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SMI Straight Talk

The man from BIMCO summed 

it up perfectly when he said 

on BBC radio at the height 

of the Ever Given fiasco that he 

found it strange that when shipping 

had worked tirelessly for 15 months 

bringing goods to our shops during 

lockdown, the national press showed 

no interest but when a ship gets stuck 

in a waterway for a week, the bad side 

of shipping is on the front pages of 

practically every national newspaper.

Well, we are all used to that. After all, 

newspapers are only really interested in 

bad news and today’s news is tomorrow’s 

fish and chip wrapper.

But comparisons can be drawn. 

When this pandemic hit, why did it 

take the world so long to acknowledge 

seafarers as key workers. Surely that 

should have been priority number one. 

Seafarers would immediately have 

been able to travel freely to and from 

their ships and carry on their vital work. 

We sometimes forgive the ignorant for 

not reacting quickly enough, but this 

inertia was from member states of the 

International Maritime Organization. 

Surely, they should have had shipping’s 

back on this?

And let’s hope this is not 

repeated once again with the lack 

of international action on seafarer 

vaccinations. InterManager President 

Mark O’Neil went public on the 

issue, after what he described as an 

extremely ‘frustrating meeting’ with 

the IMO on the matter, saying the 

IMO was politically and diplomatically 

muted in terms of what it can achieve 

without having regard to other United 

Nations organisations and the politics 

of other member states.

His angst was only echoed by that 

other stalwart IMO NGO Intercargo, 

which called the whole vaccination 

issue a lottery, claiming that seafarers 

in the dry cargo sector would be 

hardest hit by disjointed nationalised 

vaccination policies being enforced at 

ports around the world.

Its Chairman Dimitris Fafalios 

described it as a very serious problem 

for the industry as a whole, when 

you consider the high proportion of 

seafarers that come from developing 

countries with no access to any vaccine 

at all. With over half of the total 

seafarer workforce, 900,000, coming 

from developing nations, the problem 

is clear to see.

But while the industry is united 

in its call for action, its strategy for 

getting jabs into seafarers’ arms 

now, is clearly not working. COVID is 

not going to stop while the industry 

ponders its navel. Now is the time for 

action, not talk. l

Less talk, more walk 
on vaccines
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Tracking the 
economic impacts 
of COVID-19 one 
ship at a time

COVID-19 saw global maritime trade collapse by 

as much as 10% in the first eight months of 2020 

– leading to losses of up to $412 billion, reveals 

Oxford research, which used sophisticated algorithms 

and tracking data to follow 100,000 vessels. 

The research was also able to quantify the impacts of 

virus containment measures on economic activity across 

countries – in particular, the closures of schools and 

public transport led to drops in economic activity. But 

the study reveals, oil and manufacturing supply chains 

collapsed as the pandemic went global, leading to a 

widespread slump in port-level trade.  

The Oxford team, led by Jasper Verschuur, a 

graduate student in the Environmental Change Institute 

(ECI), shows the largest absolute losses were in ports 

in China, the Middle East and Western Europe - which 

experienced both supply and demand shocks during the 

first few months. 

Using cutting-edge methodology, in which the daily 

movements of more than 100,000 maritime vessels were 

tracked, the team found manufacturing sectors were 

hardest hit, with losses of 11.8%. 

Many sectors were not as badly affected: “Some 

supply-chains have been more resilient than others. 

The most resilient sectors are found to be the textiles 

(-4.1%), food and beverages (-5.8%) and wood and paper 

manufacturing (-6.3%) sectors,” the report stressed.

The ECI’s Professor Jim Hall said: “Looking at 

this satellite ship-tracking data during the COVID-19 

pandemic is fascinating and alarming. You can see how 

national lockdowns have had impacts far beyond many 

countries’ borders, through big shifts in the patterns 

of shipping trade. Never before have we been able to 

see, so precisely and so quickly, how an economic shock 

ripples through supply chains around the world.”

Some small and developing nations were particularly 

hard-hit. “The largest percentage change in imports 

are associated with small economies such as Turks and 

Caicos Islands, Bahrain, Anguilla, Federated States of 

Micronesia and Madagascar.”

For many, the trade disruptions were reinforced by 

the drop in tourism. This study is one of the first sources 

of information on the impacts of small islands and low-

income countries. 

When combined with information about lockdown 

measures from the Blavatnik School’s ‘COVID-19 

Government Response Tracker’, the study reveals the 

impact of individual lockdown measures on economic 

activity.  According to the report, we find a clear negative 

impact of COVID-19 related school and public transport 

closures on country-wide exports. Every day that a 

country had a full school closure led to a 4-7% drop in 

economic activity.

The information can help decision-makers in 

weighting the costs and benefits of introducing new 

lockdown measures. But, the researchers say, stay at 

home requirements and international travel bans had 

little effect on economic activity.

Jasper Verschuur added: “We can measure the 

economic impacts of the COVID-19 on a global scale 

in almost real time. Going further, we can use a similar 

approach to monitor how countries recovery from the 

pandemic as they rebuild their economies, and identify 

where additional financial support is needed.” l
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Hapag-Lloyd acquires Africa 
specialist NileDutch

Hapag-Lloyd and NileDutch have signed a sale 

and purchase agreement where Hapag-Lloyd 

acquires all shares of the Dutch container 

shipping company Nile Dutch Investments (NileDutch).

With over 40 years of expertise, NileDutch is one the 

leading providers of container services from and to West 

Africa. The company is present in 85 locations across 

the world and has 16 own offices in the Netherlands, 

Belgium, France, Singapore, China, Angola, Congo and 

Cameroon. With 10 liner services, around 35,000 TEU of 

transport capacity and a container fleet of around 80,000 

TEU, the company connects Europe, Asia and Latin 

America with West and South Africa. Headquartered 

in Rotterdam, NileDutch has some 350 employees 

worldwide with particular expertise in the African market.

“Africa is an important strategic growth market 

for Hapag-Lloyd. The acquisition of NileDutch 

strengthens our position in West Africa and will be 

an excellent addition to our existing activities on the 

continent. Our combined customer base will benefit 

from a denser network from and to Africa as well as 

from a much higher frequency of sailings. We welcome 

the new colleagues from NileDutch and hope that 

together we can further develop our business in Africa 

in the years to come,” said Rolf Habben Jansen, CEO 

of Hapag-Lloyd.

Wim van Aalst, President of NileDutch, added: 

“Hapag-Lloyd and NileDutch are a very good fit and I am 

happy that we join forces. Combining our business and 

expertise in West Africa with Hapag-Lloyd´s worldwide 

network will enable us to make the next step and further 

develop the Africa business.”

The completion of the transaction is subject to the 

approval of the responsible antitrust authorities. l

NotebookNotebook
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Read all about it!

The past 12 months have proved to be very hard 

for seafarers around the world. The lack of crew 

changes in a pandemic made for a very miserable 

existence, which has been well reported. Despite some 

very complex operations being concluded, basic issues 

remain the same. If you simply fail to read what is before 

you, it can lead to significant losses. The following are 

some examples of what has happened.

An error, such as failing to see in a list of a crews’ 

COVID test results that one of the crew had tested 

positively can have significant consequences.

A ship was put into Manila anchorage enroute to 

discharge port for a crew change as there were Filipino 

crew on board. The crew change at Manila was organised 

by the ship manager, through an appointed port agent. All 

the prescribed COVID-19 protocols were followed.

Once back enroute the ship sent its port entry and free 

pratique documentation to the discharge port agent for 

arranging the inward clearance. The agent and authorities 

discovered in the documentation that a COVID-19 test 

result for one of the crew members, signed-on at Manila, 

was positive.

Evidently, one of the joining crew members had tested 

positive for COVID-19, but the COVID-19 positive test 

was overlooked and was not noticed by the ship manager, 

the port agent at Manila, the health and immigration 

authorities or the Master. It was only identified by the 

discharge port agent. 

The ship had to return to Manila in order to test the 

entire crew and replace them as necessary. The ship also 

had to be disinfected before resuming the voyage. This 

resulted in about five additional days at sea plus six days 

at Manila.

The ship owners claimed about USD$ 350,000 losses 

from the managers.  However, ultimately a settlement was 

negotiated, as many parties failed to spot the positive test 

– including the owners themselves.

Another example involved a tanker which had 

changed from hard copy sea charts to electronic sea 

charts. It was a Flag State requirement that the second 

officer had to have an ECDIS Certificate. The crew 

managers had looked at all the qualifications of the 

second officer they placed on the ship. Unfortunately the 

crew manager simply missed the fact that the second 

officer did not have an ECDIS certificate. 

When the ship had a subsequent routine vetting 

inspection by one of the oil majors it revealed the mistake 

and the oil major informed the owner that the ship had 

been put on technical hold. A technical hold can only 

be lifted after a new oil major vetting, which can take 

up to six months. In the meantime the trading flexibility 

of the tanker had been reduced and the earnings had 

reduced significantly. The owners claimed the difference in 

earnings from the manager of USD$ 400,000. 

Finally, before any of us were aware of coronavirus, a 

crew manager arranged for the vaccination certificates to 

be issued to the crew. The manager did not realise that 

some of these vaccination certificates had been slightly 

altered when the Medical Examiner had spelt the name of 

the crew member incorrectly. These slight amendments to 

the vaccination certificates led to a ship being detained 

for a considerable length of time, and a claim was then 

made by the owner against the manager for the delay.  

The message is to ensure that your teams are given 

the time to properly read what is in front of them to ensure 

that these issues are avoided. l

Charlotte Kirk, ITIC’s Commercial Director, says 
make sure you read what is provided, particularly 
vaccination certificates
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InterManager strengthens its voice 
with recruitment drive

Together we are stronger – that’s the message 

being delivered to ship managers across the 

globe by InterManager, the international trade 

association for the shipmanagement sector.

With its new President Mark O’Neil of Columbia 

Shipmanagement at the helm, the association, which 

this year celebrates its 30th anniversary, is spearheading 

a recruitment drive to raise industry standards and 

strengthen its voice on the international stage.

“We are actively recruiting ship managers to join our 

ranks and enable our industry to speak with one strong 

voice,” declared Mr O’Neil. “Together we can deliver a 

real body-blow on the important matters that affect the 

shipmanagement industry.”

The campaign, which launches this month following 

go-ahead from InterManager’s Executive Committee 

members, is already bearing fruit. Shipmanagement 

giants Synergy Marine Group and Fleet Management 

have come onboard and Mr O’Neil says he is having 

talks with other leading companies interested in joining 

InterManager.

“It’s no longer a question of ‘why join’,” he 

challenged, “now it’s a question of ‘why wouldn’t you?’ 

If you aren’t in InterManager, how can you demonstrate 

you are meeting the industry standards?”

Central to Mr O’Neil’s plans for the future of 

shipmanagement is “an industry standard with teeth” 

to give confidence to ship operators that employing 

an InterManager member company for ship or crew 

management meets their expectations. That standard 

is being drafted with collaboration from InterManager 

members, making now the ideal time to sign up.

InterManager is the crucial interface between ship 

management companies and a range of maritime 

organisations and legislature, particularly the 

International Maritime Organization (IMO) where it 

enjoys consultative status.

Mr O’Neil said members are encouraged to 

play an active part in InterManager campaigns and 

activities but will not be burdened with additional 

work. “There will be no paralysis by analysis,” he 

said, “We are not adding an administrative burden 

and will be discriminatory in what we address within 

the shipping industry.”

InterManager is keen to stress that its 

membership is open to all ship and crew managers 

regardless of size, as long as they meet its standards. 

Mr O’Neil observed: “While large companies benefit 

from economies of scale, for many clients the smaller, 

boutique enterprise is the right answer for them.”

InterManager also continues to welcome 

applications for associate membership from 

related businesses who want to benefit from direct 

interaction with the shipmanagement sector. l
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Bob Sanguinetti to step down 
from the UK Chamber of Shipping

The hunt is on to find a new Chief Executive of the UK 

Chamber of Shipping after Bob Sanguinetti decided 

to step down to embark on a new role as Chief 

Executive of the Aberdeen Harbour Board, taking up his 

new role later this year. 

John Denholm, President of the UK Chamber of 

Shipping said: “Bob has been a great servant to the 

Chamber over the last three years. He has led the 

organisation through an incredibly difficult time, but we have 

none-the-less gone from strength-to-strength and I want to 

thank him for his hard work and dedication. 

“Bob will continue in his role, focusing on the needs of 

the members and working closely with the government for 

the next six months. A recruitment process will now start to 

find the best person to lead the Chamber as we continue to 

support our members and further raise the profile of both 

the Chamber and the UK shipping sector.”

Alistair Mackenzie, Chairman of Aberdeen Harbour 

Board said: “This is an incredibly exciting and crucial time 

for the Harbour as we work to realise the full green port 

potential of our £350m expansion. Having someone like 

Bob as our CEO will give us the edge we need to drive our 

business to the next level and we look forward to welcoming 

him to the Board in September.”

Speaking of the move, Bob Sanguinetti said: “During 

my time with the UK Chamber of Shipping, I have 

enjoyed working with the best people across our great 

industry and it has been a huge honour leading such a 

terrific organisation. 

“The important business at the Chamber continues 

and, for the next few months my focus is on supporting 

our members as we continue the recovery from Covid-19 

and seek out the opportunities of a cleaner, greener 

shipping industry. 

“I cannot thank my team at the Chamber enough for their 

dedication, hard work and support. I know the Chamber will 

go on to achieve great things in the years ahead.

 “I am excited to be taking up the role of Chief Executive 

at the Aberdeen Harbour Board later this year but I am not 

going anywhere straightaway and will be at the Chamber 

until the late summer to ensure a seamless handover to the 

candidate who is fortunate enough to be appointed.” l

For sponsorship opportunities please contact Karen Martin by emailing kmartin@elabor8.co.uk  
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I have held the position of President and CEO of Stena 

Bulk for the past nine years but I have actually been a 

part of Stena Bulk AB for the last 21 years of my career. 

I was appointed to my previous role at the company in 

2010, when I led the creation of Stena Weco - a joint 

venture between Stena Bulk and Dannebrog that was 

fully merged into Stena Bulk by 2017. Prior to this, I was 

appointed as Executive Vice President & Head of Stena 

Bulk USA in 2009. 

I originally joined Stena Bulk back in 1999 and initially 

served on the Commercial Operations side of the 

company, in Gothenburg. After moving to the Commercial 

Operations department in Stena Bulk’s office in Houston 

in 2001, I was responsible for Commercial Operations 

globally shortly after. That’s when I started building 

up many of the founding elements of Stena Sonangol 

Suezmax Pool when it was created in 2005. 

Stena Bulk is one of the world’s leading tanker 

shipping companies. We take a pioneering role in 

delivering safe and cost-efficient transportation of a 

variety of liquid cargo around the world. We have been 

a leading player in the tanker segment for nearly 40 

years, pushing boundaries and not being afraid to be 

entrepreneurial and to lead from the front to fulfil our 

vision for minimum sustainability impact. Stena Bulk has a 

controlled fleet of 115 vessels, ranging from Suezmax and 

MR tankers to LNG carriers and the most modern tanker 

designs. With our diverse fleet we serve many markets 

and a wide variety of customers, and we believe we play 

an important role to underpin the global energy mix via 

the transportation of petroleum products.

We have strong demands on safety, environmental 

protection and vessel lifespan, with the ultimate aim 

that innovation enables our fleet to be both modern and 

competitive for decades. We like to remain agile and 

consistently review what the opportunities are to improve 

our current fleet, sell or recycle existing tonnage, and build 

the most advanced tanker designs on the market.

We grow with partnerships in various sectors. This is 

a strategy we have followed for many years and it has 

been a good concept in creating additional value for 

our partners and for Stena Bulk. Despite collaboration 

being the new word that everyone in the industry seems 

to be using these days, we have known for years that this 

is a winning strategy. However, it can be challenging to 

execute it if companies are not used to it. At Stena Bulk 

we know this concept very well and our aim is to continue 

to develop it to remain highly relevant in the market and 

build on the great partnerships network that we have 

created so far. 

According to Drewry’s Ship Operating Costs Annual 

Report, vessel operating costs rose at the fastest pace in 

over a decade in 2020, due to the impact of COVID-19. 

How does a company like Stena Bulk plan to tackle this, 

and is this where you will be relying more and more on 

technology for optimisation?

We have always been rather lean in our organisation 

and have developed plans for many of the challenges 

we are experiencing in the sector. We learned a lot 

through 2020 and we will continue to optimise the way 

in which we manage our ships so we can avoid a major 

increase in costs. 

Prior to 2020, we saw many years of very limited increase in 

operating costs, so the recent rise we have seen has not come 

as big surprise. However, it is fair to say that 2020 certainly 

made us change the way in which we plan for our seafarers, as 

well as some of the logistics around maintaining our ships. 

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

How I Work

Erik Hånell 
President & CEO, Stena Bulk
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I believe that taking on big innovation and 

technological challenges is in line with being commercially 

sensible against the backdrop of a radically changing 

maritime sector – and that taking these challenges on now 

will drive further commercial success in the future. 

Our commitment to technological investment, which is 

backed by a strong history of entrepreneurial spirit, is and 

will continue to be our strongest asset to meet the needs 

of the market and spearhead shipping’s journey towards 

decarbonisation. In everything that we do, we aim to go far 

beyond the ‘average’.

We embrace a partnership approach and are 

committed to working with the very best partners across 

the industry, and particularly those focused on future fuels 

and pioneering clean technology.

We recently made an announcement that is a practical 

example of this approach. In January 2020, steel cutting 

for our state-of-the-art IMOIIMeMAX methanol-fuelled 

49,900 dwt vessel Stena Pro Patria commenced. This vessel 

will be the first of the three methanol-fuelled tankers to be 

built under our joint venture with Proman Shipping. Each 

of these vessels will use 12,500 tonnes of methanol as a 

marine fuel per annum, significantly reducing emissions 

in their commercial operations compared to conventional 

marine fuels.

These new methanol-ready 49,900 DWT vessels will 

be state of the art, benefitting from several design 

and technical improvements to optimise energy and 

fuel efficiency. The latest generation MAN dual-

fuel engines will feature revolutionary new water 

and fuel emulsion technology, which significantly 

reduces NOx emissions without the need for costly 

catalytic conversion technology. Additionally, the 

vessels will also be equipped with the latest energy 

efficiency technology, including continually controlled 

combustion, optimised tuning, redesigned and 

aerodynamic hull lines, and an energy shaft generator, 

reducing fuel consumption and helping to meet strict 

emissions criteria.

When it comes to decarbonisation, it is undeniable that 

the shipping community is collectively facing a challenge 

that requires us to consider how we alter our entire energy 

needs and move towards cleaner fuels. This issue will gain 

even further traction in 2021. 

As a progressive voice in innovation with a focus 

on sustainability excellence and a vision to have a 

sustainability impact, we constantly push boundaries in 

order to innovate and champion multiple pathways - even 

if not all of them will reach full market fruition. 

To achieve the ambitious goal to decarbonise our 

industry, which we fully support, we do not want to wait 

and see what others in the sector do. We are happy to 

have a pioneering role and lead the maritime industry’s 

sustainability journey. That’s why we are extremely proud 

to have recently shared with the market our InfinityMAX 

concept vessel design, which we believe pushes the 

boundaries for zero carbon, multi-model vessel design 

in shipping.

We designed an ultra-flexible, zero emissions concept 

that proposes the creation of standardised and modular 

cargo units that can carry dry bulk, liquid bulk or liquified 

gas products, which will significantly streamline the process 

of transporting wet and dry bulk cargoes. 

Each of the InfinityMAX’s modular cargo units 

are designed to be totally self-sufficient in terms of 

their energy use, with wind turbines and solar panels 

generating all the electricity needed for internal 

systems. The InfinityMAX concept will use hydrogen 

as a marine fuel and wind turbines to generate 

further energy. Although the vessels will be crewed 

for safety and flexibility reasons, we have designed 

the InfinityMAX concept to be semi-autonomous and 

meet the future demand of efficient operations without 

compromising safety.

What we are proposing with this concept is 

innovative and, provocative and would radically reshape 

the approach that the shipping industry has, so far, 

taken towards decarbonisation. l
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The Mærsk Mc-Kinney Møller Center for Zero 

Carbon Shipping is a not-for-profit research 

and development center . As an independent 

research facility, it works across the entire shipping 

sector with industry, academia, NGOs and authorities.  

A highly specialised, cross-disciplinary team 

collaborates with partners globally to create an 

overview of viable decarbonisation pathways, facilitate 

the development and implementation of new energy 

technologies; build confidence in new concepts and 

their supply chains; and accelerate the transition by 

defining and maturing viable strategic pathways to the 

required systemic change. According to its CEO, it is 

completely independent in its operation which is made 

possible by a start-up donation of DKK 400m by the A.P. 

Møller Foundation. 

“The Center is an independent new legal entity. We 

work with organisations as partners to the centre, but 

we are independent and our governance is such that we 

will have strong centralized team employed, working on 

22 Ship Management International      Issue 90 March/April 2021

Bo Cerup-Simonsen 
Chief Executive Officer at Mærsk Mc-Kinney 
Møller Center for Zero Carbon Shipping
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philanthropic funds, all working for the greater good,” 

said Mr Cerup-Simonsen.

“Working with leading players across the supply 

chain, from energy companies, utility companies, ports, 

ship designers, ship technology companies and ship 

owners, we are establishing an overall understanding 

and narrative about how shipping can decarbonise, and 

we believe that this is an important part of the whole 

transition – being able to explain how is this possible,” 

he added.  

Drilling down, it is about asking how is this possible 

from a technical point of view, from an energy point 

of view, from a commercial, 

financial and regulatory point 

of view. That’s one part of 

it, establishing that overall 

understanding of how is it 

possible with 70,000 ships 

in operation today, with a 

very well-established supply 

infrastructure of energy to the 

ships, very well-established 

business models, how is it 

possible to transition away 

from that?

He added: “In creating 

that understanding of how to 

transition into a sustainable 

system, we can identify a 

number of risks and barriers 

and gaps for the potential 

future fuels, technologies 

and businesses. Ammonia is 

a good example. To explain 

how net-zero Ammonia can 

become a scalable fuel source 

in our transition towards 

a zero carbon industry, we 

need to fully understand the 

risks and the development 

needs. Those can be related 

to supply, infrastructure, how 

green ammonia is produced, 

cost or availability. Other 

key issues are of course 

safety and environment: in 

introducing new fuels, we 

can do no harm to people, 

assets or the environment: 

the right measures must 

be implemented to maintain high standards of 

environmental protection and safety.”

Armed with this workload, the centre is building a 

centralized R&D team, with experts in renewable energy, 

energy conversion, energy storage and logistics, ship 

design, ship technology, shipping business, regulation 

and finance. “We’re building a multi-disciplinary team 

of scientists, engineers, economists, lawyers and more, 

in combination with integrating experts from our 

partnerships’, he stressed. 

“For the transition to play out, we see a sequence 

of events where the harvesting of the low hanging fruits 
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is already ongoing, so to speak.  This include domestic 

shipping, where you have, for example public ownership 

or public engagement in the management of e.g. 

ferries where emissions from the ships are adding to the 

national counting of CO2 emissions. This can be a very 

strong driver for decarbonization and the same applies 

for regional routes. 

“The next level is where we’re seeing commercial 

drivers with customers demanding zero carbon shipping.  

This is of course interesting, because there are still no 

regulations requiring zero carbon shipping, yet we see 

an increasing number of customers starting to demand 

zero carbon shipping.  

“There is no doubt that during this decade we 

need to get to a place where we’re scaling up the 

decarbonization effort at a fast pace, for land-based 

supply infrastructure as well as for the legacy fleet 

and newbuilds. And at the same time, we need to see 

the existing fleet increasing efficiency and thereby 

decreasing the consumption of fuel rapidly and on a 

fairly large scale.

“For all of this to happen on large-scale sector wide 

basis,  it is key to create confidence and clarity on the 

regulatory side. I’m confident that we will see industry 

leaders like the ones who are now partnering with us, 

starting to decarbonise. However,  in order to get the 

entire industry along, we need global regulation. 

When we get to 2023, at the next review of the IMO 

greenhouse gas strategy, we need to see very concrete 

action in place, that will in a clear manner give us 

confidence that we are on the right track. This is only 

three years from now, so we are in a hurry ,” he said. l 



http://www.boers-crewservices.nl
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ENERGY  
TRANSITION:  A BALANCING ACT

The International Maritime Organization took the 

important step in 2018 in reducing the global shipping 

industry’s carbon footprint by setting targets for CO2 

emissions cuts of at least 40% by 2030 and 70% by 2050 per 

transport work. The aim of the strategy was to target carbon 

intensity, or the amount of carbon produced by every piece 

of freight moved around the world, and placing a cap on 

greenhouse gas (GHG) total emission for the 2050 of 50% in 

respect to 2008 total GHG emissions.

And while the focus of the industry will undoubtedly 

be on an accelerated process of energy transition moving 

forward in meeting these goals, the requirements of the 

2030 target and the 2050 target may, in RINA’s opinion, be 

solved through a combination of factors, not just the type of 

alternative fuel used. 

Andrea Cogliolo is Senior Director of the RINA Marine 

Excellence Centre, and an expert in the area of alternative fuels. 

And while there is a little bit of confusion in the industry as to 

what needs to be done, he says it is clear that action does need 

to be taken.

“The IMO target is there, and it is clear, but there is a little bit 

of confusion as to how we bridge the fuels of today with what 

we need to achieve by 2030 and 2050. Owners today, have a 

difficult decision to make. If I am talking about the cruise sector 

for example, the vessel I order today would be delivered in 2024 

and with a lifespan or 25-30 years life, would be affected by the 

emissions target set for a vessel operating in 2050.”

As Mr Cogliolo stressed, we need to make a distinction 

between the far future and what will be demanded for the ship 

of tomorrow.

“Our opinion is that the best solution is to have a bridge 

between the two with a less carbon fuel such as methanol or 

LNG. Then if we speak about bio-LNG or bio diesel, these could 

be other bridge solutions. 

“I talk about LNG because hydrogen can be developed 

around existing LNG systems in the future, and it is a solution 

which has two advantages. One of the problems of using LNG 

as a marine fuel is methane slip – gas that can escape from the 

engine. But if you add hydrogen, you improve the combustion 

and reduce the methane slip.

“There is another advantage in that the part of energy 

that we gain from the oxidation of the carbon in respect to 

the energy we gain from the oxidation of the hydrogen, gives 

us much more hydrogen inside and less LNG, so less CO
2 is 

emitted in respect of the energy that we have in total,” he said.

“This means there is a reduction in emissions, with the same 

power from the engine. A little part of the CO2 is reduced by 

using the LNG and part by the addition of Hydrogen so that the 

target of 40% could be a target that this bridge solution could 

achieve. Obviously, the starting point is to have a ship that is 

LNG fuelled and not all ships are LNG fuelled and Hydrogen 

obtained by renewable sources.”

And what time frames are we talking about? According to 

Mr Cogliolo, this could be realised in a decade.

We are talking about the 100% use of hydrogen there 

is a long path ahead. But having said this, we already 
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A BALANCING ACT

have some examples of experimental ships where stored 

hydrogen is capable of sustaining the propulsion of this 

ship for a certain period of time. So, there is interest in the 

use of liquid hydrogen.

According to RINA, when you look at the debate about 

alternative fuels, you have to start by looking at its availability. 

And hydrogen can be used, but if we spend much more CO2 

than is normally associated with the propulsion, in order to 

produce the hydrogen, then we have lost the debate. This 

is the reason why both hydrogen and ammonia have been 

classified with different colours, depending on the source from 

which they are generated. Green hydrogen is the hydrogen 

which is produced using renewable sources, while blue 

hydrogen is made through the use of fossil fuels but with the 

concept of the carbon capture. 

The problem facing the industry, is understanding the 

investment and renewables needed to produce the fuel against 

uncertainty about the price. All the statistics, however, indicate 

that the price will decrease.

So, what are the challenges ahead?

Andrea Cogliolo again: “We have spoken about 

alternative fuels but if we look at the energy we can obtain 

from marine gas oil versus liquid ammonia for example, 

we will need more than three times the storage volume 

onboard. If you are talking about liquid hydrogen it is 

more. So for a ship to accommodate these two fuels 

onboard, it will probably need to look to other aspects. 

In my personal opinion, decarbonisation cannot happen 

through alternative fuels alone. We need to reduce the 

amount of energy needed to achieve the transportation 

result we desire. Going back to the assumed ship analogy, 

if I have a ship that has liquid methane and I would like to 

have the same ship powered by liquid ammonia, I would 

need a doubling of the necessary tanks of liquid methane 

with ammonia. But if that ship is capable of saving 50% 

with the new technological arrangement, I have found 

the balance.  And 50% is something that some yards are 

looking to reach. 

It is also not just the energy saving but a boosting of the 

efficiency of the operations themselves. For example, I think 

that bunkering frequency will be different in case of use of 

new fuels just now, vessels powered by LNG have to bunker 

more frequently than before. Improved use of digitalisation 

can also help ship reduce their fuel consumption by getting to 

where they need to be exactly when they need to be there. 

It is an enormous saving. And this is something that through 

digitalisation, can be done. When you build in data analytics, 

you can anticipate degradations in the ships’ hulls or the way it 

behaves and the impact this all has on fuel consumption.

In conclusion, Mr Cogliolo says the industry needs a 

solution that bridges the demands of the IMO regulations 

with the constraints faced by the industry. A certain reduction 

in emissions can be achieved by the alternative fuels but 

technological improvements and operational measures can all 

help to save energy. “A balance will be the only viable solution 

for the fleet of the future,” he said. l

Market Sector: RINA
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Sean Moloney

Before I pass on the microphone to the panellists to give their 

two-minute perspective on the subject, I just want to say that 

we are very excited and delighted to have such a stellar group 

here. And we look forward to hearing their views on the issues 

facing global shipping. Over to you first Erle. 

Erle Kristin Wagle

Many thanks Sean. The pandemic has had a severe impact on 

the shipping industry. We have been bound and limited by 

global restrictions and have experienced fatigue and despair 

that have forced us to change the way we do things and the 

way we think. So now, imagine that you have a virtual twin of 

your ship that allows your people to familiarise themselves 

with the vessel, its equipment and its operations before they 

go onboard. Imagine that you could simulate and practice on 

difficult situations for your vessel so you know what to do if and 

when you have a problem. Imagine that you have cloud-based 

simulated training available anywhere anytime. Imagine that 

you no longer need to send a man down to inspect the tank 

because you have a drone or there is no need to send a diver 

down to check the hold because you have robots. Imagine 

that your manufacturers have online access to the onboard 

equipment so they can perform remote diagnostics, condition 

monitoring upgrades and services. Imagine that you, as a ship 

manager, have online access to your vessel’s bridge and engine 

room so you can directly assess the situation when difficulties 

occur. You have full control of the vessel’s performance, voyage 

and emission data and your reporting is automated.  

This is not imagination, this is now. 2020 has taught us that it’s 

possible to manage risk, ensure safe operations and optimise 

performance under difficult circumstances and I believe that 

journey has just begun. 

Irene Rosberg

I think that Erle has really put the situation very much in 

context. One of the things we have realised as an educator 

for this industry is that we still need to stay current and stay 

relevant and we still need to go out and see what is happening 

in this industry and to understand how we are going to be 

translating these issues into our academic programmes. And 

this is what we are doing on an ongoing basis. We have to 

make sure that the programme stays current and is relevant to 

the industry we are serving. We are going to be looking at risk 

assessment but in an entirely different way. We are going to be 

looking at the supply chain in an entirely different way and we 

are going to be handling the acceleration of digitalisation in an 

entirely different way. And we need to make sure that all of that 

is translated into our academic programmes. 

Alexandre Eykerman

We can see that the pandemic has brought unprecedented 

challenges that we previously may have taken for granted, 

including the role of digitalisation and the speed of reaction. 

Our world will be dominated more by digitalisation and we are 

having to speed up our involvement in this area. 

The speed of reaction was one of the key things that 

was immediately implemented as we worked to create a 

better environment, by looking at our people and by being 

operationally flexible in dealing with our customers. And 

probably the most important consideration was how do we 

address the essential workers, how do we address the crew and 

the people that have to actually still be operative when the rest 

of us are able to stay at home? I have over 800 people working 

in the regions, 650 of them were in the field continuously. How 

do we support them better? The use of digitalisation here is 

something I would like to bring into the discussion.

Scan QR code to 
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Mette Rosenby

The major risks at industry level right 

now are related to on-board health and 

safety such as preventative measures, 

managing infections, recovery plans and 

crewing issues as timely crew changes 

have become a major issue due to travel 

restrictions. As a classification society 

we are involved in ship quality safety. 

In the light of COVID our services have 

included postponement of surveys, 

audits and inspections under force 

majeure. We have carried out remote 

confirmatory surveys for certificate 

validity extension and for survey 

postponement, lay-up of ships for mainly 

cruise ships and ferries. 

With `RestartYourBusiness’ Bureau Veritas 

is checking that all appropriate health, 

safety and hygiene conditions are in 

place to support business resumption 

and with BV’s new Biorisk notation we 

address safety and health requirements 

for the protection of all ship types 

encompassing both operational and 

design responses.   

Furthermore, when discussing remote 

surveys it is important to make a 

distinction between COVID related 

remote surveys and not COVID related 

remote surveys. All class societies (IACS) 

have carried out administrative jobs 

for many years (these days referred to 

as remote surveys). In some occasional 

surveys, if there is very little value added 

by sending a surveyor onboard for 

example to check for a missing anchor 

it is handled remotely, and another 

example of remote survey could be 

3-month certificate extension. For 

statutory requirements it is a decision 

by the flag states. Decisions on what is 

possible is done on a case-by-case basis 

in consultation with ship- owner/manager 

and the flag state. As a response to 

COVID IACS allows use of service of 

other members so at remote locations 

the closest surveyor can attend on behalf 

of another class society (IACS). 

 

Capt. Prashant Widge

One of the biggest issues that comes 

to mind when we talk about risk as ship 

managers and asset managers, and I talk 

as a very proud seafarer, has been the 

seafarer and the way we’ve managed to 

actually have them sign off. Very early on 

in the process there was a lot of traction 

in this area as the industry worked to push 

the qualities of the crew and convince 

the governments to be able to draw the 

necessary attention to the seafarer. At 

most, we have to keep the value chain 

moving and a key area for us was to 

keep these ships operating at the same 

time and keep our governance up and 

running. A strong positive has been the 

push that we’ve had during this past one 

year on digitisation. We will speak further 

about that as we go along.  There has also 

been a lot of discussion during COVID 

expressed around piracy which is another 

key risk area and something that needs 

regulatory attention as well as national 

governments’ intervention as we go 

further in.  

What’s very important has been the 

focus that we have seen at Maersk and  

across the industry on the people and 

on the welfare and the wellness of the 

workforce that has been keeping the 

value chain moving for us. 

Martina Meinders

The focus has shifted a lot towards 
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the crew managers and there were 

some difficult periods in the beginning. 

But imagine if all seafarers could be 

regarded as key workers, or, considered 

to be key workers. Imagine that all 

ports and airports could be open 

again or have more safe corridors for 

our seafarers. There are clearly a lot 

of things that still need to be sorted 

out. I can only say we received a lot of 

support from the ITF and from IMEC 

as well as from the flag states when we 

had problems getting crew members 

back onboard, because we needed 

dispensation letters so that we could 

go, let’s say, without a second engineer 

for a short period of time. We had a 

period of relaxation during the summer 

when, again, more ports opened and 

more airlines were flying. But we had 

to follow all the restrictions very, very 

closely and it’s not an easy job for a crew 

superintendent with these pressures.  

When it comes to the Philippines, 

which is one of the major crew supply 

countries, it is still difficult because the 

country is under a lengthy lockdown 

and the people are waiting at home or 

having to go into quarantine facilities 

before they can embark the vessel. It’s 

really difficult to coordinate everything 

sometimes, with the seafarer – when 

they do the health test, when they go 

to quarantine and we have to follow 

the protocol in the various ports when it 

comes to so many hours before the PCR 

test etc. So it is always a time issue.  

Thomas Damsgaard

So, we are currently seeing ourselves 

in a state of crisis where we’re not 

really able to live our lives the way 

we want to. We are still struggling 

to make our own choices, and this 

also means that we’re not quite in 

a period of evolution just yet. This 

is a time where our businesses are 

faced with some massive change and 

transformation which translates into 

true business risks. We are seeing new 

patterns emerging from the chaos and 

the response has been, as has already 

been highlighted here today, driven by 

a lot of digitalisation which, of course, 

means a lot of innovation. It’s starting 

to show.  

Over the last year, the pandemic has 

actually been a time where businesses 

have had a mandate to make some very 

difficult decisions, which they otherwise 

probably wouldn’t have done, or, have 

had the courage to do. So that is one of 

the positive things that came out of this, 

to help manage risk as well.  

Being in transportation and it being 

a significant part of the global supply 

chain, I think it’s encouraging to see 

that the supply chains have actually 

received an increased focus over the 

last year. We have started to move 

away from some of this ‘just-in-time’ 

very lean supply chain process-oriented 

ship risk management, and we are 

looking a lot more to resiliecne and 

being responsive. We have seen that 

‘just-in-time’ supply chains have cracked 

under the pressure because of container 

carriers, rolling shipments, the lack of 

equipment, containers and so forth. The 

risks we are seeing with maritime and 

transportation have cascaded down into 

the further supply chains so it’s going to 

be interesting to see how that is going 

to change moving forward. And here 

is where the intelligent transportation 

systems come in which is finally starting 

to be floated in our industry. We are 
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leveraging these digital tools to develop 

better qualitative and quantitative data. 

Where we are going from the data to 

information that will be translated into 

knowledge so we can make smaller, 

more informed decisions too. 

And it’s really interesting to see how 

fast things are moving, companies are 

starting to recognise that they cannot 

solve some of these industry challenges 

by themselves: these are industry wide 

challenges and they need to be resolved 

by the industry as a whole. So the level 

of collaboration that has come out over 

the last 12 months from everyone has 

been staggering. And not one week 

passes where you are not seeing a new 

collaboration being forged. So focusing 

on some of the positive things that 

are coming out of the last year, there’s 

definitely a lot of momentum here. 

Capt. Michael P. Elwert

Thanks Sean, and some great comments 

already shared across the panel here. I 

think just starting on some good news 

which I think is important, is that as an 

industry we’ve actually managed to 

keep global trade moving despite the 

challenge posed by COVID and I think 

that’s quite an achievement. And that’s 

been the result of a collective effort 

which, seen from my side, is actually 

not really appreciated by the global 

communities we are serving but that’s a 

different discussion. But to me this is a 

real positive. 

As a third-party ship manager, we’re 

used to dealing with risk: we are risk 

managers and asset managers and 

those two things go hand-in-hand. 

COVID-19 was a new risk and is a new 

risk and we just need to manage it to 

an acceptable level. This is challenging 

us but it’s definitely also giving us some 

lessons learned. 

When we talk about the risk of COVID, 

the risk is about keeping trade moving 

and the ships undisrupted. It is also 

about taking care of the people and 

the environment. And all those risks 

that we had prior to and during COVID 

will still be there post COVID. But it’s a 

changing landscape of risks that we need 

to remain agile as a group of companies 

and as ship managers servicing clients. 

So I think looking at the future risks, 

there’s a risk to the people, there’s 

the risk to the supply chain, there’s 

the risk of fatigue and the safety 

impact on ships when people cannot 

mobilise or demobilise to and from 

their ships. There’s an unknown risk to 

the asset condition of the ships that 

we’re managing. But those risks when 

you start handling them, also give you 

opportunities and so we, as a company, 

feel that we’ve come out strengthened 

from the pandemic because we have 

seen the importance of being strong 

digitally, having data, knowing  the data, 

being able to use the data in a smart 

way, but also caring about our people 

and managing the operations despite all 

those challenges. 

One major risk was getting crews to and 

from their ships and also keeping them 

onboard for too long. The risk here was 

to the mental and general welfare of our 

colleagues onboard. But I think we’ve 

come out stronger post COVID and I’ll 

try and share some of those thoughts.  

Sean Moloney

Yeah, thank you very much indeed, 

Michael. I’m keen to open up the debate 

now. Let me bring Mette in, give me 

your views on how is shipping agile 

enough, what lessons has shipping learnt 

do you think and as far as dealing with 

game changers like COVID, because this 

was not seen, we did not know this was 

going to come along. 

Mette Rosenby

Shipping has always been volatile, 

and I think the Maritime Industry has 

always been pretty good at adapting 

and coping. In these unprecedented 

times, the ability of shipping services to 

continue undisrupted to transport food, 

energy and supplies is quite impressive.

The interesting point is that the 

pandemic acts as an accelerator of 

already ongoing trends of digitalization 

for example remote surveys and 

decarbonization.  The digital 

transformation is reshaping every 

industry Bureau Veritas is serving and 

today, our clients have new types of 

risk and performance needs as digital 

systems need to be consistently safe and 

reliable. Digitalization has opened doors 

for hackers and owners of commercial 

vessels and oil and gas platforms 

share several common concerns. Both 

are looking to reduce their costs of 

production without compromising 

safety. They also share a wide range of 

stakeholders, such as staff, contractors, 

national compliance bodies, insurers, and 

maritime authorities. 

 

With the environment in mind the 

maritime industry a lot of efforts, 

including research and investments 

are put into how shipping can 

strive to become more sustainable, 

exploring alternative fuels, 

knowledge on emissions, prevention 

measures etc. all to reduce shipping’s 

environmental impact. 

Sean Moloney

You raise the point of the environment 

and I think I’m hearing, talking to 

people in the market, that there’s a 

massive push towards alternative fuels 

and green technology but the price 

of oil is going up and there’s also an 

understanding in the marketplace that 

oil is going to be needed over the next 

year to, excuse the expression, fuel 

the return to economic growth and 

that shipping may well still be going 

down that particular route. But how do 

you see shipping equating all of that 

together with learning from COVID; 

anticipating future other disasters, 

there might be cyber attacks, might be 

casualties but then you’ve got enhanced 

digitalisation.  
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Erle Kristin Wagle

Smart technology and safety will go 

hand in hand in this process. And the 

industry has been forced to change in 

many aspects and not only because of the 

pandemic but also because of escalating 

environmental regulations. So, if we 

are looking at hydrogen and ammonia 

batteries, in turn fossil fuel solutions like 

LNG will take the lead in the future. I think 

a lot will depend on the type of ship and 

the nature of the trade and development 

of technology and infrastructure. We are 

in a business that is in a process of change 

and I think that those who are not willing 

to change will face difficulties. 

Capt. Michael P. Elwert

I’m just picking up on the digital 

discussion here and one of the lessons 

we learned is the importance of having 

a strong digital platform which will 

enable us to predict, to proactively risk 

assess and risk mitigate our operations. 

And we continue to drive the digital 

platform expansion within our company. 

But with that comes a new threat which 

is the cyber threat. Just the other day 

we had one of our ships experience a 

ransomware attack and here, we saw 

the impact of this on our systems, on the 

safety of the ship and on the availability 

for the vessel to trade. And this threat 

will increase as the industry becomes 

more digital and we need to manage 

that well.  

Sean Moloney

But, Michael, that’s an interesting point 

because I always take this view that while  

we are focused in on COVID, when that 

tornado has passed and we open up the 

shutters of our underground shelters and 

stick our head out and look around, the 

reality will kick in. All of these issues that 

we previously felt were so important in 

shipping such as cyber security and the 

environment still haven’t gone away. 

Capt. Michael P. Elwert

Absolutely and I think still we’re too 

unprepared for the new reality of cyber 

security and some companies do it 

better than others. But it’s also  about 

boiling it down to the human element. 

Its a behavioural thing we need to 

address both in the office and onboard. 

People need to understand how to 

protect themselves against cyber threat 

and that’s both on the ship and onshore. 

 

Sean Moloney

Irene, let me bring you in. You wanted to 

raise a point. 

Irene Rosberg

Yes, thank you, Sean. I just wanted to 

say a few words about the agility of the 

shipping industry.  I was thinking about 

the 2008/2009 financial crisis and my 

goodness we didn’t know what was 

going to happen. But this time and, as 

Michael very rightly said, shipping has 

been facing these sorts of disasters one 

after the other. The only thing which has 

made this disaster a bit different, is the 

health issue, the health of the people 

which was the most terrifying and 

something we couldn’t have a control 

on. But when you look at how agile 

shipping is, look at the container sector 

which has really come out of it very, very 

well because they have actually learned 

lessons from the previous disasters. If 

you look at the 2008/2009 situation, we 

had order books which were more than 

50% larger than the size of the existing 

fleet. This time, we have an order book 

which is about 10% larger according 

to Clarkson, which means we are in a 

much better situation to build on that. 

Ship owners have adopted a different 

mentality that you really can go asset 

light, and this will help you to rebuild 

much quicker.  

And then there is what Thomas pointed 

to which is the supply chain. We have 

started looking at regional supply chain 

rather than focusing everything on one 

single source like China, so I think these 

are the areas that shipping has done 

really well in, in the current situation. 

Sean Moloney

Do you want to come back on that 

Thomas. 

Thomas Damsgaard 

Yeah, I will and so I only think we need 

to look to the third quarter reports 

from Maersk where they’re laying out 

this new reality that we are operating 

in here, by talking about agile capacity 

management, deeper cost controls, 

stronger focus on customers, almost 

obsessing about customers, and this 

is as we know is the Amazon mantra. 

We are starting to see a reimagining of 

operations for growth within maritime 

which is really exciting. And over the last 



few years the container industry, which 

is notoriously known for racing for zero 

when you’re looking at freight rates, 

has actually started to integrate more 

deeply with their clients, giving them 

a transparency into demand from the 

clients and the client’s clients, and that is 

enabling them to make better informed 

decisions too. And this new digital 

capability is really building in a lot more 

resiliency and we are going to see more 

of this within our own ship management 

operations as we start integrating our 

vendors a lot deeper. And this is why I’m 

talking about this level of collaboration 

that is going on right now as well as the 

use of these digital platforms.  

The other aspect of it that I think 

is really important is about getting 

the human factor to follow this 

trajectory and this pathway. We 

need to develop professionals who 

are able to engage in these type of 

dialogue. Change starts with change 

in the conversation and people need 

to gain these tools both through 

collaboration and by learning from 

other industries so we can push our 

industry forward to help navigate 

these risks.  

But, again, like Michael, I’m very 

encouraged to see that trade has 

continued for maritime. I think it’s a 

condition of some inherent drivers in 

maritime where we are used to operating 

in very disorganised environments 

so there are very few things that can 

bring us down when we are faced with 

challenges. Comparing that to the airline 

industry which is very structured, very 

regulated and you could see how it just 

fell apart very quickly. 

Sean Moloney

Prashant, let me bring you in.

 

Capt. Prashant Widge

Thanks, Sean.  Understanding the 

needs of the customer and involving 

people and building a workforce that 

is customer centric with focus, is key? 

And I think it is easier said than done 

for an organisation of our size but I 

think the other key pillar that we’ve 

built upon is cost leadership. I think it is 

more important than ever before with 

the margins that we are operating in, 

and different operators have dealt with 

COVID differently in terms of optimising 

their capacity. What we have focused on 

at Maersk, more than ever before, is the 

people. And the key focus on diversity 

and inclusion, with a lot of effort being 

concentrated on upskilling and reskilling 

the workforce. We play an important 

role in actually being able to stay agile 

as a professional and then be part of an 

organisation that’s constantly evolving in 

a dynamic environment like ours. 

Sean Moloney

Thank you very much, Prashant. 

Before Martina, we’ve also had a 

question come in from one of the 

attendees saying how do we attract 

more young people to choose a 

maritime, seafaring career choice. 

Maybe you might like to give a little 

bit of a reflection on that as well in 

response to your other comments. 

Martina Meinders 

I can only agree we definitely need to be 

at the forefront when it comes to online 

training. We have people onboard who 

definitely need more motivation because 

somehow they feel trapped because 

they cannot go ashore to get inspiration 

on training or when it comes to their 

learning. I think we need to do a lot with 

online training onboard and especially 

as well as onshore for the people who 

are now waiting to get their jobs back 

or to go onboard.  The problem is also 

because people sit in lockdown, they 

cannot leave their homes. It would be a 

positive change when they can participate 

in online training and get the certificates 

they need. This is very important and 

where we really have to focus now.  

On the other hand, how can we  attract 

young people when they see the disaster 

that has occurred in the last couple of 

months with seafarers trapped onboard 

who remain onboard who need to be 

exchanged? We need a rebranding of 

shipping in general. We have to make 

sure that the young people are still 

interested to go to sea and to motivate 

them to collaborate with the industry, 

with other stakeholders, with owners. l 

Readers of SMI can view the full 

debate by logging onto: https://

shipmanagementinternational.com/

managing-future-risk-webinar/ 

Managing Future Risk Webinar

https://shipmanagementinternational.com/managing-future-risk-webinar/
https://shipmanagementinternational.com/managing-future-risk-webinar/
https://shipmanagementinternational.com/managing-future-risk-webinar/
http://www.teromarine.com
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Vijay Daryanani
Minister for Business, Tourism,
Transport and the Port

Is there more certainty now over registrations 
following Brexit or are people still waiting for the 
Agreement in Principle to be finalised at the end of 
June?  

Understandably, there may be an element of uncertainty as 

ongoing negotiations concerning the Agreement in Principle 

continue. It is fair to say that Gibraltar has suffered a decrease 

in its registered tonnage since the 2016 referendum, owing to 

the present uncertainty, with a migration of vessels to other 

EU member states registers. However, post BREXIT, Gibraltar 

remains a Category 1 Red Ensign Group register and therefore 

continues to offer other advantages quite apart from its status as 

an EU member states register.  

We offer a credible, prestigious and user friendly register, 

based on a well-established legal system based on English 

law and which operates in a low tax environment serviced by 

very skilled and experienced professionals. These benefits 

are now accessible to a wider pool of owners from around the 

work following a recent change in legislation expanding the 

ownership eligibility criteria.

The Administration is also currently working on new 

enhancements to the standard of service and incentives which 

we provide, and we intend to be in a position to offer these in 

the very near future.

We continue to engage with our valued customers and 

thank them for their continued loyalty and support. We consider 

our continued Qualship 21 status and our presence within the 

Paris MoU and Tokyo MoUs whitelists are commensurate with 

the relationships we have built over the years with our clients, 

and is testament to the high standards maintained by the 

operators of our fleet.

Are yacht registrations still a growing area? 

The Gibraltar Yacht Register (GYR) has been unaffected by 

BREXIT mainly as a result of Gibraltar not forming part of the EU 

Customs Union throughout Gibraltar’s period within the EU. The 

yacht register continues to grow and to attract owners to our 

register.  

 How has the pandemic affected registrations in 
general? 

Gibraltar’s registries offer an unrivalled efficient and simple 

registration process. Our experienced and skilled registry staff, 
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working closely with our professional and established local 

representatives, have continued to provide the full range of 

registration services throughout the pandemic.

 

What are the main challenges the pandemic has 
posed for the flag, and how have you had to adapt to 
meet these? 

Being inherently global in nature, the shipping industry and 

all those entities who operate within it, have been impacted by 

the COVID 19 pandemic in some way. The GMA is no exception.

The closing of borders and travel restrictions, have meant 

that like the rest of the industry, we have had to adapt to ensure 

the continued facilitation of trade for those vessels registered in 

Gibraltar and to enable us to continue to support the managers 

and seafarers serving on board our registered fleet, whose work 

has kept the world supplied with vital fuel, goods and materials.  

Throughout the pandemic, the GMA has been liaising with 

all the relevant organisations, agencies and governments and 

has remained unwavering in its support to its customers and 

the wider maritime community both in Gibraltar and abroad in 

tackling the effects of the virus. We have continued to provide 

up to date information, guidance and recommendations to our 

operators during this most challenging of times.

 

How do you see the Gibraltar maritime cluster 
coming out of COVID and what are the hopes for the 
coming year?

 

Gibraltar is a competitive jurisdiction to do shipping related 

business at a global level due to the jurisdictional, professional, 

legal and corporate advantages of the jurisdiction and this will 

undoubtedly facilitate its continued growth as an international 

maritime centre of excellence. l

http://www.gibraltarport.com


OPEN  
FOR       
BUSINESS
The phrase ‘bigger isn’t always better’ couldn’t be more 

applicable when it comes to how Gibraltar has dealt with 

the challenges of the COVID-19 pandemic this last year.

Most of the adult population have had their two doses 

of vaccine, and the Port has remained very much open for 

business throughout the global crisis which, says the Gibraltar 

Port Authority’s CEO and Captain of the Port, Manuel Tirado, is 

testament to the shipping community pulling together. 

“I think our biggest strength is our size. We are a small 

territory but we always get things done very quickly,” he told 

SMI. “We have seen that when Gibraltar faces pressure, we all 

come together to deliver the goods.”

While the start of the pandemic brought turmoil to many 

ports across the world, Gibraltar, which measures just 2.6 square 

miles in length, remained calm and put protocols in place which 

have allowed the Port to carry on with crew changes, and this 

has even led to a slight increase in traffic for 2020 compared to 

the previous year.

Its sterling work in keeping the supply chain flowing has 

also been recognised with the Port receiving the award for 

‘Western Mediterranean MedCruise Port showing the greatest 

commitment during the pandemic’ at the second annual 

MedCruise Awards, run by the MedCruise Association.

Mr Tirado explained that very early on, when the Port first 

heard about the pandemic, protocols were implemented such 

as developing a questionnaire for ships in relation solely to 

COVID, in addition to the Maritime Declaration of Health, and 

dependent on the answers, vessels were treated differently. For 

example, if they declare they have symptoms onboard and are 

not sure if it is COVID, it is always treated as so it were. 

Despite a few difficulties with flights in and out of 

Gibraltar at the start of the outbreak, when crew changes had 

to stop completely for a short time, the Government linked 

with the airlines that fly to Gibraltar and managed to keep a 

number of flights running.

Crew changes for cruise vessels have also been able to 

take place as although the Port was unable to take in cruise 

ships with passengers, it allowed vessels to come into port 

to service their needs including bunkers and provisions. 

Cruise ships were also able to disembark crew so they could 

http://www.mhbland.com
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scale down the amount of crew members they had onboard 

at any one time.”

“This has allowed crew changes to take place in 

our port, which was very welcomed by the maritime 

industry,” said Mr Tirado. “We looked at it from a 

humanitarian side – you have to bear in mind that crew 

members are not just seafarers, and they have worries 

and concerns, especially being far away from family and 

loved ones. I was very happy that we were able to offer 

that helping hand to them and to make sure we got 

them ashore.”

He said it had very much been a joint effort, working in 

close conjunction with the Government and the Director for 

Public Health, the Gibraltar Health Authority, emergency 

services, essential services and local operators and ship 

agents. Local hotels have also played their part dedicating 

entire floors to crew, to ensure they are segregated.

Mr Tirado hopes that one positive which will come out of the 

pandemic is that it has given Gibraltar a platform to showcase 

what it can offer in terms of maritime services.

“We are a maritime ‘Centre of Excellence’ and I think that 

has been proven, particularly during the pandemic, but our 

ethos is always to attract business,” he said. 

Bunkering is the big business in Gibraltar and accounts for 

around 55% of the 9,000+ vessels calling the Port each year, and 

in the midst of the pandemic there is positive news with Shell 

being granted an LNG bunker licence with their  first delivery 

recently taking place. The move demonstrates Gibraltar Port’s 

forward-thinking approach to developing the maritime industry, 

as well as ensuring the territory moves towards cleaner fuels and 

a reduced environmental impact.

Richard Beards, Managing Director, Gibdock said he was 

proud that the shipyard had also been operating well through 

the pandemic, despite being closed from the end of March to 

early May 2020.

“We took COVID very seriously very early on, and were 

doing things which are now a legal requirement such 

as temperature screening, sanitising hands 

before coming on site, declarations where 

workers have been – where they might have travelled 

and when they came back etc. We were also asking sub-

contractors about their policy towards COVID, and their 

whole process,” he said.

The yard was also very fortunate in that Gibraltar 

Health Authority sent a random selection of the 

workforce twice weekly for testing on their way to work.

Logistics have been different too, such as getting around the 

yard, so instead of workers getting in a van together they now 

walk. “We have had to look at a lot of method statements and 

things that we do, such as separating people and staggering 

lunch breaks and disinfecting showers,” said Mr Beards.

He said Gibdock had been busy since the middle of last 

year, which was very encouraging, with work on ferries and also 

a growth in superyachts. “We have a good order book now 

through to May and we are about as booked as we’d expect 

to be at this time,” he told SMI. However, he did say they are 

missing the large retrofit conversions, such as scrubbers, and is 

not sure whether this is in relation to the oil prices or COVID, or 

a mixture of the two. 

This summer he believes will be a quieter period as it 

always is due to the holiday season. “After that I would expect 

to see a return of the retrofit projects that we have been 

missing over the last year. I think there is definitely light at the 

end of the tunnel,” said Mr Beards.

Ship agencies too say they too have very much been open 

for business throughout the pandemic, servicing the needs of 

the thousands of vessels that call each week.

Ship agents and bunker trader Rock Maritime Services 

provides garbage collection for the 

GPA and its Operations 

Director, Mark 

Lincoln, said 
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that while there were some significant changes early on in the pandemic 

“everybody pulled together, and everything was sorted out within the first 

few weeks.”

He too praised the swift action taken by the port and the government to put 

protocols in place. “It is such a small place that you know who the Director of 

Public Health is. It has been such a difficult situation but they (the Government) 

did come and sit down with us and brought the agencies together and said we 

need to protect Gibraltar. 

While crew changes have been possible, he said they have not yet 

returned to normal and this has been down to the limited number of flights 

and the connections.

“It’s relying on all the other parts of the chain. For example, flights from 

Gibraltar are less frequent than we are used to, and connecting, onward flights 

through London are also less frequent. Getting a valid booking that conforms 

with visa requirements and covid regulations for a seafarer requiring various 

connecting flights means it is a real challenge to connect people.”

On the agency side, he said there had been a “pretty significant” drop 

in business last year due to superyachts and even smaller yachts not moving 

around as much. “We are a well-managed business and I am confident that 

when things get back to normal, whatever that is, we’ll see that come back up 

again.”

Nicholai Bado, Port Operations Manager at Wilhelmsen Ships Service 

Gibraltar, reported that business had been good with what the market had to 

offer during the past year.

“Looking at our competitors, we all dropped, but we seemed to drop 

less than the rest,” he told SMI.

He said business had dropped off during March/April but then picked up 

quite a bit during the summer months when a lot of crew changes were being 

done in Gibraltar. “It gave us an advantage in that we had a good set up, and 

that held all the way into December, as opportunities came into the port.”

However, when a big surge in COVID cases happened in December and 

January business slowed down and has been up and down since.

He praised the GPA for being helpful in how to organise the crew changes, 

adding that “somehow Gibraltar always comes through things.”

Ian Penfold, Director, Port Agency for MH Bland, said the pandemic and 

Brexit had been a double whammy and hit his company hard. The company 

has two sides to the business – ship agency and tourism, with the company 

operating the territory’s famous cable car up the Rock as well as tours.

Thankfully, on the tourism side, they were able to furlough workers though 

he says it has been the worst season they have ever experienced. 

“It’s been a double whammy for us and most of my time for the past nine 

months has been dealing with finances,” he said. “Fortunately, the maritime 

side of things have done extremely well, especially for the Spanish side of the 

business – it’s been the best year we’ve had since we opened 20 years ago.”

He too praised the strength of Gibraltar’s maritime community in pulling 

together with decisions taken very quickly.

He said along with the pandemic, there was still added uncertainty from 

Brexit.  A last-minute deal between the UK and Spain was agreed just hours 

before Gibraltar was poised to become the only frontier marked by a hard Brexit 

at the end of December.  However, the draft agreement will not be formalised 

until the end of June. If agreed, Gibraltar will join the EU’s Schengen zone and 

follow other EU rules, while remaining a British Overseas Territory. The EU will 
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also send European Border and Coast Guard Agency (Frontex) 

border guards to facilitate free movement to and from Gibraltar 

– an estimated 15,000 Spanish workers go into the territory each 

day for work. The arrangement will mean that Gibraltar’s port 

and airport will become the EU’s external border and must be 

controlled accordingly.

“I still have my reservations about how things are going 

to be done, how it is going to affect crew coming in, because 

obviously we don’t need Schengen visas for seafarers coming 

into Gibraltar,” said Mr Penfold. “There is still a lot of work to 

be done and a lot of points to be looked at. We will just have 

to wait and see what happens.”

Mark Lincoln said Brexit had not had as much of an impact 

as first feared, apart from there now being more demand in 

terms of information such as which certificates are needed.

“The only thing to remember really is that the agreement 

that we have with the EU in Gibraltar is in principle and is still not 

signed, sealed and delivered,” he said. 

Nicholai Bado said Brexit had not complicated matters 

as much as first feared and said the agreement would have a 

huge impact on Gibraltarians’ daily lives and the freedom of 

movement for people.

“We can’t really see the true reality of how the border is 

flowing at the moment because of COVID,” he said.

Brexit has also been causing some uncertainty for the 

Gibraltar Ship Registry, as James Ramagge, Director at law 

firm Triay & Triay, explained.

“Unfortunately, because there was not much clarity with 

Brexit right up until the last minute we have, to some extent, 

suffered from that and so we have seen a decline in numbers 

of vessel registrations. As an advisor, I’d had to say if you are 

coming to us for the European flag, obviously bear in mind 

that we don’t know where we are going to be in X number of 

months’ time.

“We do now have an element of clarity although I think there 

is still some work to be done. I think for the next two or three 

years, we are going to be in a period of transition as regards the 

Ship Registry. However, I am a great believer in niche markets, 

and I think we have to focus on markets where in the past we 

have done well and really try to push those.”

He added: “We have lost the ships we had no alternative 

but to lose but, wherever possible, clients have wanted to stay 

with us which is reassuring. We have a stable base on which to 

build, and we have a good reputation for service.”

Yvonne Chu, partner at international law firm Hassans, 

said there had still been a growth in yacht registrations. 

“We have received some enquiries from the UK citizens who 

have boats in Spain but we have advised them to wait till 

the terms of the Treaty are published in June. Schengen is in 

respect of free movement of people between borders and 

the implication of the said agreement on free movement of 

people in Gibraltar, in particular the length of stay in other 

Schengen member states including marine vessels that are 

registered here are still unclear.”

Lewis Baglietto QC, Partner at Hassans, added: “While 

some people may no longer opt for the Red Ensign because 

it’s not in the EU, I would expect most owners to retain a clear 

preference for the Red Ensign.”

Commenting on the agreement between the UK, Gibraltar 

and Spain, Anne Rose, partner and Head of Shipping at law firm 

Ince Gibraltar, said: “I hope it will bring more certainty when it 

comes to the registration side. I’ve looked at the agreement for 

the proposed framework but obviously we don’t know what is 

being negotiated behind the scenes. It’s very much dependent 

on that  .”

She added that it could affect service providers, depending 

on the agreement reached and the role that Frontex will have 

within Gibraltar’s waters, but does not consider it will affect the 

Admiralty jurisdiction.

“I hope Gibraltar will continue to be a jurisdiction of choice 

for arrests because it is a very good jurisdiction for arrests. 

People are very helpful, and I find there is little bureaucracy. 

Procedures are very straight forward, and the port  and court 

service are excellent.”

Ms Rose said business for Ince had been good during 

the past year and they had received quite a number of 

shipping queries. They have also dealt with five ship arrests, 

filed at the end of May, for ex-Palmali Shipping Group bulk 

carriers, which were subsequently sold in August. Despite 

there being times when the Court was not functioning 

as normal due to the pandemic, she praised the spirit in 

Gibraltar and the keenness to find solutions. “It felt like 

Gibraltar was coming together and it is really reassuring to 

know that can happen,” she said.

Hassans too have conducted high profile cases during the 

pandemic, including a collision case involving two luxury yachts 

in the Mediterranean a couple of years ago, one of the vessels 

being registered to Gibraltar at the time. Another, which recently 

attracted media interest, was the recent case of a bulk carrier 

taking bunkers in Gibraltar which led to an oil spill causing some 

damage to the harbour. Hassans was involved in the case, as 

was Triay & Triay, who acted for the P&I Club.

Mr Baglietto QC said although there had been an element 

of delay in court hearings at the start of the pandemic, the Court 

has been “wonderful” and the legal profession had responded 

“very well”. 

 “We are in a good position as Gibraltar, business is 

good and we are linked to the UK and as long as Britain 

is there flying the flag, Gib is benefiting from that,” said 

Wilhelmsen’s Nicholai Bado. 

“I am sure we will come out of all this stronger.” l
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Although the COVID-19 pandemic delayed last year’s 

commencement plans, the University of Gibraltar’s 

School of Maritime Science is now all set to launch 

its BSc Maritime Science programmes in September. In 

addition, the University’s Maritime Academy will be opening 

its doors to offer technical training courses in early summer.

The University had been due to welcome its first BSc (Hons) 

Maritime Science (Engineering and Nautical) students last 

September but the coronavirus crisis meant people could not 

move around the globe and the start had to be postponed. 

As with all University of Gibraltar academic programmes, these 

two innovative degrees align to UK quality standards.  The 

University’s BSc (Hons) in Maritime Science (Nautical) with deck 

cadetship and it’s BSc (Hons) in Maritime Science (Engineering) 

with engineer cadetship enabling graduates to directly enter the 

industry as officers. All the STCW courses required to achieve 

the above qualifications will also be offered in-house at the 

University Maritime Academy.

It is the first undergraduate maritime programme in 

Gibraltar that will provide students with the knowledge and 

skills they will need for a career within the maritime sector, says 

Maritime Academy Manager (Ag) Aaron Lopez. The broad skill 

set developed during the programme offers opportunities for 

graduates to work shore side (BSc) or at sea (OOW Certification).

David Revagliatte, University of Gibraltar’s 

Communication and Marketing Manager, told SMI: “As well 

as our location, one of the many unique features of the BSc 

(Hons) cadetship programme is that it’s the only one on the 

European Continent to have obtained MCA Approval with 

reduced sea time of 12 months. In addition, we are able to 

guarantee all students a quality, regulated placement as part 

of the programme.”

As well as overseeing the cadetship training element of the 

University’s two BSc (Hons) Maritime Science programmes, the 

University Maritime Academy will from early summer this year, 

offer a range of STCW technical training courses for seafarers. 

Gibraltar Maritime Academy and Stream Marine Training 

Glasgow-headquartered Stream Marine Training (SMT) 

and the University of Gibraltar’s Maritime Academy have 

formed a collaborative partnership to provide the MCA 

approved STCW courses and technical training for maritime 

students completing the new BSc (Hons) Maritime Science with 

Cadetship Programmes and will teach trainees key skills such as 

fire-fighting techniques, which form part of the MCA approved 

fire-fighting courses. 

SMT will offer its expertise in the form of its MCA approved 

safety critical courses and advice from its trainers, many of whom 

are ex-mariners, who can relate the theory to real-life situations 

at sea.

In addition, the Maritime Academy is keen to capitalise 

on the 10,000 commercial vessel calls at the port of Gibraltar 

each year by offering visiting seafarers the opportunity to 

take advantage of its refresher courses and basic safety 

training programmes. Similarly, as the cruise industry begins 

to open up again, the Academy is also able to provide the 

necessary mandatory training essential for the crews that 

make up the hundreds of Cruise Liner calls at the port of 

Gibraltar each year.

“‘Working with the University of Gibraltar is a key initiative 

for SMT as we expand our global reach to share our expertise 

and knowledge to ensure crews receive proper accredited 

levels of training so they can perform their duties safely and 

competently,” said Colin McMurray, Group Managing Director 

of SMT.

GIBRALTAR MARITIME 
ACADEMY TO OPEN
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“The University of Gibraltar is a highly respected educational 

institution providing degree level maritime courses to equip its 

students with the necessary qualifications for a successful career 

in the maritime industry. We are delighted to be able to assist the 

University in its ambitious plans to broaden its maritime training 

course portfolio to attract seafarers who want to refresh or upgrade 

their skill sets,” he added.

Commenting on the collaboration Aaron Lopez, Maritime 

Academy Manager (Ag) at the University of Gibraltar said: “This 

collaborative partnership will benefit the maritime industry as it 

combines the facilities and resources of the University with the 

knowledge and expertise of Stream Marine’s personnel in delivering 

MCA approved training programmes. Seafarers and students will be 

able to benefit from both companies working together to provide 

best in class maritime training and education for talented individuals 

that want a structured career path in shipping.”

“We are delighted to offer BSc (Hons) Maritime Science 

degrees, which are unique to the University of Gibraltar, as 

guaranteed, MCA-approved sea time placements with well-

regulated and reputable shipping companies are included. This 

gives our graduates the opportunity to experience life at sea and 

gain the practical expertise required as a Merchant Navy Officer 

Cadet to qualify for a rewarding career in the maritime industry,” 

he added.

Mr Lopez added: “The guaranteed quality MCA-approved sea 

time is a distinctive part of the programme particularly because of 

the University’s strong connections to the industry, Government 

and Authorities that has permitted us to arrange placements on 

the bunker barges operating within British Government Territorial 

Waters. This means that students do not have to travel outside of 

Gibraltar to board the placement vessels. Furthermore, we have 

many other elements of the programme which are pioneering, 

including the fact that it is accelerated combining the academic 

and technical elements into a 3 year programme.”

 “We have approximately 10,000 ships calling Gibraltar 

each year primarily for bunkering but they also capitalise on the 

extensive range of services that we offer as a maritime centre of 

excellence. One thing we didn’t have was the Officer of Watch 

training and advanced maritime courses, which we are bringing to 

the table.”

He added: “We have established that there is a significant 

international demand for the UK Officer of the Watch licence, 

which we will target to join our programmes.”

The course can take up to 100 students each time and student 

accommodation is provided just a two-minute walk from the 

University’s Europa Point Campus. 

Mr Revagliatte said he was confident the University would 

be able to offer face-to-face teaching as this had resumed 

already thanks to the territory’s swift roll-out of the COVID 

vaccine. “Gibraltar is coming out of the pandemic quite 

quickly and is in a really strong position to deliver a quality 

student experience,” he said.  l
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UNDERLINING THE BENEFIT 
OF A LIFE POST-BREXIT

While the Brexit negotiations may have generated an 

element of uncertainty for the Gibraltar flag, the future 

looks more rosy for this important member of the Red 

Ensign group of flags.

According to Dylan Cocklan, Maritime Administer (acting) of 

the flag,understandably there may be an element of uncertainty 

as ongoing negotiations concerning the Agreement in principle 

continue. 

“It is fair to say that Gibraltar has suffered a decrease in its 

registered tonnage since the 2016 referendum, owing to the 

present uncertainty, with a migration of vessels to other EU 

member states registers. However, post Brexit, Gibraltar remains 

a Category 1 Red Ensign Group register and therefore continues 

to offer other advantages quite apart from its status as an EU 

member states register.   

“We offer a credible, prestigious and user-friendly register, 

based on a well-established legal system based on English law 

and which operates in a low tax environment serviced by very 

skilled and experienced professionals. These benefits are now 

accessible to a wider pool of owners from around the work 

following a recent change in legislation expanding the ownership 

eligibility criteria,” he added.

As Mr Cocklan stressed, the Administration is also currently 

working on new enhancements to the standard of service and 

incentives which we provide, and we intend to be in a position to 

offer these in the very near future. 

“We continue to engage with our valued customers and 

thank them for their continued loyalty and support. We consider 

our continued Qualship 21 status and our presence within the 

Paris MoU and Tokyo MoUs whitelists are commensurate with the 

relationships we have built over the years with our clients, and is 

testament to the high standards maintained by the operators of 

our fleet,” he said.

Are yacht registrations still a growing area for the flag and 

what are the main challenges the pandemic has posed for the 

flag, and how have you had to adapt to meet these? According 

to Mr Cocklan, the Gibraltar Yacht Register (GYR) has been 

unaffected by Brexit mainly as a result of Gibraltar not forming 

part of the EU Customs Union throughout Gibraltar’s period within 

the EU. The yacht register continues to grow and to attract owners 

to our register.  

“Gibraltar’s registries offer an unrivalled efficient and simple 

registration process. Our experienced and skilled registry staff, 

working closely with our professional and established local 

representatives, have continued to provide the full range of 

registration services throughout the pandemic. 

“Being inherently global in nature, the shipping industry and 

all those entities who operate within it, have been impacted by 

the COVID 19 pandemic in some way. The GMA is no exception. 

The closing of borders and travel restrictions, have meant that 

like the rest of the industry, we have had to adapt to ensure the 

continued facilitation of trade for those vessels registered in 

Gibraltar and to enable us to continue to support the managers 

and seafarers serving on board our registered fleet, whose work 

has kept the world supplied with vital fuel, goods and materials.  

“Throughout the pandemic, the GMA has been liaising with 

all the relevant organisations, agencies and governments and has 

remained unwavering in its support to its customers and the wider 

maritime community both in Gibraltar 

and abroad in tackling the effects 

of the virus. We have continued 

to provide up to date 

information, guidance and 

recommendations to our 

operators during this 

most challenging 

of times,”  

he said. l
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Crew Travel - A Round Table Debate

Samantha Giltrow 

Welcome everyone to our annual Crew Travel Round Table 

Debate. I would like to extend our thanks to Konstatinos and 

Marine Tours for sponsoring our virtual meeting today.  The 

first question I’d like to ask you is about the inability of ship 

operators to conduct crew changes.  It’s obviously one of the 

biggest operational challenges that we’ve seen during the 

pandemic and I’d just like to know what have been the main 

challenges that you’ve faced within your businesses and how 

you’ve adapted to meet those challenges during COVID? 

 

Sverre Gade Husby 

We had to get loads of new competencies in place quite 

rapidly.  We had to ramp up the operation, build a platform 

for information sharing, look at new ways of setting up crew 

changes, get really acquainted with carpooling.  We had to 

understand the need from a medical point of view and also 

get to know whether ports have the 

testing facilities basically to create 

a new solution for our clients.  

We have also set up a COVID 

infrastructure for some clients and 

set up quarantine facilities at the 

hotels. Some of the areas that did 

the crew change, don’t have the 

necessary labs to do the testing so 

we have to fly the medics in and 

out and keep the crew contained 

until they get their test results back 

in the afternoon and then continue to 

onboard or disembark the crew.

Samantha Giltrow 
So, it’s obviously added a lot of cost and there is now a lot of 

logistics to do?

Sverre Gade Husby 

It’s a lot of logistics and a lot of cost involved but basically we 

have seen that we have a much tighter relationship with our 

core client than we had earlier.

Nikos Gazelidis 

We needed to enhance the existing model.  It now takes 

five times more for the same ticket to be produced and at 

the same time we needed to build an information centre for 

COVID-related restrictions because the existing ones at the 

time of COVID weren’t enough, weren’t updated and they 

were used for other purposes. So we needed to create a daily 

plotting of updated information of where group changes 

were possible. In addition, due to limitations of conventional/

scheduled airline travel we had to resort to chartered flights, 

an already familiar practice with the 

energy clients but it was necessary 

The annual SMI Crew Travel Round Table Debate saw eight crew travel representatives 
give their views on the latest developments and issues facing the Marine & Offshore travel 
market. Kindly sponsored by Marine Tours and with questions from SMI Editor  
Samantha Giltrow, participants were: Konstantinos Oikonomou,  CEO, Marine Tours; 
Sverre Gade Husby, Managing Director, G Travel International; Nikos Gazelidis, Global 
Head of Shipping, ATPI; Melanie Quinn, Head of Sales and Customer Relations, Clyde 
Travel; Rogier van Beugen, CCO, C Teleport; Henrik Jensen, Managing Director, Danica 
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and to introduce it to shipping as well.. In certain cases it was 

inevitable, as the case with India where, in collaboration with 

local shipping associations, we undertook the transportation of 

Indian seafarers out of the country and back.  During the initial 

stage of the pandemic, we had to go back to the old bricks and 

mortar ways of doing things, using multiple means of transport 

in many cases, trains, planes and automobiles, and creating and 

offering packages that included services beyond travel, (health-

related, etc.)  

Samantha Giltrow 

So it’s been very much about adapting?

Nikos Gazelidis 

That’s the beauty of human nature I guess.

Konstantinos Oikonomou 

I think we all have run quite a few miles in this marathon to have 

a very clear picture of the challenges.  For me, information is 

key.  We’ve also set up an information centre and we constantly 

communicate everything from small to big with our clients.  To 

tell you the truth, we don’t see our clients as clients but as a 

team working together for a specific purpose and if you look 

at it, you’re trying to travel people, you know, lives who are at 

risk who are being threatened by COVID and at the same time 

they might threat the business continuity of a vessel because 

restrictions are very strong.  So, for me, a great challenge is 

information, on time information and another serious challenge 

is the means of transport for sustainable solutions and by 

sustainable I mean to travel safe at a relatively reasonable cost 

because cost is a great challenge, it’s an extreme challenge. 

Another great challenge is all the difficulties that occur during 

the crew change from small things to serious ones, either 

someone to be detected for COVID or having to send a part of 

the crew back, all this happening after office hours. We need to 

be there constantly delivering sustainable results! 

Melanie Quinn 

I think early on we accepted that COVID was going to be 

with us for a long time and quickly adopted new technology 

to support our consultants and just as the others have said, 

information has been key so the level of communication that 

we’ve had with our customers has been imperative so some of 

that will stick after because it’s been really collaborative work 

that we’ve done with logistic officers and crew managers and 

has enhanced the relationship and what we’ve been able to 

deliver just having that constant communication and not just 

about what’s changed in the world but where the vessels are 

heading, where the opportunities are to crew change and 

it’s been a moving feast throughout so communication, and 

collaboration has been key to getting people moving. It’s 

also the level of lead in that you have, the government make 

announcements and it’s 4am on a Saturday morning when 

it’s going to be implemented so that is not helpful.  We are 

fortunate to be members of the Business Travel Association so 

we do get a bit of a heads up on DfT.  So for example, there’s 

a new red list coming out this week which will impact crew 

changes so we’re just working through the detail of that and 

the exemptions.

Samantha Giltrow 

It must be a nightmare because you’re just hearing about the 

travel bans changing all the time?

Melanie Quinn 

We don’t just collaborate with our customers, we’ve 

collaborated with the business travel community as well to 

lobby government, find information. There’s no single winner 

out of this.  I think it was Kostos (Konstantinos) who said that at 

the end of the day it’s human beings that are at risk of COVID.  

So we’ve collaborated with the industry as well to lobby 

government to, on behalf of seafarers, to get the recognition 

that they deserve as well.

Nikos Gazelidis Konstantinos Oikonomou
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Samantha Giltrow
Yes, so would you say it’s brought the crew travel sector closer 

together to act more cohesively because I think in the past 

we’ve heard that it’s not been so much like that but do you 

think something like this has forced you to work more closely?

Melanie Quinn 

Some of the people on the call here today, it’s the first time that 

I’ve met them and we’re meeting virtually so hopefully I’ll rectify 

that in the future but certainly across the industry in the UK and 

the other markets that we work in we have collaborated with 

people from all parts of the supply chain just to make sure that 

we can get these movements done.

Mike Tibbert 

Like everyone else on this call obviously we’ve reacted and 

we’ve adapted our systems and processes accordingly but I’ll 

come back to that.  I think our original aim was to be more 

proactive.  Our view completely is all on the seafarer and part 

of that was lobbying, V. Group, which is the ultimate owner of 

Global Marine Travel, signed the Neptune Declaration right 

at the beginning and the emphasis was to recognise seafarers 

as key workers and give them priority access to COVID-19 

vaccines etc.  So fundamentally, our strategy right from the 

beginning was to put the seafarer at the heart and soul of it 

and make sure that whatever we were doing facilitated the safe 

transfer of crew back and forward to the vessels because that’s 

ultimately what we’re here for.

Joe Pitcher 

I think Melanie touched on it and I echo what Mike says, 

I think an important thing in terms of how we dealt with 

this operationally is not only our relationship with the 

customer but what’s proved to be vital is our relationship 

with the airlines and our contact within the airlines because 

airlines have experienced a similar challenge to us, you 

know, being dependent on governmental restrictions, 

being dependent on interpretation of rules often at a very 

fast pace and it’s that consistency of interpretation that’s 

sometimes proved a challenge.  So I think from the marine 

travel communities point of view, I think that relationship 

with the airlines has proved invaluable, you know, the fact 

that we can pick up a phone or we’ve got direct points 

of contact with the airlines who are in a similar position 

to ourselves, often hurriedly trying to interpret and adapt 

based on new rules or diktats coming out.  So I think from 

our industry’s point of view that relationship or those 

relationships with multiple airlines has proved invaluable 

over the last 12 months.

Rogier van Beugen 

I think we all recognise that we had to greatly adjust operations 

and servicing. For us, of course being more of a technology 

provider, that is different from other travel agents. We have 

adjusted our operations less as basically technology is our 

operations.  On the other hand, we did put a lot of effort into 

finding the right information, finding the right information 

was sort of key in what everybody said before and actually 

brings to bear the key three things that I think happened 

over the last year.  One was of course the scrambling and the 

adjusting of our operations, the second was the continuous 

search for the latest information and the third being the hope 

that this is all over soon. We’re continuously looking through 

the next horizon whenever we can. Jumping ahead to what I 

have learnt, basically we should have assumed a year ago that 

this was going to last for a long time, we should have put our 

heads together and said okay, how can we, together as an 

industry, jointly put out a stockpile of information and keep 

that updated. So we don’t all have to put effort in finding parts 

of it. So far, we haven’t been able to put this up together and 

definitely that’s something that we should take away from the 

last year; we need to start cooperating faster and as a travel 

industry but also as a with the maritime industry.

Samantha Giltrow 

Yes, that’s something that has been discussed in many times 

over in recent years, when we’ve been doing these round 

tables is whether or not you could get together and form some 

kind of an association just so you can lobby on things and so 

that might be something that you can discuss going forward.  

Henrik, could you just give us a perspective from a crew 

manager’s side please because obviously you’ve been deeply 

impacted by everything that’s gone on?

Henrik Jensen  

From our perspective, of course, it is not only flying from 

one airport to another airport. The travel agency is of course 

important, but we are one step deeper into all this. I would 

say we are now in a new normal.  Crew changes in general 

are possible. It requires a lot more planning before, and 

coming back to where I started by saying it was an operational 

issue before, today a crew change is moved to a completely 

different level in the companies. So, when our crew operators 

before talked to somebody in the operations department 

and somewhere with the port agents and so on today we 

have to make decisions, so it has put a lot on our more senior 

management, and then suddenly when you have to stop a ship 

or take it off or even deviate a ship, it is also not any longer a 

decision on our client’s side, on the operations side, it’s a CEO 
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or Managing Director decision suddenly, so we get completely 

different involvement with our clients.  Obviously, I think also 

as some of the travel agencies here said suddenly in the whole 

system we have to monitor the ships with the captains are 

reporting today, every day they are reporting where they are 

going and so on so we can follow exactly where it’s best to take 

the crew off again.  So that has been a big challenge for our 

office staff. Of course, it’s stressful for the seafarers who could 

not be relieved also.

Samantha Giltrow
We’ve heard some, you know, quite horrific stories about 

people being left on for a long, long time. What would you say 

is your experience?

Henrik Jensen
We have mainly senior officers onboard and many are on a four-

month contract. On average last year they were onboard five 

months and five days so it was not a long time. On the business 

side, we are then seeing that some of our clients have moved, 

have subcontracted more to us and we’ve got new clients on 

this also because simply they did not have the resources.  If you 

have only five to 10 ships you don’t have the resources to keep 

up on all these ever-changing rules, yes, so that way we have 

somehow benefitted from it.

Samantha Giltrow
What needs to be done do you think to get back on track? 

We’ve heard a lot in the media about vaccine passports.  What 

do you think will happen with those, do you think they’re likely?

Mike Tibbert
Definitely some kind of Track and Trace strategy is what’s 

required and there are a number of different products out 

there in the market. There’s the CommonPass, IATA Travel 

Pass amongst others. From the travel industry perspective 

the IATA option would be the one that we would obviously 

recommend. I’ve seen a presentation on the IATA pass and it’s 

really excellent.  It takes the process all the way through from A 

to Z and it collates the information of where you received the 

vaccine, it understands all the GDPR requirements, it interfaces 

with the airline, etc., and essentially it also, and this is the most 

important part, gives the traveller confidence because they can 

cross-reference everything that they require, visa, vaccination, 

any other requirement and gets people travelling again, gets 

the confidence to know that when they turn up at the airport 

they won’t experience any difficulties with the lack of clarity 

sometimes between different authorities on the conditions to 

travel. So for me, there has to be some kind of process but 

the biggest kind of hurdle for all of that is getting agreements 

between different governments, I mean, even getting the 

synergy within Europe at the moment far less expanding that 

to a global basis is going to be very, very difficult indeed.  The 

vaccine rollout is at different speeds in different places and 

that’s going to obviously be a problem as well but 100%, we 

definitely need to have some kind of vaccine passport and 

politically that’s sensitive, there are a lot of people that are 

against the term passport because of the implications on 

privacy but I do believe that, for example, the IATA App is the 

way forward.

Samantha Giltrow
Yes, I think it’s probably one of the only things, you know, that is 

going to open things up isn’t it really?

Konstantinos Oikonomou
I’m going to second what Mike said and there needs to be 

a global coordination at least from the big federations, the 

big countries like China, the US, Europe, to coordinate some 

homogenous policy on travel and in order to avoid quarantines.  

I think quarantines are the basic measure that destroys travel 

and it makes crew changes impossible in many cases and 

the only way to avoid that is some sort of health passport or 

vaccination.  It’s like the one when you have to travel in certain 

countries, you know, in South Africa, for example, or in Africa 

and other countries you need to have specific vaccinations 

otherwise you don’t get onboard.  It’s not something too 

complex, I mean, it’s something the travel industry knows 

for many years and has implemented. Now, the difficulty 

here is logistics, and of course the political will to agree on 

it.  Unfortunately, and that’s a personal opinion, what we have 

seen is countries trying to use COVID as a political tool for 

other strategies because it makes no sense eleven months 

after the outbreak and we haven’t managed as a civilisation to 

find some common rules on global travel.  I mean, how difficult 

can it be? 
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Nikos Gazelidis
I would say a digital health passport or whatever the word 

might be, that can accommodate both vaccine and testing 

and holding data because for the moment, even the World 

Health Organization is not inclined to go only with the vaccine 

element as vaccine distribution hasn’t reached critical mass.  

So if we want to see travel, essential travel for our seafarers 

resume at previous patterns earlier, we need to introduce a 

digital solution that also accommodates validation of testing at 

reputable, accredited testing and holding facilities.

Samantha Giltrow
How can they take charge though, how would you see that 

happening?

Nikos Gazelidis
I think we’re fighting the wrong war with persuading 

governments to change their priorities and adopt the Neptune 

Declaration and IMO protocol. We haven’t seen that much of a 

change of priorities over the past 12 months towards seafarers 

in major source markets.  So, the industry needs to take charge 

on certain elements, even the vaccination of seafarers, if they 

will be allowed to in the future, as more vaccine supply will be 

available. The industry is also taking charge of the problem of 

stranded seafarers with expired contracts, as both shipping 

companies and seafarers seem to adapt to labour contract 

extension, at least for the interim.  

Melanie Quinn
I think we’re going to have vaccination and testing around for 

a number of years along with the IATA Pass and I just wanted 

to pick up on what Mike said about the IATA Travel Pass. It’s a 

great product, I think the challenge will be the airlines wanting 

to pay for it because it’s them that will pay for it.  Etihad and 

Emirates have signed up to it and some of the other Gulf 

airlines but they haven’t actually selected the modules that 

they’ll participate in so there’s still some way to go in that 

but also to kind of highlight the fact that a lot around health 

passports in the press has been surrounding the privacy of the 

traveller, around health information being shared.  With IATA 

Travel Pass, because it sits on the individual’s device, it’s the 

individual’s device that owns the data, it’s not stored anywhere 

and that’s a key thing that IATA must put out to the market for 

travellers to want to adopt this technology to be able to travel.

Henrik Jensen
Yes, I must say, I’m maybe a bit pessimistic on these things 

here because first, to implement such an international thing 

like a passport and to accept it in all countries around the 

world, this is a long process, and you see how processing 

IMO or whatever, it’s slow processes, yes, and one thing is it’s 

designed in IMO or IATA or whatever, another thing is that the 

governments also implemented them and I come back a little 

bit to my point. we have a situation with COVID where people 

in some countries, I mean, in the UK I think and in Germany 

also and at one stage we had somebody dying every 45 

seconds from COVID, yes, and when you come to this position, 

yes, then governments are no longer interested in 10 seafarers 

staying in the airport they cannot get in.  So we are down on 

the priority list and that thing also will take some time before 

we get these things moving again.

Samantha Giltrow
So when do you see some movement happening?

Henrik Jensen
People are tested now, and we need to be sure that the other 

people sitting in the airplane have been properly tested. I think 

the vaccine will be a long time because we are also working 

with seafarers from countries who are very big and maybe not 

as fast with their vaccinations as for financial reasons and so 

on as some of the West European countries will be and the 

Philippines and China, India, it could take years before they are 

through with their vaccinations there.

Melanie Quinn Henrik Jensen
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Samantha Giltrow 

So it goes back to talking about the testing.

Henrik Jensen 

I think in the future we have to rely on testing. Coming back to 

the real disaster it’s of course that the one joiner onboard the 

ship, he brings the COVID onboard and the other crew onboard 

are infected by him, because onboard the ships we do not have 

medical equipment to treat seriously ill patients like this, so that’s 

a real disaster.

Rogier van Beugen 

What I would like to add is that it’s, again, one piece of the 

information puzzle, yes, so going with Henrik’s, I wouldn’t call it 

pessimism, more realism that most likely it will not be one policy 

for countries so maybe we should take it from this meeting 

and create a list that we keep updated for all countries, what is 

required to enter, what vaccine has in place etc.

Sverre Gade Husby 

The vaccine and the vaccine passport will be right in moving 

forward but I don’t see in the foreseeable future that the testing/

quarantine will be stopped. You have different versions of COVID 

now and it’s getting harder and harder now to medicate.  A lot of 

the countries now including Norway are on their third wave and 

now we see people born in the ‘90’s being hospitalised.  We didn’t 

see that through the first two waves and from the Norwegian point 

of view the government hasn’t accepted any or looked at any 

vaccine passports as of yet so it’s a long process - and also on the 

GDPR, all the different test stations, the hospitals, where we do the 

testing, they seem to be live, accessible in the passport and that is 

hard to achieve, I think.

Konstantinos Oikonomou 

I just wanted to say that the health passport or whatever 

it’s going to be called, if it’s not directly correlated to local 

lockdowns to be accepted as a means for someone to travel 

through without having to be in quarantine then there’s no value 

at the end of the day.  It needs to be a tool that you would use 

to avoid the quarantine.  Now, if we look into the quarantine 

process into more detail, it’s just an easy measure to tell you 

don’t come, don’t travel, we don’t want you here.  Quarantines 

are not related to health because you are already tested on 

departure and on arrival.  You’re tested in order to fly, you’re 

tested at arrival and if you test negative then why do you stay in 

quarantine. So, the first thing is the political will to allow people 

to travel especially essential travellers.

Sverre Gade Husby 

And also we’re to keep in mind that the vaccine apparently 

doesn’t stop you spreading the virus, it stops you being ill. 

Konstantinos Oikonomo 
 In the meantime, what’s going on now I think we can all agree, is 

not sustainable.

Mike Tibbert 

I do understand everything that’s been said and obviously we 

all have to accept the realism that yes, quarantine will still be 

in place until the different governments around the world are 

able to coordinate a strategy but my point is that as an industry 

we need to promote some kind of structure.  Now, whether or 

not you believe in the ability of the travel pass to provide or to 

facilitate the ability for people to start moving again is up for 

debate but we have to have that structure in place and I know 

there’s frustrations as well with governments and people feel 

as if they’ve been talking and talking and we don’t get any 

response and we know politicians have their own agenda but 

fundamentally again, I still believe that we need that structure 

and we should keep lobbying, we should keep making sure 

that it’s at the forefront of their agendas and ultimately the 

aim here, and whether it is futile or not is to facilitate the free 

movement of people travelling again and ultimately that’s what 

we’re all here for.

Joe Pitcher 

I just want to add to that  I don’t think there’s any profile of 

traveller who’s more used to health screening and communicable 

disease screening than seafarers, you know, it’s an integral part of 

crewing anyway so as a cultural leap for us in this sector it’s not a 

huge one, it is the general business travel population of course, 

this is very visible and intrusive currently but for the crewing 

market, we’re very well used to health screening as a prerequisite 

of joining.  So in terms of our adaptability and in terms of as Mike 

say lobbying at a governmental level we can demonstrate quite 

Sverre Gade Husby
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easily that with previous illnesses and health crises, the crewing 

industry is very adaptable and as has been proved in the last 

twelve months has done so and has put measures in place very 

quickly.  

Samantha Giltrow 
 What do you think the lessons learned will be from all of this 

and how do you think it will change the future of crew travel?  

Sverre Gade Husby 

We see an even tighter collaboration between our clients and 

the travel industry.  The resources that the travel agencies have 

been using over the last period is unbelievable and the support 

we offer the client has been with one eye only focusing on 

getting the crew changed.  The crisis has also shown us how 

important information, the knowledge, the consultancy has 

become, duty of care, but also we probably need to see and 

create, let’s say, bubbles for crew travel to minimise the risk and 

reduce the touchpoints during travel.

Henrik Jensen 

I think if we learn from this here that it’s fair to say also that 

the relations to the travel agencies and the information, early 

information about what the airlines are going to do, yes, is 

important, yes, and except and one thing also this is maybe a 

little bit not everybody will be happy but we need to diversify 

your procurement of travel rights so you cannot only work with 

one travel agency because all of you have different connections 

with different airlines and actually you need strategically to 

place yourself in the way that you work with different travel 

agencies who have good connections with different airlines, 

and that’s what we have done also.

Nikos Gazelidis 

What we should take after the end of this pandemic is that the 

right use of technology-based solutions and not technology 

for the sake of technology for sure. What we need, is shipping 

companies to look at the crew change cycle is an integrated 

function and not a set of isolated and fragmented workflows as 

it has been until now, technology can help with the integration 

of the whole crew change logistics cycle.  On the other hand, a 

crew change needs to be better planned, cannot be left at the 

last minute, and should not be decided on the basis a airticket 

tender troubleshooting outcome. 

Konstantinos Oikonomou 

For me the greatest lesson learned was that again people 

make the difference versus technology.  Whoever relied ONLY 

on technology during COVID got the crew stuck, whoever used 

the people element trying to find the right solution showing 

care, showing sentiment in the whole service process was the 

one providing solutions.  The technology is a tool and a great 

tool and we should all invest in it but the attitude through 

which we utilise technology and the purpose we utilise it makes 

all the difference.  So I think that the message to our clients 

was listen guys, we’re here for you as a team and we can make 

a difference for your people.  Another lesson learned, travel 

cost is not the only priority on its own, but combined with duty 

of care is the number one priority because we’re travelling 

people. So how are we going to address this travel as a cost 

orientation, as a service orientation, as a safety, so priorities 

have changed and we need to capitalise on that when the next 

day comes and it’s on us, let’s all not make it only cost oriented 

but also people oriented. Market demand and supply primarily 

defines travel costs, not TMCs, but what we control is the 

mindset and purpose through which we service our customers 

so this is the greatest lesson learned for me.

Mike Tibbert 

I think there are lessons learned from both ends of the spectrum, 

from our customers we have learnt how important it is to have a 

reliable professional travel management company looking after 

their people but also from the suppliers as well, the airlines have 

realised as well that it’s not all about people booking online, it 

isn’t all about the technology, when it came to it, they wouldn’t 

have been able to facilitate the changes and manage all the 

bureaucracy that came with it that the travel management 

companies did without blinking, we picked up the baton on that 

and we ran with it both for the suppliers and for the clients and 

I think people are starting to realise now there is a place for the 

travel management company and to be perfectly frank, they 

couldn’t have managed throughout this without us.

Rogier van Beugen 

I wanted to add on something that Konstantinos said about 

the technology not being sufficient at this point.  I think it’s 

one of the key learnings that if you look at the current status 

Rogier van Beugen
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of technology, not just our technology but I think technology 

in general, it doesn’t suffice to cope with this crisis. So if you 

look at all the online sources now, none of them, none of 

them is complete, none of them works fully automated, has 

a decent API to it and as a technology offer a full solution.  I 

think, if anything, we have learnt over the last 20 years is that 

technology is evolving really, really fast. If I look at what is 

actually starting to happen at this moment, and I know some 

of you are partners with them, there’s one company I like 

to mention as an example, which is Sherpa, who are at the 

moment building this data base with almost complete travel 

information. They have a couple of weak spots, that’s why 

they’re not perfect for us yet. For instance they don’t have 

seafarer exemptions, etc, but they are pretty close to delivering 

an all-round solution. So my bet is that with the next pandemic, 

technology will be able to show the information need and 

the human element will become less important, and that’s 

fully respecting all the efforts that everybody put in over the 

last year because I do realise that technology did not cut it 

completely this last year and it’s not cutting it completely at the 

moment.  I think we’re coming a long way, but obviously, it’s 

not cutting it completely anymore.

Henrik Jensen 

I think there are some great technologies moving on also on 

the travel sites, but in many cases the work of the travel agency 

is pushed to the crew manager.  So it’s great that you can book 

your own tickets, you can issue them and so on but actually 

we need a technology solution which is making things easier 

not just pushing the job from the travel agency to the buyer. 

Technology cannot solve the situation, right, that needs some 

personal contact and we need as travel buyers to rely on travel 

agencies who have the right contacts in the airlines who control 

the problems for us.

Samantha Giltrow 

How do you see the crew travel sector coming out of the 

pandemic? 

Joe Pitcher 

I just wonder whether we’ll see any sort of rationalisation in 

terms of crew change locations or consolidation in terms of 

crew change locations, you know, focusing on ports, focusing 

on regions at least in the short to medium term that have 

more effective ground infrastructure, ability to position crew 

and quarantine crew if necessary along with testing and health 

screening.  At the moment, as we have mentioned, you know, 

the traditional model for crewing has been to a certain extent 

reactive in terms of where we facilitate the crew changes and if 

we see a rationalisation in terms of it being based around hub 

locations, even to the extent of perhaps making non-cargo 

related port calls to facilitate group changes well that would 

have an impact on everything we do in terms of the destination 

served by the airlines, in terms of the types of, or the profile of 

flights we’re booking.  So, I mean this is a speculative comment 

but I’m interested in the group’s view on that, I mean, this 

relates much wider than just us involved in marine travel, this 

involves airlines, it involves the crewing sector in itself but I’d be 

interested to see how that maps out.

Mike Tibbert 

I’d just like to say as well that I think that during this crisis it has 

come to the fore how important seafarers are to the whole 

world economy and I genuinely hope and pray that at the end 

of this, post-pandemic, we still put the same emphasis on the 

safety and the crew changes and making sure that we look after 

these people because these people are vital to the industry so 

let’s hope that that emphasis on their safety continues.

Sverre Gade Husby 

Yes, the seafarers’ wellbeing need to be the core for the future.  

We also see earlier before the pandemic we know that a lot of 

the clients were happy to send crew the longest routing around 

to achieve lower cost, happy to sit and spend four to six, eight 

hours in an airport to reduce on cost.  We, after twelve months 

know that, the risk of getting COVID on an aircraft is close to 

zero, to nothing, but getting it actually at the airport and the 

touchpoint in the airport is higher, I also see that there has to 

be a change in how the clients accept more direct routes for 

less time spent in an airport to reduce their risk.

Samantha Giltrow 
Thank you everyone for your comments today and thanks again 

to Marine Tours for sponsoring our debate. l

Joe Pitcher
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New app to help managers  
monitor seafarer well-being

62 Ship Management International      Issue 90 March/April 2021

A new app has been launched which will enable 

crew managers to monitor the well-being of their 

seafarers, and even give them the power to take 

immediate action if they feel they are at risk of harm and to 

offer direct support to those in need.

Tragically, suicide is the biggest cause of seafarer deaths, 

with figures released by the UK P&I Club in 2017 showing it 

accounted for 15% of all fatalities at sea.

Marking a significant step forward in seafarer welfare, a 

group of established maritime entities have joined forces to 

build a digital platform aimed at improving the emotional 

well-being of the world’s 1.7 million seafarers.

The Safebridge CrewCare app, launched recently, was 

jointly developed by volunteer group Container Shipping 

Supporting Seafarers (CSSS), maritime EdTech company 

Safebridge, data analytics company Motion Ventures, and 

the Universities of Manchester and Plymouth and encourages 

seafarers to open up about their feelings and thoughts to 

mitigate the risk of depression and suicide.

Prof. Capt. Ralph Becker-Heins, CEO, Safebridge, said: 

“Safebridge recognises seafarers as the global maritime 

industry’s beating heart, without whom international trade 

would grind to a halt. Whether it is with our #BeSafe 

campaign, our series of interviews giving seafarers a louder 

voice, or now with the CrewCare app, we continue to support 

our seafarers. This latest solution is the next logical step 

towards a future where every single seafarer is able to more 

closely interact with those ashore, taking greater care of his or 

her well-being.”

Commenting on the combined expertise and synergy of 

the organisations involved in the development, Emmanolia 

Kolias, Global Sales Leader, Safebridge, said: “Each 

organisation participating in this project collectively applied 

its knowledge, expertise, and capabilities to contribute to 
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the CrewCare app’s vision and success. As a result, 

CrewCare makes it possible to create a real-time 

connection between crew managers and their 

seafarers, offering the level of support that goes far 

beyond career development.

“We all know that Seafarers’ access to support 

is critical, and this app allows crew managers to 

precisely achieve that and ensure that seafarers 

make it home safely.”

The app incorporates a professionally qualified 

questionnaire based on techniques medical 

practitioners use to make decisions when presented 

with a patient’s symptoms. An algorithm rates the 

multi-choice answers given to rate the mood of 

the seafarer from 1 (low risk) to 10. If a user scores 

9 or 10, then that person is identified, and actions 

can be taken by the shipmanagement company 

to mobilise appropriately qualified personnel in 

support of the individual.

Philip Eastell, CSSS founder and the driving force 

behind the CrewCare initiative, said: “Where concern 

exists there is now an opportunity for seafarers to get 

help. The app is a very low-key diagnostics tool set 

up to ensure that those seafarers struggling to cope 

receive the care they need.”

He believes the quality and quantity of the data 

will also provide the industry with more substantive, 

meaningful statistics than the limited happiness-

type indices developed by other organisations.

“We are hoping that the shipping lines will 

recognise the importance of this application,” 

he said.

The app combines features and functionalities 

derived from Motion Ventures and Safebridge 

platforms to offer a single central point for 

assessing, monitoring, and responding to 

seafarers’ health and well-being needs.

It also features an integrated 

communications function and affords 

access to the 24-hour International 

Seafarers’ Welfare and Assistance 

Network (ISWAN) helpline 

SeafarerHelp.

Roger Harris, CEO, ISWAN, said: 

“We welcome this application and the 

many benefits it will bring to seafarers 

and ship managers alike, especially 

during the current crew change crisis 

when many seafarers are suffering 

from increased anxiety and stress.”

Valentinos Steliou, Product 

Manager, Safebridge, added: 

“The industry has been looking 

for a solution that caters to the 

well-being of all our seafarers for 

some time now. The CrewCare App 

enables forward-thinking companies 

to provide their seafarers with a smart 

tool designed not only to manage their 

seafarers’ well-being but also to help 

them provide the requisite care. This 

app allows ship managers to take positive 

action and provide support where and when 

it is needed.” l

http://www.ygeiamedicalcenter.com


MarineShaft in Denmark was put on the world map 
years ago for its amazing emergency repair possibilities, 
in particular class-approved cold straightening of bent 
shafts or rudder stocks.

Over the past 10 years, MarineShaft has increased 
its raw material stock with one purpose in mind. Should 
repair not be an optional solution, they want to have raw 
material in stock in many dimensions/lengths and grates 
to meet an urgent request for new manufacturing.

A recent excellent example of manufacturing in 
record time is when M/V Cardif Trader got a new rudder 
stock in eight days!

The container ship had experienced problems 
with her steering gear, and an inspection 
showed that the rudder stock was damaged, and 
manufacturing of a new rudder stock was the best 
solution.

M/V Cardiff Trader was in dock in China and 
MarineShaft had the raw material in stock ready 
to be taken into the workshop for machining, and 
MarineShaft was able to manufacture a new rudder 
stock Ø510 x 6385 mm in C45 material with 3.2 
LRS certificate – including shrunk on bronze sleeve 
Ø540/510 x 510 mm in only eight days.

MarineShaft sent the rudder stock for M/V Cardiff 
Trader by aircraft to China.

NEW RUDDER STOCK IN RECORD TIME
Last year MarineShaft extended its workshop with 

1400 m2 and the installation of a new 27m long lathe 
and Ø3.2 vertical lathe is currently in progress. Several 
hydraulic presses are ready cold to straighten shafts 
from Ø20 –1.500 mm in diameter.

MarineShaft repair and replace rudder stocks 
and propeller shafts 
for vessels situated 
all over the world. 
Customized crating 
are manufactured 
by MareinShafts’ 
own carpentry 
woodshop, and their 
good collaboration 
with reliable logistic 
partners ensures 
the best possible 
protection while in 
transit.



http://www.marineshaft.com


Heavy-Lift Shipping

Expert carriers consolidate for 
evolving business By David Tinsley
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Realignments aim at gaining logistical efficiencies while attuning  
fleets and services to new opportunities in heavy cargo sector.  

Germany’s maritime community retains an influential 

stake in the heavy-lift business, drawing on long-

established expertise and continually evolving, deep 

involvement in the sector from the days of the renowned, 

erstwhile DDG Hansa fleet with its Stuelcken derrick-

equipped cargo vessels. The country’s stance as a premier 

exporter of machinery, equipment and industrial products 

provided an early, solid business platform, subsequently and 

rapidly extended to global cross-trade activities and transfers 

of operational and technical know-how worldwide. 

Despite the litany of insolvencies over recent decades, 

in what constitutes one of the most challenging and highly 

skilled spheres of shipping, new operators and alliances have 

surfaced, such that a major part of the world’s heavy-lift capacity 

is still controlled from Germany.  Early 2020 saw the dissolution 

of Zeamarine unfold, with divestment of the fleet to other 

specialists including compatriots United Heavy Lift (UHL) and 

BBC Chartering, and also Amsterdam-based Spliethoffs. 

However, the legally independent Zeaborn Ship 

Management Group, which provides third-party technical 

management and manning services, remained unaffected by the 

restructuring of Zeamarine. Zeaborn had broadened its business 

scope in 2016 by taking over commercial shipmanagement firm 

HC Chartering. 

The sale of Zeamarine’s Americas Liner business, which 

deployed 10 vessels, resulted in the resurrection of its former 

brand name Intermarine. Houston-based Intermarine was 

subsequently acquired by resilient German player SAL Heavy 

Lift. Through the purchase, SAL’s customers can benefit from 

more vessels able to operate not only in and out of South 

America but also into off-site river deltas where SAL would 

otherwise have had limited access. 

Just a few months on from its assimilation of Intermarine, 

SAL gave notice in March this year of a planned joint venture 

with Dutch maritime heavy lift transport and installation 

contractor Jumbo Shipping. While subject to clearance by the 

German anti-cartel authority, the alliance would create a heavy-

lift powerhouse melding complementary capabilities and 

vessel types in a fleet of over 30 vessels.

SAL operates 22 heavy-lift ships, the majority being 

in the 640-900t lift range, but with two equipped to 

handle 2,000t lifts and four having the means of lifting 1,400t. 

Jumbo’s fleet comprises nine ships, encompassing individual lift 

capacities from 650t to 3,000t, most of the tonnage being at the 

higher end of the range. 

The rationale for the link-up is to gain logistical efficiency 

and increase the prospective partners’ flexibility and offering 

for both breakbulk and outsize cargoes. The companies 

have indicated that the move will not result in lay-offs or spur 

centralisation or reduction of the respective German and Dutch 

headquarters. Rather, the pooling of vessels will put capacity 

offered by a much larger and more varied fleet at the disposal of 

both partners.

Hamburg-based UHL has this year embarked on a massive 

expansion of its fleet through the commissioning of eight 

newbuilds from China. Handed over at Hudong during January, 

the 14,000dwt UHL Faith leads the latest series of multi-purpose 

vessels of the F900 Eco Lifter design, a class that is already one 

of the mainstays of UHL’s operations.

Originally intended for service with now defunct 

Zeamarine, the eight new and incoming vessels have been 

secured by UHL on 14-year timecharters from contractual 

owner CSSC Leasing. Each ship is fitted with two 450t deck 

cranes mounted on the port side, conferring a tandem lift 

capacity of 900t, complementing a configuration which allows 

the transport of especially long items of cargo as well as heavy 

and outsized freight. 

The build programme is scheduled for completion by 

CSSC Group yards at Hudong and Huangpu Wenchong 

next April. At that stage, UHL will have 17 units of the F900 

class at its disposal, and an overall heavy-lift fleet strength of 

at least 22. The preceding series of nine, former Zeamarine 
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F900 Eco Lifters, dating from 2018 and 2019, was taken over 

by UHL during January 2020. Having an extensive number of 

vessels of a common design is conducive to attracting large 

contracts of affreightment.

The F900 has the bridge and superstructure located forward 

and the funnel casing offset to one side aft. The full-width 

weatherdeck pontoon hatch covers form a flush cargo carrying 

surface. The layout thereby provides a completely unobstructed 

platform of 123.5m x 25.6m for the shipment of over-length 

freight such as wind turbine blades. A removable tweendeck can 

be used in the hold spaces, creating additional cargo carrying 

flexibility. In addition, the vessel type is authorised to sail in 

hatchcoverless, open-top mode, enabling the intake of large 

and high, indivisible items of cargo. 

The MAN two-stroke, S40ME-series main engine and other 

elements of the technical specification, together with hull lines 

optimised for the assumed operating profile, render the F900 

design among the most efficient in the heavy-lift segment. UHL 

claims that the type’s carbon footprint is some 30-50% less than 

that of much of the competing tonnage. 

BBC Chartering, by commissioning the first two units in a 

new batch of six F500-class vessels during 2020, augmented its 

extensive fleet of deep-sea geared multipurpose tonnage. Each 

12,400dwt newbuild incorporates two 250t cranes combinable 

for 500t lifts. Deliveries of the subsequent four ships from China 

are expected during the second half of 2021 and into 2022. 

The company plans a further tranche of shipbuilding 

contracts drawing on design aspects and operational 

experience with the F500 generation. The configuration 

will differ, however, as a forward bridge and 

accommodation block arrangement is favoured over the 

conventional aft superstructure. 

In December, the 

first steel was cut in China for two 

12,500dwt newbuilds distinguished by the melding 

of two 500t heavy-lift cranes and a multi-purpose vessel 

intake with a DP2 standard of dynamic positioning. Booked 

by Spliethoffs from Fujian Mawei Shipyard, the new 

generation’s arrangement, cargo handling wherewithal and 

station-keeping abilities in up to Beaufort 6 conditions, 

render particular suitability for supplying large volumes of 

project and heavy cargo directly offshore. The specification 

includes a removable, automated gantry crane conceived 

for the working of pipes both on and offshore. 

The Huisman 500t mast cranes will be mounted on the 

port side, with bridge and accommodation forward and funnel 

casing set to port right aft, maximising area and clearance for 

both weatherdeck loads and for navigation in open-top mode. 

Deliveries are expected in mid-2022. 

In terms of pure muscle, the capabilities of the global 

heavy-lift multi-purpose fleet in general pale against the huge 

lift capacities offered by some of the latest designs of vessel 

conceived specifically for the offshore construction market. A 

recent case in point is the 237m monohull ship ordered by Jan 

De Nul at China Merchants Heavy Industry’s Haimen yard. With 

a 5,000t Huisman crane and cargo deck area of 9,300m2, the 

newbuild will be able to load out, transport and install multiple 

items of the heaviest components in a single trip. 

The focus is on the offshore renewables market, and on the 

global trend towards ever larger turbines. These can stand at 

heights of more than 270m, carrying blades as long as 120m and 

mounted on foundations weighing up to 2,500t. 

Huge investments under way and planned not only 

by current leading European exponents of wind energy, 

not least the UK, but also by the emergent markets of 

Asia and North America, promise a basis for sustained 

development of wind turbine installation vessels as well 

as more versatile heavy-lift carriers built to heightened 

environmental criteria. l
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Managing maritime safety

In a time when ship owners have more than enough 

on their plates to worry about with the pandemic, 

many are looking for solutions to help manage 

maritime safety onboard their vessels.

Denmark-based VIKING Life-Saving Equipment has 

been running its Shipowner Agreement for 12 years 

now, which involves owners paying a fixed amount per 

vessel to hand over that responsibility to VIKING to 

maintain and service the equipment.

“We have been quite fortunate throughout the 

pandemic situation. Of course, when everything started 

in March last year, we needed to find a way to manage 

because for everyone everything was turned upside 

down,” said Helene Mønsted Andersen, Corporate 

Sales Manager for Owner Agreements.

“A very big advantage that we have in VIKING 

is that we have a broad number of ports worldwide 

that we cover for our customers and the products are 

physically in place there, so we have not been reliant 

on having to ship from a warehouse.”

The VIKING Shipowner Agreement is now one 

of the industry’s biggest suppliers in maintenance 

and safety agreements and covers 15,000 vessels 

worldwide.
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“It started out as a way of changing the mindset 

on how things were running in the maritime industry 

for service and maintenance of the safety equipment 

onboard,” said Ms Mønsted Andersen.

“What we have really seen over the last 12 years is a 

switch from doing a traditional purchase of products and 

servicing them towards our exchange solutions.”

Over the years as the entire leasing concept across a 

lot of other business sectors has become more and more 

popular, VIKING has seen the same with liferafts. 

“We also want to help optimise our customers’ 

operation of the vessel, so a really important thing 

that they get out of going into these agreements is 

that they put more of the responsibility of maintaining 

the safety equipment on VIKING instead of having to 

administer this within the individual ship owners’ own 

organisations,” said Ms Mønsted Andersen.

Ship owners have a fixed contract with VIKING so they 

know which ports worldwide they can get assistance.

When the COVID-19 pandemic hit back in March, the 

company took swift action to enable its technicians to work 

to ensure that services could take place. 

At the beginning when VIKING received a request 

from a customer, they carried out screening of that vessel 

mailto:info%40epsco-ra.com?subject=
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including where it had been, so it could pinpoint those 

countries that were designated as red zones at the time. 

Precautions were then taken with technicians onboard, 

such as ensuring they had the necessary personal 

protective equipment (PPE), and planning for them to go 

into quarantine when they returned.

“There have been a lot of new challenges and new 

ways of arranging things,” said Ms Mønsted Andersen.

“This was new for everyone so it was also new 

for the ship owners, and I think that we have been 

very fortunate that our customers have been very 

cooperative, finding the best solutions because none 

of us wants to risk anything when it comes to the safety 

of human beings. There has been really good, close 

dialogue with our customers about the best action to 

manage the situation. It has been a  

mindset change.”

She said the benefit of the scheme and the ship 

owner being able to delegate that responsibility of 

maintenance and servicing of life-saving equipment had 

come to the fore during the pandemic. 

One area of the business which has been hit is the 

cruise sector, with a lot of the operators being hit hard, 

but she said VIKING remain in close dialogue with the 

customers to ensure they are ready to assist them when 

these vessels come back into operation.

However, other customers are busier than they have 

been for years such as container vessels as more and 

more people buy goods online. 

More recently, VIKING has expanded its offering to the 

Shipowner Agreement. When they were started 12 years ago it 

was with a focus on liferafts. However, in 2018 VIKING acquired 

Norsafe, which produces lifeboats, which has increased 

VIKING’s area of services of lifeboats. At the end of 2-2019, 

VIKING also acquired the fire safety division of Drew Marine.

“We now have a completely different offering to 

what we had in the past and this is an area we see a lot 

of potential in,” said Ms Mønsted Andersen.

“This has increased our own presence and 

capability. These are areas we also see a lot of 

potential, but we also see synergies for our customers 

that we have serviced the liferafts for, to bundle 

these things together. We have seen a request from 

customers to have this one supplier that can take care 

of everything safety related onboard their vessels.

“Our vision in the company is that our work is  

to save human lives at sea. It is why we get up  

every morning.” l

mailto:info%40epsco-ra.com?subject=
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Bio and synthetic LNG  
offer a zero-carbon pathway 
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Can we afford to wait for a silver bullet to cut shipping’s 

carbon emissions? In recent weeks, an ambitious attempt 

to reduce emissions via a research fund, bankrolled by a 

bunker fuel levy, has generated heated debate. The proposed IMO 

Maritime Research Fund, drawing on mandatory contributions 

of roughly $2 per tonne of bunker fuel, would support a new 

International Maritime Research and Development Board (IMRB) 

to research zero-carbon maritime technologies. While research into 

new, clean technologies is needed, we should - in parallel - pursue 

decarbonisation options which are available today. 

Waiting is not an option. The shipping industry’s decarbonisation 

debate is often focused too much on the destination and pays 

little attention to the journey. This means that we are in danger of 

missing opportunities to make immediate GHG reductions now.  

Not acting to cut shipping’s GHG emissions today makes the global 

environmental challenge of tomorrow even harder.

There are several options on the table when it comes to 

zero-carbon fuels. Some may prove viable in the decades ahead, 

offering the shipping industry a basket of fuel options to meet 

its decarbonisation targets. However, some may also prove 

unsuccessful. What we do know is that this basket is likely to 

include LNG and its bio and synthetic siblings – investing in LNG-

fuelled ships and bunkering infrastructure now creates assets which 

can use carbon-neutral bio and synthetic LNG as and when they 

become commercially available.

LNG as a marine fuel can reduce GHG reductions by up to 21% 

compared with current oil-based marine fuels over the entire life 

cycle from well-to-wake, including methane emissions.  This means 

that when combined with Energy Efficiency Design Index (EEDI) 

improvements to ship design and operational efficiency measures, 

LNG can already meet the IMO 2030 decarbonisation target for 

new build vessels.  

The use of BioLNG can reduce emissions further. It is chemically 

identical to (fossil fuel) LNG and can be used as a drop in fuel 

with no modifications to existing LNG propulsion, storage and 

bunkering systems. One LNG bunker supplier is already offering an 

IMO 2050-compliant bio-LNG blend.

BioLNG derived from sustainable biomass feedstock is a 

massive, unrealised resource with the potential to meet multiples of 

the total global shipping fleet’s energy demand. 

SEA-LNG’s analysis shows that 10% of bio-LNG dropped in 

and blended with LNG as a marine fuel can add two extra years of 

compliance against the Annual Efficiency Ratio (AER) curve used to 

secure preferable funding under the Poseidon Principles. 

We are seeing this in action now. Unlike many other alternative 

marine fuels, bio-LNG has passed through the pilot phases and is 

already scaling. In November 2020, Total completed the world’s 

largest LNG bunkering operation to date in Rotterdam, supplying 

17,300 cubic metres of LNG to CMA-CGM’s Jacques Saade, 13% 

of which was bio-LNG.

Experts from the industry expect bio-LNG to be highly 

competitive with alternative synthetic fuels – it has the advantage 

of not needing new bunkering infrastructure and can also use 

existing natural gas transportation and storage systems.   

Production of bio-LNG is industrialising and scaling rapidly with 

the EU production of bio-LNG set to increase tenfold by 2030. 

According to a study by the International Energy Agency (IEA), 

every part of the world has significant scope to produce biogas and 

biomethane, the gaseous form of  bio-LNG.

Synthetic LNG is one of the suite of alternative ‘e-fuels’ 

(or electro-fuels) such as green hydrogen and ammonia and 

e-methanol. Similar to bio-LNG, it is chemically identical to (fossil 

fuel) LNG and so is operationally proven as a marine fuel.

All of the processes required in the production of synthetic 

LNG already exist, as can be seen in Audi’s e-fuel plant in Werlte, 

Germany, and costs are likely to be comparable with other e-fuels.

As with other e-fuels, such as green hydrogen and ammonia, 

the widespread availability of synthetic LNG will depend on the 

build out of renewable electricity capacity.  

Crucially, neither of these options precludes vessels from 

starting to reduce GHG emissions now with LNG. LNG dual-fuel 

engines will be able to use bio and synthetic LNG with little or no 

modification. This protects the capital investments made by vessel 

owners and bunker infrastructure developers. l

By Peter Keller,  
Chairman of SEA-LNG
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The rush for ballast  
water compliance
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A company which produces filters for ballast 

water management systems (BWMS) believes 

ship owners will soon be rushing to install 

systems and achieve compliance and, after the 

pandemic put some installations on hold.

Marg Riggio, Head of Marine at Israel-headquartered  

Filtersafe, told SMI: “I think it’s going to be pure and utter 

chaos, trying to meet the needs of the ship owners in the 

timeframes that they’re giving the industry. However, we are 

preparing for that.”

Filtersafe is a world leader in water filtration, specialising 

in self-cleaning, high-capacity fine-mesh filters. The company 

started serving the industry’s ballast water market over 15 

years ago and today the company successfully filters 25% of 

the world’s treated ballast and does so using its revolutionary, 

self-cleaning mechanical filtration technology. It was recently 

nominated for a GREEN4SEA Technology Award for its 

filters, and will find out later this month if it has won. 

Mr Riggio said the pandemic has definitely impacted 

BWMS installations. Compliance is required with Ballast 

Water Management Convention standards at the first or 

second IOPP renewal survey, subject to certain conditions 

and vessels can continue operating without a retrofitted 

ballast water treatment system until 2024, depending on the 

particular timeline of their IOPP surveys.

“Prior to the pandemic, there was a lot of buzz about 

installs. And then people started to plan, they started to get 

their things together, and then all the shipyards shut down, 

and so a lot particularly in the first quarter of 2020, just either 

didn’t happen or got delayed and that created a backlog,” 

explained Mr Riggio.

“Many customers were able to get extensions, or get 

deferrals, so now we have a a few of these filters in our 

inventory, that were supposed to be delivered in January and 

February 2020, that we now won’t deliver until 2024.”

Mr Riggio said business had also been affected because it 

was “difficult to make complex decisions over zoom.

We’re now seeing issues where people are coming to us 

and asking for filters to be delivered in two or three weeks’ 

time from our facility,” said Mr Riggio.

Filtersafe provide filters for BWMS from key players such 

as De Nora and ecochlor, and has a 25% market share.

Mr Riggio said it was important to choose a quality filter 

because it is the performance of the filter that dictates how 

well the BWMS performs, because it is the filter that clogs 

and slows down flow.

The main problems with filters can be broken down into 

three primary categories.

The first and simplest category is filters, put back 

pressure on a system that was never meant to have back 

pressure put on it. A ship’s ballast piping is designed 

specifically to fill up the ship, but not to go any higher. 

Because if you go higher, you can pressurize the inside of 

the tanks, and you can blow them up. “As a former class 

surveyor, I’ve seen that and it’s awful when that happens,” 

said Mr Riggio.  

Number two is the filter and putting it in the optimal 

place. “Sometimes it’s on the main deck, where you have to 

put the filter, that creates a whole series of hydrodynamic 

pressures and influences that were never designed into the 

ship, and it can create a whole series of problems that you 

don’t anticipate.” 

The third is making sure you have a quality filter that 

is fit for service and will last typically around five years, so 

between dry dock periods.

Speaking about the number of BWMS still to be fitted, 

Mr Riggio said: “I think we’re gonna see a last-minute rush 

and we’re preparing for it. Ship owners have been so hesitant 

in getting the ballast water management systems onboard 

and it has taken quite a long time to persuade them. Owners 

have been reluctant to want to jump in with systems, because 

they’re hoping they’re going to get better and better.”

Commenting on the year ahead, Mr Riggio said: “It 

is going to be difficult, and it’s going to particularly be 

difficult for the smaller vessels, because they’re on tighter 

budgets, and there’s less choice. There’s not a lot of good 

ballast water filters that are available in the 

smaller vessel size class.” l

Marg Riggio, Head of Marine  
at Israel-headquartered  
Filtersafe
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of Biofouling in Niche Areas

75Issue 90 March/April 2021      Ship Management International

Biofouling has long been recognised as a major risk 

to the operational efficiency of a vessel – and, in 

particular, as a major contributor to fuel consumption.  

Despite this, recent research found that a significant 

proportion of the fleet is not tackling the issue effectively, A 2020 

study conducted by I-Tech and independent marine coatings 

consultant, Safinah Group indicated that biofouling, in particular 

hard fouling – that is, fouling caused by barnacles and other hard-

shelled organisms, could account for as much as 110 million tons 

of excess carbon emissions across the global fleet.     

In addition to increased carbon emissions, biofouling 

represents a significant risk factor as a vector for the transfer of 

invasive species. In the study, we were surprised to find that, 

even on ships with relatively clean hulls, niche areas still posed a 

biofouling risk.  

Biofouling was found in niche areas — for example, boot 

tops, sea chests, gratings and dry dock support strips — of 

around 95% of the ships examined.  

Biofouling in niche areas and the global fleet 

 This is a major issue, as niche areas could account for as 

much as 10% of the total underwater hull surface of the global 

shipping fleet and can be host to high volumes of biofouling. 

This risks undoing efforts to stop the spread of invasive aquatic 

species – even on ships where the hulls might be largely clean.  

This is likely to be a growing issue, as the global regulations 

against biofouling have tightened considerably in recent years. 

For example, in California, port authorities are clamping down on 

marine transfer of invasive species. Consequently, since October 

2017, all vessels of 300 gross tons (gt) or more have been required 

to complete and submit a “Marine Invasive Species Program 

Annual Vessel Reporting Form” at least 24 hours before their first 

arrival of the calendar year at a Californian port, also from January 

2018, ships must present a Biofouling Management Plan and 

record all management actions in a Biofouling Record Book.  

Authorities in New Zealand have taken a more stringent 

approach to preserving their delicate marine ecosystems. In 2017, 

a 33,752 dwt Korean-owned bulk carrier DL Marigold had to 

leave New Zealand waters after its hull was deemed a biosecurity 

threat with dense barnacles and tube worm coverage on its 

underwater surfaces.   

Operational effects of biofouling in niche areas  

Evidence suggests that 70%-80% of IAS are introduced into 

non-native waters through biofouling. Although it is difficult to 

quantify the global economic impact of such incidents, useful 

examples include the impact of the zebra and quagga mussels’ 

introduction in the US, which alone are estimated to cause $1 

billion a year in damages and associated control costs according 

to the IMO. 

Niche areas provide a clear landscape for the spread of IAS. 

A favourable environment for biofouling accumulation, there 

are a number of reasons for this. For one, restricted water flow 

in these areas limits the action of biocidal antifouling coatings 

that require a flow of water to remove the top coating layer, 

and without said flow of water, a thick “leach layer” of biocides 

forms, minimising its efficacy. Greater turbulence in these areas 

can degrade the antifouling coating in place, faster than in 

other smooth hull areas. 

Similarly, this biofouling in niche areas presents a potential 

issue for technical performance. For example, biofouling in a sea 

chest can impact the functioning of the box coolers of a vessel, in 

turn causing issues with temperature regulation, even to the point 

of total failure.   

The solution   

With all this in mind, and the prospect of widespread 

legislation on the horizon, it is becoming increasingly 

important for operators and owners to ensure they fall 

on the right side of any rules concerning hull fouling and 

ecosystem preservation.  

Minimising colonisation in these areas is possible, and 

there are a number of supporting solutions to do so. For one, 

antifouling coatings with a higher polish rate can achieve 

better performance in low water-flow areas of a vessel, such 

as niche areas. Extra attention to an effective coating with 

a high concentration of active substance. on these areas 

when vessels are resprayed is tantamount. Selektope® is 

such an active substance which, when added to coatings, 

repels barnacles and other forms of biofouling. Though it 

is a biocide, Selektope® repels biofouling, where other 

typical biocides terminate. Because it’s so effective in small 

concentrations, it can reduce the overall biocidal load 

of any coating to which it is added, making it a cost and 

operationally effective option. 

Combatting the spread of invasive species through niche 

fouling is a vital step for the cost, operational and sustainability 

objectives of any vessel, and in order to do so to its full 

effect, ship operators and owners will need to prioritise the 

implementation of mitigation technologies.  l
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The Isle of Man has to focus on niche areas of the 

maritime industry and on knowledge and technology, 

because the reality is companies are able to operate 

from anywhere in the world on digital platforms. But what will 

underpin this from the industry’s perspective is being able to 

innovate new ways of using that digitalisation, otherwise the 

lower cost centres will predominate.

This comment by David Furnival, Executive Chairman 

of Bernhard Schulte Shipmanagement and a prominent 

member of the Isle of Man maritime cluster, puts into context 

the opportunities that clusters face against the backdrop of 

the pandemic.

“Certainly, from the profitability perspective of ship 

management, margins are getting thinner and thinner all the 

time and we are transferring more services to lower expense 

regions such as Mumbai for example where the operating costs 

of an office are significantly lower than Singapore or the Isle 

of Man. But we still have a lot of knowledge and experience 

available to us here on the Isle of Man and other higher cost 

centres which we have to maximise,” he said

Luke Tippett, Managing Director of Döhle (IOM) Group of 

Companies, agreed that there are opportunities for industry 

to tap into all corners of the map and use the resources the 

industry has at its disposal to overcome some of the issues and 

tackle the problems it faces.

“I’m not sure how it is for the rest of you, but for me it 

doesn’t seem like 12 months ago that we were all sat on this 

debate and I think some of the topics that we’re addressing 

now are still at the forefront of our schedules. The general issue 

we had was getting crew on and off vessels, and this was a 

huge, huge struggle, but it remains a huge struggle and I think 

we’ve just been very fortunate because it’s taken a pandemic 

to enable us to realise what tools we have around us, how we 

can work together with our partners and also in some ways with 

our competitors, in order to work towards a common goal that 

we’ve had in order to keep the industry moving.  

“We’ve seen crew desperate to get off vessels to get 

home to their families and we’ve had the exact opposite of 

crew desperate to get back on board vessels to earn money to 

support their families,” he added.

“From a Döhle perspective, we’ve been involved with some 

charter flights for example from the Philippines to Europe, things 

that we wouldn’t perhaps have been involved with in the past 

but doing such projects with partners, with competitors in order 

to reach a common goal, to keep everything moving I think has 

been absolutely invaluable. 

“And as an Isle of Man cluster, we’re all doing a sterling 

job to ensure that in each of our areas we continue to succeed 

as much as possible, to grow each of our businesses. Nothing 

beats the whole interaction of somebody going onboard a 

vessel or somebody going to a networking event, but we’ve 

certainly shown in the last 12 months and I think this will be a 

trend that we see into 2021 and the future, that it can be done 

with great success.”

According to Cameron Mitchell, Director of the Isle of Man 

Registry, one of the biggest takeaways of the past year has been 

the realisation that everything we took for granted, to be able 

to travel, to be able to survey ships, all of those things that we 

just expected to continue, haven’t happened. “So, for me, it’s 

the networks that we’ve managed to build on and formulate 

over the last 12 months which will ultimately enrich our business. 

It will provide us with that network of business development 

managers or surveyors at key locations throughout the world to 

actually expand our business. When we come out the other side, 

we’ll be stronger for it, we’ll have a bigger presence, probably 

globally I think through those networks. We have expanded into 

China now which has been big for us,” he said.

Russ Kent, Managing Director of Manx Ocean Crewing and 

Chair of Isle of Man Maritime, a not-for-proft company which has 

been established to promote, develop and support the strategic 

development of the Isle of Man’s growing maritime cluster, is 

realistic about the impact that COVID has had over the past year.

“Let’s not beat around the bush here, it’s been an 

exceptionally difficult year for the cluster because we’re primarily 

an events driven organisation and that’s the way we try and 

get our message out. When you’re trying to be competitive 

against other clusters, you have to go out there and try and sell 

ourselves and in this environment it’s very difficult to do that 

digitally; it needs to be face-to-face, person-to-person and that’s 

how you engage and make contacts.

“As a cluster we’ve had to focus internally and we’re 

looking at how we raise awareness to students on the Isle 

of Man about the possibilities that exist in the maritime 

world. The current perception on the Island circles around 

the Steam Packet. However, I’ve not been to sea and a 

number of people in the organisation haven’t been to sea, 

but we’ve stillforged successful careers in the maritime 

industry,” he said.

According to Mr Kent, it is about raising that awareness that 

a career in the maritime industry doesn’t necessarily have to 

be about going to sea. There are the opportunities for this on 

the Island, he claimed, “we have seen a massive upturn in the 

amount and the volume of work that the pandemic has created 

so that in turn is creating opportunities within the industry.”

Isle of Man Maritime also used the social media platforms 

to heighten awareness about the plight of the seafarer during 
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the pandemic and, in so doing, raise some funds for seafarers’ 

welfare charity.

In conjunction with this, the Ship Registry has released 

a welfare app available to all flags. “We’ve tried to focus 

also on our Women in Maritime Initiative, and a number of 

women are involved in senior positions on the island within 

the maritime organisation so that’s a very positive story to 

try and sell. But overall, it’s been a very tough year and how 

we get back to competitiveness I think we can only start to 

really properly address that once we reach some form of 

new normality,” he added.

Kuba Szymanski, Secretary-General of InterManager, also 

based on the island, said he would love to see the Isle of Man 

back to where it was in 2000-2006, “being a centre of shipping 

excellence where we were able to deliver every aspect of the 

shipping business.

“I would like to see a deep analysis of what went wrong 

and why we are not the biggest LNG operator that we used 

to be; we are not one of the most sought after boutique crew 

management centres we used to be and why is technical 

management not provided from our excellent island anymore?

“Without this root cause analysis we will be acting like a 

child in the fog, try to move in each and every direction. Proof 

is in the pudding and currently our Manx Shipping pudding is 

rather bitter, Bibby’s has gone as has Shell and Maersk. BSM, 

Dohle and VShips are all working with reduced staff  - it is only 

the ship registry is really making us internationally proud.

“We have a very catchy motto on the island ‘Freedom to 

Flourish’, however, I question this ability to practice freedom. 

The recent lack of appreciation by the government of our own 

seafarers ended up with a COVID blunder. We could have been 

an international leader on crew vaccination and we did the 

opposite. Now we could be showing the world what happens 

if a nation chooses not to vaccinate seafarers, so 

others can learn lessons from this, but 

again we seem to prefer to keep quiet about it,” he said. 

Cameron Mitchell, Director of the Isle of Man Registry, 

added to the debate: “We’ve taken a huge interest in the 

welfare of seafarers as Russ has pointed out. I think we were one 

of the first flags in the world to develop our own seafarer welfare 

app for seafarers on Isle of Man ships. I think, globally, we have 

to start thinking more about our seafarers and the continuation 

of the supply chain and I think we’re still in a bit of a mess there. 

We need to start putting our energy into the green agenda and 

as a ship registry, we’ve been working hard on that over the last 

12 months. We have various companies testing bio fuel and we 

have the first design equivalents for older VLGCs to be able to 

operate with LPG as a fuel. One of the big things that the Island 

could do more proactively is trying to attract those green tech 

companies; I think that’s probably a big thing for the future, 

everywhere, I suspect.

“From a marketing perspective, we’ve pushed ourselves 

ahead quite rapidly this year. We currently have representation 

in Singapore, Japan, China and Greece – we’re expanding in the 

Middle East, in Dubai and we’re currently looking at Germany, 

the USA and Hong Kong.”

Russ Kent again: “From our crew management perspective 

what the crisis has really brought out is the value of long-term 

relationships within the industry. We have a vessel on charter 

around South Africa and she’s been there for a number of years 

and of course during the crisis South Africa closed its ports so, 

it was impossible to repatriate the crew. It  was only with the co-

operation of the charterers who diverted the vessel up 

to Tanzania and the collaboration of the 
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owners in terms of off-hire that we were able to change the crew. It 

was about having such good long-term relationships in place both 

with our owners and the charterers.

“In terms of managing the crisis for the crew, it has been 

operationally difficult to get crew on and off the ships. There has 

been a massive strain on our crewing operatives because of the 

additional work involved with COVID testing and the requirements 

for a PCR test within 72 hours of travelling and then the reduction 

in airline schedules and cancellations. We don’t have to pretend 

here, it’s been a massively challenging year for our crew operations 

but thanks to the long-term relationships we have with our travel 

agents and crewing agencies, we have managed to ride it through.

“Again, just to back up what everybody else has said, 

relationships and existing pathways sort of really come to the 

fore,” said Cathy Lane, Director of European Operations at MHG 

Insurance. 

“One thing I have noticed about the industry is that it is very 

close-knit, everybody knows everybody or if you don’t, you know 

somebody who does. People are more than likely to help each 

other, whether you’re from a competing company or not, if you 

need something you can pretty much ask anyone and they’re 

pretty good at helping you out or pointing you in the right 

direction; relationships are incredibly important.

“The pandemic has kind of made everyone realise that 

you can’t take things for granted. We all tend to have a 

certain way of doing things and you kind of stick to that; 

occasionally you’ll have somebody come up with a brilliant 

idea and think oh that’s quite innovative we’ll do that. But 

I think something like this pandemic has made everyone 

think that way all of a sudden. So there have been quite a 

lot of innovative developments I would say in the use of 

technology, which is quite encouraging to see; more than 

anything it’s that you can’t take anything for granted and you 

have to be quite nimble in your response to things as and 

when they occur. 

“Certainly, on the insurance side I would say it’s made people 

more aware of what cover they didn’t have. So, in that respect it’s 

been an incredibly busy time for us, surprisingly and not just on 

claims. We’ve seen an awful lot of people moving away from those 

insurers who panicked as soon as the pandemic was declared 

and put a Covid exclusion on their policies. A lot of people have 

come to us because we have incredibly good relationships with 

our underwriters and we have managed to convince them that the 

overall claims experience purely for COVID is actually quite small 

compared to what we would normally see on the claims activity. 

This is because ships are self-contained entities; the industry has 

been exceptionally good at keeping infection off their vessels,” 

she stressed.

Bruce McGregor, Director at PDMS, an IT software 

and solutions company, said COVID has forced many 

companies to increase their focus on further Digital 

Transformation and bring certain skills to the fore to 

Isle of Man - Digital Debate
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enable their organisations to work in ways that were only 

lightly used previously before.

“We’re using great technology now and I think we all know 

that had this pandemic happened 10 years ago, without this 

technology the world would be a very different place. A lot of 

focus is really coming back to that innovation a business’ digital 

and transformation piece and we’re fortunate to be in that 

space where that’s where we operate anyway. So, we’ve seen 

organisations come to us that were going to do things previously 

in a certain timeframe and now these have been compressed. 

Part of the challenge will be to innovate in the right ways 

toensure digital tools are both in place and remain to support 

the new activities that organisations now need to do as a matter 

of course.”

As he stressed, many are focusing on those parts of 

their businesses that need to transform when it comes to 

digitalisation so they can provide many of their services 

truly online, rather than partly online. “I’m not saying face-

to-face activities won’t come back, because it will, but a 

lot of these efficiency gains that IT and software solutions 

allow us to create and innovate will continue to be pushed 

to the fore. For the Isle of Man as a cluster, using the now 

more familiar digital technologies we  could push out wider 

and further perhaps more quickly or in a more accepted 

way than we might have been able to if this hadn’t been 

the case,” he said.

Craig Richards, Director of Maritime, Oil and Gas Consultancy 

Services, added: “We’ve seen a huge uptake in terms of people 

asking us to look at how they can digitalise and use technology 

for some of their core processes, and I think these strategies have 

been on CFOs and CHROs’ desks for the last 5-10 years, but 

they’ve just maybe been shuffled to the side. But, all of a sudden, 

with the reactions to COVID, we’ve seen these come to the fore. 

“Now on the negative side, lots of people want to talk about 

digitalisation but there’s also a fear of people actually making the 

changes until the know there’s some security back in the world. 

And I sense a lot of businesses are still on hold. They are still 

operationally having to make sure it works so people are wanting 

to change but they don’t have the resource to actually implement 

those changes until normality returns. It’s almost double-edged in 

that digitalisation is at the front but we’re not quite ready to do it 

yet because operationally we don’t have the staff to do it.”

Dan Jespersen, Managing Director of 7C Shipping, said that 

from a positive perspective, companies can be run “pretty much 

anywhere you are, you don’t need to sit in an office. We’ve had 

discussions with various parties on the island about strengthening 

the whole ownership representation and the substance required 

to do so doesn’t need to be as great as it used to be in the past. 

Not because the rules have changed but simply because the 

decision-making power can sit on the island while the rest of the 

organisation can be spread out around the world and we are 

competent working at that. 

“The pandemic really highlighted the gaps in delivery; 

the world changes slightly and suddenly we need to better 

at seeing solutions. And to be fair we hear about all the 

positive stories but every time there is an issue it’s been 

dealt with and so forth, and we all pat each other on the 

back and say, “We did this great.” And I turn around and say, 

“Yeah, it’s great we solved it, but it still cost me in dollars.” 

And so I think and this is the gap. From a ship manager’s 

perspective, it’s a challenge, it’s difficult but it’s a question of 

the speed and the flexibility in order to be able to change 

and solve the issue which in the end is going to determine 

your ability to give a service.

“So, coming back to your question, I think the island definitely 

has a lot that strengthens or can benefit from this from the 

whole digitalisation of it, but as well, and thereby being able to 

strengthen these sides where you have the true, as I say, substance 

on the island, without having to relocate the whole company, all 

the services to the island,” he said. l
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Business Viewpoint

P&I and Law

Grain 
contamination  
claims focus for new  
video from UK P&I Club

A number of grain contamination claims has led 

to a new video being produced by UK P&I Club 

to highlight the importance of diligent record-

keeping during cargo loading.

It is the latest in the Club’s online ‘Ask an Expert’ series 

and features Chris Ellyatt from CWA International talking 

about the increasing number of grain contamination claims 

and their causes.  

Mr Ellyatt explains it is often difficult to work out if these 

claims are due to the inherent contaminants at the load 

port, or if they are a result of improper hold cleaning by the 

ship staff. He highlights the importance of recordkeeping 

during loading to ensure any untoward contaminants are 

documented, and emphasises the need for extra care when 

preparing the holds for food grade cargo. He notes there 

have been instances where entire cargo is rejected due to 

issues such as small contamination by genetically modified 

cargoes in countries where they are banned. However, he 

reassures viewers that despite the contamination, there are 

still options available for the owners and receivers to rectify 

the cargo avoid major losses. 

Stuart Edmonston, Loss Prevention Director at UK P&I 

Club says: “This latest ‘Ask an Expert’ discussion aims 

to dissect the issues surrounding the different types of 

contamination, prevention options, the importance of 

sampling and analysis, and the various solutions available. 

Chris is an experienced scientist and as a consultant in the 

food and agricultural department at CWA, has attended 

live cases providing expert advice on issues across 

sampling, loading, discharging and storage of various food 

and agricultural cargoes.”

The ‘Ask an Expert’ video series provides specialist 

analysis and insight on a range of specific topics from 

leading figures in the marine sector. Informative and 

concise in their 30-minute format, the videos are designed 

to give the audience a broad understanding of an issue in 

an optimised timeframe.  l

The ‘Ask an Expert’ video on grain contamination 
claims with Chris Ellyatt of CWA International can be 
viewed here: https://www.ukpandi.com/news-and-
resources/videos/ask-an-expert_grain-cargo-claims/
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IACS announces Incoming 
Council Chair 

The International Association of 

Classification Societies (IACS) has 

named Lloyd’s Register CEO Nick 

Brown as its Incoming Council Chair. 

This is the first time that the 

IACS Chair has been chosen by the 

Association’s Members and not by 

rotation, a move that follows governance 

changes announced in December last 

year.  As part of those changes, Mr 

Brown’s term of office will run until 31st 

December 2023.

Nick Brown commented: “I am 

honoured to have been named Chair 

of the International Association of 

Classification Societies. The Association 

has always been and remains a beacon 

of safety for maritime through its 

development of important technical 

standards and guidelines. The 

governance arrangements developed 

over the past years have sent a clear 

signal to our stakeholders that IACS and 

its members are committed to ensuring 

that the classification industry remains an 

effective force in the maritime sector and 

I thank the IACS Members for choosing 

me to oversee the implementation of 

these important changes.”

As part of the new model, Mr Li 

Zhiyuan of the China Classification 

Society was appointed as Chair of the 

General Policy Group (GPG) for a three-

year period starting 1st July.  Mr Li, who 

also acted as GPG Chair between 2016 

and 2017, and his team will be located in 

the IACS Secretariat in London meaning 

these highly expert, technical specialists 

will be closer to the IMO and other 

industry associations thus facilitating 

a deeper, wider and more consistent 

cooperation on the key issues facing the 

maritime industry.

Mr Brown added: “The current 

Council Chair, Koichi Fujiwara of 

ClassNK, has successfully delivered 

far-reaching change to the governance 

of IACS while simultaneously ensuring 

that IACS remained fully responsive to 

industry needs during the COVID-19 

pandemic. I look forward to building on his 

achievements by ensuring IACS continues 

to play its role in supporting an industry 

experiencing times of rapid change 

and delivering responsive advice to the 

technical and regulatory challenges posed 

by decarbonisation and digitisation.”

Robert Ashdown, IACS Secretary 

General, congratulated Mr Brown and 

Mr Li on their appointments, saying: 

“The unanimous appointment of the 

Council and GPG Chairs demonstrates 

the clear commitment of the IACS 

members to evolving the Association 

to meet the needs and expectations of 

industry and regulators. The significant 

strengthening of the Secretariat 

combined with the consistency of longer 

Chairmanship periods means that IACS 

is now well positioned to engage at 

pace and in depth as we continue to 

deliver on our core mission of safer, 

cleaner shipping.” l

Nick Brown

Li Zhiyuan



As the once stranded containership Ever Vision resumed 

her passage up to the Bitter Lakes in the Suez Canal, 

escorted by the triumphant tugs that freed her, one 

wonders whether much has been learned from this week-long 

maritime drama. Many people, who don’t think of shipping from 

one year to the next, will have been reminded of their dependence 

upon this maritime supply chain. How much this will be retained 

in their consciousness will remain to be seen, although as some 

commentators have remarked, it is a valuable opportunity for 

the shipping industry to engage in some much-needed public 

relations, to produce some sort of lasting effect. 

Above all, it is surely a “nudge” to those clever accountants 

and finance directors who regard “just in time” to be a perfect 

reason for not having any stockpiles, just how fragile the existing 

supply chain has become. What nonsense that car production in 

several European factories comes to a halt because of components 

delayed on one single ship! It is surely idiotic to base one’s 

manufacturing schedule on a level of precision that is scarcely 

deliverable, unless every link in the transport chain performs 

perfectly, all the time. It is also this unrealistic expectation that 

creates the need for excessive speed in getting ships in and out 

of port, with cavalier attention to lashing and pre-sea checks. It is 

why risks are constantly being taken in manoeuvring ships that are 

arguably too big for berths and ports, when a little more time and 

thought might be more prudent. 

We might have learned something about the negative effects 

of sheer size and scale, which clearly can be self-defeating. 

We have already seen ports struggling to cope with the latest 

generation of ultra-large container ships. These monsters 

exchange so many boxes in a single visit, that it is a fight to clear 

them from the quay, such is the demand upon space, trucks and 

trains.  The week-long Suez stoppage, with its subsequent effect 

of so many ships all turning up at their discharge/load ports within 

hours, merely emphasises this problem. The sad fact is that “stuff 

happens” and far less dramatic events, such as prolonged bad 

weather, stack collapse, container fires and other marine perils all 

ought to remind people that they really need a degree of resilience 

to be permanently built into their supply chain. This quite clearly 

is not the case. The modern shipping industry is pretty good at 

delivering on time, but ought not to be taken for granted. 

We might also reasonably question whether there are genuinely 

“too many eggs in one basket” with these ultra-large container 

ships. Every ship is a compromise between various needs, but it 

might be asked whether the requirement to reduce the unit cost 

to the absolute minimum by cramming so much onto a single hull 

is really skewing the balance which a well-designed ship needs. 

The recent stack collapses have called into question the practice 

of loading up to two thirds more cargo on deck than can be 

accommodated below and whether the lashing arrangements – 

which are practically unaltered since the 1960s, are still up to the job. 

Whatever caused the Evergreen monster to veer out of the 

channel, there is enough evidence from pilots who have to handle 

these ships in confined space to ask serious questions about their 

manoeuvrability at anything other than full sea speed. The colossal 

windage from the nine or ten high stacks along the full length of 

the ship, their small rudders, optimised to reduce drag on the sea 

crossing and their inability to reduce or increase speed fast, with 

their huge, slow-turning screws, suggests that cargo capacity has 

been able to trump everything else in the design playbook. 

Something that almost certainly won’t result from this latest 

spectacular incident is any change to the prevailing attitude to the 

“human element” with its propensity to blame some wretched 

shipmaster, bridge team or pilot for a huge ship which quite simply 

got out of control. Whether it is a monstrous container ship, too 

long for a turning basin, demolishing container cranes on the 

quay, or a huge cruise ship squashing an excursion boat, the first 

reaction of the authorities is to blame individuals and never, ever, 

ask whether the wisdom of forcing giant ships into spaces built for 

far smaller vessels is wise. 

When the stack collapses or the stability of the car carrier is 

found to be disastrously miscalculated, nobody ever asks about 

the adequacy of the design criteria, whether the accident might 

have in some way been contributed by “utmost despatch” 

becoming the priority. Hindsight, after these accidents invariably 

suggests (although it is never admitted) that a bit less of a  frantic 

rush to get the cargo onboard regardless of its unit weights, and 

the ship moves away from the berth before the lashing had been 

properly undertaken, might have been a major contributor to the 

subsequent accident. But blame, rather than the lessons learned, 

will tend to make the headlines. That’s ever the vision.  l

Lessons of resilience
By Michael Grey, MBE, is an internationally respected maritime commentator

Alternative Viewpoint
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» Phantom putter

Drawing on his extensive experience with golf’s greatest 

players, Scotty Cameron has bolstered the high-tech Titleist 

Phantom X family in 2021 with four new tour-inspired setups. 

Each new Phantom X putter is engineered specifically with a 

solid, precision-milled 303 stainless steel face and body, expertly 

fused with a 6061 aircraft grade aluminium sole and flange 

component. The new 2021 Phantom X models were launched 

last month and are available in shops now. 

2021 Titleist Scotty Cameron Phantom X Putters
titleist.com
$429

» Limited Landy

Honouring the original Defender’s formidable 70-year 

expedition legacy and its illustrious role in the world’s most 

demanding all-terrain competitions, Land Rover Classic 

introduces Defender Works V8 Trophy. Limited to just 25 

units, the series is based around the 2012-2016 Defender 

and will come in both 90 and 110 wheelbases, with a 5-litre 

V8 making 399 horsepower mated to an eight-speed 

automatic transmission. Each Defender will come in Eastnor 

Yellow with black accents, and include features like an 

expedition cage, extensive underbody plating, and a three-

day excursion to Eastnor Castle in Herefordshire.

Land Rover Classic Defender Works V8 Trophy SUV
$270,000

landrover.com

» Carrera chronograph 
 
Luxury timepiece maker Tag Heuer and sports car manufacturer 
Porsche have teamed up on a whole collection of products, 
beginning with the Carrera Porsche Chronograph. Based on the 
Carrera Sport Chronograph, the watch has a 44mm stainless steel 
case with a sapphire caseback for viewing the Heuer 02 Automatic 
which beats at its heart. The black Porsche-branded ceramic bezel 
gives a sporty design and surrounds an asphalt-textured dark grey 
dial, adorned with luminous Arabic numerals counting 5-60. It is 
finished with either a stitched leather strap or steel bracelet.

Tag Heuer Carrera Porsche Chronograph Watch
$5,850
tagheuer.com

Objects of desire
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» Pro shots
The replacement for the Alpha 9 II, Sony’s new recently 

launched Alpha 1 is an impressively-specced full-frame 

mirrorless camera. At its heart are a stacked 50.1-megapixel 

Exmor RS CMOS sensor and Bionz XR image processor 

that collectively enable completely silent 30 fps continuous 

shooting, 8K video recording, and the ability to process up 

to 120 autofocus and auto-exposure calculations per second, 

including Eye AF for avian subjects. It also has a 9.44 million dot 

OLED electronic viewfinder, tilting rear touchscreen, and a rock-

solid built befitting a pro-level camera. Perfect for professionals 

or for those who want to take their hobby a bit further.

Sony Alpha 1 Camera
$6,500

sony.com

» Mystic monogram

Unbuckle the front flap of Givenchy’s ‘Mystic’ tote to 
reveal the gleaming gold monogram underneath. 
First debuted at the Pre-Fall ‘19 show, this piece is 
made from hand-cut panels of soft black leather, 
with carefully sanded and painted edges for a neat 
finish. There’s also plenty of room inside to stash the 
detachable shoulder strap when you’re not using it.  
An elegant piece from one of the Duchess of Sussex’s 
preferred design labels.

Givenchy Mystic Small Leather Tote   
$1,794
net-a-porter.com

» Stunningly simple

This stunningly simple but stylish portable WiFi speaker from 

sound giants Bang & Olufsen comes in two colour choices 

– gold tone/natural oak shown here and natural/dark grey 

– and takes portability to a new level. The sound is superior 

and despite the minimalist design, it provides up to 16 hours 

of battery life. It can be used laying down, standing up or 

even hanging on a wall, while splash resistance means you 

can place it anywhere with confidence.

BeoSound Level 
$1,299

Bang-olufsen.com
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Hong Kong Exchange 
showcases new and old 
artists
Hong Kong Exchange at Gagosian Hong Kong , 
until April 30, 2021. 
https://gagosian.com/exhibitions/2021/
hong-kong-exchange/

Where the Crawdads Sing
By Delia Owens
Little, Brown Book Group

Leading gallery Gargosian presents its latest exhibition entitled 

Hong Kong Exchange. This is an all-inclusive exhibition of familiar 

and new artists. New and recent works include Ed Ruscha’s painting 

on paper TOWN TONE (2020) and Andreas Gursky’s large-scale 

photograph Hong Kong Shanghai Bank I (2020), a revisitation of 

his 1994 depiction of the same skyscraper. These compositions 

are shown alongside key works of historical significance, such as 

Cy Twombly’s enigmatic oil painting Untitled (1957) and Nam June 

Paik’s iconic sculpture Bakelite Robot (2002). Other artists exhibiting 

include Damien Hirst, Tetsuya Ishida and Zeng Fanzhi.Colour, form 

and shape attract the eye wherever you look and the juxtaposing of 

painting and sculpture blend perfectly.

For years, rumours of the “Marsh Girl” have haunted Barkley Cove, a quiet 

town on the North Carolina coast. So, in late 1969, when handsome Chase 

Andrews is found dead, the locals immediately suspect Kya Clark, the 

so-called Marsh Girl. But Kya is not what they say. Sensitive and intelligent, 

she has survived for years alone in the marsh that she calls home, finding 

friends in the gulls and lessons in the sand. Then the time comes when 

she yearns to be touched and loved. When two young men from town 

become intrigued by her wild beauty, Kya opens herself to a new life - 

until the unthinkable happens. Where the Crawdads Sing is an exquisite 

ode to the natural world, a heart-breaking coming-of-age story, and a 

surprising tale of possible murder. 

Review
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Little Oblivions 
By Julien Baker
Matador Records

My Own Words 
By Ruth Bader Ginsburg 
Simon & Schuster

Bangkok 
legend set for 
global fame
SUPINYA ‘JAY FAI’ 
JUNSUTA
Thailand

Little Oblivions is the third studio album by American singer-songwriter Julien Baker. Alongside the album’s announcement, 

Baker released “Faith Healer” as the first single from the album. Recorded in Memphis, TN, the record weaves together 

unflinching autobiography with assimilated experience and hard-won observations from the past few years, taking 

Baker’s capacity for storytelling to new heights. It also marks a sonic shift, with the songwriter’s intimate piano and guitar 

arrangements newly enriched by bass, drums, keyboards, banjo, and mandolin with nearly all of the instruments performed 

by Baker. NME commented: “The Tennessee musician’s first two albums – 2015 debut ‘Sprained Ankle’ and 2017’s lauded 

follow-up ‘Turn Out The Lights’ – used space as their greatest weapon. Her affecting voice circled around a solo piano or 

guitar, letting each devastating lyric hang in the air and worm its way into your brain.”

Ruth Bader Ginsburg, who died recently, was 

the distinguished Associate Justice of the 

Supreme Court of the USA elected in 1993.

It seems a good moment to re-visit her 

fascinating memoir first published in 2018 

that describes a life well lived and devoted 

to the advancement of gender equality and 

women’s rights. These were not, at the time, 

fashionable areas of the law but her dogged 

determination brought the debate to the 

attention of a wider – and therefore more 

influential – audience. Full of witticisms and 

anecdotes and an occasional glimpse behind 

the scenes of one of the most famous Courts 

of Law in the world, this remarkable woman’s 

tale is of a life well and fully lived.

Voted for by experts across 

Asia, Supinya ‘Jay Fai’ Junsuta, 

owner of the eponymous hawker 

shophouse in the Thai capital, 

is lauded with the prestigious 

Icon Award in the Asia’s 50 Best 

Restaurants 2021 list.

The 76 year old owns and cooks 

at her eponymous shophouse 

on Bangkok’s bustling Maha 

Chai Road. There are only seven 

tables and no web address, and 

COVID restrictions aside, the 

restaurant sees a queue forming 

early for dinner as you can’t 

book. Join the queue!
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Supinya ‘Jay Fai’ Junsuta, at the wok 
station she has operated for  
40 years
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MacKenzie Scott, 51, ex-wife of 25 years of the world’s 

richest person, then said: “And I will keep the 

pledge until the safe is empty.” Following the 

most expensive divorce ever, the award-winning novelist and 

mother of four [net worth: $56bn] signed up to The Giving 

Pledge set up by Bill Gates and Warren Buffett, in 2010, to 

encourage the world’s wealthiest people to leave at least half 

of their wealth in their wills or give while they are still alive. To 

date 220 signatories from 25 countries – not including Jeff 

Bezos – have already pledged. 

In 2019 Scott secured a $38bn divorce settlement from 

Bezos, 57, whose net worth as daily charted by Bloomberg’s 

Billionaires Index is $185bn. This munificence has made her the 

third richest woman in the universe. “We each come by the gifts 

we have to offer by an infinite series of lucky breaks we can never 

fully understand,” she wrote, vowing to accelerate her giving 

to causes dear to her heart: public health, racial and gender 

equality, cancer and Alzheimer’s research, among others. “This 

pandemic has been a wrecking ball in the lives of Americans 

already struggling. Meanwhile it has substantially increased the 

wealth of billionaires,” she said.

Bezos’s money stupefies humans and possible visitors 

from alien planets which, with his space company Blue 

Origin, he plans to colonise to save humanity. The Amazon 

founder, whose first job was as a burger-flipper at McDonald’s, 

established Day One Fund in 2018 to help homeless families; 

his $10bn Earth Fund tackles the impacts of climate change. 

His wealth flabbergasts even Warren Buffett, the fifth richest 

person in the world, who said of him: “I wish he could give 

me a 

blood transfusion.”

Members of 

the three- comma 

club inevitably attract 

public scrutiny and 

media attention; they are 

a coterie on whom the 

gods smiled; modern- day 

colossi detached from 

everyone else’s reality. Over 

four decades Chuck Feeney, 

89, co-founder of Duty Free 

Shoppers, amassed a fortune 

which he systematically gave 

away in grants to, among others, 

abolish the death penalty; 

improve education, science, 

healthcare and human rights 

around the world. His giving was 

clandestine, earning him Forbes’ moniker - the ‘James Bond 

of philanthropy’. Feeney’s objective was to give while still alive, 

transferring in 1984 his DFS shareholdings to his foundation, 

Atlantic Philanthropies, and dissolving it in 2020 after it had 

Lifestyle

“I have a 
DISPROPORTIONATE 
amount of money 
to share...”
By Margie Collins



Lifestyle
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given away the last penny of his $8bn wealth, allegedly leaving 

only $2m for him and his wife Helga to live on. They live in a two-

bedroom flat in San Francisco and travel economy; he wears a 

$10 Casio watch which, he said, tells the same time as a Rolex. 

“The billionaire who wanted to die broke,” wrote Forbes, “is 

now officially broke.” 

People give for all kinds of reasons – redemption, duty, 

advocacy for the disadvantaged, atonement, a messianic 

fervour to fix a broken world. They also give with the judgment 

of history and the slant of biographies in mind; their names 

emblazoned on wings of art galleries and museums, 

Ivy League universities and hospitals. Or use 

philanthropy as a fig leaf, a means of laundering 

reputations and deep-cleaning opaque wealth: 

dirty money in gentle wash cycles, aided by lawyers, 

accountants, PR firms and politicians who shower them with 

honours and titles. 

The soul has needs. God prepares great men for great 

tasks. In the Gospel according to Matthew, it was written: “For 

to everyone who has will be given more, and he will have more 

than enough, but from the man who has not, even what he has 

will be taken away.”

Andrew Carnegie’s family moved from Dunfermline to 

America when times became so hard his father could no longer 

support them. The 13-year-old worked as a bobbin boy in a 

Pennsylvania cotton mill earning $1.20 a week. An autodidact, 

the zealous young man taught himself with books borrowed 

from a local library. “It was from my own early experience that I 

decided there was no use to which money could be applied so 

productive as the founding of a public library,” he wrote. Father 

of modern philanthropy, the patron saint of libraries founded 

3,000 libraries. 

Carnegie (1835-1919) invested in iron works, railroads, oil 

wells and steamers. Carnegie Steel Corp. became the largest 

steel-manufacturing company in the world. In “The Gospel of 

Wealth”, he wrote: “The rich should live without extravagance, 

provide moderately for their families and use their riches to 

promote the welfare and happiness of others.” In a pre-nuptial 

agreement, his wife Louisa gave up her right to her husband’s 

estate; they had one child, Margaret, who received a small trust 

fund. “Carnegie left them enough money that they would be 

comfortable but never as much money as children of his fellow 

robber barons who lived in enormous luxury and whose money 

and power were handed down from generation to generation. 

That wasn’t going to happen with the Carnegies,” biographer 

David Nasaw told Forbes.

The bulk of Carnegie’s wealth went to his philanthropic 

foundation, the Carnegie Corporation of New York. “To try to 

make the world in some way better than you found it is to have 

a noble motive in life,” he said. After he sold his steel company 

to J P Morgan for $480m, he set about distributing his largesse 

– including to endowments for international peace to abolish 

war and dismantle nuclear weapons. By the time of his death, 

he had given away the equivalent today of $5bn. “The man 

who dies thus rich dies disgraced,” he wrote. 

Philanthropy derives from the Greek word philanthropia, 

which means ‘love of mankind’. Confused with charitable 

giving, philanthropy is more than just throwing money at a 

cause; it seeks to remedy the root causes of problems, e.g., 

homelessness, disease and hunger, etc. According to Oxfam’s 

2017 “An Economy for the 99% Report”, the world has been 

experiencing widening levels of inequality since the early 

1990s, with the top 1% of the world’s wealthy people having 

gained more income than the entire bottom 50%.

A UBS and PwC 2018 study found that the fortunes of 

today’s super-rich outpaced that of the Gilded Age at the turn 

of the century when John D. Rockefeller became the world’s first 

billionaire. Today Hurun Global lists 3,228 billionaires, from 2,402 

companies and 68 countries. Their number is constantly growing 

even while they are ageing or dying. Over 260,000 philanthropic 

foundations around the world control more than $1.5tr, and give 

out more than $150bn in grants every year. This donor-directed 

concentration of wealth – managed by a phalanx of executives 

which assesses disbursements and measures impacts - is largely 

unaccountable and generously tax-advantaged. In this golden 

age of giving, the US is recognised as the most philanthropic 

country in the world, with billion/million-dollar givers that include 

Michael Bloomberg, Pierre Omidyar, George Soros, Larry Ellison 

and Tim Cook, who encourages his fellow plutocrats to “be the 

pebble in the pond that creates a ripple for change.” 

The William H. Gates Foundation was established in 1994 

to support global health initiatives and scientific research. As 

they were walking leisurely on the beach, William’s son Bill, 65, 

[$127.3bn] and his then fiancée Melinda made a momentous 

decision to make their wealth work for society especially in 

the most unequal parts of the world. They sent Gates pere 

a report showing that huge numbers of children were dying 

from preventable diseases. “Dad,” Bill said, “maybe we can do 

something about this.”

“If you believe that every life has equal value, it’s revolting 

to learn that some lives are seen as worth saving and others 

are not,” said Gates. “We said: this can’t be true. But if it 



92 Ship Management International      Issue 90 March/April 2021

Lifestyle

is, it deserves to be the priority of our giving.” The Bill & 

Melinda Gates Foundation is the biggest private non-profit 

philanthropic foundation with nine offices around the world 

and funding programmes in 135 countries. Since its inception 

in 2000, it has given away over $50bn – to eradicate malaria, 

TB, polio and saving millions of lives; kick-start an agricultural 

revolution in developing countries; help women access 

contraception; fight climate change. Their foundation also 

made hefty donations towards Covid-19 relief efforts, vaccine 

development and delivery.

The three Gates children will each inherit $10m. “I think that 

leaving kids massive amounts of money is not a favour to them,” 

their father said at a TED talk. “It distorts anything they might 

do. You’ve got to make sure they have a sense of their own 

ability and help them find something they’re excited about. To 

be clear, most of the money [95% of their wealth] is going to the 

foundation.”

Warren Buffet, 90, [$99bn] lives in the same house in Omaha 

that he bought in 1958 for $31,500. On his way to work at 

Berkshire Hathaway, he stops for a breakfast of burgers and 

Cherry Coke at McDonald’s. Berkshire, which has enriched many 

loyal shareholders throughout the years, has a staff of only 25 in 

head office. “We can rise to any challenge, but not if people feel 

we’re in a plutocracy,” the Sage of Omaha once said. “We have 

to get serious about shared sacrifice.”

In 2006 Buffett initially pledged more than $35bn to the Bill 

& Melinda Gates Foundation, “to improve the lives of fellow 

humans who have not been as lucky as the three of us.” He has 

further promised to give 80% of his fortune to the foundation 

before his death. While he refused to pay for the deposit on his 

daughter’s house, he plans to leave $2bn to his three children, 

saying: “A very rich person should leave his kids enough to do 

anything but not enough to do nothing.”  

When their son Max was born in 2017, Mark Zuckerberg, 36, 

[$67.3bn] and Priscilla Chan wrote him a letter posted on their 

Facebook account: “We want you to grow up in a world better 

than ours today; we will do our part to make this happen, not 

only because we love you but also because we have a moral 

responsibility to all children in the next generation.” The Chan 

Zuckerberg Initiative made a commitment to donate 99% of 

their FB shares [at the time valued at $45bn] towards “curing 

all disease in our children’s lifetime and to advance human 

potential and promote equality.” This is how the course of lives 

can be changed.

Duplication among givers’ altruistic projects is rife. Research 

being done today on science and medicine depend almost 

entirely on philanthropic generosity. “In the US, barely a fifth of 

the money donated by big givers goes to the poor,” wrote Paul 

Valley, author of “Philanthropy – from Aristotle to Zuckerberg”, 

in The Guardian. “A lot goes to the arts and other cultural 

pursuits, and half goes to education and healthcare...the biggest 

donations in education in 2019 went to elite universities and 

schools that the rich themselves had attended. In the UK, more 

than two-thirds of all millionaire donations in the 10-year period 

to 2017 - £4.79bn – went to higher education and half went to 

just two universities: Oxford and Cambridge.”

The late German billionaire shipping magnate, Peter Kramer, 

once posed the ethical and moral issue of philanthropy being 

“a bad transfer of power from democratically elected politicians 

to billionaires so that it is no longer the state that determines 

what is good for the people but rather the rich who decide.” 

Is philanthropy doing the work of government, outsourcing to 

people with obscene amounts of wealth, power and influence? 

Who decides what is beneficial to society? Eric Friedman, author 

of “The Life You Can Save”, argues that “there is a thin tightrope 

to walk with critiquing donors. A common view is that we should 

be grateful they are doing something to improve society, even if 

it’s not always what would be most beneficial.”

When he was New Labour’s Business Secretary, Lord 

Mandelson – accused of being too cosy with oligarchs – said: 

“We are intensely relaxed about people getting filthy rich 

as long as they pay their taxes.” Patriotic Millionaires is a 

network of high net-worth individuals calling for higher taxes 

on the wealthy. Human Act is an organisation campaigning for 

the alleviation of extreme poverty. They issued a statement 

recently saying there were billionaires and millionaires 

demanding to pay more in tax because they already are the 

“most privileged class of human beings ever to walk the 

earth.” Lamenting the decline in tax receipts from ultra-wealthy 

people and companies, they said tax avoidance was reaching 

epidemic proportions, with a lot of wealth hidden away in tax 

havens.  Economic inequalities, they claimed, have caused 

“severe tensions, increasing resentment and undermining 

social cohesion.” Philanthropy, they said, “is an inadequate 

substitute for government spending and investment.”

Responsibilities are usually borne by people who 

can shoulder them. Philanthropists understand that their 

fate and the future of their heirs are closely bound up 

with how the other 99% of society live. “Virtue,” said 

Confucius, “is not left to stand alone; he who practises it 

will have neighbours.” Giving: it’s good for one’s health. A 

clean conscience makes a good pillow; you sleep better. 

A death shroud has no pockets; you can’t take it with you.  

Dear Bill, magnificent Mr Gates, I was wondering if you 

could, if you would kindly, please, please, part with....”  l  



http://www.columbia-shipmanagement.com


http://www.kvh.com/agileplans

