three
UK who, once they were aware of Carolyn’s
efforts and the advantages that their
equipment can provide, kindly donated all
these additional units and on-going support.
Seafaring these days is often a lonely life
with long voyages and little time, or money,
to go ashore. A chance to contact home, no
matter how brief, can make so much

difference to the men and women visiting
our ports from so many parts of the world.”

Carolyn’s fundraising campaign has
been awarded Three UK’s Community fund,
for an innovative use of its product and
negotiations resulted in a partnership with
Three UK, who donated 32 units inclusive
of 15GB of data a month per device. This is
enough to make 1,500 Skype calls or send
around 75,000 emails.

Carolyn Lewis is pictured here with
Reverend Andrew Huckett of Mission to
Seafarers.

FREE INTERNET FOR SEAFARERS
VISITING THE UK
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TEAMING UP TO EDUCATE MARINE
INSURANCE PROFESSIONALS
Ajoint venture has been launched to

help fledgling marine insurance
professionals gain a practical

insight into port operations.
Braemar (Incorporating The Salvage

Association) has announced that the next of
its programme of Port and Shipyard
Familiarisation courses will be run in
conjunction with the U35 Marine Insurance
Group.

The course aims to provide a bridge
between marine claims handling
professionals and the ship repair and ship
building industry and is said to tie in
perfectly with the Group’s ethos of offering
network, training and support on a not-for-

profit basis to marine insurance
professionals in the early stages of their
profession.

“Our organisation is ideally placed to
make this contribution to the marine
insurance claims market,” said Nigel Clark,
Managing Director. 

“We believe our responsibilities within
the industry extend to developing the quality
and potential of those around us – especially
young professionals making their way in the
business. The Salvage Association earned a
reputation for putting something back into
the industry and we are very pleased to
continue that philosophy as Braemar
(Incorporating The Salvage Association).

“In the last eighteen months we have
endeavoured to build on our heritage and
make a significant contribution to
developing expertise in our marketplace.”

Mr Clark said Hull and Machinery
Guides already published by Braemar
(Incorporating The Salvage Association)
had been widely praised and it also ran a
successful series of in-house seminars and
Lloyd’s Market Briefings covering topics
of interest to the P&I market and
underwriters, which were open to the
marketplace.

The next Port and Familiarisation
courses are being held this month
(October) in Falmouth and Piraeus.

SAIL AND SOLAR VESSEL PROJECT
UNDERWAY
Afundraising campaign is underway

to build a small industrial vessel,
powered by just wind and solar

energy, to carry out inter-island and coastal
cargo movements.

The SV Greenheart, which is scheduled
for launch in the middle of next year, is the
innovative idea from the Tokyo-based
Greenheart Project – a registered not for
profit organisation staffed by a diverse
group of small ship designers, seafarers,
sustainable development advocates and
volunteers working to make sail and sail-
solar hybrids a sustainable sea transport for
the future.

The Greenheart Project believes these
small ships are the way forward and very
attractive because there is no fuel, no
emissions, low maintenance and no range
limits. The main propulsion is the wind, and
the solar charged electricity is used to run
the motors, the winches and capstans, the
electronic communications and navigational
equipment, and the ‘house’ power – lights,
refrigerator and watermakers.

The plan is to take this prototype vessel
on a round the world voyage to test the sail
and solar hybrid concept in several different
areas including Fiji where this is a ground-
breaking project to create a sustainable local
shipping network in collaboration with
leading NGOs, sailing groups, academia,
regional bodies and shipping companies.

The 220-tonne Greenheart will carry
freight for NGOs and visit remote and
impoverished communities as well as
carrying out high profile visits to port-of-call
cities such as Hamburg, Seattle and
Vancouver. 

As well as a transport vessel it will also
act as international headquarters for the
enterprise and a training vessel for young
people around the world.

Project Manager Michele Maurizzi, said
on the fundraising page: “One ship sounds
like a small thing – but it will have an impact
on thousands of lives. And it won’t be just
one ship – it will be the first of dozens,
hundreds, and even thousands of ships like
it all over the world.”

Project Director Pat Utley added: “Since
impoverished coastal and island

communities will be the principal end-users
of our ship, we designed her specifically
with universally available materials, very
low cost to build and maintain, operable
along underdeveloped shorelines, simple to
run with minimal training and formal
education and, of course, zero fuel.”

It is thought the vessel can be built and
fitted out for $500,000 with the building
taking place in Bangladesh. Some of the
finance has already been achieved but the
Project has also instigated a crowd funding
campaign to raise $120,000 to help push the
scheme over the top in getting steel hull
work done. 

There are a number of sponsorship
options available from $10 for a name check
on a supporters’ list to $10,000 to attend the
launch and charter the vessel for three days.
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NEW SOCIAL SITE
CONNECTS SEAFARERS
Afull social networking site has

been launched with the aim of
making seafarers’ lives brighter

and better connected.
Crewtoo, operated by Headland

Media, is recognisable to users of other
popular social network sites such as
Facebook and Twitter, enabling them to
create their own profile, search for other
seafarers by ship, rank or company and
post updates to their wall as well as
providing them with a platform to chat.

Those members who do not have full
internet access onboard are able to post
updates to their Crewtoo page by email
from their ship and will receive a weekly
round-up of activity on their page via
email.

The site could be useful for helping
seafarers to find old colleagues from
former ships.

It was first set up last November
when participating crew members were
asked to email with their thoughts about

working at sea along with information
about themselves such as their favourite
music. 

The results were printed the next
week and some of the responses were
sent to members’ email addresses to
create a sense of interactivity. 

Mark Woodhead, Managing Director
at Headland Media, said: “Seafarers work
hard and spend a lot of time alone at sea,
yet are by and large ignored by
mainstream media and business. We
believe these seafarers need more
attention, more services, and an increased
ability to communicate with each other.
We have developed Crewtoo to be both a
‘club’ and a ‘service provider’ to
seafarers, with the internet and email
being the key to this.”

Crewtoo currently has over 1,700
members but Mr Woodhead said the site
was aiming to have 6,000 plus members
by the end of 2012.

The Head of Intelligence at Special
Contingency Risks (SCR), part of
insurance brokers the Willis Group,

has said the threat of piracy is unlikely to
abate for several reasons.

“Piracy is the second largest generator
of income in Somalia, yielding an estimated
$200 million annually,” said Tim Holt.

“As pirate financiers invest more and
more in the success of their operations,
lucrative opportunities for local business
have vastly expanded. A $4 million ransom
will be injected back into the local economy,
benefiting a community that once lived in
abject poverty. There is little wonder why the
practice has boomed when Somali per capita
income is $600 and a minimum $10,000 is
available for each perpetrator of a successful
operation. With 90% of the world’s trade is
transported by sea, the opportunities are vast.

Policing has traditionally been
orchestrated by clans rather than any central
authority and this is unlikely to change-- in
the post-transition period. Tribal elders have
been asked to nominate their own MPs who
are likely to be lobbied by the richest
kingpins in their delegated constituencies.

THREAT OF PIRACY
UNLIKELY TO ABATE



ADHOC BUSINESS OF SHIPPINGADHOC

SEPTEMBER/OCTOBER 2012   ISSUE 39 SHIPMANAGEMENT INTERNATIONAL 99

BUNKER FUEL FOR MARINE
ENGINES – A TECHNICAL
INTRODUCTION
BY NIGEL DRAFFIN
PUBLISHED BY PETROSPOT
£75

IMEC NAME
CHANGE

The International Maritime
Employers’ Committee has
changed its name in a move it

says better reflects the increase in its
range of operation.

Now known as the International
Maritime Employers’ Council, IMEC
has also expanded its team of London-
based secretariat staff. It said its
membership of nearly 160 ship owners
and managers unanimously voted to
change the wording behind the letters to
reflect its increase in size and sphere of
operations. It has taken some legality to
enact the name change, but this has now
been completed and the new name is
fully registered, it stressed. 

TITANIC MENU GOES
UNDER THE HAMMER
Amenu from a celebratory lunch to

mark the launch of the Titanic,
has been included in a special

marine sale at Bonhams in London.
The lot, due to go under the hammer as

SMI went to press, was expected to fetch
between £10,000 and £15,000.

The menu card is from the lunch given
on 31st May 1911 at the Grand Hotel,
Belfast for yard officials and guests
including Lord Pirrie, Chairman of Harland
and Wolfe, who entertained Bruce Ismay,
Chairman and MD of the White Star Line
which commissioned the ship.

The 12-course feast included such
delights as eggs stuffed with foie gras,
turtle soup, York ham and Sussex capon

and asparagus accompanied by vintage
claret and champagne. It also included a
favourite palate cleanser of the day, Ponche
à la Romaine - a thick punch made from
lemon water ice, meringue, champagne and
rum which was on the menu in First Class
on the Titanic on the evening it sank on
14th April 1912.

Bonhams Marine and Rivercraft
specialist Lionel Willis said: “This is a
fascinating document not only because of
its close link with one of the most gripping
events of the 20th century but also for the
light it casts on how the middle classes of
the day chose to celebrate. It’s difficult to
imagine anyone having the appetite for all
that food nowadays.”

The complicated relationship
between ships’ engines and the
marine fuels that power them is

the focus for this technical book
crammed full of photographs and
illustrations.

Author Nigel Draffin has been
involved in shipping for nearly 50 years
and in the commercial bunker market for
over 25 years and this is his fifth offering
on marine fuels.

He says this book provides the reader
with a solid introduction to a subject
which every supplier or user of marine
fuels would do well to understand. It gives
readers a chance to look ‘underneath the
hood’ and, maybe for the first time, to
recognise what makes the equipment work
and why some fuel problems occur.

It covers everything involved in the
process of burning fuel onboard, from
storage of fuel to dealing with the exhaust
and also looks at different types of diesel
engine, gas turbines, fuel cells and
developments in shore power. There are
also sections on boilers, fuel and
accommodation heating and incinerators
and waste recovery systems.

Importantly too, says Mr Draffin, the
book looks at emissions and how they
might be controlled and there is also a
chapter on unconventional fuels such as

biodiesel, shale oil, liquefied and
compressed natural gas, liquefied petroleum
gas and coal.

“My intention is to explain what goes on
in the engine room, how the machinery
works and integrates with the ship’s
functions, and why the way we source,
supply, treat and use fuel is so significant for
the efficient, economic and environmentally
acceptable operation of ships.”

The foreword is written by Dr Rudolph
Kassinger, veteran of Exxon and DNV
Petroleum Services, who said: “It seems to
me that the more people able to access and
understand the information contained in
this book, the fewer fuel-related problems
might be expected. And for seafarers, and
for those involved in any way in shipping,
this can only be a good development.”
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Napping on the move

How many times have you felt like a nap while out and about at a conference
or big sporting event? Now you can recline in comfort in this flat packable,
easily transportable sleeping pod which comes in a range of colours.
Practically indestructible, it is made of polycarbonate with heavy-duty frosted
doors, a luxurious fitted mattress, air circulation, built-in storage, mirror and
LED lights. There are also options to pimp your pod with extras such as a
secure luggage compartment, TV and DVD, leather covered mattress, digital
radio and alarm clock as well as various personalisation/branding options.
Power napping will never be the same again!

Podtime Sleeping Pod
£1,375
www.firebox.com

Fret no more

This innovative guitar teacher promises to help anybody play music
regardless of experience. The guitar, from Incident, looks like a cross
between an electric guitar and one you would find with a rock band video
game and you are required to download the app to your iPhone before
docking into the gTar. The instrument has a number of sensors that detect
what you are playing in real time and relay each note to the iPhone which
then reproduces the actual sound. There are also LEDs positioned along the
fret board showing you how to play and the free app comes with a number
of songs allowing you to start playing instantly.

gTar iPhone Guitar
£449
www.kickstarter.com

Groove on the go

Enjoy high quality conference calls and superb
sounds wherever you go with this fantastic ultra-
portable wireless speaker which streams rich
wireless audio from any Bluetooth device and
features a built-in microphone. The speaker
measures just 15cm in length and weighs only
340g but don’t let its small size fool you – it packs
a huge amount of sound. The built-in rechargeable
battery provides up to 10 hours’ continuous play
and the wireless range is at least 10 metres,
making it perfect for taking it anywhere.

Jawbone Jambox Blue Wave
£160
www.jawbone.com
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Buoy toy

The ultimate in boys’ toys, this limited edition Cayago Seabob Magnum water
sled will have you zooming around the sea in a style akin to James Bond.
Restricted to just 100 models, it features sonar technology, four hours’
run time, LED lighting and storage compartments and is controlled via
a pair of intelligent control powergrips – you just have to press a
sensor button to accelerate to the speed you require. The sled
is personally delivered to the buyer’s yacht by one of
Cayago’s engineers, but expect a lead time of
around four weeks from ordering.

Cayago Seabob Magnum
£94,256
www.quintessentiallygifts.com

All-swinging shoes

These spikeless golf shoes from Nike are part of the sports giant’s autumn
collection and combine the performance of proper course footwear with a

casual look that would be equally at home in a bar or at home. Instead of
spikes, the shoe uses traction logs for securing grip on the greens

while allowing it to move just as comfortably along a pavement.
Made of full grain waterproof leather, it features a full-
length contoured sock liner and cushioning on the heel
so you can lap the course in luxury.

Nike Lunar Swingtip Golf Shoe
£85.75
www.lovegolf.co.uk

A real head-turner

The stunning new Aston Martin Vanquish has petrolheads buzzing with excitement with its significantly upgraded 6.0-litre V12
engine shooting it from 0-62mph in an incredible 4.1 seconds. The supercar can reach a top speed of 183mph and Aston’s
engineers have done some serious work on the engine, not only to give it more power, but so it can also pass upcoming US
emissions regulations. Like the original Vanquish, which was made from 2001-07, the chassis is made from aluminium and as
with all Aston Martin sportscars, it has been designed and is hand-built at the
company’s global headquarters in Gaydon, UK. It is available as a
2+2 or two-seater and the first privileged owners will be able
to take delivery of their cars before the end of the year.

Aston Martin Vanquish
£189,995
www.astonmartin.com
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The Secret Footballer is the pseudonym
of a current English Premier League
footballer who contributes articles to The

Guardian newspaper in the UK. 
Many people have tried to guess
his identity - he is known to be
English, married and to have
played for at least two
Premiership clubs – but it remains
a closely guarded secret jealously
protected by just a handful of
people.
Whoever he is, he is always
honest, fearless and opinionated
and here he gives an account of
his career in a unique
combination of considered
analysis and tell-all gossip
highlighting the joys and
frustrations that only someone
who plays the game at the highest
level can feel.
He touches on issues such as
racism in the sport, depression,
the sky-high salaries, scandals of
Christmas parties - in fact
everything you need to know
about the beautiful (and not so
beautiful) game.
Whether you’re a fan of Messi,

Kaka, Ronaldo or Eto’o, you’re bound to
find this delve into life as a top-flight
footballer interesting.

On a clear night, who wouldn’t feel awe-
inspired when glancing up at the cosmos,
noticing how bright the stars are and
perhaps even questioning if we are alone
in this universe? But how much do you
really know about the night sky? 
The perfect gift for the budding
astronomer, The Star Book is bursting
with glossy colour images, diagrams and
facts to satisfy our curiosities over the
layout of the skies – whether your tool of
choice is binoculars, a telescope, or just
your bare eyes, prepare to feel inspired.
From dramatic images of supernova
explosions and the Milky Way, to
inspiring details about meteor showers
and eclipses, this little book is a visual
treat with just the right balance between
science and wonder.

I Am The Secret Footballer: Lifiting the Lid on the Beautiful Game £12.99
By ‘The Secret Footballer’
Guardian Books

The Star Book: How to Understand
Astronomy £12.99
By Peter Grego
David & Charles

This novel by world famous Harry
Potter author J.K.Rowling is causing a
stir in the book world as it is her first
aimed at an adult readership.
Rowling made her fame and fortune
from the series about the young wizard
and his chums and evil enemies - now
readers can decide whether she can cut
it with grown-ups too.
Readers have been teased for months as
to what to expect and even the cover
design was kept a closely guarded
secret until its revelation.
Said by the publisher to be “blackly
comic, thought-provoking, and
constantly surprising”, the tale is set in
the fictional idyllic small town of
Pagford with its cobbled streets and
ancient abbey.

When Barry Fairbrother dies
unexpectedly in his early forties, the
community is left in shock, but what
lies behind the facade of such a pretty
and tranquil place is a town at war. The
rich at war with the poor, teenagers at
war with their parents, wives at war
with their husbands and teachers at war
with their pupils.
Pagford is not what it first seems and
the empty seat left by Barry on the
parish council soon becomes the
catalyst for the biggest war the town
has seen. 
Rowling’s Potter series, published
between 1997 and 2007, saw her sell
over 450 million copies worldwide, so
it will be interesting to see if she is just
as successful among grown up readers.

The Casual Vacancy £20
By J.K. Rowling
Little, Brown and Company
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It is one of the most intriguing topics of
modern-day life, and also one of the most
controversial.
Do aliens really exist – or are the pictures
we see just scratches on a negative, a blur
on a photograph or a camera
malfunction?

We have all heard of the Roswell incident
in 1947 and the fake alien autopsy, but
UFOs Caught on Film, by B J Booth,
claims to contain amazing evidence of
alien visitors to Earth. 
The compilation of photographs covers
some of the most intriguing UFO cases in
history from the first early sightings as far
back as 1865 to several witness accounts
just last year and range from areas in the
US to Scotland, France, Hungary and
beyond.
Author Billy Booth has been a UFO
researcher and writer for over 30 years,
has appeared on television shows on the
Discovery and History Channels and is
webmaster of one of the largest UFO
websites ufocasebook.com
He comments on all of the images, some
of which have never been published

before, and claims the truth is out there…
One of the photos, from 1971, states ‘the
image was not artificially created or the
result of any camera anomaly’, and shows
what appears to be a large UFO either
entering or emerging from Lake Cote in
Costa Rica. It was said to be taken by the
Costa Rican government plane on an
official mapping mission which had its
high-resolution camera programmed to
take photos every 17 seconds. 
The plane was about 10,000ft high when
it captured the ‘strange invader’ and the
photo was said to have been analysed
extensively by various organisations and
individuals who determined the object
seen in the water was over 200 metres in
diameter. Nobody has been able to
explain what it was or what it might have
been doing there.

UFOs Caught on Film £12.99
By B.J. Booth
David & Charles
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“What do you mean it’s not a
photograph?” is the likely reaction of
readers as they dip into this fantastic
collection which demonstrates the very
best talent in that enviable skill –
drawing. 
The fourth book in a glossy series on
art, Rachel Rubin Wolf has compiled
the work of more than 100 artists and
provides over 140 exquisite drawings,
all accompanied by artist comments
and stories about their creative

processes, giving readers vibrant 
pages of inspiration.
Whether you are an aspiring artist or
believe you don’t have a creative bone
in your entire body, there are so many
visual treats to be discovered here. 
From Shawn Falchetti’s ethereal and
perfectly rendered depiction of a
woman lying on her bed in
Daydreams, to the scarily lifelike
reflection on a young boy’s glasses in
Galen by Tanja Gant, each drawing

seems so realistic, many will leave you
reeling in shock that anyone can draw
that well! 
Other standout works include Pebbles
by Irene Georgopoulou, where the
simple scene, a collection of wet
stones, glistens at the reader’s eye with
alarming realism. 
A fantastic book suitable for both art
aficionados and those seeking a more
general window into the world of
drawing – genius indeed.

Strokes of Genius 4: The Best of Drawing £23.99
By Rachel Rubin Wolf
F+W Media



Electric Light
Orchestra (ELO)
took up where The
Beatles left off in the
1970s giving us rock
music intertwined
with classical
instruments.
Violins, cellos,
string basses, horns
and woodwinds
were mixed in with
the sound of electric
rock to give us some
of the most
memorable tracks of
the era including
arguably one of the
best ever driving
tunes of all time – Mr. Blue Sky.
The new album featuring new recordings by Jeff Lynne sounds much sharper than the
older versions and includes the never before heard bonus track Point of No Return and
10538 Overture – a nod to the 40th anniversary of the group’s first album Electric
Light Orchestra.
Of course Mr. Blue Sky also features on the track listing along with many other well-
known tunes including Evil Woman and Telephone Line.
It’s bound to have you humming along.

Ellie Goulding
had us
mesmerised with
her hauntingly
beautiful cover
of Elton John’s
Your Song on
her debut studio
album Lights.

Now the young singer-songwriter is back
with her follow-up album to display her
stunning soprano vocal range.
Goulding wrote and co-produced all the
tracks on the album and the first single,
Anything Can Happen, was born from a
collaboration with Jim Elliot who was
responsible for Kylie Minogue’s 2010 hit
All The Lovers.
It is a great slice of catchy electronic pop
and shows the versatility of the singer’s
vocals which sound equally amazing on
ballads.
Goulding described the album as an
‘accidental break-up album’ but it seems
far from morose – more like she has been
set free.

Dubbed The
Maltese Tenor,
Joseph Calleja
shows us why
he’s one of the
hottest new
kids on the
block in
classical music.

Now aged 33, he was a prize winner in
Plácido Domingo’s Operalia
International Opera Competition in 1999
and has since been considered one of the
most promising young tenors of the 21st
century.
On this album he pays tribute to one of
the most popular tenors of all time – the
‘crossover’ star of the Hollywood
musical – Mario Lanzo.
As a youngster growing up in Malta,
Joseph is reported to have watched
Lanzo in the film The Great Caruso and
was inspired to follow a classical career
rather than become a rock or pop star.
Tracks on this uplifting tribute album are
wide ranging and include Arrivederci
Roma, Serenade from The Student
Prince and You’ll Never Walk Alone
from the musical Carousel.

Joseph Calleja
Be My Love – A Tribute to Mario Lanza
UMC

Ellie Goulding
Halcyon
Polydor
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Electric Light Orchestra
Mr. Blue Sky – The Very Best of Electric Light Orchestra
Frontiers

The world’s
largest event
dedicated to the
world of
chocolate
celebrates the
taste and
creativity of the
confectionery.
Discover some
of the best
chocolatiers
from around the

globe and feast your eyes on delectable
and delicious designs in the amazing
Chocolate Dresses Fashion Show.
The event, now in its 18th year, will be
held in the Porte de Versailles exhibition
centre and features 400 participants
including over 200 renowned international
chefs and pastry chefs.
Around 130,000 visitors are expected to
see demonstrations, take part in special
activities and taste samples including the
Jean-Paul Hévin Hot Chocolate Bar where
everything from oysters to fruit will be
dipped in chocolate.
There are also daily workshops for
children and an awards ceremony will be
held on 2nd November.

Salon du Chocolat
www.salonduchocolat.com
From 31st October to 4th November 2012

events

Three Michelin star chef-patron Peter
Goossen and wife Lieve welcome you into
this converted farmhouse in Belgium for a
countryside culinary delight.
The restaurant is ranked in the 50 World’s
Best Restaurants and its à la carte menu
features starters such as lobster with white
asparagus, sea-aster and morel, and main
courses such as wagyu beef with bone
marrow, silver onion and wild mushroom.
There is also a set Market Walk lunch
menu dependant on market supplies and
what is in season (€125 or €195 with
selected wines) and a seven-course
Freshness of Nature menu costing €235 or
€345 with wine.

Hof van Cleve
www.dhofvancleve.com
Riemegemstraat 1, 9770 Kruishoutem,
Belgium

dining



books, theatre, dining, events, culture, films, festival, music, art, dvd, wine
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The Lost Prince: The Life and Death of Henry Stuart
www.npg.org.uk
Showing 18th October 2012 to 13th January 2013

A rare opportunity to see some of the
work of one of the most popular
photographers in American history, is
being offered at the National Maritime
Museum in Greenwich, London.
Best known for his monumental
photographs of mountains and
parklands, Ansel Adams had a
fascination with water in all its forms
and this display combines some of the
most famous photographs of the 20th
Century with equally stunning but
lesser known works.
There are crashing waterfalls, raging
rivers and beautiful icescapes, as well
as Adams’s largest known works – a
series of three murals produced for the
American Trust Bank.
The exhibition traces the
photographer’s development from a
young boy taking holiday snaps and
includes the very first photograph
Adams ever made, aged 14, featuring a
watery pool at the Panama Pacific
Exhibition of the 1915 World’s Fair. 

Ansel Adams: Photography
from the Moutains to the Sea
www.rmg.co.uk
Showing 9th November 2012 to 
28th April 2013

art

The Lost Prince, showing at the National Portrait
Gallery in London, is the first exhibition to look
at the life of Henry, Prince of Wales (1594-
1612), whose death aged just 18, caused
widespread national grief and led to accession to
the throne of his younger brother, the doomed
King Charles I.
In his short life – he was believed to have died
from typhoid fever - Henry was the focus of
great hope and expectation, not just in Britain

but in all of Protestant Europe, and his court was
the centre of a revival in chivalry and a
renaissance in the arts.
The exhibition includes a wide and extraordinary
range of objects associated with Henry,
including major loans from the Royal Collection
as well as manuscripts, books, armour and other
artefacts. Among the works of art are portraits by
Holbein, Nicholas Hilliard and Isaac Oliver and
poetry by Ben Johnson in his own hand.
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It all began with the export of its luxury cars
and high-end technology. Now, Germany is
tempting India with its premium wines,
which are claimed to be the best pairing
with the country’s spicy food.
According to the German Ambassador to
India, Michael Steiner, Indians are slowly
but surely getting hooked and white wines
in particular are gaining popularity.
A high-profile wine-tasting event, supported
by the Association of German Quality and
Prädikat Wine Estates, was hosted recently
at the Ambassador’s residence in New Delhi
with Mr Steiner and his wife, Eliese,
welcoming sommeliers, celebrities and a
selection of hospitality experts to taste
German premium wines – Grosses
Gewächs.
German wine differs to those from other
countries – they are light, lively and fruity,
thanks to the country’s unique climatic and
geological conditions and the lower alcohol
content make them taste milder with their
light-bodies character ideal for India’s high
temperatures.
Joel B Payne, wine critic and co-author of
the Gault Millau Wine Guide, said at the
tasting: “There are not yet a lot of German
wines available in the Indian market, but
there is interest. I have seen that people have
loved the wines almost everywhere I have
gone.”
Iris Ellmann, Managing Director of UK-
based German wine specialist the WineBarn,
said: “The food compatibility with German
wines is amazing. Either wines with natural
residual sugar that can cope with spicy
Asian food and dry style wines that are
perfect with European cuisine.”
However, she said her company had been
looking for a suitable partner in India for the
past six years. “I have not yet found an
importer brave enough to promote German
wine, despite its huge potential and some
interest from the five-star resorts. You can
only lead the horse to water….nevertheless
we are still looking.”

Germans woo Indian wine-lovers wine



Shrewd investors might sooner stuff a
mattress with bank notes than entrust
their hard-earned savings solely to

the banks nowadays, but they do want their
money to reside within healthy yet practical
assets, meaning pricey property and old
master artworks are not always the most
sensible or portable options. 

Enter coloured diamonds – the bright
asset in a small package which is putting
vibrancy back into investment. According 

to Anna Sawyer,
Broker at

Stone House Global Markets, an
international diamond investment company
based in the City of London, investment
graded coloured diamonds have not dropped
in value for the last 30 years and over the
last five years, have shown an average
growth of 15% year on year, making for a
180% return on investment compared to the
FTSE, which during the same period, has
declined 9%.  

With a strong performance in the US
markets plus a great increase in demand
from countries such as China, India and
Russia, coloured diamonds have become
something of a talking point owing to their
rarity. There is only one coloured diamond

for every 100,000 colourless diamonds
mined and from this tiny yield, only

2% are of a quality suitable for
investment. 

This may explain why
Ben Affleck chose a 6-

carat pink diamond
engagement ring 

for his beau
Jennifer Lopez,

prior to her

subsequent engagement to Latino crooner
(her now ex-husband) Marc Anthony, whose
choice of ring sported an immensely rare
8.5-carat blue diamond. These fantastically
extravagant rings reportedly cost Ms
Lopez’s suitors a cool three and four million
dollars apiece, respectively. 

So, it would seem that coloured
diamonds are definitely a girl’s – and an
investor’s – best friend. 

Red (pink) diamonds are the rarest form
of coloured diamonds, but exactly how has
demand for these exclusive items grown in
recent times, particularly as a “recession-
proof” investment? “All coloured diamonds
have proven their value over the years as a
hedge against economic uncertainty and
inflation,” Ms Sawyer said. “However, pink
diamonds have proven more so as 90% of
pink diamonds are mined in the Rio Tinto
Argyle mine in Australia which is due to
close in 2019. Their value has risen more
and more and has set record prices at
auctions over the years with a 24.78 carat
"Fancy Intense Pink" diamond selling for a
world record price of £29m ($46m) in
November 2010. Other colours have also set

LIFESTYLE
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Helen Jauregui reports on how diamonds are putting colour back into investment portfolios



very high prices with a 2.52 carat Vivid
Green Diamond selling for £3.08m in
November 2009 and a 3.54 carat Marquise
Fancy Blue diamond selling for $2.4m in
April this year.”

As recently reported in Reuters, Bruno
Scarselli, a third-generation representative
from US-based coloured diamond specialist
Scarselli Diamonds has described coloured
diamonds as holding “unquestionable
value” while presently, "there is a
tremendous demand for yellow diamonds,
but also blue and pink." Yet owing to their
scarcity, there are not enough coloured
diamonds available to satisfy demand for
even 10% of new Chinese billionaires.
According to Mr Scarselli, coloured
diamonds are a natural choice for investors
when one considers that currency is
dropping in value, while government bonds
are seen as risky while nations continue to
haemorrhage wealth. 

The diamond mining industry has been
subject to scrutiny, owing to questions over
unethical working practices during the
mining process, but are potential investors
showing interest in the ethics behind
diamond mining? According to Anna
Sawyer, buying from a reputable mining
company such as Rio Tinto, BHP Bilton or
Anglo American is important, as these
companies do not use the unethical working
practices that may exist within lesser known
mines and companies. “It is also important
to make sure the coloured diamonds come
from companies that are bound by the
Kimberley Process, which is a joint
government, industry and civil society
initiative to stem the flow of conflict
diamonds – rough diamonds used by rebel
movements to finance wars against
legitimate governments.”

Much has been said about coloured
diamonds as a high performing asset, but
they are also revered for their visual appeal
as objects of beauty. “Apart from the subtle
and wide range of colours available, the cut
and clarity of coloured investment diamonds
creates a brilliance and quality that is
incomparable with lower grade diamonds
normally found on the open market or in the
retail trade in jewellers. They can also be

used to create special pieces of bespoke
jewellery to enhance their appeal or can be
displayed as beautiful objects in their own
right,” Ms Sawyer added.

Indeed, auction houses have focused on
coloured diamonds as objects of extreme
beauty in recent times, including Sotheby’s,
which held a special coloured diamonds
jewellery auction at the beginning of this
year. Commenting on the auction, Alan
Bronstein, Director of New York-based
diamond advisor and supplier Aurora Gems,
told Gotham magazine that most coloured
diamonds are not of premier quality: “The
‘super gems’ have their own separate
market, just like a Monet does. Just because
a stone is called a fancy coloured diamond
doesn’t mean it is desirable or valuable, or if
it is these things, that it will hold that value.” 

Comparisons are often drawn between
coloured diamonds and sought after art but
are investors really shying away from
property and Picassos in favour of these
fancy coloured allotropes of carbon?
According to Anna Sawyer, fashion and
taste play an important role in such trends:
“Just as beauty is in the eye of the beholder,
assets such as paintings will have much
more of a personal appeal over and above
the investment return of the object itself and
their value can vary as fashion and tastes
dictate what is and what is not desirable. 

“While property has been a good
investment historically, returns can fluctuate
with the economic climate and financial
market conditions. Coloured diamonds are
as individual and unique as the investors
who choose to include them within
their investment portfolio.
Institutions and sovereign
nations are purchasing
diamonds as a store
of wealth and
hedge against
economic
uncertainty
and
market

volatility and offer very good returns over
the medium to long term. Coloured
diamonds are the most discreet and portable
asset an investor can own and are very
flexible.”

While ‘fancy’ coloured diamonds may
place dollar signs in the eyes of many,
investors should make efforts to understand
how the value of such a purchase is
determined by the “four Cs” – carat, colour,
cut and clarity. It is also vital that relevant
documentation and the diamond itself are
securely stored – a good investment
company can assist with providing
appropriate storage but if you choose to
store a diamond within your own home, it 
is vital to ensure your own insurance 
covers this. 

Offering some further advice to
investors considering a coloured diamond
purchase, Ms Sawyer added that a top
priority should be to deal with reputable,
knowledgeable companies, as it is only
these who can truly provide the investor
with the wealth of information they will
need to make an informed decision based
on their budget, their investment return
targets and the objectives they want to
achieve over a given period of time.
Investors should ensure they have
authenticated the quality of their investment
and have also seen the diamonds in
question, in addition to any certification and
storage documents. �
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When Birgit Schnaase spent her
childhood days down by the
water in her coastal home town

of Bremerhaven she knew she would work
with boats when she grew up.

Such was the pull from the sea, that it
inspired her to follow her heart and
combine her two main loves – that of water
and design.

The bubbly and confident German has
now been running her very own interior
design company for 17 years specialising in
yachts and private jets as well as offices and
homes. 

She has built up a fantastic reputation
throughout the yachting world and is now
well-known for her stunning designs
though it’s a success she admits has been
difficult in parts to reach.

“I was born and bred in Bremerhaven
and I always had the idea that there were
not only cars, buses and airplanes but a lot
of ships as well,” said Birgit.

“However, 25 years ago it was not
easy, as a woman, to have a career to do
with the water because I did not want to
become a naval architect. I wanted to do
more with interiors and so I became an
interior architect instead.”

Being a woman in a very male-
dominated industry did present its
problems but they drove Birgit on even
further and gave her a thirst for learning all
the technical intricacies that were involved
in designing vessel interiors.

Her first job, at German shipyard
Lürssen in Bremen-Vegesack, proved to be
a great springboard into understanding
shipyard complexities and constraints and
she worked there for three years learning
her trade.

“It was very helpful because it taught
me how an interior works on a boat. What
to do with the electrics, with the air
conditioning, what lies behind the walls,
about insulation and so on. What you see

on my website looks rather glamorous but
behind it all there are very tough
techniques and I was very glad to learn
about that during my time at Lürssen.”

Birgit then did some freelance work
for a company in her dream location of
Hamburg and she has stayed in the city
ever since, now employing four people
under her own company Schnaase Interior
Design.

They have completed full and part
designs on many vessels from small sailing
boats to river cruisers and luxury
superyachts though she says the economic
downturn has affected the ratio of
newbuilding work to refits.

“The business used to be half refits and
half newbuildings, now it is 75% refits and
25% respectively,” she said.

“At the moment, clients are tending to
keep their boats so they want to make
themselves more comfortable onboard
which is where we come in.”
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So, how does the process work when a
client contacts Birgit wishing to change a
room or the whole interior of their boat?

“Most female clients come in with a very
clear idea of what they want, bringing in
magazines to show us certain things. For
instance they will say ‘I already have this
sculpture and I would like this fabric to go
with it.”

Do the men get involved much with the
furnishings and overall look too or do they
prefer to leave it to the lady of the household?

“It was like that years ago but what we
are doing for the private vessels are for
hobbies so the gentlemen have more and
more fun in enjoying the hobby as well so
they do get very involved in the design
process. As a minimum they will come and
see the design presentations and decide with
the ladies.”

However, some clients are keen to give
the designers a completely free hand in the
total overlook look.

“That doesn’t mean the projects are
nicer, it just takes a little more energy
because we never just do what we think is
good. We try to find out what the client’s
wishes are and with the ones who do not
have a clear idea of what they want, we need
to ask more questions.”

Favourite colours, moods and personal
requirements are all taken into account
before designs are sketched by hand and the
layout of the vessel is looked at. The client is
then invited to a presentation so they can
pick from a few different versions,
depending on the amount of work and
budget, though the outcome is usually based
on a combination of various elements.

So, where does Birgit draw her
inspiration from for her designs?

“Travelling,” she replied immediately.
When she spoke to SMI she was just back
from Taiwan where she delivered a 148ft
yacht and made a stop over in Hong Kong to
see what ideas she could pick up on.

“I also look at fashion which is very
important to us. It does not mean we can
translate from fashion to our business but
most of the clients coming to us have a very
good idea of what is happening in the fashion
world. I don’t mean only for clothes but for
watches, jewellery, cars and so on. So it is
good for us to know what is going on too.”

Projects can take anything from eight
weeks to two years to complete and the
company works closely with naval architects
which is especially important on
newbuildings as the designer needs to know
positioning of certain things like windows
and doors.

Sourcing of materials is also very
important and Birgit has a room crammed
full of material and fabric samples. 

“Materials are a major element as we
need to see how well they work on a boat,”
said Birgit.

“We recently delivered some very nice
decorative wall lamps which had a gold foot.
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We thought they were gold-plated but after
being onboard for two days realised they
were not as the colour changed. 

“We need to be very aware of what
things are made from and whether they keep
their shape. Silk, for instance, while
luxurious is not recommended for boat
furnishings. There is no question it is
beautiful but most owners do not keep the
boats closed with the air conditioning inside.
They open the doors because, of course, they
want to sit outside or they want to have the
fresh air off the water in the rooms, but silk
changes with high humidity.”

Safety is also another main
consideration and Birgit comes more from a

sailing background rather than a
motoryacht one so she can see the benefit
of having the right safety measures in
place even if they affect the overall look.

“I’m really a fan of old-fashioned
things like handrails which are positioned
where we really need them. Of course, I do
try to keep the corners crisp but only so
crisp that people do not get hurt.”

Birgit’s favourite projects are the
refits. One of the latest was Smooth
Operator – a sailing yacht where the sun
room, living area and guest area were
changed along with all the lighting from
halogen to LED. 

Sometimes it is not possible to cater
exactly to the client’s wishes but Birgit
said she always tries her hardest even if to
fulfil only part of the requirement.

“For example, a lot of people like to
have a Jacuzzi onboard, even on small
boats. But if they do not have room for
one that fits three people we can give
them a bath tub one instead.”

Boats naturally pose many constraints
you would not find in designing for a
property and Birgit and her team have to
bear these in mind all the time.

“A boat is more difficult because it is
moving, because it has a limited weight
and there is always competition between

the interior and the outfitting and
technical devices that are needed onboard
such as plumbing and piping,” explained
Birgit. 

Does she have any future ambitions to
take her designs into other areas?

Having already worked on some small
guest houses for clients leaving the
maritime industry, she would like to work
on larger hotels.

“We have a lot of ideas in the drawer
that we could fill a couple of hotels with!
As I am travelling a lot I do have many
ideas and you can make many hotels even
more comfortable. “

She said she is always casting a critical
eye when in hotel rooms and indeed
anywhere! She recently had an appointment
at a large osteopathy clinic and was so upset
by the small, shabby room she had to change
in that she informed the doctor!

What about when she visits homes of
friends? “I keep my mouth shut,” she said
laughing.

“If it is someone else’s taste it does not
need to be my taste.”

Being a woman in the industry has also
changed greatly since Birgit first set sail with
her venture.

“It has changed a lot but also it is me that
has changed. Twenty years ago when I was a

young woman in a male-dominated shipyard
world I had a tough time I must admit. Over
the years that has changed because everyone
started to see I was becoming more capable
and I had the experience to carry out these
projects.

“It’s now easy for me to do my job and
we have been working with a lot of
shipyards in the last few years which are still
very much male-dominated .”

So, how does Birgit foresee the future,
apart from aiming to design for larger hotels?

“I just want to continue with the
yachting business and I think I have at least
20 more years’ energy to do it!” �

SHIPMANAGEMENT INTERNATIONAL ISSUE 39  SEPTEMBER/OCTOBER 2012112

LIFESTYLE






	SMI 39 Sept-Oct 2012 FC
	SMI 39 Sept-Oct 2012 IFC
	SMI 39 Sept-Oct 2012

