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Leading maritime clusters Singapore and Hong Kong will both come under the SMI spotlight with in-depth reports, teasing out 
similarities and differences between the two. Following on from the COP 26 and IMO MEPC meetings in November, green issues 
and decarbonisation will also feature, together with a special report on how Classification Societies are working together to help 
the shipping industry rise to the technical challenges involved. With the issue to be distributed at Nor-Shipping 2022 in mid-January, 
there will be a special preview of that Oslo event. Last but not least, an account of the SMI-hosted webinar on November 2 entitled: 
“How has Covid impacted shipping and what are the short-, medium- and long-term implications?”
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A certain container carrier in its 

publicity used to compare the 

workings of a liner company 

like itself to the intricate mechanism 

of a Swiss watch, that presumably 

through its complex system of 

interlocking cogs and wheels could 

keep perfect time with the rhythm 

of world trade, needing only minor 

adjustments at interval.

But now that trade rhythm has become 

irregular with the arteries of commerce 

blocked at random by the vagaries of the 

pandemic, and the liner industry itself no 

longer an effortless timekeeper.

In his keynote address to the headline 

conference of London International 

Shipping Week 2021 back in mid-

September, MSC CEO Soren Toft 

pointed out that liner companies too 

have suffered from the congestion and 

resultant delays being experienced by 

ports around the world – even though the 

immutable laws of supply and demand 

mean that they have been big-time 

financial beneficiaries of the disruption.

For long the humble servants of 

globalisation but operating on such 

slender margins that their available 

capacity was kept only slightly ahead 

of global trade volumes, suddenly the 

roles are reversed and shipping lines 

rather than shippers find themselves 

the masters. They have been able 

to dictate tariffs at last these past six 

months and more, using the bonanza 

of their earnings to place record orders 

for new tonnage. 

But how long this golden era 

for container carriers can last is 

debatable, especially since it has 

been driven by a ‘ghost in the 

machine’ – or perhaps bug in the 

computer – that has introduced 

chaos where before there was order. 

Toft himself believes that lines must 

adapt to the post-Covid service 

demands of clients, now used to the 

regular knockings of delivery drivers 

at their doors, in order for their 

prosperity to survive.

After all, the archetypal Swiss 

watch remains above all else a 

personal adornment and luxury 

object of choice, not a necessity. As 

retail giants in the US and elsewhere 

have taken to chartering ships 

themselves to secure their supply 

chains pre-Christmas, the writing is 

surely on the wall. l
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Container lines profits to continue 
soaring: Drewry

Longer than anticipated supply chain disruption 

has led maritime research consultancy Drewry to 

extend its prediction of how long current sky-high 

freight rates will continue and to revise ever further 

upwards its projections of carrier profitability.

Drewry estimates the sector made nearly $40bn pre-tax 

profits in Q2 and is on track to net “an eye-watering EBIT 

of $150 billion in 2021, and slightly more again in 2022,” 

according to the latest edition of its Container Forecaster 

published in early October. 

“While the container shipping network is clearly under 

intense pressure, a lot of goods are still getting through 

(eventually),” it notes. World port handling is expected to 

increase by 8.2% this year, or 7.2% against pre-pandemic 

2019, which is a downgrade on its previous guidance of 

10.1% given three months ago. 

Since July, “disruption in the supply chain crisis has 

worsened as cases of Covid-19 temporarily shuttered some 

Chinese terminals,” it notes, “while extreme weather events 

have compounded the problem.” As a result, Drewry says it 

now does not expect to see operations normalise until the 

end of 2022, as opposed to the previous anticipation of “a 

post Chinese New Year fix”.

On the supply side, Drewry is predicting that fleet growth 

will lag behind demand growth this year and next, but that 

the story will flip from 2023 onwards as the recent “frenzy 

of orders” start to be delivered. “The anticipated mismatch 

between supply and demand in 2023 presents a risk to 

carriers of overcapacity returning to the market,” it warns. 

According to Drewry estimates, in the first half of 2021, 

ocean carriers and tonnage providers ordered a record $20.1 

bn worth of new containerships.

Simon Heaney, Senior Manager, Container Research at 

Drewry, wrote in mid-September 2021 that total year-to-

date new vessel orders stood at 3.9 million TEU, which 

with more than three months of the year remaining, had 

“already surpassed the previous annual record of 3.3m TEU 

set in 2007”.

But the real question, quips the writer in Drewry’s latest 

Forecaster, is whether the container carriers will care. “Three 

years of previously unthinkable and outlandish profits could 

very well desensitise them to such trifling concerns.”

However, carriers have not been sitting on their windfall 

profits, Drewry points out, “but utilising them in a variety 

of ways, including debt repayment, shareholder dividends 

and large scale newbuild and equipment investment. This is 

important because, the more profits carriers make, the more 

they will have to justify their role,” it opines.

“While they are unlikely to convince many shippers of 

their intentions, carriers have to demonstrate to regulators 

that they are doing everything in their power to improve 

the flow of goods, now and in the future, or potentially face 

unwanted operational measures being imposed. 

“With regulators breathing down their necks for evidence 

of unethical activity, lines are on the defensive and recent 

moves by some to cease further spot rate increases need to 

be viewed through the prism of a PR war”. 

But Drewry ends by pointing out that it does not 

view shipping lines as being to blame for the Covid-

induced supply chain crisis – marked by disrupted sailing 

schedules, port delays and container park congestion, 

shortages of truck drivers, and resulting shortages in retail 

outlets – but rather “just the very lucky winners from this 

cruel lottery”.  l
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ICS urges IMO to adopt net zero 
ambition for 2050

Ahead of the start of the COP26 climate talks 

at end-October, the International Chamber of 

Shipping (ICS) submitted a formal proposal to 

IMO that governments should target net zero carbon 

emissions from shipping by 2050. At the same time, it 

outlined measures deemed necessary to achieve that 

goal, namely a $5bn International Maritime Research 

Fund and a mandatory carbon levy on fuel as previously 

proposed by ICS and INTERCARGO.

A net-zero goal would effectively double 

shipping’s current target of a reduction by ‘at least 

50%’ (compared to 2008 levels) before 2050 – as 

enshrined in the International Maritime Organization’s 

Initial Strategy on the reduction of GHG emissions 

from ships. First agreed in 2018, that Initial Strategy Is 

due to be revised by 2023 at latest.

In calling for the more ambitious target, ICS  

noted that many governments are now concerned  

that the current IMO strategy will fall short of 

the effort required by the 2015 Paris Agreement 

temperature goals.

For any net zero goal by mid-century to be 

“plausible,” it said, the IMO needs to adopt “the 

necessary measures to accelerate R&D of zero-

carbon technologies and expedite their deployment”, 

including “immediate approval” of a $5bn International 

Maritime Research Fund (IMRF) that the shipping 

industry had previously proposed to the IMO, That 

IMRF could be financed by the Market Based Measure 

(MBM) of a mandatory carbon levy of $2 per ton on 

marine fuel for ships over 5,000 gt trading global, it 

added, thereby raising $5bn over a 10-year period.

The ICS submission contends that such a joined-

up plan is necessary to aid a global decarbonisation 

plan for shipping, while noting that “development of 

relevant technologies, fuels, propulsion systems and 

related infrastructure” is also a task for stakeholders 

other than shipowners. l

NotebookNotebook

http://www.thome.com.sg
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Shipping must join the  
Race to Zero campaign

ILO chief slams Govts  
over MLC shortcomings

It is time for shipping to turn ambition into 

commitment on cutting emissions by joining the 

Race to Zero campaign, according to Nigel Topping, 

COP26 High Level Climate Action Champion.

Addressing the LISW21 Headline conference, 

he said this would send a clear message to national 

governments about delivering on a robust regulatory 

framework and financial support needed for the 

industry to transition. “It would also bring in 

fundamental business benefits such as improved brand 

perception, stronger customer relationships with those 

customers who will have to have zero carbon shipping 

in their value chain, and in attracting talent and capital 

because the next generation do not want to work for 

a company that is part of the problem but one that is 

part of the solution,” he told delegates.

“The good news is that the decarbonisation 

pathway for shipping is rapidly becoming cleaner 

and clearer. All signs are pointing to hydrogen-based 

fuels and increasing commitments from governments 

and the private sector to deploy green hydrogen 

at scale and bring the cost down. Zero emission 

vessels need to become the default choice by 2030 

to ensure compatibility with future regulations and 

societal expectations and will set shipping on the right 

trajectory to net zero by 2050.” l

The head of the International Labour 

Organization has slammed member 

governments for failing to honour their 

Maritime Labour Convention commitments during 

the pandemic, saying this caused ‘extraordinary 

hardship’ to seafarers stuck at sea or those unable to 

join their ships.

Guy Ryder, ILO Director-General, said that at the 

height of the pandemic 400,000 seafarers were stuck 

onboard ship while another 400,000 were unable to 

travel to get onboard. And while the situation has 

improved, the figures are still around 200,000 and it is 

a problem that is still with us.

Addressing delegates at the headline LISW21 

Conference, Mr Topping said: “From an ILO 

perspective, the MLC of 2006 is key and it is a 

tremendous convention and something your industry 

should be proud of - the culmination of over 100 

years of maritime labour legislation. The problem 

here was that the advice from the strictures of that 

convention were not applied in the way that they 

should have been. 

“We have heard many governments argue that 

it was a case of force majeure; that it was materially 

impossible for some of the conditions of the MLC to 

be applied. Frankly we didn’t swallow that argument in 

all cases as we felt that governments were falling quite 

considerably short under their obligations and we had 

cause to remind them of their responsibilities and that 

situation remains.” l
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Confidence in Shipping sector  
‘at highest level since 2008’

Confidence in the shipping industry has 

significantly risen over the past six months, 

according to the latest Shipping Confidence 

Survey by accountancy and business advisory firm BDO. 

The average confidence level recorded by the survey 

was 7.2 out of a possible maximum of 10.0, the highest 

since the survey began (under Moore Stephens) in May 

2008, while the intention to make a major investment 

also reached an all-time high of 6.1%

“The rising tide of confidence is taking everyone 

with it with growing confidence across all business types 

and regions,” comments Richard Greiner (pictured), 

BDO Partner, Shipping & Transport. “It is evident 

that our resilient industry has turned a corner on the 

COVID-19 pandemic.”

Among different business and geographical sectors, 

both Brokers and Managers are reported as having 

reached ‘record levels of confidence” with scores of 7.4 

and 8.0 respectively. Asia leads the way with confidence at 

7.7 but Europe has also reached “unprecedented levels” 

of confidence, says BDO, at 7.2.

Freight markets

As regards individual freight markets, the current 

tanker market remains depressed but the net freight 

rate sentiment there has continued to climb reaching 

+57%, with Owners and Managers driving the high score. 

Regionally the net sentiment is very positive in both 

Europe and Asia, notes BDO.

 The dry bulk market is buoyant at present, as 

reflected by the BDI (Baltic Dry Index) remaining at 

high levels, but the overall proportion of respondents 

expecting higher dry bulk rates has dropped again since 

February with net sentiment now sitting at +19%, Asia in 

particular having downgraded expectations from +55% 

to -16%, leading BDO to conclude that “respondents do 

not expect growth to continue at the same pace in the 

medium term.”

Container ship rates expectations have risen from 

an unprecedented -36% low in February to -20% but 

this softening of future sentiment in general should 

be seen in the context of “sector rates being at 

exceptionally high levels over the course of the year to 

date,” notes BDO.

Conclusions

“Maintaining the strong positive sentiment will be 

important as the industry faces a number of significant 

challenges ahead,” concludes the BDO report. “Most 

importantly against a backdrop of ever-increasing 

environmental awareness, the industry must adapt so 

that it can continue to play its role in meeting the future 

transport requirements of the world. 

“As economies around the globe have emerged from 

the pandemic, seaborne trade has recovered and should 

continue to grow through the coming years. Given 

this, the shipping industry has every reason to remain 

confident about its future.” l
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Insurance. What insurance? 

To err is human. If however, you arrange 

insurance as a manager for the owner the 

consequences of not taking great care are nasty 

and, usually, expensive.  

BIMCO SHIPMAN 2009 provides that this shall be 

“on such terms and conditions as the owners shall have 

instructed or agreed, in particular regarding conditions, 

insured values, deductibles and franchises and limits of 

liability”. ITIC has dealt with a number of situations when 

the placement of insurances has left the manager facing a 

potential claim. The following are typical examples.

A ship manager failed to recall that the hull policy 

excluded trading to Cuba. The cover was placed when the 

ship had been trading under the terms of a charterparty that 

excluded Cuba from the acceptable range. The ship entered 

a new charterparty and was not only trading to Cuba, but 

also sustained a fire in Cuban waters. The ship manager 

faced a claim for the owner’s uninsured loss of US$ 250,000.

In another case, a manager was instructed by principals 

to insure a ship’s hull and machinery for a value of US$ 5 

million. Subsequently the manager was given a copy of the 

bareboat charter, which contained the requirement that hull 

insurance of US$ 12 million must be obtained. The manager 

did not notice this provision. The ship was involved in a 

collision and the shortfall was discovered but the claim was 

under the existing lower limit. The owner claimed that the 

manager should have known about the discrepancy and 

made it clear that had there been a shortfall, they would have 

pursued the ship manager. A near miss. 

A commercial manager was appointed by time charterers 

and gave written instructions that insurance should be 

placed. The ship entered into a pool.  The pool agreement 

also provided that the participants were to ensure that all 

ships were adequately insured.   

The ship subsequently grounded whilst entering a port 

in India. The owners commenced arbitration proceedings 

against the charterers for directing the ship to an unsafe 

port. It was at this point that it became clear that the 

commercial manager had failed to arrange time charterers’ 

liability insurance.  

The manager was not a party to the underlying dispute 

between the owners and the charterers and it lasted for two 

years. The dispute was ultimately settled on a drop hands 

basis with the owners and charterer agreeing to pay their 

own costs without the charterers having to pay any damages 

to the owners. Although the charterers’ position in the 

litigation had been vindicated, the settlement came after 

considerable legal costs had been incurred of US$ 500,000. 

These costs would have fallen under a charterers’ liability 

policy had one been in place.  

The charterers brought a claim against their manager.  

There was no question the manager had failed to place the 

necessary insurance and ITIC agreed to settle their claim in full.  

Although SHIPMAN provides that the owner shall instruct 

or agree the terms of the insurance cover, any shortfall in the 

amount insured can be a problem for the ship manager as a 

joint assured under the policy. In the following example the 

manager chose an unrealistic level for his own insurance. 

The ship manager provided crew to a managed ship. 

They employed the crew and their crew management 

contracts made them responsible for, amongst other things, 

crew medical costs. They had also contracted with the owner 

to arrange crew P&I insurance. There was an accident on 

board the ship that resulted in two crew members being 

severely injured. The ship was close to the USA and the 

injured crew were evacuated to that country. Their medical 

expenses were approximately US$ 20,000 each per day, 

but the insurance arranged by the managers was only for 

an amount of US$ 200,000 for each crew member. This limit 

was to cover both the medical costs and also compensation 

to the injured crew. The claims rapidly exceeded the policy 

limits and the manager had to make up the shortfall.

If you have agreed to arrange the insurances for the 

owner, you must consider all aspects of the operation of the 

ship. Whether that it is the trading area or any contractual 

provisions the owner has agreed with third parties. l

By Robert Hodge, Director and General Manager, ITIC
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When Mr David Furnival 

stepped up from Chief 

Operating Officer of 

Bernhard Schulte Shipmanagement 

to become Executive Chairman, 

he might have been expecting a 

quieter life with more time to spend 

on his beloved classic car work and 

volunteer conservation work from his 

Isle of Man home.

But the pandemic coupled with 

this year’s incident involving the Ever 

Given, of which BSM is the technical 

manager, soon put paid to that, his 

seafaring knowledge and experience 

of group strategy continuing to be a 

vital assist to Jerome Deelan who had 

stepped into the COO role on the 

IoM. BSM CEO is Hamburg-based Ian 

Beveridge who also fills the same role 

for Bernhard Schulte.     

A former engineering cadet 

with Panocean (later P&O Bulk), 

Furnival’s nine-year seagoing career 

saw him progress to becoming a 

Chief Engineer with John Fredriksen’s 

Seatankers. He came ashore in 1991 

to become a Superintendent with 

Columbia Shipmanagement, later 

moving over to shipowner Christian F. 

Ahrenkiel, also based in Cyprus at that 

time as Technical Manager. Following 

that, he moved back to the UK – or 

rather to the Isle of Man in the Irish 

Sea – to become Technical Director 

in charge of technical operations 

crew welfare and safety at Dorchester 

Marine, one of the five separate 

shipmanagement companies spread 

around the world that were fused to 

form BSM.

“The Isle of Man is not in the 

EU or UK but a separate Crown 

Dependency with the Queen as head 

of state and its own parliament,” 

explains Furnival. In fact, the 

‘Tynwald’ is the oldest continuous 

parliament in the world, he notes, 

stretching back over 1,000 years, the 

name deriving from the Vikings who 

had earlier ruled the island.        

“It’s like a microcosm of the British 

Isles, where more than 50% of the 

85,000 population are non-Manx born, 

predominantly from England, Scotland 

or Ireland. The tax regime is different, 

a bit more favourable for corporations 

and individuals, but so is the cost of 

living.” The island also has “a lot of 

cultural history, including a strong 

Victorian infrastructure,” he adds, and 

is also famous for its TT motorcycle 

races and other motoring events’ – 

more about which shortly.  

Furnival’s professional field of 

specialisation is gas tankers that were 

the particular forte of Dorchester 

Marine, that tradition continuing with 

BSM. The Schulte Group, through 

its ship owning business Bernhard 

Schulte, has owned LNG carriers 

since the 1970s, he points out, and 

today its fleet contains the 2018-built 

174,000cbm Marvel Hawk as well 

as one of the world’s largest LNG 

bunker supply vessels, the 7,500 cbm 

Kairos. It also operates both LPG and 

ethylene carriers. 

Meanwhile, as a ship and crew 

manager BSM has worked for many 

of the big names in the gas shipping 

sector, including OSG, Maran Gas, 

Alpha Gas and Thenamaris, with a 

particular emphasis on crew training.

A personal career highlight for 

Furnival came when he served first 

as Vice President (2013-16) and then 

President (2016-19) of the Society of 

International Gas Tanker and Terminal 

Operators (SIGTTO), an honour 

normally reserved for heads of oil 

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

How I Work

David Furnival 
Executive Chairman, BSM
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majors or gas utility companies. Here 

he pays tribute to the role of Schulte’s 

‘cryogenic expert’ Chris Clucas, a 

fellow ‘Manxman’ from Dorchester, 

who had pioneered BSM’s involvement 

with SIGTTO and later was 

instrumental in setting up the Society 

for Gas as a Marine Fuel (SGMF). 

“We see LNG [fuel] as a transient 

option, not a magic bullet,” Furnival 

says. “It’s a bit lower in CO2 but 

its big contribution is in reducing 

particulate matter, SOx and NOx. 

Maybe for another 20 years or so 

as a fuel it will be able to make a 

meaningful contribution.

“LPG fuel can be a great advantage 

for LPG carriers,” he continues, but it 

was prohibited under IMO regulations 

until recently – it’s heavier than air so 

can accumulate in bilges if there’s a 

leak and cause a safety hazard.” A 

more likely alternative fuel option is 

methanol, he suggests.

Safety has always been a major 

concern of Furnival’s and here he 

refers back to his time at CSM working 

under Capt Dirk Fry, who at that time 

was President of the International 

Ship Managers’ Association, later to 

become InterManager [see separate 

section], which devised its own 

safety code for members that was 

to prove the forerunner of the IMO’s 

International Safety Management (ISM) 

Code. He points out that BSM was 

also very supportive of the association 

when former CEO Rajaish Bajpaee was 

President, responsible for introducing 

the programme of KPIs later taken over 

by BIMCO.

Indeed, Furnival oversaw the 

rewriting of BSM’s entire Safety 

Management Procedures from 2014 

onwards, later sharing the results with 

InterManager, which he cites as an 

example of how the association – on 

whose Drafting Committee he still 

sits – can act as a platform for sharing 

best practice.  

Innovation is another major area 

of focus of BSM and here Furnival 

chooses to pick out as example a 

recent initiative by the Hamburg office 

to introduce the use of behaviour-

based data science to reduce fuel 

consumption and carbon emissions 

of the vessels under its management. 

Together with London-based software 

start-up Signol, BSM is exploring how 

giving personalised performance 

feedback to its Masters and Chief 

Engineers can positively impact their 

behaviour in selecting the optimum 

speed for the vessel and ultimately 

lead to more fuel-efficient voyages.

Which naturally leads on to 

questions about the Ever Given, where 

BSM’s Executive Chairman is naturally 

constrained from mentioning specific 

because of ongoing investigations. 

But he stresses the company’s 

conviction that there was “no engine 

or mechanical failure or negligence 

on the part of the crew” and the 

great efforts undertaken by BSM 

http://www.ygeiamedicalcenter.com
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immediately following the incident to 

ensure the structural integrity of the 

vessel and safety of crew and fellow 

Suez Canal users. 

In his own time Furnival has a small 

collection of vintage and classic cars 

that he lovingly restores. “I’m a bit of 

a petrolhead,” he confesses, listing 

his 1964 Austin Healey Mk3, 1967 Alfa 

Romeo Spider and “a couple of mint 

condition older Morris models”. He’s a 

member of the Manx Classic Car Club 

(MCCC) but has yet to take part in any 

of the island’s competitive motoring 

events for fear of damaging his 

vehicles – although he is tempted by 

the idea of maybe competing in a hill 

climb in his Healey next year “once I’ve 

replaced the brake master cylinder”.

With a family of three grown-

up children and five grandchildren, 

three of whom live on the Isle of 

Man, Furnival still also finds time for 

volunteer conservation work. He’s 

involved with the restoration of the 

Queen’s Pier in Ramsey town, which 

dates back to 1886 and  measures 

2,100 ft in length making it fifth 

longest in the British Isles, originally 

used to dock the Isle of Man Steam 

Packet service. 

He’s also an active supporter of 

both lifeboat organisation the RNLI 

as well as an Ambassador for a new 

start-up non-profit body promoted 

on the island to tackle the growing 

marine plastic litter problem-called 

Eyesea, the project invites people to 

send in geotagged images of marine 

pollution taken on their mobiles so a 

comprehensive world map of pollution 

‘hotspots’ can be built up to help with 

subsequent clean-up efforts.

In short, David Furnival reminds 

one of the old adage; “If you want 

something done, ask a busy man”. l     

http://www.navtor.com
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Gordon Foot 
MA MSc FNI FIMarEST 

With a lifetime of work and 

commitment to maritime 

exceeding that of many, 

it will come as little surprise to those 

that know him that Mr Gordon Foot, 

aged 56, has been bestowed the 2021 

Merchant Navy Medal for Meritorious 

Services, awarded for devotion to 

duty and to those who have set an 

outstanding example to others. 

Employed within merchant ships 

across many disciplines in his career 

and currently a Consultant Senior Client 

Representative, Mr Foot’s honour cited 

‘maritime career promotion’ and his 

‘invaluable’ role as ambassador to 

Maritime UK’s national schools outreach 

programme, which raises awareness of 

seafaring and shipping-related careers 

to young people.

Mr Foot’s interest in everything 

sea-related began when he was just 

five, when his parents took him to his 

first Naval Days event in Portland, in 

Dorset, not too far from where he lived 

in Bridport. Living by the coast, fishing 

vessels were a prominent feature and 

he says “Jobs at sea were seen as 

something of a natural option, not to 

mention exciting. The massive ships 

and their journeys around the world 

fascinated my young impressionable 

imagination, so from that moment on I 

decided that a Navy career at sea was 

for me.” 

Later moving from Dorset to 

Middlesex, he finished school and 

entered the Royal Navy at the age of 

17. Seeking even greater challenges, 

he joined the elite submarine service 

and progressing through the ranks, he 

conducted covert operations on a global 

scale during the Cold War. He continued 

to operate as a highly skilled engineer 

for 20 years, while pursuing various other 

endeavours to benefit the industry. 

When we ask him what the primary 

motivator has been during his 40-year 

career he replies, “Overall, the biggest 

factor for me was to realise my dreams 

and to practice my engineering skills 

in the most challenging environments 

possible, and to excel to be the best 

that I could possibly be.

“To my wife’s horror and when 

I retired, I returned to sea in the 

Merchant Navy in the offshore sector. 

I plied my trade as staff and then as a 

specialist consultant working globally, 

across oil and gas, environmental and 

renewables projects, which I have done 

for the past 20 years. I just wasn’t suited 

to a ‘normal’ career or regular job 

and my motivation was always to seek 

knowledge in extreme roles and to do 

the best that I could for my family.” 

As for what a typical day looks like for 

Mr Foot, whose current job is to supervise 

offshore renewable energy construction 

mega-projects, it’s varied and entails even 

more than the title suggests. “There is 

so much more that goes into supervising 

a project asset and scope of work of 

this size and complexity,” he says. “The 

heavy lift crane vessel I work on is 183m 

long with a multinational crew averaging 

around 130 people conducting offshore 

engineering tasks. This main vessel 

sits within a marine spread of up to 10 

vessels with up to 20 operating within the 

offshore wind farm site area.

“What I enjoy is that no two days are 

ever the same and every day seems to 

involve providing solutions to problems. 

Thinking on your feet in a diplomatic and 

constructive way is paramount and most of 

my work entails calm, collective reasoning 

with regards to interacting with multi-

disciplinary teams”.

Driving forces behind his 

professional success have included 

the wise counsel of others and his own 

self-conviction. “I think my character 

has always led me to believe that I 

can and will do better and I always 

strive to achieve more, as well as 

realising a dream and never giving up 

however hard that journey is. There 

have also been many people over 

the years who have influenced my 

career and decisions. While we each 

have our individual dreams, our life’s 

path is paved by those who support 

and encourage us, and I have been 

fortunate and truly blessed in that way 

throughout my career.”

In recent decades, Mr Foot has 

been employed within multiple 

merchant ships across many 

disciplines, employed by the likes 

of Total, Shell, The Ocean Cleanup, 

Scottish Power Renewables, 

Maersk, Bibby, DEME and many 

others, servicing the offshore critical 

infrastructure (energy) industry. Today 

he is a Senior Consultant in offshore 

renewable energy mega-projects for 

Formosa 2 in Taiwan. 

Starting out aged 17
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On a practical level, Mr Foot says 

he is good at time management and 

believes that leadership is a “skill 

borne out of years of experience and 

project operations”. He said he uses a 

mixture of old-school skills and modern 

technology to survive in the world of 

shipping and said, “Ship connectivity 

is never 100% so not being totally 

reliant on technology means I always 

keep abreast of where I am on any 

given day.” He also appreciates the 

importance of maintaining good 

mental health and wellbeing. 

As an ambassador for the 

Maritime UK’s programme ‘Inspiring 

the Future’, Mr Foot uses his time, 

sharing information and engaging with 

children in schools across the UK, with 

the view to broadening their horizons 

on maritime careers, helping to break 

down stereotypes and aiding diversity 

and inclusion within the industry.  

On this endeavour which is dear to his 

heart, Mr Foot says, “I am an advocate of 

life-long learning, and to reflect this, and 

as a mature student, I have undertaken 

three self-funded Masters’ degrees in 

recent years. Not bad for someone from 

a council estate with limited early life 

educational opportunities.

“I immerse myself in volunteering, 

assisting trade institutes and 

charities, mentoring and guiding 

others and working on schools 

outreach programmes, to give back 

to the wider maritime community. In 

a way I’m proof that if you raise your 

game and dream big you can achieve 

in life what you wish.”

His assistance as a maritime 

ambassador on the ‘Inspiring the 

Future’ programme, is to give back 

to those less fortunate with the many 

children in schools with challenging 

home environments or who 

struggle with learning. “I had a very 

challenging childhood so I explain 

to the children that as long as you 

try your best at school, that’s all that 

anyone can ask for.”

Having worked in some of the 

poorest countries around the world, 

Mr Foot has also spent time assisting 

impoverished schools in Nigeria; 

facilitating school football kits and 

helping fund single mothers in 

Cameroon to educate their daughters 

for a better life. 

Of course, family is everything 

to Mr Foot, who says being away is 

one of the main seafaring sacrifices, 

so it’s important to have fun when 

you are home. However, he also 

spends that time advocating better 

treatment of seafarers. “Seafarer 

basic human rights, the crew change 

crisis, abandonment and abuse of 

seafarers, gender equality, promotion 

and support of women in maritime, the 

incredible seafarer support initiatives 

such as Safer Waves are all matters and 

concerns that I dedicate my time to,” 

he said.

“I also consider rest periods at 

sea as invaluable. I always aim to use 

the time effectively, so I use it for 

continuous professional development 

or for helping others”.

On his award of the medal he 

says, “I am truly grateful for the 

nomination and such wide support 

from across the maritime industry. 

However, a career of this length does 

not come without serious sacrifices. 

I therefore dedicate this award to 

my long-suffering wife and tolerant 

family, as it is only with such selfless 

and undaunting support that I have 

been able to undertake such a varied 

and fulfilling career.” l

Gordon’s Meritorious Service medal

 
  Current work as Offshore Consultant        
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??? - A Round Table Debate

 HIGH LEVEL INDUSTRY 
VIRTUAL CONFERENCE

Scan QR code to watch the full debate

Hans Boers - Owner of Boers Crew Services B.V; Guy Platten, Secretary General of the International Chamber of 
Shipping; Mark O’Neil, President of InterManager, President of Columbia Shipmanagement; Dimitris Fafalios, Chairman of 

INTERCARGO; Dr. Phil Belcher, Marine Director of INTERTANKO; Caroline Yang, President Singapore Shipping Association; 
Olav Nortun, Chief Executive Officer, Thome Group, Bjoern Sprotte, Chief Executive Officer, V.Ships Ship Management, Bjorn 
Hojgaard, Chairman of the Hong Kong Shipowners Association and CEO of Anglo-Eastern Univan Group, Manish Singh, CEO 

of Ocean Technologies Group, Henrik Jensen, Managing Director of Danica

https://www.youtube.com/watch?v=OnUiwG3yjRE
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Tell that to the governments 

If there was one thing the pandemic will have 

highlighted to the prototypical ‘man on the Japanese 

omnibus’, was the importance of shipping and the 

crucial role it has played in keeping our supermarket 

shelves stocked during periods of lockdown. 

What it has also highlighted, more worryingly, is the 

failings of some components of the supply chain to do 

their bit during the pandemic in keeping the wheels of 

trade and shipping turning. We are talking specifically 

about the decision by some governments to deny 

seafarers key worker status and in fact close their borders 

to them and, in so doing, deny them the possibility of 

repatriation home or onward travel to their ships. And 

then there was the issue of seafarer vaccination.

This has all been well documented, but as delegates 

to the International Shipowning and Shipmanagement 

Summit (ISSS), held as part of London International 

Shipping Week 2021, were told, while this lethargy 

among one important leg of the Maritime Labour 

Convention was happening, the other two legs – owners/

managers and seafarers – were working together to try to 

resolve the problems they were facing. 

“I’ve experienced an industry that has come together 

like never before,” said Guy Platten, Secretary General of 

the International Chamber of Shipping. “Indeed, as I talk 

to my peers in other sectors, and as Guy Ryder, the head 

of the International Labour Organisation has often said, 

the shipping sector has been more united and effective in 

its response to the pandemic than most other sectors.

“While we are always close to the day-to-day issues, it 

is important to step back and recognise that our industry 

has been able to get its voice heard more than many. 

In all of the dreadful experiences our seafarers and our 

industry has gone through during the crew change crisis, 

it has been the willingness of industry to come together 

that has made me proud.”

But while he contends that the industry has punched 

well above its weight compared to other sectors, when 

you consider the resources available and the complexity 

of the challenges shipping is dealing with, “we need to 

engage with all governments and not just our own. We 

need to deal with ministries that we do not normally have 

to engage with.

“What’s been disappointing is that, while we have 

got good media attention and we’ve been on all sorts 

of global platforms, and people know about shipping 

more than they ever did before probably, we still haven’t 

managed to cut through to some of the key ministries 

that have been controlling public policy during the 

pandemic, like the health ministries. That’s not unique to 

shipping, by the way,” he said.

According to the ICS Secretary General, the industry 

needs to work collaboratively to ensure there is a strong 

market that incentivises entrepreneurs and the finance 

sector to invest and obtain reward. “When you look 

at the scale of the global challenge, I’m increasingly 

concerned that without proper collaboration, our 

shipyards will not be capable of supplying the potential 

demand at the right price. If not, what impact will that 

have beyond shipping? Will there be an investment in 

infrastructure needed? And will we have the crews with 

the needed skills?

“Our recent Seafarer Workforce Reports forecast we 

are already looking at a significant shortfall of officers 

by 2026, and the trends are not looking good. We are 

going to need governments to work with industry to 

ensure we have a pipeline of well-educated seafarers, 

at a time when older seafarers are leaving the industry 

due to their experiences during Covid. While every 

shipowner and ship manager will be working hard to 

ensure they have the crew they need, there is clear 

benefit in working together to create the right landscape 
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ISSS - A High Level Industry Virtual Conference

Headline Sponsor 
A BOERS COMPANY

for our industry. This is a landscape for crews, a landscape 

for the technologies we need, and a landscape for our 

position in the energy transition. The last part will create 

the market for opportunity, and something that we can all 

benefit from,” he said.

Cooperation was clearly the name of the game during 

the pandemic with competing owners and managers 

chartering planes together to get their seafarers home, 

but does a crisis like Covid prompt the need for a single 

voice for shipping? Mark O’Neil, President of Columbia 

Shipmanagement, and President of InterManager, firmly 

believes it should.

“I do think that, as an industry, there is a crying need for 

greater collaboration between those bodies which govern 

the various aspects of the industry, and I do think this one 

voice, which, no credit to myself, I have perhaps been 

shouting for louder than most, is absolutely necessary now, 

because we need to take a lead, a more proactive lead in 

some of the major issues that face the industry now and 

in the future. Not just follow kneejerk politics or kneejerk 

populist politics, but actually have an intelligent, proactive 

debate about the issues, which we can all see on our 

particular horizon, and influence the debate when it comes 

before the government who will eventually decide.

“And at the moment, we have various different 

bodies, all doing their part for their members, but those 

members are representing only a part of the overall 

industry sector. I think we need an international maritime 

committee, which has a President, which rotates through 

the various industrial bodies that exist, similar to the EU. 

And that body that has the presidency, represents the 

voice of shipping, collates all relevant views and opinions 

from the various different diverse maritime sectors, 

including the supply sector, I hasten to add, not just the 

owners, the charterers, the commodity traders, the oil 

majors, the managers, and presents the results of that 

collation, that informed debate to government pre those 

governments taking decisions. And if we had that and it 

is done on a fair basis and rotated through the bodies, 

then I think we would have our voice of shipping, and we 

would not be the Johnny-come-lately, which we are on 

so very many occasions in policymaking in relation to our 

sector,” he said.

Claiming the IMO was not the right body to bring the 

industry together, because it is a regulator not a lobbyist, 

Mr O’Neil said that while we all support the IMO, “it 

is not the voice of shipping, nor was it ever intended 

to be the voice of shipping. An International Maritime 

Committee that collates and has that debate across the 

broad church of the shipping sector, and then works with 

the IMO collaboratively, is the way forward. There is no 

point in the ICS having a conference at COP26 when 

none of the other major bodies in shipping have been 

invited to participate in the debate that should have 

taken place before, much before that conference”.

According to the InterManager President, when 

there’s a will, there’s a way, “and again, I hate to say it, 

but I’ve never worked in an industry where we are so 

overly proud. The most junior vice president of the sub, 

“I agree that there has been a lot of cooperation 

and coming together in the last 18 to 20 

months, and we will see that going forward. 

And do I see that as relevant and important? When 

you come to the national associations, the international 

associations and organisations, and then the overarching 

body of the IMO, we can come together, not only to 

solve the immediate issues, which we have seen in the 

last 18 to 20 months. We also have in the mid-term, the 

technical issues, and in the long-term, decarbonisation. 

So, it is fragmented, but most industries are fragmented. 

In fact, I think maritime to me is actually quite cohesive.

“What are my takeaways in the last 18 to 20 months? The 

issue of course that came to the fore is our seafarers. Every 

country played, can I say, lip service to the seafarers. We 

treated them as our frontliners, but we take the actions to 

show that we treated them as our frontliners. Because if we 

really believed in that, just like our health workers, we would 

do all we can to do the crew change. We would do all we 

can to do the vaccinations. So, unfortunately, whilst we say 

that, the actions don’t reflect the words. So, I think that is 

something that we need to work on. And if in the future there 

is another crisis, we must remember our seafarers. We do not 

wait till it comes to explode in our face, that we see they are 

not allowed to leave their ships for 10 to 12 months, and then 

we start to take action, we start to make some noise.” l

CAROLINE YANG  
President of the Singapore 
Shipping Association
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sub, sub, sub, subcommittee walks 10 feet tall in this 

industry. We have to get over titles. We have to get over 

our egos. We have to actually look at what is important 

for this broadchurch, and bring it together. And if there 

was a single committee, and if the presidency of that 

committee was on a rotational basis through the various 

other bodies that represent the different subsectors 

of this industry, then that committee, that presidency 

could collate all the various diverse interests, and work 

internally and externally, and PR wise, to promote those 

views and the broad church that he or she represents. 

And I think that’s really, really important. And there would 

be no rivalry or jealousies if this was rotated through.”

As he stressed, the players in the industry want that 

single point of contact. The IMO wants the single point 

of contact. The governments want the single point of 

contact. “Don’t you think a voice of shipping would be 

an extremely powerful voice pre-COP26 deliberations, 

rather than having these disparate bodies all rattling 

their cages and shaking their trees, and actually getting 

nowhere because the interference just drowns out the 

various voices?”

He added: “We have to raise the PR about our 

industry. We have to tell the world how important 

our seafarers are, and also our staff, to keeping the 

supermarket shelves stocked, to delivering the Amazon 

products that for the majority of us, has kept us going 

through Covid and puts a smile on our face. But there 

is no external PR. There is, as Guy Platten said, so many 

industry conventions, and there’ll be so many more in 

the future, where we all stand there with our virtual or 

actual glasses, talking about how great we are, when 

actually more effort should be directed to the external 

PR, telling the world what a great career shipping is. 

Telling the world that it is at the forefront of technology 

and digitalisation. Telling the world that it’s a variety of 

careers that awaits you both when you go to sea and 

when you come ashore, and if you choose to come 

ashore, what a variety of jobs are open to you if you 

come into this industry. If you do that, we won’t have a 

person crisis ashore or on board our vessels, but at the 

moment the seafarers feel invisible, we feel invisible; it’s 

an invisible industry, and it’s in invisible industry that too 

much follows the debate and the dialogue, and it’s time 

we actually started to assert ourselves a little more.”

Demetris Fafalios, Chairman of the International 

Association of Dry Cargo Shipowners (INTERCARGO), 

put the issue into context when he stated that while 

each sector is so proud and so passionate, cooperation 

between them has not always been a priority. “We talked 

about the Roundtable of Shipping Organisations, and 

I still believe it serves as a useful platform for working 

together and finding common ground. Yes, perhaps 

the membership does have to be widened, but I think 

the previous speakers also said that Covid introduced a 

new set of problems, not only for our own sector but for 

shipping as a whole. 

“And seafarers, who really are our most valuable 

asset, were not treated desperately humanely by many 

governments. And I think people understand  that officers 

were prohibited from signing on and off ships, and 

thousands of others were waiting to join vessels. But most 

of all, in many countries, sick crew was denied shoreside 

medical attention. So, this brought about a new level of 

cooperation and galvanised action between the shipping 

organisations, and the ICS provided a solid framework for 

“When it comes to Covid, it’s something 

that we have to learn to live with. And 

we also need to recognise in respect 

that countries have a different level of how they manage 

the whole Covid situation, with hospitalisation and all 

that. We can’t bypass that. That’s part of the game. I do 

see that over the months to come, that there’ll be some 

easing of the possibility for people to travel across border, 

particularly for seafarers. I think we have a possibility, and 

it seems to be on the right track. It’s not accelerating, it’s 

not on the level you would like it to be, and we haven’t 

progressed where we want to be, but at least there seems 

to be a possibility there, as vaccination rates go up, that 

this is the approach countries are taking. 

“On the bigger issue of decarbonisation as kind of a topic 

and back again to the one voice thing. That’s a place 

where we are struggling, and there’s going to be tension 

on this, and it requires some cooperation in the industry 

across the whole sectors, including the ports, including 

the governments, , and we will see different solutions for 

different challenges, maybe regional wise, maybe trade wise. 

But I don’t think we should lose sight of that, because that is 

maybe in the longer term or maybe, it’s the most important 

issue for us to deal with.” l

OLAV NORTUN  
CEO of Thome Group

Headline Sponsor 
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INTERCARGO and others to support. And the crisis led 

to cooperation with organisations outside of our day-

to-day partners, and stronger links were forged with the 

International Transport Workers Federation, the ITF, and 

even with IATA on airline and flight issues.

“But this excellent cooperation was reflected at the 

IMO and at the UN, with a unified voice calling, as Guy 

said, for all seafarers to be designated as keyworkers. 

But despite these positive actions and good intentions, 

this cooperation was only partly successful, and although 

it led to an excellent understanding within the maritime 

authorities in each nation, the contact and influence with 

the health and immigration ministries worldwide was, 

and continues to be, extremely disappointing. And these 

ministries receive authorities from the highest levels of 

government, and the keyworker concept was completely 

ignored. So, in spite of our excellent cooperation 

within the maritime sector, shipping’s lack of a political 

constituency means that for many governments, seafarers 

are still mostly ignored,” he said.

“But this positive cooperation that emerged in 

the last two years must not be allowed to lose any 

momentum, and I think that Mark alluded to that, 

and we’ve got to work on finding what we agree on 

rather than what we disagree on. And going forwards, 

cooperation is needed with the government at the 

highest level in order to clarify the importance of 

seafarers, the necessity of ships, and their relevance to 

international trade. Cooperation can even extend to 

other transport modes, like road, rail and air, and there 

are many areas such as decarbonisation and safety that 

we can improve through collaborative efforts with the 

other transport modes. And even between our shipping 

sectors, we all have common decarbonisation goals, but 

different ways of achieving them. 

“We have to be comfortable with that, and not use 

it to gain advantage over one another. For instance, the 

purely competitive transbulk and oil sector compared to 

the liner sector. This collaboration between sectors may 

result in multiple regulations, each suited to a particular 

shipping model, but bringing the same result more 

effectively,” he said.

According to Dr Phil Belcher, Marine Director of 

INTERTANKO, keeping silent on issues is not good PR. 

“We can do the quiet diplomacy in the background, 

which I think we’re all very good at. We’ve worked 

through many, many years of doing this, and it’s also 

good to utilise our strength and depth of knowledge 

within the secretariats. Many of us are ex-seafarers, so 

we can talk from experience. But silence is not good for 

building up that soft power, and we need that soft power. 

We have no hard power in our industry. We’re not going 

to stop ships trading. We’re not going to stop things 

going on, because we always do the commercial aspects 

to this. So, we need to build up that soft power, really get 

it going, so that people understand.”

As an industry, we made a positive decision to step 

back and to support ICS as being the single voice on 

the issues during Covid-19, he told delegates. “We 

worked with their team and provided all the input. 

Everybody worked together, so that ICS was able to 

take that single voice forward and to be more effective. 

Now, unfortunately, it’s highlighted again that we don’t 

actually have that much power when we’re up against 

like the health ministries, and we’ve had multiple cases 

where we’re trying to get sick seafarers off ships. The 

transport industries in the countries – the transport 

ministries understand the problem, but then we hit a 

brick wall when we get to the health ministries in the 

country, who really don’t care. And that’s where we 

haven’t built up that soft power, the energy there, so 

that we’re all really understood. 

“But one thing, when we’ve had that single voice, is 

that the single voice, the person who’s leading needs 

to also respect the other voices in this as well, because 

we can’t just fall to the lowest common denominator, 

etc. We can’t go back to that. We also need the other 

voices to be fully represented in this, which is one of the 

concerns, of course, about having single voices is you 

miss out on the quality and the input from the smaller 

sectors. Also, individual voices can create the tension, 

which is really good. Then if we take IMO as well, on 

a technical debate, then having multiple voices really 

helps. Just having one single voice from one single 

organisation in the industry is useful, gives that single 

one, but it misses out so much.”

He continued: “So, do we need a single voice? I’d 

argue, on the big political issues, yes, absolutely. We’re 

going to see that at COP26. We need that voice there. 

We need the push there. Covid-19, it’s been really, 

really important there as well. But what we also need 

is the better collaboration, absolutely, collaboration, 
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coordination, communication, absolutely, all of those 

things. A key about working together is about the lack of 

surprises, making sure that we understand each other’s 

positions, making sure that we listen to each other. 

Making sure that we represent those. So, we do need 

to work together, and so should countries. Countries 

have singly failed in this. We talk about the European 

Commission. I think Mark spoke about this earlier as well. 

I think Covid-19 has highlighted one of the real problems 

there, in that the European Commission does not have 

competence on immigration, nor on a lot of the health 

issues. And so, because of that, each of the individual 

EU countries could go off and do their own thing, which 

has created this hodgepodge, this real mess of different 

requirements across that continent. And then if you 

move over to Asia, Latin America, etc, real problems, real 

problems there. And we might have these bright spots, 

like the US, who are being great for giving vaccinations, 

not restricting, allowing things to go on. But we have 

other countries, particularly in Asia who have not been 

flexible on this, who have stopped seafarers going ashore 

for medical treatment, for life saving medical treatment. 

Who have not allowed the dead bodies of some seafarers 

to be landed. So, you have horrible situations of seafarers 

carrying their colleagues around in the freezers or in the 

cold rooms, and it’s a terrible, terrible situation.”

Bjorn Hojgaard, CEO of Anglo-Eastern Univan Group 

and Chairman of the Hong Kong Shipowners Association 

(HKSOA) said that as an industry, it has the same aims 

and challenges, and there’s been a high degree of 

cooperation going on. “I’m not sure that, by having a 

higher degree of cooperation or elite associations, that 

we would have been able to build enough soft power 

to actually move the needle beyond what already has 

happened. I also don’t really think there’s light at the end 

of the tunnel, at least not yet.

“I think the challenge here is the seafarer but also 

shipowners and ship managers, they’re trying all they can 

to make things happen in a world where it’s simply not 

possible. Today, east of the Suez Canal, crew change is 

incredibly difficult. The logistical challenges are very, very 

difficult. And as a result, people on board are suffering. You 

used to be able to go to sea, a couple of days of travel, 

then you’re on board. You knew how long you were going 

to be onboard for. You could have shore leave when you 

came to a port, to get a little bit of R&R. You could bring 

your family sailing with you as well. And at the end of your 

contract, you knew what was waiting for you when you 

got home. Today, seafarers often do up to four weeks of 

quarantine before and after flying, then go on ship, have no 

shore leave, feel like pariahs, have no certainty about when 

they go home, and no family sailing. So, it’s an incredibly 

difficult job today, and unfortunately the stumbling blocks 

being the ports and the nations that refuse to allow crew 

change, they can do so with impunity. 

“These ports and nations are the biggest beneficiaries 

Q. Hans, you’ve been listening to the 

debate going on here, and you’ve 

been at the forefront of dealing with 

quarantined seafarers, trying to get them visas 

etc. How much of a problem has it been over 

the last 18 months, when you’re dealing with 

governments that are basically not cooperating?

A. Don’t forget we had a similar crew 

movement crisis some years ago with 

the volcanic eruption in Iceland. At 

that time, we started already to communicate with 

all our network to get the people home, and we 

did the same with the pandemic. But most of the 

problems were with immigration and the visas. And 

when we have arranged everything for the crew 

member, it’s always the visa matter which stops 

everything. So long as they have multiple visas in 

the passport, it’s not an issue to sign them off. For 

example, with the Chinese crew, they have to stay 

in a hotel in quarantine for two weeks. If they do 

not have a Schengen visa in the passport, we have 

another war to fight. It’s not only the vaccination or 

the PCR test, but it’s also the visa matter. And this is 

what we have to learn from this pandemic, that we 

also have to talk with the immigration authorities all 

over the world, especially with what we know in the 

Schengen area. In one country, it’s possible. In the 

other, it’s not possible. And it’s not only the PCR or 

the vaccination.” l

HANS BOERS  
Co-CEO Boers Crew Services
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of shipping, and they’re the ones that say, 

‘yes, we want the ships, we want the cargo, 

but we don’t want crew change to take place 

in our ports. Go somewhere else’. That’s an 

incredibly short-sighted, view that is going 

to come back to bite us all in the long run. 

I’m incredibly worried about the long-term 

attractiveness of going to sea, and how that 

might affect the global supply chain,” he said.

Mr Hojgaard added: “Two years ago, 

we were all very much on the ball in making 

sure the right person was on the right 

ship, with the right training, etc. Today, 

all ship managers and all shipowners are 

compromising on those standards in order to 

plug the gaps when it’s possible, and it just 

means that standards are going down. You 

don’t have the right people in the right jobs 

with the right competencies at the right time, 

and it’s upping the risk of major disasters 

all the time. If something happens, it’ll be 

the seafarers who get blamed. It’ll be the 

shipowners and ship managers. It will not be 

the ports and the nations who have plainly 

refused, despite of all the benefits, to take 

part in this. And I unfortunately don’t think 

that anything is going to happen until there 

is a commercial consequence. I really wish 

that charterers would say, “Well, if you are not 

going to allow crew change then we won’t 

take cargo to your port.” Or owners would 

say, “Well, if you won’t allow crew change 

then we won’t carry cargo to your port.” Or 

seafarers would say, “Well, if you won’t allow 

crew change then we are downing our tools 

in your port.” And I don’t think there’s going 

to be a change to this until that happens.”

Mr Hojgaard added: “It’s a classical case 

of what’s best for all of us isn’t necessarily 

great for each of us, and therefore getting 

collective action, either from charterers, 

from owners or from seafarers is very, very 

difficult to master. I do hope that in the 

months ahead, there will be a softening up 

around this issue of vaccinated seafarers, 

and even the most strict ports today will 

“The maritime industry is certainly not all that bad, and there 

have been lots of instances of collaboration over the years. 

Covid has certainly forced us, or forced an opportunity 

upon us, for new ways of collaborating, faster, more connected and less 

complicated. And what we have realised, from my perspective, as an 

industry, is that we cannot rely too much on governments, but rather 

we have to take initiative from our own rights. And that has, in my view 

at least, clearly impacted the potential and the effectiveness of the 

collaboration that we could have seen.

“So, whether a single voice, as we have heard in the previous speeches, 

would have achieved more, in my view, it’s a hypothetical question, and 

in many cases, for example, in deep technical matters, I believe we would 

probably not be able to find the right answers if we wouldn’t invite more 

people to contribute and to share their experience and competence here. 

And as a matter of fact, for a practical collaboration that we have seen, I 

think we have really adapted with resilience and adaptability and flexibility, 

to a completely new operating environment overnight with our people, and 

that is something where we have been able to demonstrate and collaborate 

very well amongst peers, and kept the global trade really going.

“Mark, you mentioned the efforts from the crewing departments that we 

have seen. I think they’re still ongoing to a very large extent. There’s some 

relaxation here and there in pockets. But if you speak about collaboration, 

in my view, the efforts that are made between the crewing departments 

and the seafarers, are immense, and the challenges that we are managing 

there every day, day in, day out, are really the true collaboration in the 

industry. That’s the backbone of everything here. So now, if we look a 

little bit ahead, what’s the elephant in the room, what will happen after 

we are slowly, slowly seeing a light at the end of this covid tunnel? As 

human beings, I think we tend to fall back into previous habits relatively 

quickly, so can we preserve anything of what we have done? Are there 

any lessons we can take on, make them stick, and really use our collective 

competence and all the data that we are gathering, and hopefully turn 

them into real opportunities.” l

BJOERN SPROTTE  
CEO of Ship Management at V.Group
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say, ‘well, you can do crew change here if you come with 

the right vaccines, the right proof of vaccine and the 

right protocols in place’. But unfortunately, following the 

actions we’ve seen in the last 18 and 19 months, they 

don’t fill me with hope.”

Caroline Yang, President of the Singapore Shipping 

Association, added to the debate: “No, I disagree with 

that. I think that is not something that, at the risk of 

generalising, an Asian culture would do. I think, when 

the pandemic started, it was war. We started to close 

in. The only guiding principle was how do we protect 

our citizens, and that’s what we did. Every action that 

we took, every decision that we took, it was to protect 

our own citizens. And in that closing in, the reaction to 

danger, we lost sight of our seafarers.

“So, how do we bring the seafarers back to the 

forefront? And I think, in Singapore at least, we really believe 

in engagement. So, it was the time where you saw the 

government, you saw the industry, you saw the unions all 

coming together to see how we can do crew change and 

now how do we do vaccinations for our seafarers. As an 

industry, for me, as I told the government and the unions, I 

will always push. I will always push my agenda. And I know 

you have your issues, but I’m in no position to advertise. I 

will just push my agenda, and I will continue to engage, I will 

continue to push, and if I move an inch, I’ll ask for another 

inch. And that’s what we’re trying to do. I think having strikes 

and having to stop is not something that we advocate.”

Bjorn Hojgaard again: “First of all, this is a global 

pandemic, and none of us are safe until all of us are safe. 

There is no such thing as an island nation. China can’t 

be an island. Vietnam can’t be an island. I mean, yes, it’s 

nice to say, ‘well, let’s stop crew change here because we 

want zero covid’. But you see how the slightest rumbling 

of a disruption of the supply chain means that people 

are hoarding toilet paper and rice. Imagine if people in 

shipping actually stopped for a week. I mean, do you 

think people will want that protection of, yes, we don’t 

want anyone on our doorstep, or do they want food on 

their shelves, clothing, heating, cooling? It’s an illusion 

to think you can live without trade with other nations. 

And with that trade comes the obligation to make sure 

you can do crew change. Because if you don’t do it as 

a nation, somebody else has to. That’s a beggar thy 

neighbour policy.” 

And what of the future? Manish Singh, Chief Executive 

of Ocean Technologies Group, had some wise words 

to say on the matter: “I don’t think the route to the 

new normal is a one year journey. I think we are fooling 

ourselves if we feel that it’s going to be such a binary 

shift. I don’t even think that the logistics are going to 

correct within the next 12 months. I think it’s a much more 

permanent and longstanding change the industry has 

to embrace. People are leaving, and it will take quite a 

bit of time to replenish that, and that replenishment will 

happen in different ways. So, that’s number one. I think 

we need as an industry to just wake up to the timeframes 

that we are talking about, because otherwise we are just 

fooling ourselves that it is as tactical as we feel it will be.

“Number two, having the crew present and having 

the competent crew present is one thing, but again 

we talk a lot about the mental impact, the behavioural 

impact. When the seafarer brings not just their 

competence but also their presence, their mental 

wellbeing, their motivation, I suppose Mark alluded to, I 

think that has taken a dent, and we need to think about 

how do we rebuild that? And I think for some time we 

will have disruption in crew rotation, and it might not 

be universal. It might be a couple of colleagues in a 

complement of 20. But when you have got such a small 

population onboard, a couple of colleagues who are 

significantly overdue will have an overall impact on the 

shipboard team as a whole. So, I think we need to think 

beyond about just getting the competent people on 

board. We need to think about the behavioural aspects. 

So, I’m afraid it’s a longer road to recovery. It will require 

us to look at shipboard competence in a very different 

way than what we have been doing the last several 

years. And then the accumulation of time I think again 

has got to be reformatted.” l

“The industry and the whole world owes 

a debt of gratitude to the Captains 

onboard our ships. To be a leader of a 

ship with 20 people onboard, where half of the crew 

may be stressed and the rest may be depressed is 

tough. As the leader you may also be feeling the 

pressure, but you have to keep up your leadership, 

supporting and encouraging your team.

“I think Ship’s Masters did a great job during the 

height of the pandemic where they were tested 

as never before. This needs to be appreciated and 

remembered.” l

HENRIK JENSEN 
Founder and Managing 
Director of Danica Crewing 
Services

Headline Sponsor 
A BOERS COMPANY

ISSS - A High Level Industry Virtual Conference
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In the latest in our series of industry roundtable debates, SMI talks to leaders of the global 
crew travel sector about the effect of the pandemic on the industry. Held as part of London 
International Shipping Week 2021, the debate focused on the issue of vaccinations and its 
impact on the movement of seafarers. 

Panellists were: Hans Boers, Co-CEO, Boers Crew Services; Capt. Faouzi Fradi, Group 
Director Crewing and Training, Columbia Shipmanagement; Konstantinos Oikonomou, 
CEO, Marine Tours; Matt Raos, Senior Vice President Global Sales, Qatar Airways; Theofilos 
Xenakoudis, Director Worldwide Business Operations, IRI/The Marshall Islands Registry

The Challenges and the Regulatory Impact of  
Vaccination Programmes

Sean Moloney
Welcome to the debate and thank 

you for giving up your time. Can 

you put into context the challenges 

facing the industry as vaccinations 

start to take effect?

Konstantinos Oikonomou
Of course, we’ve come a long way 

and seafarers can travel all over 

the world, almost. But it’s a very 

challenging situation, and what makes 

it a challenge is that we don’t have 

a global policy for the travelling 

of seafarers. Unfortunately, each 

country has its own regulations, and 

now, with the vaccine rollout this 

has become a bit more complex 

as well. From our experience up to 

now, major destinations, like the US, 

China, Japan, Singapore, Australia 

and New Zealand have not made 

any significant differentiations to a 

vaccinated seafarer versus a non-

vaccinated seafarer, and this has to 

do with the seafarers as well as the 

superintendents and others. So, we 

see the challenges continuing and we 

don’t see a great appetite from major 

countries who represent maritime 

destinations to loosen their policies 

when it comes to seafarer travel. 

Sean Moloney
Thank you Konstantinos and I would like 

to turn to Theo for a flag perspective?
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Theofilos Xenakoudis 
In terms of the challenges, I guess, 

like everybody else, our lives have 

been tremendously different over 

the past 20 months, since we 

started dealing with Covid on a 

worldwide basis in our industry. 

From a flag state point of view, 

we have intervened in a number 

of cases on ships where crew 

contracts had to be extended.

We had to come up with marine 

safety advice as a general policy, 

so we could allow seafarers to 

stay on board in extension of 

their contracts, sometimes even 

more than 11 months, provided 

of course that both the seafarer 

and the shipowner/ship manager 

mutually agreed on this. We had 

to ensure that the shipowners 

had a proper plan to repatriate 

their seafarers. Even if that was 

not always possible, they needed 

to have a plan on board and 

they needed to make sure that 

the seafarer knows what they 

are doing, and all the efforts 

they were taking to repatriate 

them, so they can present them if 

need be at a possible port state 

control inspection. And that was 

something we always tried to 

guide the owners on. 

Another thing we noticed, 

especially last year and during 

the first few months of 2021, was 

that we had to come up with a 

large number of dispensations 

or authorisations when a crew 

couldn’t be replaced in time 

because of local restrictions that 

wouldn’t allow shipowners to 

send relief on board. So, we had 

to make sure that the ships can 

continue to trade in a safe manner. 

But we had to provide manning 

dispensations so the ships would 

not get stuck for weeks in a port. Scan QR code to watch the full debate

https://youtu.be/G8K4-VXe5MY
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Now, in terms of your question 

regarding vaccinations, I think 

Konstantinos has covered it. We 

don’t see any major difference right 

now. I think it’s good that seafarers 

have been vaccinated, of course, 

and the numbers are increasing. 

I think the ICS, with their report 

today, suggesting that 25% of the 

global seafarers have been fully 

vaccinated, which is a small number, 

but at least it shows that there is 

some progress. So, hopefully, when 

these numbers rise, not only for 

seafarers but also for the rest of the 

world, there will be one policy for 

every country, doing away with local 

restrictions or local quarantines for 

travelling worldwide.

Sean Moloney
You talked there about having to 

bring in dispensations, Theo, during 

the whole period, where seafarers 

were able to stay onboard past 

11 months. But were there any 

concerns as far as the impact this 

would have on their ability to do 

their job? Because when you’re 

at sea for 15 months, fatigue and 

mental illness are issues that will 

surely come to the fore. 

Theofilos Xenakoudis 

There’s always concern about 

fatigue, of course, the stress for 

seafarers, and their mental health. 

Things are smoother now, as we 

speak. It’s not like a year or a year 

and a half ago when crew changes 

could not take place at all. And 

of course, we had to consider the 

mental health and fatigue of the 

crew, and we always encourage our 

owners to make sure they keep the 

working environment as smooth as 

possible for their crew. 

Hans Boers
We were facing a fight every day to 

get the people back home and the 

only problems were those regarding 

visas, but now it’s an issue in how 

to move the people from A to B. 

It’s more complicated because of 

the vaccinations or the PCR tests 

that have to be done. But it’s also 

the way you communicate with 

immigration officers, especially if 

a seafarer does not have a visa. 

A lot depends on the way we 

communicate with immigration, 

generally through a letter from the 

shipowner. Most of the time we get 

problems solved. 

At the beginning of the pandemic, 

there were no flights, there were 

no seats available. So, if we were 

made aware of all the Filipinos, 

for instance, who needed to travel 

from A to B and you had a good 

connection with each other, then 

it worked. If we know that there 

was an aeroplane flying from 

Amsterdam to Manilla, and it was 

all for seafarers, then it was much 

easier talking with the government 

in the Philippines, because we only 

talk about seafarers instead of other 

passengers between these aircraft. 

And communicating with each other 

makes it much easier, and it’s not 

only with the airlines, it’s also with 

immigration and governments. 

Sean Moloney
So Hans, as the Covid situation 

improves, are you finding that the 

wheels have been oiled a little bit 

more?

Hans Boers
Yes, it is getting better. The only 

problem we have now relate to the 

Chinese nationals, because their 

embassy has told everybody that 

they can only fly back home if you 
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have the special code given to them 

by the embassy. If you do not follow 

the rules of the embassy, forget it as 

you will be stopped.

Sean Moloney
Captain Faouzi, I’m going to come 

onto you. I’m keen to get your 

perspective as you’ve been at 

the sharp end of all of this as well 

throughout the whole of the last 18 

months or so. What have been the 

key elements from the position of 

a large ship management company 

and crew manager? I mean, what 

has struck you most about this 

whole crisis?

Capt. Faouzi Fradi 
Thanks Sean. Good afternoon. I 

agree with what Hans said about 

how you handle all these crew 

changes now with the immigration 

authorities and the embassies. 

Yes, that sounds very familiar. This 

is something we do on a day-to-

day basis. Look, Sean, things have 

changed over the past 18 months, 

okay? Let us be clear about this. 

So, things have changed a lot, 

and things are changing very fast. 

And each month is different. So, 

no one can say that they actually 

know how to handle things because 

information is changing. You heard 

about China, things are changing 

there. These are very challenging 

issues we have. Some crew cannot 

get visas. So, even if you have a 

replacement, even if crew change 

can happen, it is sometimes very 

difficult to get the people off. Some 

countries still do not allow crew 

changes. It is still very difficult in 

China and the Far East while Europe 

is very cooperative and somewhere 

which is coming back to normal 

after the difficult days, thanks to the 

vaccination, thanks to the mentality 

of people and their understanding 

of seafarers. So, I’m not concerned 

about Europe actually, but the 

Far East remains an extremely 

challenging place. 

There are also issues when seafarers 

test positive for Covid when they 

are travelling, and the worst part 

is when they get sick on board. 

That’s another ballgame. It’s like 

you are living in a horror movie. 

You don’t know what the end will 

be and what is going to happen. 

Of course, we are handling our 

crew’s wellbeing and welfare to 

the best we can do, but it becomes 

extremely challenging and stressful 

when people’s lives are at stake. 

If it’s about missing a flight, 

staying another one month or two 

months onboard, I understand, it’s 

extremely bad, but it’s not  

life threatening. 

When you have sick crew on board 

or people in danger onboard ship, 

and they cannot get the treatment 

they deserve – the treatment 

which was something the maritime 

industry has always been proud of. 

In cases of emergency, the captain 

contacts the authorities and you can 

get people evacuated from ship. 

This was something that I was proud 

of when I was sailing. It’s something 

which is a good solution in the 

maritime industry. Regardless, if you 
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have a visa or not. If you don’t have 

a visa, nobody cares who you are, 

you just get that support in cases 

of emergency. You speak about the 

regulatory impact on the pandemic. 

Are the conventions still in place? 

And can a seafarer in need of 

emergency medical attendance still 

get it even if it’s Covid? So, these 

are things we are questioning, and 

we don’t see it actually happening 

when there is a case. Luckily or 

fortunately, to be honest, and to 

give credit, the majority of countries 

are very cooperative, however, a 

few countries are not, and this is 

challenging. 

So, of course, the final point which I 

would add here, is that the frequent 

change of regulations based on 

the pandemic rates in each country 

keeps creating a lot of challenges 

for seafarers. We keep talking 

about whether seafarers should 

have key worker status and so on, 

but I think we should do something 

from a legal point of view. We 

should review the vaccination of 

seafarers, if there is a chance it 

becomes compulsory, because the 

lives of many other people are at 

stake, whether someone wants to 

be vaccinated or not. I don’t think 

anyone has the right to put the lives 

of others at risk. So, that’s at least 

my personal point.

Sean Moloney
Can I now come onto Matt Raos 

from Qatar Airways, and good to 

hear from you today. Could you give 

us your point of view there, certainly 

from an airline’s perspective?

Matt Raos 

I’m senior vice president of global 

sales at Qatar Airways. That’s kind 

of a broad role, but one thing that 

it involves, and one thing that has 

become very important to us as a 

type of business, but also important 

to us in our hearts, has been the 

journey of the seafarers in the last 

year. I’d be pretending if I said I 

was an expert on this before the 

pandemic, but I like to think my team 

and I have become experts at least 

at the air travel logistics in keeping 

marine crews moving since the 

pandemic began. And I have heard a 

lot from the panel, so I’ll come back 

to that, but perhaps I could start 

by just sharing a few figures to put 

things in context. I’m well aware that 

the global economy has kept ticking 

along through the pandemic, and 

that means the shipping industry 

and indeed the air freight industry 

operating at high levels of demand, 

and the systems have become 

constrained with all of the difficulties 

in accessing flights, and borders and 

crew change constraints that the 

other panellists have mentioned. 

Marine Tours Webinar
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So far, from the Qatar Airways 

perspective, since the beginning 

of that pandemic, we’re pleased, 

we’re proud and we’re humbled to 

say that we carried more than half 

a million seafarers and offshore 

workers, either from their crew 

change back to their home country, 

or just as importantly, from their 

home country out to join the ship 

and to take on new contracts. 

I think I heard, particularly from 

Hans, talking about working with 

regulators and authorities, and 

sometimes it is being a bit easier 

if you can say a flight is dedicated 

for seafarers. From our perspective, 

we’ve now operated more than 100 

charter flights just for seafarers. 

This was important in the earlier 

phase of the pandemic when many 

countries were fully closed. It has 

also been important for the cruise 

ship industry to re-establish their 

operations, where I guess they have 

the challenge of moving literally 

hundreds of people at the same 

time. And it has also become a line 

of business that we operate to some 

closed countries to keep seafarers 

and crew changes open, and a good 

example of that might be Sri Lanka 

in our case. 

I think, if I look at our pandemic 

journey, we’ve also tuned in a little 

bit to the mental health crisis that 

the shipping industry has been 

trying to work through. I think, from 

our perspective, we have tried to 

make the journey a little bit easier, 

and we’re conscious that people’s 

flight connections might not be as 

smooth as they were compared 

to pre-pandemic schedules and 

levels of flight. And that was among 

the reasons we decided to open 

a lounge at a hub airport here at 

Hamad International Airport in 

Doha specifically for seafarers. We 

call it the Mariner Lounge. Entry 

is complimentary to all seafarers. 

Anyone carrying their ship’s crew 

papers is eligible to enter. And we’ve 

been pleased to welcome more than 

70,000 guests into that lounge since 

we opened it last November. 

I heard a few comments from some 

of the other panellists that I would 

like to give an aviation perspective 

on. I think I heard all the panellists 

mention about disruptions and 

that being a reality, and I think 

there were specific mentions of the 

difficulties in getting people into 

China and doing crew change for 

the Philippines. I think I would add 

to that list, from our perspective, 

India being quite a challenging 

market to keep seafarers moving. 

And, you know, I think it’s something 

that, as Hans said, when we all talk 

through the industry and with the 

http://www.teromarine.com
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regulators and the authorities, that 

really is the solution. And that’s part 

of the reason why our company or 

our airline likes to engage in panels 

like this. Because we are living in a 

world of disruption. We are living 

in a world of increased complexity, 

and managing that comes with 

costs on all sides. For example, to 

return to the Philippines, it’s heavily 

restricted on airlines going in. I think 

that’s just a reality that we need to 

work through, until the world has 

a coordinated and consolidated 

response to the pandemic. 

Sean Moloney
Bringing you in Konstantinos, there 

are still challenges ahead, not least 

of all cost. What still needs to be 

done to enable us to return to some 

state of normality?

Konstantinos Oikonomou
Thank you, Sean. Cost is a result of 

the minimal options we have in our 

hands in order to move seafarers 

from Point A to Point B and on to 

Point C. And that’s exactly where 

regulation steps in, and either 

allows for airlines to increase seat 

availability to be in the market, 

hence prices will go down, or it does 

not allow for more airlines or more 

availability of existing airlines to 

enter the market. At the moment 

prices are up in many destinations, 

not just 20% or 30%, but 100%, 

200% and 300%. It’s not a matter 

of price at the moment, to travel 

people. It’s about availability. Many 

importantly, countries, like the 

Philippines have daily quotas, only 

for Filipinos, ranging from 1,000 

people to 2,000 people per day, so 

seat availability is like gold there. 

An even worse situation is Australia, 

where the quota is even worse. It’s 

almost impossible to get people 

in. China with its own constraints, 

Japan. Even passing through the US, 

you cannot go through transit. You 

can enter the US to join a vessel, 

but you cannot touch base and pass 

through the US, for example, to go 

to Jamaica or other destinations, 

so you have to go through another 

route. Now, this other route has 

another price.

So, all this complexity, has to do 

again with whether seafarers, 

depending on nationality, point of 

origin and point of destination, are 

allowed to travel freely compared 

to the way they were travelling 

18, 19 or 20 months ago when the 

pandemic was not on the table. 

Costs are up, and at the end of the 

day, there’s not much you can do 

about it when you’re challenging to 

get a seat, okay? But the question 

here is the vaccination programme 

that every one of us here, I hope, 

believes in, and we want it to be 

widespread. What has been done 

to encourage these seafarers to be 

vaccinated, as has already been said. 

Only 25% are vaccinated. Captain 

Faouzi said let’s make it compulsory 

Marine Tours Webinar
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if we can. But even if we do, will 

they be allowed to travel freely? Is 

the vaccination programme opening 

the borders, or is it keeping the 

borders closed? So, there is no 

incentive at the end of the day for 

the whole system to push to global 

vaccination policy, agreement, 

whatever. That’s my point.

Capt. Faouzi Fradi 
Well, I think Kostas touched on so 

many things. The cost is definitely 

something we’ve never seen 

before. It’s sometimes ridiculous 

how much you have to pay for 

a seat. This, I struggle a bit to 

understand, especially if there 

are people who have the logistics 

to charter flights and there is so 

much demand to fly seafarers, for 

example, to places like Australia. 

On the issue of vaccinations, not 

all vaccinations are recognised 

everywhere or approved, or even 

in the emergency lists, because – 

for example, the Russian vaccines 

are not approved in Europe. So, 

if you are a Russian seafarer, you 

come to Europe, you still have to 

quarantine, and then it’s a problem.  

But what is good, that regardless 

what of what vaccine they take, 

there is a degree of protection, 

which is approved locally by that 

country and by that government, 

which – let’s assume, of course, that 

it will help seafarers not to get very 

sick. And this is very important. 

This is the most important for me is 

the health of the crew. Of course, 

all of the other logistics, they come 

at a certain level of importance, 

but the most important for me, 

regardless which vaccine they take, 

as long as it’s approved by their 

national government, it’s fine. We 

want them to get vaccinated.

Sean Moloney
Hans, let me bring you in. Certainly, 

as far as this whole issue about the 

vaccines and whether countries are 

actually accepting the Sinopharm 

or Sputnik vaccines, that must be 

throwing up a lot of issues.

Hans Boers
Well, in Amsterdam, it’s also 

possible to arrange vaccinations 

between the flights. It’s difficult 

to get an appointment in the 

health centre in the KLM transit 

area, because when you have the 

possibility to vaccinate the crew, 

the question always arises, do 

they have a visa, and until now, 

people from outside Europe were 

not allowed to cross the border. 

Some immigration chiefs are 

willing and say let them in to do 

the vaccination, and bring them 

in again, but it’s still a big issue to 

get people vaccinated even when 

there is a willing to do so and there 

is a possibility to vaccinate them 

in the country. When they come 

in with a vessel, we have plenty 

of arrangements to vaccinate the 

people during the port stay of the 

vessel, it is possible.

Sean Moloney
Thank you for your time today. l
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P&I and Law
Britannia P&I publishes first  
sustainability report

Business Viewpoint

With its inaugural sustainability report, Britannia P&I 

is defining the starting position of its sustainability 

initiative and roadmap for the future. The report 

outlines how Britannia P&I is embedding the management of 

climate related risk into its business strategy and integrating 

sustainability into its core processes.

Climate change represents a material financial risk to all 

regulated firms and the financial system. Britannia P&I, as an 

insurer, is equally exposed to this risk. However, sustainability 

encompasses not only climate change but also informs a 

company’s overall approach to improving corporate social 

behaviour and demands sound corporate governance. Britannia 

P&I’s sustainability report seeks to apply environmental, social 

and governance (ESG) concepts to all the strategic choices and 

operations of the Club. 

As a member of the International Group (IG) of P&I Clubs, 

Britannia P&I is committed to supporting the IG’s sustainability 

strategy, which promotes the combined strength of the IG in 

four areas: pooling arrangements, casualty response, health and 

safety and acting as a leading industry voice. Britannia P&I will 

also collaborate with partners across the industry to ensure the 

sustainability of the wider maritime industry. 

“Sustainability is essential for a P&I Club as Members rely on 

us to be their long term trusted partner,” said Anthony Firmin, 

Chair, Britannia P&I. “As you read this report we trust that you 

will find our transparency and approach instils confidence that 

Britannia P&I will continue to thrive and build on its long history 

which stretches back to 1855,” he added. 

“As a key contributor to the marine sector, we view 

sustainability not as a target but as an essential,” said Andrew 

Cutler, CEO, Britannia P&I (pictured). “Understanding the 

implications of ESG in the short and long term allows Britannia 

P&I to support its Members now, as well as to plan its strategy 

and manage capital over a longer period of time.” 

Britannia’s sustainability strategy takes into consideration 

the demands of its regulatory bodies, including the 

Prudential Regulation Authority and the Monetary Authority 

of Singapore. It is also shaped by the UN’s 17 Sustainable 

Development Goals as they relate to Britannia P&I’s business 

and the UN Environment Programme’s Principles for 

Sustainable Insurance, as well as demonstrating Britannia’s 

commitment to the 10 Principles of the UN Global Compact. 

Britannia will adopt the World Economic Forum approach to 

measuring its ESG performance. l
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An exclusive Ship Management 
International interview with  
Stephen Xuereb, COO of Global Ports 
Holding and CEO of Valletta Cruise Port.

Q: What cruise traffic has Valletta handled since the 

beginning of the pandemic and how does this compare 

with the previous period?

Until COVID-19 hit, the local cruise industry had been 

booming, with both 2017 and 2019 being record years for 

Valletta’s cruise industry. Homeporting - cruises that start and 

end in Malta - has become a crucial part of the business with 

around 31 percent of VCP’s operations falling into this category 

in 2019, up from 22 per cent in 2018. Passenger movements 

totaled 778,596 in 2017 and rising to a high of 900,000 in 2019. 

 Thanks to strict health and safety protocols to protect 

local communities, guests and crew, Valletta Cruise Port 

welcomed the first international cruise call: the MSC 

Grandiosa on 21st August 2020, operating under a strict 

and comprehensive health and safety protocol that applies 

equally both on land and at sea. 

Prior to the first call Valletta Cruise Port conducted a local 

PR campaign highlighting the safety and importance of such 

an operation. Such a PR effort has been ongoing ever since, 

with calls also successfully ongoing weekly since summer 2020. 

We hosted a total of 59,180 passenger movements on 32 calls 

in 2020, with a stepped approach to operations.  

 Looking at the future we are cautiously optimistic. We 

believe that 2022 will present a good recovery period with 

bookings for 2023 potentially being at par with those of 

2019. This of course depends on a number of factors such as 

the vaccination program worldwide. 

 

Q: Has the increasing size of cruise vessels posed any 

problems to your terminal or a small island like Malta?

The all-time record for the port of Valletta in terms of 

ship numbers was eight ships in a single day in October 

2007. On that day more than 70 coaches and minivans all 

entrusted with tourist guides and 28 jeeps were busy from 

the early hours of the morning serving the more than 7,250 

cruise passengers that visited the Port of Valletta. 

The average cruise ship size in the latest decade is 

over four times the size of the average cruiseship in the 

80’s, now carrying in the region of 4,000 passengers and 

sometimes more. Nonetheless whether we are speaking 

about individual guests or cruise operators, we aim to 

pre-empt every challenge to ensure that guests enjoy an 

efficient, professional and courteous transfer to or from their 

ship, whether in terms of more efficient check-in, reduced 

embarkation times or improved baggage handling. 

We understand that guests are after a pleasant, 

seamless and personalised experience and we do our 

utmost to provide individual attention to all our guests. 

As Valletta Cruise Port we believe that the Valletta Waterfront 

side should continue to be developed for tourism and leisure 

purposes, with a logical extension of the cruise terminal towards 

the Valletta-Floriana-Marsa side of the Harbour.

 

Q: What safety preparations is Valletta making for the 

return of full-scale cruise activities?

As part of Global Ports Holding, the world’s largest 

independent cruise port operator with an established 

presence in the Caribbean, Mediterranean and Asia-Pacific 

regions with 21 ports in 13 countries over four continents, 

Valletta Cruise Port commenced preparations for the post-

COVID cruising reality way back in January 2020, at the first 

sightings of the pandemic. The Emergency Response Plans 

and the Health and Safety Protocols for all of the 20 ports 

forming part of the GPH network, inclusive of Valletta Cruise 

Port were revised to reflect the new reality. 

MALTA LOOKING 
AHEAD TO FULL-
SCALE CRUISING 



Valletta Cruise Port

51Issue 93 September/October 2021      Ship Management International

 In addition, Valletta Cruise Port obtained the Safe Travels 

stamp from the World Travel and Tourism Council, based on 

the reinforced protocols. This process meant that Valletta 

Cruise Port was well prepared to welcome back the first cruise 

calls in August 2020, with cruise calls ongoing since then. 

 Valletta Cruise Port continues to work with all 

stakeholders to ensure the team is ready to increase our 

operational capacity when the time is right. Together with 

local authorities and partners Valletta Cruise Port has worked 

on COVID-19 Cruise Operations Guidelines for a Safe 

Continuation of Cruising in Valletta with the aim of facilitating 

operations in this transitional phase. These operating 

guidelines have been approved by the health authorities. 

The guideline document establishes, embodies and 

merges Valletta Cruise Port’s operational plans, procedures 

and guidelines with cruise line protocols to ascertain the 

safe continuation of operations. The compilation of these 

guidelines is based on the results of facility assessments 

within the context of recent and current regional events 

brought about by the pandemic.

 With the right frame of mind challenges can be turned 

into opportunities. All is only possible with the drive, 

flexibility and perseverance of the people at Valletta Cruise 

Port and that of the supporting stakeholders. Where 

once the industry’s primary message was about providing 

passengers with affordable vacations, relaxation and 

fun, today that message is all about ‘creating safe guest 

experiences’. Valletta Cruise Port’s ability to work in synergy 

with all stakeholders is key to that, so the destination can 

provide passengers and crew with a seamless experience.

 

Q: Do you have any future development plans for the 

cruise terminal or the infrastructure handling shore 

excursions?

The months during which the port was devoid of any 

business served as a time to further invest in projects to 

further enhance the appearance of this iconic Maltese 

destination. Works on the canopies along the Valletta 

Waterfront respecting the historic fabric of the Valletta 

Waterfront promenade with its nineteen historical 270-year-

old warehouses was inaugurated in July 2020.

 Furthermore, Valletta Cruise Port is supporting a €49.9 

million initiative spearheaded by the Ministry for Transport, 

Infrastructure and Capital Projects, Infrastructure Malta 

and Transport Malta to develop shore-side electricity 

infrastructure as part of the Grand Harbour Clean Air 

Project. This includes a €37m investment to provide shore 

power on the 5 main cruise ship quays of Valletta’s Grand 

Harbour by the end of 2023. Works are ongoing in earnest. 

The project will result in major air quality improvements with 

drastic reductions in emissions in the Grand Harbour.

 In conclusion, Valletta Cruise Port is proud of its position 

in the market today, as one of the top 14 ports of call in the 

Mediterranean. The drive continues to strengthen business 

relationships with the cruise lines coming into Malta, as well as 

with the local stakeholders that are so crucial to the smooth 

delivery paramount to the industry’s success. Valletta Cruise Port’s 

mission for the next decade and beyond is clear: that to continue 

to lead the cruise and ferry passenger business sector in Malta 

and in the Mediterranean, and maximise the benefits this industry 

generates to the economy and country as a whole.  l
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Connectivity is 
key to driving the 
right solutions

Today’s smart Ships need smart connectivity but 

where connectivity is a commodity and simple, 

resilient and flexible on-demand services, 

provided by reliable partners, are key to growing a 

business, what will the future demand? As delegates 

attending a recent Eutelsat industry debate on the issue 

heard, it is as much about the extent of the coverage as 

it is about the flexibility of the solutions on offer. And at 

a time when bandwidth costs are dropping, these bode 

well for an industry keen for solutions.

Cost has been a buyer historically, according to 

Pierre-Jean Beylier, Manager of the Connectivity Business 

Unit at Eutelsat, “and when you talk to fleet managers it 

was a business where you try to do as much as you can 

with a limited budget. So fleet managers are dealing 

with limited budgets and trying to do the best they can 

and connectivity was not a priority.”  But as the cost of 

bandwidth has come down, this has enabled fleets to 

install broadband on their ships against a budget that 

was not too dissimilar with what they were previously 

spending, he stressed. 

“The second thing is that there are always early 

adopters and pioneers who have led by example. Maersk 

put VSAT on all its containerships at a time when few 

containerships were considering a broadband connection 

and when you see a world leader like that make that 

move then others will start thinking about it as well. The 

early adopters and leaders lead the way, and it is an 

element that has had a key role,” he said.

“What is interesting today is that whether it is a 

regulatory thing or an operational thing, there is a strong 

demand and need for bandwidth and that cannot be 

ignored. So, it is becoming more difficult for owners 

and managers not to consider the need for broadband 

connectivity onboard. Of course, it is possible to 

compress data to limit the amount of data that leaves the 

ship but clearly it is becoming more difficult not to have 

broadband onboard ship.”

And while the needs of the crew will always be a driver 

to the level of market demand for connectivity, this is 

less of an issue when you have a downturn in the market 

and you have a lot of people queuing up for jobs. “The 

situation is different at the moment because shipping 

rates are high and owners are making good money and 

today we have all the ingredients to ensure that crew 

members can enjoy good connectivity. It hasn’t always 

been a driver but it depends on the cycle you are in,” 

said M. Beylier.
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“Yes, the pandemic brought together a number of 

things and accelerated them,” said Andrew Faiola, Head 

of Mobility Market Development at ST Engineering. 

“Either the industry tends to be conservative or adoption 

only happens when it is mandated to happen by 

regulation. So, a lot of the digitalisation we are seeing 

now is as a result of regulation, whether it is around cyber 

security or decarbonisation. 

“The crew welfare issue became even bigger during 

the pandemic and it was something that was raised 

in public consciousness. People didn’t pay too much 

attention to how their goods were transported but when 

you have crew stuck at sea for months longer than their 

contracts stipulate, this starts to become a huge issue. 

Factors like the pandemic highlight the importance of 

your crew being able to connect with their loved ones, 

but also having good connectivity to help run the ship. 

Necessity is the mother of invention and there is this 

accelerated trend towards remote access and automated 

systems but these systems had to work hand-in-hand with 

the crew in order to work. So being able to give the crew 

the necessary tools to be able to do their job better was 

important, especially if they are stuck at sea for months at 

a time. 

“And you mentioned passenger experience as well 

so whether you are on a rig or a walk to work hotel on a 

wind farm or cruiseship. The pandemic changed the way 

people think about having access to connectivity. The fact 

of the matter is they expect the same internet experience 

wherever they are,” he stressed.

Knut Fjellheim, CTIO Head of Research and 

Development at Telenor Maritime, added to the debate: 

“Within maritime, digitalisation has been an enabler of 

the green shift and a good connectivity solution may be 

one of the key enablers needed for this to succeed. We 

are working with Eutelsat to make this happen. There are 

new business models coming into the industry, such as for 

the environment, that require connectivity in a new way. 

The data which today is stored in isolated data silos will in 

the future be available to third parties onboard and within 

various core solution ashore.”

“I mentioned the bandwidth but I could have talked 

about coverage,” said M. Beylier. “We have been 

using geostationary satellites primarily for broadband 

connectivity so when you get above 80° north it is difficult 

to provide connectivity. Now with lower constellations and 

One Web, we have the ability to cover the whole globe 

and that enables cruise explorations to go to more exotic 

destinations as well as new shipping routes to open up. 

Pole to pole coverage is very good news,” he said. l

The early adopters and 
leaders lead the way, and 
it is an element that has 
had a key role
Pierre-Jean Beylier, Manager of the  
Connectivity Business Unit at Eutelsat

Managing Director
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Classification
RINA reinforces digital  
and cyber security offer

Business Viewpoint

In early September Genoa-based RINA announced 

its acquisition of the entire share capital of Logimatic 

Solutions, a leading software company, headquartered in 

Denmark with a turnover of about 6 million euros. 

Notably the acquisition adds Logimatic’s fleet management 

solution SERTICA, currently used by some 1,400 vessels, to 

RINA’s portfolio of maritime offerings, thereby boosting the 

Italian company’s expertise in digital solutions and support to 

customers for efficient and sustainable business operations. 

SERTICA is described as incorporating fleet maintenance, 

procurement management and HSQE in order to provide 

deeper insights into fleet operations, enabling effective 

monitoring, control and cost savings.

“It’s something new for the maritime industry,” RINA 

CEO Ugo Salerno told SMI, “not just because of Sertica – 

there are other ERPs (Enterprise Resource Planning) systems 

– but because of the post-sales service that we will offer, 

together with support in cyber security so that it doesn’t 

open the doors of vessels to cyber pirate attack. 

“This combination of after-sales service and cyber 

security will be the really unique feature of RINA’s offer,” 

he continued. “We want to be ahead of the competition 

because digitalisation and new technologies need the 

strongest possible solutions. It will the most complete and 

safest system in the market, offering the best user support.” 

Lars Riisberg, former CEO at Logimatic Solutions and 

now CEO of RINA Digital Solutions, said the tie-up with RINA 

represented “a unique opportunity… to grow further with a 

strong and global company. We treasure a close relationship 

with our customers, and this is something I can say for sure 

will not change. We will continue to support and grow our 

SERTICA family in cooperation with RINA with the same 

professional, yet informal approach. This is in our DNA.”

RINA says the expertise gained from Logimatic Solutions 

represents a step forward in the expansion of its digital offering 

capability. “Alongside advanced digital tools, the acquisition 

provides RINA with highly rated personnel with combined 

market, technical and IT expertise.,” the company said in a 

statement. “This places the business in a stronger position in 

the northern European area to complement its already leading 

position in the South of the continent.”

Logimatic Solutions has nearly 50 employees and will 

continue in the current structure from its offices in Denmark, 

Singapore and Chile.

Then in early October, RINA finalised the purchase of 

a majority stake (50.01%) of Cyber Partners, a consulting 

company specialized in cyber security with offices in Rome 

and Milan, thus strengthening the Group’s offer in this field. 

RINA had been working for some months already with 

Cyber Partners, described as an ‘innovative start-up’ with 

revenues of 2.5 million euros and about 10 specialists 

among the most qualified in the sector. In just a few years 

it has been able to establish itself as a point of reference in 

the world of cyber security, especially in the banking and 

industrial sectors, with a combination of specialized skills and 

development of proprietary technologies. 

The entry of Cyber Partners has allowed RINA to create a 

unit entirely dedicated to cyber security, thus realizing one of 

the strategic initiatives of the Group for the next three years. 

Mr Salerno commented: “This operation allows RINA 

and Cyber Partners not only to consolidate and strengthen 

their reciprocal competences, but also to contribute to the 

security of companies, which are increasingly exposed to 

both economic and operational risks. 

“Today, paying particular attention to cyber security is 

indispensable for companies: it impacts on the protection 

of sensitive personal data, on the functionality of the 

internal organizational management of companies 

and, therefore, on their reputation. Cyber security is an 

indispensable component of the ESG issues that are fully 

part of the business strategy 

and values of RINA.” l

Ugo Salerno, CEO RINA
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Simply put, RAYVN is a crisis management software 

platform developed by a Norwegian company of 

the same name that allows users to make better 

and faster decisions when managing critical events such 

as maritime accidents, attacks or cyber security breaches. 

In addition to offering access to shared logs, collaborative 

checklists, status-boards and more, it keeps relevant 

parties informed in real time of the status of the event 

using automated messaging, at the same time monitoring 

and storing their responses for record-keeping purposes. 

RAYVN’s extreme focus on user-friendliness has made the 

tool very popular, especially in the maritime sector. “Critical 

events become very complex, very quickly. User-friendliness 

is a must for a tool such as RAYVN. There simply is no time 

for learning curves during a crisis” explains Henrik von 

Schlanbusch, CEO and founder of RAYVN. The fact that the 

software requires no time for installation or training and is 

priced based on a per-user-per-month fee also makes it very 

affordable for any organisation. 

Originally part of suite of ERP (Enterprise Resource 

Planning) tools developed for use by large oil and gas 

companies working in the North Sea, the crisis management 

tool has been the company’s sole focus in the past five years, 

explains von Schlanbusch

“And Maritime is the perfect market,” he says, “because 

it’s high risk and the risk focus is very distributed, meaning a 

large number of external stakeholders need to be contacted in 

the case of a critical event – such as the media, crew’s next of 

kin, cargo owner, insurers and so forth.”

The platform serves to improve a company’s preparedness 

for critical events by digitizing its emergency response 

procedures, reacting within a matter of seconds to send out 

automatic notifications of the event to relevant parties, the 

exact contents of those messages being customised according 

to the addressee.

“RAYVN allows customers to respond in a very controlled 

way during what can be very stressful and hectic circumstances 

like ships drifting, groundings, pirates etc. A full emergency 

organisation can be activated and put to work within two 

minutes, compared to between 1-2 hours or even more as is 

typical in many organisations today. This saves valuable time 

that eventually can save lives, environment, property and 

reputation,” says Mr von Schlanbusch.

Afterwards, the system will also produce detailed post-

event reports, documenting all a company’s communications 

and actions. 

“RAYVN is a cloud-based virtual command centre 

developed by a team of dedicated and experienced 

developers,” continues Mr von Schlanbusch, “and we’re 

moving towards ISO cyber security certification. It’s probably 

much more secure than if a company had this tool itself, 

hosted on its machines.”

The company’s name requires some explanation. It derives 

from Norse mythology where Odin, main god of the Vikings 

and the font of all wisdom, always kept a pair of ravens – 

named Huginn and Muginn – one on each shoulder. Their job 

was to fly out during the day to witness the troubles of the 

world, gathering information as they went, and then to fly back 

Automating  
crisis management 
with RAYVN
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in the evening and whisper in Odin’s ear what they had seen 

and heard, on which intel the all-powerful God would base his 

decisions on what actions to take.        

RAYVN was chosen as a phonetic rendering of the bird 

species, whose role in the myth “seemed a perfect metaphor 

for our system,” says von Schlanbusch. “It gives a compelling 

story for the whole company and its Norwegian roots.”

RAYVN allows users to reach out to their teams with 

customized messages within seconds of a critical event, using 

predefined message and notification templates for speed. 

It collects their responses automatically and monitors their 

responses in real-time using RAYVN´s easy to understand 

response-visualizer-tool. In this way it reduces response time, 

keeps stakeholders informed and increases a company’s ability 

to restore to regular services as quickly as possible. 

RAYVN experiences the fastest growth in the maritime 

sectors and has satisfied customers all over the world. One 

of them is Siem Offshore which owns a fleet of some 50 

offshore vessels, some still under construction, and has over 

1,000 employees. The company says it changed its crisis 

management system to RAYVN primarily for reasons of user 

friendliness and cost.

“Our previous crisis management software was slow and 

difficult to use, it did not focus on user experience, and in 

general, we were unhappy with the level of user-friendliness 

and its functions,” said Dag E. Snemyr, HSEQ Director. “Now 

our entire organization across all levels has started using our 

new crisis management tool, which is a key strength for our risk 

readiness and crisis management.

“We often see that when implementing new software, the 

new tools are received with a certain hesitation from employees. 

RAYVN was different. The tool was well-received by all employees 

from day one. Even our CFO was happy, as RAYVN was had a 

significantly lower cost than our previous software supplier.”

Siem Offshore’s vessels operate worldwide, and their crisis 

management team is frequently involved in different situations 

across the fleet and locations. RAYVN is used both during real 

incidents and for crisis management exercises.

“RAYVN can be used both by the crisis management team 

and first-line responders, but also by new partners entering 

the collaboration during an ongoing crisis,” added Mr Snemyr. 

“This means that everyone involved in crisis management 

can make real-time decisions based on the same information, 

and everyone has up-to-date information at all times.” He 

also praised RAYVN’s customer service, noting “The company 

is extremely professional and service-minded. Should any 

questions arise, they help us immediately” - only what you 

would expect from crisis management specialists. l

Critical events become very complex, very quickly. 
User-friendliness is a must for a tool such as RAYVN

CEO and Founder, Henrik von Schlanbusch



Stairway to 
decarbonisation

DNV has published a new ‘Maritime Forecast to 

2050’ as one of its suite of Energy Transition 

Outlook (ETO) reports, with a focus on practical 

solutions and fuel strategies - especially when ordering 

newbuilds - to tackle the shift from conventional to zero/

carbon-neutral fuels.

The report identifies three fundamental key drivers 

that will push decarbonization in shipping in the coming 

decade: regulations and policies, access to investors and 

capital, and cargo-owner and consumer expectations.

The Initial IMO GHG Strategy currently drives policy 

development within international shipping, it notes, with 

the first wave of regulations to take effect from 1 January 

2023 - i.e. EEXI (Energy Efficiency Existing Ships Index) 

and CII (Carbon Intensity Indicator). DNV expects these 

to have “a significant impact on design and operations 

of all ships.

“While all ships need to fulfil the minimum 

compliance requirements from the IMO,” DNV 

points out, “commercial pressure may push 

shipowners to aim for a leading position in 

decarbonization, as we expect that poorly 

performing shipping companies will be 

less attractive on the charter market, 

and may also struggle to gain 

access to capital”.

The report quantifies that 

nearly an eighth (12%) of current 

newbuilds have been ordered 

with alternative fuel systems, 

an increase from the 6% 

reported in the 2019 

edition of the report. 
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However, except for the electrification underway in 

the ferry segment, the alternative fuels are currently still 

mainly fossil-based, and are dominated by LNG, it says.

Demonstration projects for onboard use of 

hydrogen and ammonia are expected by 2025, it adds, 

“paving the way for zero-carbon ships, and these 

technologies will according to our estimates be ready 

for commercial use in four to eight years. Methanol 

technologies are more mature and have already seen 

first commercial use. Fuel cells are far less mature than 

internal combustion engines, for all fuels.”

The report further presents an updated carbon 

risk-management framework, which is aimed at helping 

shipowners by outlining a ‘decarbonization stairway’ 

reflecting practical target GHG trajectories given their 

particular circumstances.

The report uses a bulk carrier case study to illustrate 

the carbon risk-management framework, and how 

the report’s general overview of available fuels and 

technologies can be translated into practical design 

options for a shipowner‘s newbuild. 

The report also explores seven possible fuel 

pathways, starting either with a mono-fuelled or dual-

fuelled ship, with different possibilities of transitioning 

to carbon-neutral fuels – including options for 

alternative Fuel Ready designs. The solutions explored 

are targeted for deep-sea shipping and include use 

of MGO/VLSFO, LNG, LPG, biofuels, ammonia, and 

methanol as fuel.

DNV points out that its modelling capability allows it 

to calculate the cost of various fuel strategies over the 

lifetime of a ship, and it explores ways to meet the target 

GHG trajectory by use of blend-in fuels and potential 

conversions. Vital design implications for the selected 

fuel strategy can be assessed - in the example case, 

an ammonia-ready design. DNV performs a structured 

engineering review addressing fuel storage, power plant, 

and integration of the fuel system in the ship design.

In general, its advice for shipowners ordering 

newbuilds is “to incorporate basic measures to 

accommodate fuel flexibility in the newbuild 

specification, so that the ship is prepared for several 

possible fuel transitions when there is a business case 

for this.”

Additional barriers stand in the way of the uptake 

of alternative fuels, it adds, which cannot be solved by 

shipowners alone but must be overcome by the efforts 

of multiple actors in an ecosystem of stakeholders. 

Two such barriers the report cites are the access to capital 

needed for onboard technology investments, and the required 

scale of energy needed to produce the new fuels. It finds that:

• Peak annual investments in onboard technology 

towards 2050 may reach USD 60 billion; 

• To produce the necessary volumes of electrofuels for 

use in shipping, the required installed solar PV power 

capacity could be as high as 8000 GW in 2050.

• To produce the necessary volumes of ‘blue fuels’ for 

use in shipping, the required CCS capacity could be 

as high as 750 Mtpa in 2050.

“When compared with relevant reference numbers, these 

figures indicate that access to capital and infrastructure for 

fuel production may constrain the coming energy transition 

in shipping. Increased efforts are needed to develop and 

implement the mechanisms required to tackle these barriers 

to transition in a timely manner,” the report concludes. l

Environment: Decarbonisation

While all ships need to fulfil the minimum compliance 
requirements from the IMO, commercial pressure may  
push ship owners 
DNV
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Do carbon credits 
have a place in 
shipping’s future? 

With over 194 states (representing 97% of global 

greenhouse gas emissions) having ratified or 

acceded to the Paris Agreement and an ever-

increasing number of countries and entities making net zero 

their 2050 target, anyone not preparing for significant changes 

in carbon emissions regulation risks missing the boat.

Net-zero means achieving a balance between the 

greenhouse gases put into the atmosphere and those taken 

out. The term is intrinsically linked to the idea of carbon offsets 

(or carbon credits) which certificate the way projects or activities 

reduce, avoid, or destroy greenhouse gases. For every metric 

tonne of carbon a project or set of activities reduces, one carbon 

credit is generated. Project owners, such as solar and wind 

energy developers, or protectors of endangered forestlands 

can sell these certificates to individuals or a company as an 

additional revenue stream.

This idea is that, by purchasing a carbon credit, the buyer is 

funding the reduction, elimination, or total avoidance of a metric 

tonne of carbon. When the buyer amasses the carbon credits 

to match its carbon footprint (in tonnes), it can be considered 

‘carbon neutral’.

Carbon credits can help companies which operate in areas 

where there are very limited ways of reducing carbon emissions 

improve their environmental profile, ensuring that they balance 

out their pollution by paying for a solution. However, the scheme 

is also criticised for this very reason: it allows companies to 

continue burning fossil fuels and polluting whilst still claiming 

carbon neutrality through projects which are often far removed 

from their actual operations. Some of the world’s biggest polluters 

can now claim to be carbon neutral by investing in carbon credits.

Voluntary or enforced?
The limits of carbon credits are most distinct when 

considering the two different types of carbon markets. 

Compliance markets involve companies using carbon 

credits to comply with certain regulatory caps on 

emissions. Voluntary carbon markets, in contrast, 

function outside of these programs and 

allow businesses 

to offset their carbon emissions by 

purchasing carbon credits or investing in carbon-

reducing projects.

The voluntary carbon market is still 

underdeveloped – in its latest report, the 

Taskforce on Scaling Voluntary Carbon Markets 

estimated that in order for the private sector 

to align with the Paris Agreement’s 1.5 °C 

trajectory, the current voluntary carbon market 

for offsets will need to grow by at least 15-fold 

by 2030. While there is much discussion among 

Considering moving targets on greenhouse gas emissions,  
it is once more legitimate to question the role carbon credits will play 
in the maritime future. Will they be a valuable asset in the carbon 
crackdown to come or are they destined for obsoletion? Reflections 
from CJC Associates Simran Lajmi and Francesca Norman

Simran Lajmi

Francesca Norman



Environment: Decarbonisation

61Issue 93 September/October 2021      Ship Management International

global elites about expanding the voluntary carbon market (this 

proposal was a key focus of the World Economic Forum’s 2021 

“Davos Agenda”), it remains unclear as to how much scope for 

growth there is realistically in shipping.

One voluntary scheme specific to shipping that attracted 

some publicity involved a collaboration between coatings 

supplier AkzoNobel and the Gold Standard Foundation. The 

project encourages owners to consider the carbon credits 

available from selecting a particular antifouling coating due to 

its ability to reduce fuel consumption and emissions. Carbon 

credits are awarded for every tonne of verified CO2 saved.

In terms of using carbon credits to help meet certain 

regulatory carbon targets – shipping companies and vessels 

are not currently required to adhere to any specific CO2 caps. 

However, there are indications that the EU, as well as the UK, 

may bring shipping within their emissions trading schemes 

(ETSs) over the coming years.

Official positioning
In September of last year the European Parliament voted to 

include ships over 5,000 gross tonnes in the EU ETS by 1 January 

2021, and the EU has circulated a draft proposal to expand 

the carbon market to cover shipping emissions within the EU, 

international voyages to the bloc and those at berth in an EU 

port. This would force owners to buy permits from the ETS when 

their ships pollute. 

Likewise, in April 2021 the UK announced that shipping be 

included in their new Carbon Budget, which enshrines in law the 

government’s commitment to cutting emissions by 78% by 2035 

compared to 1990 levels. A spokesperson for the Department 

for Transport has indicated that bringing shipping within the UK’s 

post-Brexit ETS is one of the emission-cutting schemes being 

considered to meet this goal. 

Earlier this year China also introduced its ETS, the world’s 

largest to date, after three years of preparation, and in March 

news broke that Beijing would seek to bring shipping within its 

scope in the near future.

Also known as “cap and trade”, an ETS caps the total 

amount of certain greenhouse gases that may be emitted 

annually by individuals and companies covered by the scheme. 

This cap could be applied to the shipping industry in any 

number of ways. For example, a shipowning company may face 

a cap on the total emissions for its fleet or each vessel may have 

a cap on its annual emissions. 

Likewise, to use the UK ETS as an example, the cap may 

be applied to UK-flagged vessels; or it may apply to UK-

based ship-owning entities, or to any vessel entering UK 

ports or sailing in UK waters. If required, participants in the 

ETS can obtain permits for additional CO2 emissions from 

the relevant regulator or by trading with other participants. 

Any spare permits can be used towards next year’s annual 

target or the participant can sell them on the secondary 

market to another business.

However, there are some practical considerations which 

can make ETSs unsuitable for an industry as international as 

shipping. Although the Paris Agreement sets out provisions for 

linking carbon markets in the future, there is a limit to the use of 

carbon credits or permits outside of the scheme in which they 

are issued. For example, credits issued by certain hydroelectric 

projects exceeding 20 MW of installed capacity are not currently 

eligible for exchange with EU ETS-compliant credits.

Without proper communication and cohesion between 

ETSs, shipowners could find themselves unfairly penalised by 

multiple schemes in different jurisdictions. Furthermore, those 

hoping to use carbon credits to potentially avoid emissions-

based taxation could be in for a rude awakening: the two 

policies may well be combined – with companies required to 

pay a per-unit tax on emissions and procure carbon permits to 

cover emissions for the compliance period.

Changing landscape
The most detrimental blow to the carbon credit revolution 

may come from the ever-developing environmental ambitions 

of certain countries, especially if they are able to influence 

organisations such as the IMO to follow their lead. The 

US Climate Envoy, John Kerry, caused shockwaves in the 

shipping community last month when he announced the US’s 

commitment to achieving zero emissions by 2050 in the global 

shipping industry.

A zero emissions target is significantly more formidable 

a challenge than a net-zero emissions target – allowing for 

none of the wriggle room provided by carbon offsetting and 

requiring much firmer dedication to reducing actual output 

of carbon emissions through investments in low or zero-

emission fuels and propulsion technologies. The US is not 

alone; in its ‘Clean Maritime Plan’ published in the summer 

of 2019, the UK’s Department for Transport reiterated its 

commitment to and set out a plan for the UK’s pathway to 

zero emissions shipping by 2050.

As global demand for a stronger stance on the environment 

grows, especially with the more environmentally-

conscious younger generations 

reaching voting age in many 

democracies around the world, the 

next decade may well see the abandonment of the ‘net-

zero’ target – which may leave carbon credits to end up as 

fossils. Although there are many benefits to participating 

in the voluntary carbon credit market, shipowners should 

maintain a clear focus on technological and practical 

methods of reducing their carbon emissions - as this will 

serve them well regardless of what carbon-cutting regulations 

emerge in the years to come. l
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The commercial justification for 
an association of ship managers 

(and their contractual suppliers) 
remains as compelling today as 
it was 30 years ago at the birth of 
InterManager. 
 
In fact, more so. Ship managers today technically 
manage nearly 25% of the world fleet and that 
number is growing rapidly. They also look after 
and (indirectly) employ over 90% of the 1.7 million 
seafarers serving on that fleet. They are at the very 
forefront of technical, digital, logistic, procurement, 
human resource management, training and welfare 

development. They deal with a wider visibility of 
issues across the shipping, offshore and commodity 
sectors than any other operator. Because of the 
scalability they can offer, they are able to deliver 
service level efficiencies and efficacies that simply 
cannot be replicated in-house to anything like the 
same levels; even during the ongoing Covid-19 
pandemic, which saw the larger ship managers deploy 
such scalability advantages, resources and digital 
logistic solutions to such great effect. The argument 
for a ship management service sector has never 
been stronger and the Covid pandemic has acted as 
a catalyst for further massive expansion potential 
within the next 10 years. I say ’potential’ because our 
achievable collective destiny very much lies in our 
own hands.
 
As an industry sector we are own worst enemy. So 
focused are we on attracting the 25% of the world 
fleet to our own companies, that we engage in 
suicidal competitive pricing policies which render 
it all but impossible for anyone except the larger 
ship managers to survive, and then only by virtue of 
scalability and provision of other maritime services. 

Turnover from huge numbers of vessels under 
management becomes essential and more important 
than profitability, and service standards inevitably 
become exposed. Such service standards vary 
significantly from the shameful ‘cowboy’ to the quality 
end of the service spectrum. The bar to entry in this 
industry of ours is not high – it is nonexistent. We 
have no Industry General Principles or Standard; 
literally anyone can start a ship management company 
tomorrow and manage container vessels and bulk 
carriers. And we wonder why the daily management fees 
achievable continue to fall to unrealistically low levels, 
and with them our collective reputation and regard within 
the shipping, offshore and commodity sectors. 
 
The industry is at a veritable crossroads. If we do 
nothing, then third party ship management will all 

FOREWORDFOREWORD
BY MARK O’NEIL,  

PRESIDENT OF INTERMANAGER

InterManager 30 Years Anniversary 
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but disappear as a separate recognisable sector – 
and deservedly so – at least for the small to medium 
operators. We will be left with the very large (almost 
industrial) managers who operate as platforms for 
the supply of maritime services of which technical 
and crew management are part. A high volume, low 
margin, variable quality service offering that will 
require huge investment on digital optimisation 
techniques and technologies. There will also be an 
increase in the joint venture approach whereby the 
larger operators take the third party ship manager 
techniques and process in-house and seek to benefit 
in the short-to-medium term before those advantages 
dissipate and/or are replaced. 

Alternatively, if we collectively introduce and enforce 
an industry standard, work together and share 
innovation in the fields of digitalisation, technology, 
training, logistics, crew health and wellbeing, maritime 
regulation, the environment and decarbonisation 
– then we have the chance to massively improve 
our prospects as an industry sector – for all those 
operating within that sector big and small. 

By introducing such a standard, we will increase 
the membership of InterManager as the 
association promulgating such a standard. We will 
increase the voice of InterManager to demand a 
place at the very top table of the maritime industry 
arbiters, and be able to lobby with governments 
and international organisations regulating our 
industry and others on important issues affecting 
the maritime sector. We will also seek to persuade 
other stakeholders and legitimate voices in the 
industry to speak with one voice on the very large 
macro issues affecting the environment, de-
carbonisation, employee health and welfare. 
 
It was the above considerations which formed the 
basis of my ‘One Approach’ as my manifesto for 
election as President of InterManager in November 
2020. One Approach – One Standard, One Voice, One 
Market, One Membership and One Team. A collective 
effort to ensure the successful future of our industry 
sector. A collective effort to increase the membership 
of InterManager and raise the standards of what we 
do and, with that, the regard within which we are held 
by operators within the maritime sector and without. A 
collective effort to attack the 75% of those operators 
who have yet to be persuaded of the relevance and 
compelling nature of third party ship management and 
maritime services. 

I want to thank all members and associate 
members of InterManager for their support during 
this first year of my Presidency. My style has 
never been to everyone’s liking but always know 
that my intentions are entirely genuine and true. 
We need to push through change and change is 
not always welcomed. It can be unsettling. It can 
be challenging. 

Together we have achieved a lot along the ‘One 
Approach’ path. Full and Associate membership 
is up considerably, and we now have all but a 
small handful of managers who (for whatever 
reason) resist membership. Where InterManager 
membership will become the benchmark for quality, 
managers will have no option but to join or will 
be excluded from business. And quite rightly so, 
as why would any self-respecting manager resist 
genuine attempts to improve the quality of our 
industry sector. Associate membership will also rise 
where membership will offer huge networking and 
business opportunities. 

We are successfully working on and are near 
completion of the General Principles of InterManager 
which will be the basis of assessment for new 
members and existing members alike. We are much 
more vocal within the maritime press on key issues 
and are taking a lead on key issues such as seafarer 
vaccination, medical care for seafarers on board, 
working in enclosed spaces etc etc. 

We are also leading the call for ‘one voice’ in our 
maritime industry so as to ensure that the maritime 
industry’s position is clearly and comprehensively put 
on such global issues as environmental protection 
and decarbonisation. As an industry we simply 
cannot afford to be the ‘Johnny come lately’ anymore 
where decisions taken by the international regulators 
must have regard to the importance of the maritime 
sector and the huge role it plays in international trade 
and commerce. 
 
I end where I finished; the commercial justification 
for an association of ship managers (and their 
contractual suppliers) remains as compelling today 
as it was 30 years ago at the birth of InterManager. 
There is much work to do. 
 
My special thanks to our Secretary General Kuba without 
whose 150% commitment we would not be where we are 
today and where we want to be tomorrow!  

InterManager 30 Years Anniversary 
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Stronger  
together
AN INTERVIEW WITH 
CAPT. KUBA SZYMANSKI, 
SECRETARY GENERAL OF 
INTERMANAGER

When asked why anyone should 
join InterManager, Secretary 

General Capt. Kuba Szymanski 
throws a question back: “Why 
shouldn’t they? 

“If you’re a ship manager or crew manager these days,” 
he says, “you need to speak with one voice and we 
provide that.” InterManager is an association not only 
for third party managers but also in-house ones, he 
points out, and “being a Member gives you a platform 
to discuss and check where the industry is and also to 
contribute best practices.”

“Our approach,” continues Capt. Szymanski, “is 
‘Educate don’t regulate’. There are a lot of regulations 
around the world but not all are being utilised and 
some are being abused. So, as InterManager we have 
to remind various parties that there are already rules 
in place affecting our members’ interests, and that the 
issues concerned are very sensitive and can put their 
situation in jeopardy.”

Being part of InterManager also allows companies to 
pool resources, he adds, and “usually bigger means 
stronger, faster and more efficient.” 

The Secretary General cites Covid as one recent 
example of where resources were pooled and “one 
member company was able to be of help to others.” 
“We act as one big family and treat others that way,” 
he says. “Everyone chips in and that way everyone 
is able to benefit.” InterManager currently has 41 full 
members – including seven of the 10 largest ship 
managers – and 42 associate members. Since there 
is no other association specifically for the crewing 
sector, it also “plugs that hole, giving a voice to crew 
managers and crewing agents and bringing them 
to the table,” says Capt, Szymanski. “That’s very 
important when 90% of crews today are managed by 
crew managers, with only 10% by ship owners.”

“That’s where we have a strength,” he continues. “You 
have a lot of technical managers that are also crew 
managers but you also have a lot of just crew managers 
and someone has to look after their interests.”

A point not always appreciated is that ship owners and 
managers don’t necessarily share the same viewpoint, 
and the fact that InterManager is not part of the so-called 
Round Table of shipping organisations – BIMCO, ICS, 
INTERCARGO and INTERTANKO, all in fact ship owner 
associations – rankles, which is why President Mark 
O’Neil has called for creation of a new pan-industry body 
(see previous article). “Members of InterManager are 
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very concerned that as an industry we are not making 
enough progress in improving crew safety in two specific 
areas,” highlights Capt. Szymanski.

Lifeboat accidents

“The first is lifeboats,” he continues, where “the 
industry, in particular flag states, has been slow in 
reporting accidents and we got to a stage where we 
said: ‘Enough is enough’.” 

InterManager Members stepped forward, and with the 
help of IMO’s Global Integrated Shipping Information 
System (GISIS) the Association has now collected 
data on those accidents stretching back to 1980, he 
explains. The data clearly suggest to InterManager that 
“it’s not training that’s missing,” he continues, but rather 
“design, procedures and regulations” that are the root 
cause of lifeboat incidents. This is in stark contrast to 
the traditional assumption that “it was always seafarers 
that were looked on as the culprit,” he adds.

“People tend to say ‘why did the seafarer open that 
valve?’ rather than thinking ‘how can something break 
when it shouldn’t?’ We’ve created an environment 
where seafarers have no choice but to fail. When 
you have a 150kg hook connected to an eight-tonne 
lifeboat on a 150,000 dwt ship moving around on the 
ocean, it’s hardly surprising that people get injured” he 
says. As a concrete step forward, InterManager now 
participates in the Industry Lifeboat Group (ILG), which 
is chaired by the International Chamber of Shipping 

and also includes flag administrations, class societies 
and equipment manufacturers. 

“We are urging stakeholders to look at the data and 
provide solutions based on statistics not gut feelings,” 
relates the Secretary General. “We are also trying to 
show the world that whatever we have done in the 
past 40 years to improve the lifeboat safety situation 
simply isn’t working.” 

Enclosed spaces

Then there is the problem of enclosed spaces, which 
continues to take an unacceptable toll on seafarers’ 
lives. “In 2018, a Member of InterManager suffered 
another fatal accident with five seafarers losing their 
lives,” Capt. Szymanski reports. “We asked: ‘Can we do 
something about this’? 

“We decided to do a survey among seafarers (and 
that was novel thinking because we didn’t go to 
ship owners) basically asking: ‘Why are you killing 
yourselves in enclosed spaces’?

“We received nearly 5,000 replies, 4,986 to be precise, 
which basically showed that seafarers are confused by 
conflicting regulations. This refers to IMO Regulation 
A. 1050(27) Revised Recommendations for Entering 
Enclosed Spaces Aboard Ships, which is in conflict with 
– or could be interpreted as such because it is vaguely 
written – many other codes.”

The issue hinges on whether or not to enter enclosed 
spaces wearing breathing apparatus (BA) sets, he 
explains. One rule suggests you shouldn’t enter a 
space if it’s unsafe, another that it’s ok if you do so 
wearing a BA set. “But you can’t work in a BA set,” 
points out Capt. Szymanski. “You only wear one to go 
and rescue someone in an emergency, not to work.” 
“And if you are wearing a BA set,” he continues, “you 
can’t enter spaces where the access measures only 
50cm x 80cm. So there are two incompatible sets of 
goals and seafarers are being asked to do something 
that is impossible.” Other most frequent complaints 
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were about the design of spaces, he relates, and the 
time pressure to complete tasks. For example: “If you 
have 18 tanks, 24 hours to mop them and only six deck 
crew, it just doesn’t add up.” 

One more, upon investigation of the issue it was found 
that “there were absolutely no statistics available 
because no one wanted to disclose them.”  As a result, 
the association has set itself the task of collecting 
data taken from the public domain and is now working 
on publicising the results, which the Secretary 
General says is “another very good example of what 
InterManager is all about.” 

We are grateful to InterManager for its knowledgeable input on a wide variety of maritime 
issues.  This includes not only safety at sea, but care for the welfare of Seafarers, the 
vast majority of whom are employed by ship and crew managers, the figure for which is 
currently touching 90% of the total

International Maritime Organization

http://www.bs-shipmanagement.com


“During my year as President at 
InterManager, or ISMA as it was then, the 
profession grew rapidly and shipowners 
grew accustomed to give their ship 
in management (crew only or full 
technical management) to professional 
shipowners. During these times, 
the shipowning profession changed 
quite substantially, with the arrival of 
institutional investors and tax investment 
schemes, that brought into the shipping 
world a new breed of shipowners, 
financially oriented, who did not have a 
tradition of ship operations. 

“These new owners were typical clients of 
InterManager members as they wanted 
a quality management: managers were 
chosen on the basis of their reputation 
(no longer on the basis of low budgets) 
and membership to InterManager was 
guaranteeing this quality.

“A regret? Yes, one. Notwithstanding 
my patient efforts [including later as 
General Secretary] I was not successful 
in convincing the various shipowners 
associations that we should work closely 
with them on solving the common 
problems that we face in the shipping 
industry. InterManager remained outside 
the ‘Round Table’ of shipping associations 
- what a pity, so much of our experience 
could have benefited the industry at large. 

“Now that InterManager is reaching its 
30th Anniversary, I would like to wish it luck 
and to extend a salute to the many friends 
that I still have in the profession.”

GUY MOREL   
PRESIDENT (1992-1993)   

http://www.intership-navigation.com
mailto:mail%40intership-navigation.com?subject=
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COMPETITIONCOMPETITION

CAN YOU HELP SAVE A LIFE?

Maritime safety

InterManager is joining the 
Nautical Institute and IMarEST to 

call on members of the shipping 
industry to help us to save lives by 
identifying innovative solutions to 
the dangers faced when working in 
enclosed spaces.

Many seafarers die each year when working onboard in 

enclosed spaces. Sometimes mistakes have been made – 

but what a price to pay for a momentary error or oversight!

Often, a closer examination of the circumstances can 

identify what caused the fateful decisions which led to loss 

of life. Perhaps the time allowed for the task was insufficient? 

The training given inadequate? The procedures unpractised? 

The confined space too restrictive to work safely in?

Whatever the reasons, as an industry we must pool 

our knowledge and experience to reduce the risks and 

prevent deaths in enclosed spaces. After all, surely our most 

important role at sea is to ensure our colleagues return 

home safely to their family and friends.

These deaths can and must be stopped. No-one should 

die carrying out their daily work.

26 is so young. Yet it was a birthday 2nd officer Robert Fisk never got the chance to celebrate.  
He died just two weeks before his 26th birthday after inhaling hydrogen sulphide.  
You see, Robert Fisk went to work in an enclosed space – and died.* 

*This example is a composite of several real-life incidents
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WHAT CAN YOU DO?

AWARDS AND PRIZES

HOW TO PARTICIPATE

Talk! You can share your experiences and your thoughts with us.

By pooling our collective knowledge we aim to identify solutions and procedures 

which can make working in enclosed spaces safer and help to avoid accidents. 

To raise awareness of the issues and to encourage seafarers, ship operators and shore staff to come forward and share their 

concerns and propose solutions, InterManager is working with the Nautical Institute and IMarEST to launch this competition. 

We believe that doing so will benefit everyone. Perhaps you and your colleagues could join forces and work as part of a 

team to identify key issues and suggest safer practices. By working together in this way we can all generate new ideas and 

solutions that can SAVE LIVES.

Sponsored by The Nautical Institute, InterManager and IMarEST, 

prizes will be awarded for the best solutions aimed at reducing 

the risks of enclosed space deaths.

Prizes will be awarded for the

• Best submission from an individual

• Best team submission from a team

• Best team submission from combined ship / shore team

• Bonus points will be awarded for cross discipline team 

entries and teams involving both ship and shore staff

Submit your entry to:   

Enclosedspacecomp@nautinst.org

The closing date is expected to be end January 2022  – 

please see Nautical Institute website www.nautinst.org for 

further details and latest updates.

This competition shines a spotlight on the importance of 

safety when working in and around enclosed spaces. Together 

we can stop people dying in the workplace.

We can save families from the trauma of losing a loved-one 

while at work. We can make your workplace better and safer!

However, we recognise that you are all busy people and 

in order to reward your time and effort there are prizes 

available for the most innovative and practical ideas to 

prevent deaths from entry into confined spaces.  

In shaping your proposal feel free to address any aspect 

of the confined spaces dilemma, from regulations and 

procedures to equipment, design and the use of technology. 

In fact the more innovative your proposal the better.

Your response can be creative too and will be accepted in 

any format which might include a report, a poster, a video or 

just an email – it’s up to you.

You may like to team up with your colleagues on board or 

ashore, so you can bounce ideas off each other (no more 

than four in a team please). Or you may prefer to steer a 

solo course. 

Either way we look forward to receiving your proposals by 

the closing date – which is expected to be at the end of 

January 2022.  The proposals will be judged by the following 

panel of experts and revealed at a special Nautical Institute 

‘confined spaces’ webinar in early 2022.

Entry is open to all maritime professionals.

More than 20 seafarers 
have lost their lives in 
Enclosed Space-related 
accidents over the past 12 
months. This is a trend that 
has occurred for the past 
20 years 

mailto:Enclosedspacecomp@nautinst.org
http://www.nautinst.org
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INTERCARGO extends its sincere congratulations to InterManager on the occasion of its 
30th birthday. Our Association applauds the contribution that InterManager has made 
and continues to make to the complex dynamic that is the shipping industry, and looks 
forward to many years of cooperation ahead.

NEWSNEWS

Project MARTHA 
A PRESCIENT WARNING

InterManager together with The 
Warsash Maritime Academy 

presented the findings of their 
joint seafarer fatigue study, Project 
MARTHA, to the International 
Maritime Organization (IMO) in 
early 2017.

Speaking at the presentation, Capt. Kuba Szymanski, 
Secretary General of InterManager, urged the 
maritime industry to take notice of the findings of the 
report, which highlighted growing levels of fatigue, 
particularly among Masters and Watch Keepers, and 
noted that motivation was a major factor in fatigue 
experienced by seafarers.

In particular, the report focused on fatigue’s effect 
on Masters, whose role on a ship is central to 
its performance. The project noted a number of 
reasons how a Master’s role differed from that of 
other crew members, including that they have more 
weekly work hours and suffer from mental fatigue 
rather than physical fatigue like other seafarers, 
leading to a cumulative effect of greater fatigue at 
the end of a contract.

Meanwhile, seafarers whose views were canvassed 
for the report pointed out that not being relieved 
on time was having an effect on motivation, with 
nearly 50% reporting that stress was higher at the 
end of a voyage.

The cultural differences Project MARTHA sought to 
examine threw up some interesting results, including a 
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Douglas Lang, who worked closely with 
the late Mr Underwood at Denholm Ship 
Management, recalls how ISMA’s ‘founding 
fathers’ first came together.

“Against a backdrop of Exxon Valdez and the 
‘Ships of Shame’, it was realised that all sectors 
of the industry had to clean up their act. During a 
late-night discussion between David Underwood 
of Denholm and John Spruyt of Wallem they 
contemplated an alliance of managers setting 
industry [shipmanagement] standards. 

“Although the rivalry between the managers was 
fierce, they hoped some could be united behind a 
common cause, so they decided to approach the 
five largest players at that time, namely: Barber, 
Columbia, Denholm, Hanseatic and Wallem. 

“Following a lot of diplomacy, Svein Solli, Otto 
Fritzner, David Underwood, Andreas Droussiotis 
and John Spruyt held a number of meetings to 
discuss the way forward. I don’t think they ever 
called themselves the ‘group of five’ but that is 
how they immediately became known.
 
“Their aim was to produce a standard for 
safe ship operation. In parallel, the IMO was 
developing its Annex 617 which morphed into 
the ISM Code eventually.
 
“Understandably there was some friction 
between those managers who were in the 
‘group of five’ and those that weren’t, the 
latter seeing the group as trying to impose 
standards and also competitively disadvantage 
them. Fortunately, good sense prevailed and 
discussions were started to create a more 
inclusive organisation for ship managers which 
launched as ISMA. 

“Apart from the membership fee it was a 
condition to operate, as a minimum, to the 
ISMA Code. An audit team was created between 
DnV, GL and LR – another first in terms of 
cooperation outside of IACS and probably the 
most difficult to achieve.”

DAVID UNDERWOOD  
PRESIDENT (1991-1992)  

5

clear divide between European and Chinese seafarers.
It was found that European seafarers worked fewer hours 
than their Chinese colleagues. For example, Chinese 
seafarers on dry bulk carriers worked an average of 15.11 
hours a day compared to European seafarers who worked an 
average 10.23 hours a day. As a result, there was evidence of 
higher levels of fatigue and stress in Chinese seafarers than 
in European seafarers. Addressing IMO delegates and invited 
guests at the presentation, Capt Szymanski said: “I sincerely 
hope the results of our research will be read and acted upon 
by ship managers and ship owners who will go on to revise 
their attitudes and procedures. 

“There are a number of ‘low-hanging fruit’ which, with a 
little adjustment, could make a big difference. These are 
not necessarily costly changes – such as having seafarers 
relieved on time and organising work onboard with humans 
and not regulations in mind, and engaging sea staff in 
decisions – empowering seafarers to take care of their lives 
more than today.

“Our people are our assets and we need to develop a 
strategy whereby shipping is once again seen as a career of 
choice for tomorrow’s young talented people.

“There is no avoiding the fact that the global fleet is 
increasing and more manpower is needed. However, we 
are demanding more from current seafarers rather than 
recruiting even more cadets into the market. Attracting 
new seafarers and retaining them will test the industry, but 
we cannot ignore these findings in making the industry an 
attractive place for aspiring seafarers.”

Occurring as it did three years before the onset of the Covid, 
Project MATHA can be seen as having first raised those 
concerns over timely crew changes and seafarer wellbeing and 
morale that have since come to the fore during the pandemic.  
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ICS is proud to have been part of InterManager’s foundation 30 years ago (as ISMA) 
providing the first secretariat when it evolved from the old ‘Group of Five’ and did so 
much, in its early days, to consolidate best practice among third party ship managers. 
This was when the concept of professional  ‘ship managers’ was still relatively new, and 
many shipowners remained sceptical about entrusting their assets to others. The ISM 
Code and STCW 95 then changed everything.  And look where ship management and 
InterManager are today! 

Simon Bennett, Deputy Secretary General , International Chamber of Shipping  

Co-ordinated Covid 
response 

InterManager has been at the 
forefront of efforts to ensure global 

recognition of seafarers as key workers 
in order to allow safe crew changes to 
take place, that maritime personnel 
are not disadvantaged when it comes 
to vaccinations, and that anyone 
falling sick whilst at sea receives the 
best possible medical treatment.

Early on in the pandemic a Maritime Champions 
Club was set up to acknowledge the efforts of ship 
managers and organisations in the repatriation of 
seafarers. An Open Letter was also addressed to the 
IMO Secretary-General protesting at restrictive crew 

change measures that were in place at certain points 
and pointing out the implications that this could have 
on the free flow of international trade.

More recently, InterManager members have pledged 
to go above and beyond international maritime 
regulatory requirements in their onboard provision of 
medical oxygen – to be better able to save the lives 
of crew at sea.

The move followed a life-threatening scenario when a 
seafarer suffering from Covid-19 almost died during 
a long ocean crossing due to a shortage of oxygen. 
InterManager discussed the situation internally 
and it was unanimously agreed to double their 
onboard provision of oxygen from the standard one 
40 litre cylinder to two. Members also recommend 
stocking oxygen concentrators which can provide a 
continuous flow.
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Announcing the new measure, InterManager 
President Mark O’Neil explained: “This distressing 
incident highlighted the shortcomings of the existing 
requirement for onboard oxygen, particularly when 
dealing with Covid-19 which can have very serious 
respiratory effects.

“Crossing the Pacific Ocean can take 12 days, and it’s 
seven to eight days to cross the Atlantic. One cylinder 
of oxygen would not last that long in a medical 
emergency, which would result in crew members 
having to ration a patient as they desperately tried 
to keep them alive until shore could be reached or a 
medivac arranged.”

He continued: “I’m very grateful to Anglo Eastern for 
highlighting this issue. It was a matter InterManager 
members took very seriously and responded to 
immediately with decisive action. We believe the 
regulations are not adequate and we need to do more 
to safeguard the lives of our crew.”

Working with the procurement platform GenPro, 
Columbia has secured a low price for InterManager 
members to obtain oxygen concentrators and 
cylinders on a bulk-buy no-profit deal. InterManager 
members are advised to contact the InterManager 
Secretary General or speak with GenPro directly for 
further details.  

InterManager’s 30 years anniversary is testament to the fact that ship managers provide 
a key service to the shipping industry and has established a framework for managers to 
work together on important topics including crew change and well-being. BIMCO wishes 
InterManager all the best for the next 30 years.

David Loosley, BIMCO Secretary General and CEO 

http://www.nsml.com
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To promote greater 
awareness of the 

importance of shipping 
and the maritime career 
opportunities it presents, 
InterManager actively 
promotes the Adopt a Ship 
programme for schools and 
offers information packs 
and teaching aids as a 
free tool to members and 
interested parties. 

Adopt a Ship was initiated by the 
Cyprus Shipping Chamber (CSC), and 
is implemented together with the 
Cyprus Marine Environment Protection 
Association (CYMEPA), in 2006 to forge 
links between elementary schools and 
seafarers onboard ships operated by 
CSC members.

Assisted by InterManager and its 
members, the programme expanded 

into the Philippines, Poland, India and 
Greece in 2017 and 2018. Today some 
90 ships now participate in the Cyprus 
programme, with more than 20 vessels 
taking part in the Polish programme. 
Students take part from schools, 
colleges and orphanages, and now some 
40,000 children are taking part in Adopt 
A Ship programmes around the world.

Versions of the programme vary 
from country to country but are 
usually based around a senior officer 
(usually the Captain) onboard a ship 
exchanging a short email message 
with a school classroom or orphanage 
centre (via a teacher or administrator) 
once a week. The children are given 
a 2×3 metre world map showing 
sea lanes that they use to track the 
movement of that ship, and they are 
able, via their teacher, to ask questions 
of the Captain or crew to find out more 
about life at sea.  

Further information on the Adopt a 
Ship programme is available on the 
InterManager website.

Adopt a Ship
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TIMELINE OF PRESIDENTSTIMELINE OF PRESIDENTS

1991 – 1992
DAVID UNDERWOOD  
(DENHOLM SHIP  
MANAGEMENT)

1995 – 1997
OLAV EEK  
THORSTENSEN  
(THOME SHIP  
MANAGEMENT)

1999 – 2001
PETER CREMERS  
(ANGLO EASTERN  
SHIP MANAGEMENT)

1993 – 1995
JOACHIM MEYER  
(HANSEATIC SHIPPING)

1992 – 1993
GUY MOREL  
(V.SHIPS)

1997 – 1999
HARRY GILBERT  
(WALLEM SHIP  
MANAGEMENT)

2001 – 2003
DIRK FRY  
(COLUMBIA 
SHIPMANAGEMENT)
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TIMELINE OF PRESIDENTSTIMELINE OF PRESIDENTS
2010 – 2012
ALASTAIR EVITT 
(MERIDIAN MARINE 
MANAGEMENT)

1999 – 2001
PETER CREMERS  
(ANGLO EASTERN  
SHIP MANAGEMENT)

2001 – 2003
DIRK FRY  
(COLUMBIA 
SHIPMANAGEMENT)

2008 – 2010
ROBERTO GIORGI  
(V.SHIPS)

2016 – 2020
BJØRN JEBSEN 
(ABOITIZJEBSEN)

2006 – 2008
OLE STENE  
(ABOITIZ JEBSEN)

2012 – 2016
GERARDO BORROMEO 
(PHILIPPINE  
TRANSMARINE  
CARRIERS)

2020 – PRESENT
MARK O’NEIL  

(COLUMBIA  
SHIPMANAGEMENT)

2003 – 2006
RAJAISH BAJPAEE  
(EURASIA 
SHIPMANAGEMENT)



From the  
Founding Fathers to 
InterManager today 
THE ROAD TO SUCCESS
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On behalf of our members and the whole team at INTERTANKO, we extend our warmest 
congratulations to InterManager on reaching this significant milestone. Thank you for 
making our industry better and safer and for the extensive collaboration on anything from 
security to seafarer welfare during the pandemic. Here’s to the next 30 years!

What five men from five leading 
shipmanagement companies 

created 30 years ago led to a complete 
shake-up of the industry and built 
the foundation stones to help shape 
InterManager into the success it is today.

InterManager has gone through many ups and downs 
since it was first inaugurated in 1991 when the 
‘founding fathers’ put their individual interests to one 
side and came together in a bid to improve the quality, 
safety and reliability of the shipmanagement industry.

The ‘group of five’, who created what was originally 
known as the International Ship Managers’ 

Association (ISMA) was made up of Barber 
International, Columbia Shipmanagement, Denholm 
Ship Management, Hanseatic Shipping Company, and 
Westcol International Marine.

However, the initiative was not welcomed with open 
arms immediately by the sector, its leaders initially 
came in for criticism and were accused of creating a 
cartel - a claim that has always been baseless.

Despite the backlash, the five companies pressed ahead 
and drafted a Code of Ship Management Standards, 
the first quality shipmanagement system in shipping, 
and then went on to form the association, the code 
becoming known as the ISMA Code.  Membership to the 
association was reliant on companies’ ability to comply 
with the requirements set out in the code.   

continues on page 27



“The challenges when I took over as President 
lay in the fact that for the first time a very 
competitive group of people and companies 
were trying to do something together for the 
good of the industry. Examples of this were the 
ISMA Code itself but also other novelties where 
we tried to do things that previously might have 
been thought of as ‘secrets’.

“One of the subjects closest to my heart was 
bringing higher standards in terms of training, 
safety and a reduced number of accidents. By 
achieving this I thought we might be able to 
approach the insurance industry and receive 
more favourable terms as ship managers 
abiding by the ISMA Code. 

“I can’t say I succeeded in terms of any sharing 
of hard accident data but at least we as ship 
managers had regular meetings and exchanged 
views and were able to get a clear view that 
there was an improving safety trend, and maybe 
that triggered a new approach by making the 
first steps towards fostering a less hostile and 
competitive way of thinking.

“Today not only ship managers, but the shipping 
industry as a whole, faces unprecedented 
challenges in terms of the environment and 
the effects of Covid on areas such as crew 
changes, things that have never weighed so 
heavily before. I am a natural optimist but I 
believe it will require an even greater spirit of 
collaboration, and that nobody will benefit more 
than the companies themselves.”

JOACHIM MEYER    
PRESIDENT (1993-1995)    

http://www.oceantg.com
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http://www.exmarshipmanagement.com


27

“When ISMA was established 30 years ago by the 
‘group of five,’ the basis for the association and 
the main focus area was quality management and 
quality assurance and the so-called ISMA Code 
was introduced which again then became the 
forerunner for the ISM Code.

“Under my Presidency we started to focus on 
the most important asset in any ship owning 
company and ship management company - the 
people/seafarers, and in this respect focusing 
on competence building and investment in 
human capital.

“Over the years, it has been and still is a shortage 
of crew and in particular officers. One of the tasks 
of InterManager to attract young people to join 
the industry, was to improve the image of the 
industry and its impact on recruitment – strong 
image to attract new entrances. ‘Ships don’t move 
cargo, people do.’

“We also focused on improving working life 
onboard, motivation and respect, and tried 
to ensure that crew members onboard were 
equal to their onshore peers in respect of 
career opportunities. 

“In addition, InterManager also worked on 
building partnerships between shipowners and 
ship managers when it came to competence 
building and retention. InterManager participated 
in the revision of BIMCO Ship Man and BIMCO 
Crew Man.

“In today’s shipping world, I believe that 
InterManager with its tasks and focus has a great 
future and potential to improve the quality of the 
shipping industry, which we have seen with the 
contribution that InterManager has made 
during these very difficult coronavirus 
times, and I wish InterManager all 
success in the future.”

OLE STENE      
PRESIDENT (2006-2008)      

The first President to take on the running of ISMA, from 
1991-1992, was David Underwood who sadly has passed 
away. Following him, the Association has gone on to have 
another 12 Presidents who have led it through its first 
three decades.

The idea to create the ISMA Code was born as 
shipmanagement was emerging as an industry in its own 
right and was receiving what was perceived as unfair 
criticism. At the time, industry representatives believed 
that ship managers were being used as scapegoats for 
an apparent deterioration in shipping standards. With 
the entry standard for people joining the industry very 
low at the time, it was a challenge to fight back against 
the criticism, President Rajaish Bajpaee recalls. (see 
separate box)

Despite ISMA’s efforts to bring the shipmanagement 
industry together as one to improve standards the idea 
was not universally welcomed in the early days. Dr 
Malcom Willingale, formerly of V.Ships and co-author of 
the mid-1990s textbook ‘Ship Management’,  recalls the 
early scepticism by some towards ISMA’s vision. 
“The initial announcement by the founding members 
of ISMA to launch its new quality ship management 
code came at a challenging time for third party 
shipmanagement,” he says. “In the early 1990s, when 
I joined V.Ships as one of the leading ship managers, I 
recall that criticisms of third party ship managers included 
a perceived lack of transparency, limited resources 
dedicated to raising operating standards and a belief that 
ship managers were too good at keeping bad ship owners 
in business.

“Against this background, the ISMA initiative was not 
universally popular. Those independent ship managers 
such as V.Ships which were excluded from the initial 
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“I have been lucky over the years through my 
position at Columbia Shipmanagement to be able 
to have been instrumental in the establishment of 
the Quality Code, later to be adopted as the ISMA 
Code, to promote quality assurance in shipping. We 
wanted to make a difference in shipping and are 
proud to have helped found InterManager, or ISMA 
as it was then, in 1991.

“As President of ISMA, I would say that the most 
challenging question was: ‘In view of being a 
global business, are we doing enough to meet the 
environmental concerns and the general raising of 
standards on a global basis?’

“It was then very rewarding that in 2003 during 
my tenure as President, the KPI project was 
born, a collaboration between InterManager, the 
research and consultancy group, Marintek, Wilh.
Wilhelmshaven ASA and the Norwegian Research 
Council.  

“Concluding, I would like to say that InterManager 
has come quite a long way in the past 30 years 
and is now an international establishment of the 
shipping industry. I would like to wish InterManager 
continuous growth and success in serving to 
improve the shipping industry.”

DIRK FRY    
PRESIDENT (2001-2003)

discussions by the founding members – often referred 
to as the ‘gang of five’ – viewed the formation of ISMA 
with suspicion.”

The code triggered a movement within the industry that 
continues today, with classification societies creating their 
own codes, and the International Maritime Organization 
adopting its own ISM Code as a mandatory requirement 
for flag states. Also, implementation of the ISMA Code 
didn’t come without its teething problems, as potential 
members struggled to meet the requirements set out in 
the complex code. 

Dr Willingale explains how V.Ships, which by now had 
agreed to join ISMA,  struggled with its involvement in the 
early days. “Once we had engaged, the magnitude of the 
challenge ISMA was attempting to address became all too 
apparent. For, however clear the wording of the ISMA Code 
appeared on paper, the interpretation of what it actually 
required meant different things to different people. 

“I recall in particular, a painful visit to our office in Limassol 
to assist in our initial external audit. It soon became 
readily apparent that the three Class Societies – DNV, 
LR and GL – appointed to conduct external certification 
audits had very different views on interpretation. Without 
naming names, one society took a pragmatic view, one an 
extremely bureaucratic one, while the third member was 
keen to promote a different route entirely, supported by 
extensive consulting fees. Not surprisingly, the end result 
was a negative one which didn’t go down well with our staff 
in the different departments who took issue with a number 
of observations and non-compliances.”

Despite these teething troubles, he concludes, “I have 
fond memories of the early years of ISMA. It provided a 
means to collaborate rather than compete in a number of 
key areas and the Code, while far from perfect, did help to 
pave the way for the introduction of the IMO’s ISM Code 
later in the same decade.”

Once the ISMA and ISM Codes had been established, the 
Association started to shift its focus onto becoming a 
representative voice for the whole industry and working on 
behalf of all ship managers across the sector. 

Former President Joachim Meyer (1993-95) remembers 
the novelty of competitors openly discussing what were 
previously thought of as ‘secrets’, while later President 
Peter Cremers (1999-2001) remarks on the unique 
‘togtherness’ and ‘purposeful agenda’ of a group of 
industry professional working together to discuss issues 
and potential solutions (see separate boxes). 

In 2003, the association played a leading role in an 
industry-wide initiative. The Key Performance Indicators 
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(KPI) project was a set of standardised performance 
indicators that was developed as an incentive 
to improve the reputation of the still fairly new 
shipmanagement sector. 

The aim was to develop a standardised tool for 
communicating operational performance in a 
transparent manner using a set of mathematical 
KPIs measured on a performance scale from zero to 
100. Examples of where the performance indicators 
were applied includes: budget performance, crew 
disciplinary frequency and contained spills. The 
project has since been passed over to BIMCO, 
which has pledged to ensure the system’s ongoing 

development will take into account the broader needs 
of shipowners and operators as part of the continued 
development of the KPI standard.

After five years of development, including input 
from influential stakeholders such as BIMCO, 
INTERTANKO, INTERCARGO, ICS, OCIMF and the 
IMO, the system and its corresponding set of 
quality standards were unveiled for the first time at 
InterManager’s AGM in November 2010.

Following its launch in 2011, the project 
went from strength to strength, receiving 
endorsements from the European Commission, 

Ship Managers are the most vibrant, professional and creative part of the shipping 
community and InterManager does a great job of representing them in so many industry 
fora. IMEC and InterManager share quite a few Members and for this reason our objectives 
are often aligned and we, more than any other association, see the difference they make 
on the ground rather than in meeting rooms. I would like to congratulate InterManager and 
Kuba in particular, on such an auspicious anniversary and wish them all the best in their, 
next ‘crusade’. 

Francesco Gargiulo, Chief Executive Officer, International Maritime Employers’ Council Ltd.

http://www.ics-shipping.org


the International Federation of Shipmasters’ 
Associations (IFSMA), the Nautical Institute and 
the IMO, for shaping not only the way that the 
shipmanagement sector operated, but also the 
way in which it was perceived.

Former President (1992-93) and later General 
Secretary (2007-10) Guy Morel recalls the KPI 
project and viewed it as great progress in the 
InterManager story. “I am proud to say that 
InterManager was the first body to seriously 
work on the subject of introducing KPIs in ship 
operations. 

“A long collaboration with the University of 
Trondheim led us to create and present the first 
ever coherent set of Shipping KPIs, and I am very 
proud of this achievement. This was a common 
work of many of our members and I am thankful 
to them for their enthusiasm and time investment 
in this project. 

“When I retired from InterManager, our Executive 
Committee realised that the implementation of a 
shipping-wide KPI computerised system would 
require resources that InterManager did not have. 
We therefore approached BIMCO, with its strong 
financial resources, and agreed with them that they 
would take over the task of distributing the system to 
the shipping world. This is what they have done with 
success. Long live the Shipping KPIs!”

Later President (2012-16) Gerardo Borromeo 
believes the Association’s introduction of KPIs was 
“one of its most important contributions to driving 
enhanced operating standards establishing, for the 
first time, a platform to allow the benchmarking 
of results versus objectives. This effort ushered 
into use data analytics, which today has become 
the symbol of efficiency in almost all aspects of 
business and economics” (see also box).  

Meanwhile, in 2005 the Association had taken the 
decision to change its direction and name in a 
bold move to increase membership and become 
more inclusive, signalling a turning point for ISMA. 
It relaunched as InterManager, with the new aim 
of being a trade association for all ship managers 
(including in-house as well as third party) crew 
managers and other shipping-related entities.

Since its inception in 1991 ISMA had faced 
heavy criticism from leading figures in the 
shipmanagement industry over its failure to 
secure membership from the big companies in the 

continues on page 34



“When I was elected President of ISMA in the 1990s 
the Code of Ship Management Practice was well 
established. The Code had been developed by the 
‘founding fathers’ of ISMA in order to establish a 
common, auditable standard of ship management 
practice.

“The ISMA Code preceded the mandatory ISM Code 
and once the IMO Code had been implemented 
the raison d’être for the ISMA Code, and indeed 
ISMA itself, was questioned. Ideas were considered 
such as sharing training facilities, common 
purchasing platforms and other shared services but 
unfortunately ship managers are very competitive 
and none of these ideas were taken up.

“It did however become obvious that ship managers 
needed and deserved a voice in the shipping industry 
and ISMA, and later InterManager, became that 
voice in the same way that Intercargo and Intertanko 
are voices and influencers for dry cargo and tanker 
owners.”

HARRY GILBERT     
PRESIDENT (1997-1999)      

On behalf of the Cyprus Shipping 
Chamber we offer our sincere 
congratulations to InterManager 
on the occasion of completing 30 
successful years in representing 
and servicing the needs of the ship 
management industry globally 
and we warmly wish InterManager 
similar, if not bigger, future success.
 
Since its establishment, 
InterManager has indeed been 
an important associate of our 
Shipping Chamber and its Member-
companies. We also we take 
particular pride in having the 
CEO of our Chamber’s Member-
company as the current President 
of InterManager and we look 
forward to continuing our excellent 
cooperation in the years to come. 

Cyprus Shipping Chamber

http://www.itic-insure.com


“How time flies! Thirty years is quite the milestone, 
so please accept my heartiest congratulations on 
InterManager’s 30th anniversary this year.

“ISMA, as it was known back then, stood at the 
cradle of an infant ship management industry that 
was slowly but steadily carving a role for itself in 
the shipping space – a role that has continued 
to grow and mature ever since. The novel idea to 
introduce quality assurance principles, systems and 
standards to manage ships was undoubtedly kick-
started then and there.

 “We, as ship managers, wanted to make a 
difference – not only by offering competitive 
crewing solutions, but more so by driving and 
delivering a quality, value-added service as the 
main differentiator. What was certainly unusual and 
unique in those days, for me at least, was seeing 
industry professionals seated together around one 
table, discussing common problems and solutions, 
whilst the bosses were out there fighting for market 
share.

 “It was this ‘togetherness’ that has served our 
industry well. As with most associations, a united 
front is often more important than the agenda, and 
at ISMA, we were fortunate to have both unity as 
well as a clear, purposeful agenda to make ship 
managers the trusted, value-added partners of 
shipowners that we are today.”

PETER CREMERS    
PRESIDENT (1999-2001) 
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“My Congratulations to InterManager on its 30th 
birthday. Looking back at the turbulent period from 
mid- to late-1980s when the shipping industry was 
in a crisis and a ‘blame game’ was on, a lot of that 
blame was heaped on the nascent third-party ship 
management industry through naming and shaming 
publicly with such remarks as the ‘cowboys’ of the 
shipping industry. 

“I joined the association at the outset on the 
invitation of Capt. Meyer and was involved in the 
work of the Code Committee first as a member and 
later as its chairman. The strict, independent, and 
impartial audit by the Audit Body, comprising three 
leading classification societies, ensured compliance 
to the ISMA Code which became the sole criteria for 
maintaining membership status.  

“The realisation of the gap in the regulatory regime 
identified through the root cause analysis of some 
major accidents involving the loss of life, led to the 
IMO legislating a safety management code (ISM) 
in 1993 which became mandatory from 1998. Soon 
ISMA members began to question the need for 
the additional costs of auditing which resulted in 
shrinking membership of ISMA. Something had to 
be done and soon. 

“This was the trigger for the Shipping KPI initiative 
– conceptualised, planned, and executed during 
my more than one term of Presidency. During the 
same period, I presided over the transformation 
of the association from a ‘cozy club’ to a ‘trade 
association’, combined with a new name and new 
logo. This could not have been possible without 
the initiative of Roberto Giorgi and the unflinching 
support of my fellow board members. ISMA was 
reborn as InterManager.”

RAJAISH BAJPAEE     
PRESIDENT (2003-2006)
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“When I started my role as President of 
InterManager my main challenges were promoting 
and raising the profile of the association with a 
much stronger focus on the people/seafarers’ 
condition standards and how we could enhance 
their important role in the global economy. 

“I consider the main achievements, aside the 
KPI project development, were directed towards 
people issues, such as the campaigning 
against piracy, the strong crusade against crew 
criminalisation and the continued open defense of 
seafarers’ rights.

“There are a number of memories which one day I 
shall share but definitely one of the best moments 
was the release of the two Indian officers wrongly 
detained in South Korea for the Hebei Spirit affair. 
On this issue I would like to thank not only Mr 
Skuld on a great job but also Kitack Lim, in his 
former role [at Port of Busan]. That campaign, 
which we led together with V.Ships, was fully 
supported at global level by all the maritime 
associations.

“Despite all the fully combined efforts by all the 
associations during the last 10 years, still there 
is a lot we need to do to raise the important 
role of our seafarers. The Covid-19 emergency 
demonstrates how fragile and unchanged the 
sector is, regarding the important work of our 
crew. I strongly suggest that InterManager and all 
the other international bodies should concentrate 
on improving the recognition for the role of the 
crew at a level of ‘essential workers’, with all the 
benefits involved. The global economy depends 
on sea transportation – and people are essential.”

“I would first like to congratulate InterManager on 
its 30-year anniversary and salute the men and 
women that have worked with and supported the 
organisation during these 30 years.  
 
“Jebsens has been an active supporter of 
InterManager from its foundation as ISMA. We 
have always believed that quality of service and 
operation is critical for a successful, safe and 
responsible shipping business. The establishment 
of ISMA was a key step in introducing universal 
quality standards to the ship management 
business in the form of the ISM Code and ISO 
Standards. 
 
“For an organisation like InterManager to be an 
effective and influential promoter of the interests 
of the ship management industry, it is important 
to have a membership that reflects a large part of 
the business. As a former President I can say that 
it has been a challenge to get the backing of some 
of the larger ship management companies. Not an 
unusual ‘common good’ problem.

“This being said, the development over the last 
12-18 months has been very positive with several 
new members joining. So, a job well done by the 
management of InterManager.     
 
“The Covid crisis has shown the importance of 
having the ship management companies work 
together to solve our common challenges. The 
recent ‘One Voice’ initiative will hopefully get the 
support of the entire maritime industry. Working 
together, we can be ‘Stronger Together’ and 
contribute to a robust, safe, and sustainable 
business for the future.”

ROBERTO GIORGI     
PRESIDENT (2008-2010)      

BJØRN JEBSEN      
PRESIDENT (2016-2020)  
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industry. The association had just 13 full 
members and 14 associates on its books 
at the time of its relaunch. 

Mr Morel returned to the association 
as Secretary General amid fears from 
members that the association was 
dying. At the time InterManager was 
trying to form close relationships with 
ship owner members as it felt the goals 
of ISMA were too similar to others 
like INTERCARGO, INTERTANKO and 
BIMCO. With its new name and new 
direction, the association managed 
to align itself with a number of ship 
owner groups.  Things started to look 
up and after a lot of promotion and 
encouragement to join the association, 
InterManager began to see an influx of 
new members signing up.

Following its relaunch, InterManager’s 
focus started to shift towards the human 
element, including crew welfare and 
competence building. Part of this was to 
support existing crew manager members 
and attract new ones, particularly in the 
Philippines which supplied more than 
30% of the seafarers to the international 
fleet, former President Ole Stene (2006-
08) recalls (see box).

InterManager really came into its 
own and showed how it can lead the 
shipmanagement industry at times of 
crisis when two seafarers were arrested 
and held in South Korea following a 
collision. In December 2007, a tug-towed 
crane barge owned by Samsung Heavy 

mailto:sales%40tms-fla.com?subject=
http://www.tms-fla.com


“From its inception, InterManager set out to raise 
the standards of shipmanagement in terms of 
global best practices, while moving to enhance 
the overall image of ship managers as reliable and 
strategic partners of this very dynamic industry; 
an industry which unfortunately the general public 
does not get to always fully appreciate. 

“While it can be viewed as one of its continuing 
challenges – that of ensuring the relevance 
and strategic importance of third party 
shipmanagement services – for InterManager, 
this has been its opportunity to shine, reinforcing 
its invaluable role to the maritime industry.   

 “As a global trade association, we can be very 
proud of the way that InterManager has punched 
way above its weight, particularly in its meaningful 
contributions through engaged discussions at the 
IMO, as well as in other industry fora. 

“On the occasion of its 30th Anniversary, 
I would like to offer a toast to Mark O’Neil 
– InterManager’s current President, for his 
creative leadership, to Capt. Kuba Szymanksi, 
the indefatigable Secretary General of the 
association, as the yeoman who ensures that 
InterManager’s lights never go out 24/7. It is 
through their dedicated efforts that InterManager 
is stronger today than it has ever been – a shining 
beacon of how quality shipmanagement can 
make a difference to the maritime industry.
  
 “And to the entire membership of InterManager, 
a big thank you for the continued belief and 
support of this trade association. Your combined 
involvement has helped shape and defined the 
dynamic and purposeful association that is 
InterManager.”

GERARDO (‘DITO’) 
BORROMEO      
PRESIDENT (2012-2016)      

Industries lurched towards the anchored Hebei Spirit, a 
Hong Kong-registered oil tanker, and punched three holes 
into her hull, causing some 10,800 tonnes of oil to leak 
out. As a result the Captains of the tug, as well as the 
Hebei Spirit’s Captain and Chief Officer, were arrested and 
held in South Korea, pending a trial.

A first judgement saw the two crew members acquitted 
but they were forced to stay in South Korea as 
prosecutors appealed against the decision. In December 
2009, 12 months after the incident, the Court of Appeal 
reversed the ruling and the men were sentenced to 12 
and 18 months in prison. The shipmanagement industry 
was hugely critical of the way these two hardworking 
crew members had been detained in South Korea.

Appalled at the imprisonment of the seafarers, 
InterManager led protests against the injustices, with a 
number of initiatives. These included:

• Encouraging all seafarers from all members to 
send a personal message of protest to the Korean 
authorities;

•  Adding a clause to any contract InterManager 
members agreed with Korean firms, indicating that 
both parties supported the legitimate request for 
freedom of the two seafarers; 

• Appealing to the Human Rights Commission of the 
United Nations for it to intervene with the Korean 
Government.

InterManager has been heavily involved in a number of other 
initiatives to help improve the safety and welfare of seafarers, 
including enclosed spaces deaths, onboard alarms, seafarer 
fatigue, the single window system, and paperless shipping, to 
name but a few (see previous sections).

In 2011, InterManager joined other associations, 
including BIMCO, ICS, INTERCARGO and INTERTANKO, 
in launching the Save Our Seafarers campaign. The 



“There were a number of high points and challenges 
during my tenure as President from 2010 to 2012.

“The ‘horror’ of piracy dominated my term as 
President of InterManager but in that capacity I was 
fortunate enough to be invited to chair the ‘Save our 
Seafarers’ (SOS) campaign. SOS was a pan industry 
initiative to raise governmental awareness of the 
atrocities and consequences of piracy in the Indian 
Ocean.  

“This was probably the first time that all the 
recognised international shipping representatives 
(ICS, ITF, IMEC, BIMCO, INTERTANKO, INTERCARGO, 
InterManager, P&I Clubs and many more) united in a 
common cause. I was honoured to accept, on behalf 
of SOS, a ‘special’ Seatrade Award at the Guildhall 
in London and given the opportunity to address the 
awards ceremony.

“It was a very rewarding and proud moment for 
InterManager and showed what we, the maritime 
industry, can achieve when we all work together and 
pull in the same direction.”  

ALISTAIR EVITT      
PRESIDENT (2010-2012) 

We very much welcome the opportunity to celebrate the 30-year anniversary of 
InterManager. For many years the ITF and InterManager have worked on a collaborative 
basis for the benefit of the world’s seafarers so that best practice for ship managers is 
promoted worldwide. In particular, the InterManager Secretary General, Kuba Szymanski, 
has worked closely with the ITF on a number of projects, and he is a passionate advocate 
for seafarers. 
Steve Yandell, Assistant Coordinator, ITF Seafarers and Inland Navigation
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initiative was aimed at encouraging millions of people 
around the world to put pressure on their national 
Governments to crack down on piracy. At the time of 
the launch, 225 seafarers were being held hostage by 
pirates, remembers then InterManager President Alistair 
Evitt (see box). 

More recently, InterManager has been focusing on the 
recruitment of seafarers, encouraging young people into 
the industry and the welfare of crew members. Seafarer 
fatigue has been an area of focus for InterManager, and in 
2017 the association revealed the findings of its MARTHA 
fatigue study to the IMO with the aim of highlighting how 
the issue should be tackled at a global level.

One of the biggest challenges to hit the sector in recent 
years has been the Covid-19 pandemic that saw the 
world come to a shocking standstill in 2020. Crew 
members were left in crisis as many were stuck onboard 
for months at a time, due to a reduction in crew changes 
and port lockdowns. InterManager has been working on 
behalf of crew members since the pandemic began. This 
vital work continues as it fights for vaccination roll-outs 
for all seafarers. 

InterManager is currently working with the IMO and other 
NGOs in speeding up international efforts to enable 
vaccinations to be available to all seafarers globally.

It is no exaggeration to say that over the past 30 years, 
InterManager has truly revolutionised ship and crew 
management As the only organisation dedicated to 
representing these sectors, it is internationally recognised 
for working on behalf of members to ensure their views 
and needs are considered within the worldwide maritime 
industry. There is no doubt that the challenges it faced in 
its early days have helped shape the association into the 
success it is today. Through the hard work and dedication 
of all 14 Presidents and the secretariat over the previous 
three decades, it has earned its position as the well-
respected, leading voice of shipmanagement.  
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Two years after the car carrier Golden Ray fell on her 

side as she left the US East Coast port of Brunswick, 

and with the salvors removing the last portions of 

the ship, the report into why this calamity happened has 

been published. There may be few real surprises in the 

National Transportation Safety Board’s conclusions – the 

lack of stability clearly was the obvious culprit - but there 

is a lot of insight as to why this happened, which ought to 

resonate with a wider maritime audience than just those 

who haul automobiles for a living.

Fundamentally, the accident occurred because the chief 

officer, responsible for the cargo plan, the stability of the ship, 

the loading and securing of the cargo and a whole lot else, had 

badly miscalculated over the ballasting of the ship. He failed 

to properly use the loading computer – which ought to have 

warned him that things were “not OK” -  and as he was the only 

person aboard who could work the device, there was nobody 

available to check his working. Indeed, the mate’s inability to 

compute the stability correctly could have resulted in the ship 

coming to grief on earlier voyages. 

But on this occasion, the ship left port with inadequate 

stability and to everyone’s alarm, fell on her side as she 

negotiated a tight bend in the channel, with insufficient righting 

energy to counter the heeling moment. Inflooding through 

an open pilot door and watertight doors being open did not 

exactly help the immediate situation, as the ship settled on its 

side.  Two of those aboard were injured and four crew members 

were trapped for 40 hours before rescuers cut a hole in the side 

and dragged them out, and since all that drama, several million 

dollars have been spent in cutting up the wreck in situ. The ship, 

and its entire cargo, have ended up as scrap.

The report emphasises the accident as one where a “single 

point of failure” was really responsible, with nobody apparently 

alerted to the vulnerabilities of this type of multi-decked car 

carrier. You might think that other stability glitches with car 

carriers, all of them well-publicised, might have registered 

somewhere in the management, rather than leaving so much 

potential for disaster on the shoulders of the poor old mate. 

We might also broaden the conclusions by asking whether 

the disaster was heavily influenced by the insistence on everyone, 

involved with the movement of ships through ports and 

terminals, being in such a tearing hurry. The huge ship turned 

around in five hours. The cargo plan didn’t show actual weights 

– only estimates, while the final plan was helpfully mailed to the 

ship two hours after she sailed, by which time Golden Ray had 

capsized. We read that only an hour elapsed between cargo 

being completed and the ship getting under way. With such 

practices, and such a ferocious schedule, you might argue that 

there just wasn’t enough time to check anything, even if the will 

and personnel were there. 

It might also be suggested that such accidents might 

be expected when the whole emphasis is on getting ships 

in and out of ports fast, perhaps to make up for their 

slower sea passages as they save the planet by lower fuel 

consumption. In some ports they fine pilots for taking too 

long to get a ship alongside – then wonder why they bring 

down container cranes. Hurrying to get away could be a 

serious contributor to improperly lashed boxes falling over 

the side when the weather cuts up rough, while you can find 

endless examples of collisions or stranding where short cuts 

were taken, or people were too impatient to wait safely for 

another ship to exit a channel or tight bend. Masters are 

persuaded to leave safe anchorages in marginal weather 

conditions and get their ships washed ashore, or somehow 

manage to block up the Suez Canal for a week, because 

they just don’t dare to wait. A little less haste and more 

time to weigh up the situation (or the cargo weights) might 

save an awful lot of grief.  l

Speeding to disaster
By Michael Grey, MBE, an internationally respected maritime commentator

Alternative Viewpoint
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Take control –  
navigating CII,  
costs and shipping’s 
sustainable horizon
In a landscape of ever-increasing complexity, with constantly evolving 
requirements for owners, operators and charterers, how can you plot  
your route ahead with confidence? Understanding performance,  
says Jacob Clausen, MD of NAVTOR Denmark, is the key to success

You don’t need me to tell you that shipping is 

undergoing a transformation like never before. 

With stringent IMO decarbonisation targets, a 

new breed of national emission requirements (in the UK 

and China for example), individual and collective goals for 

carbon neutrality, added to looming industry regulations 

- and here the Carbon Intensity Indicator (CII) rating takes 

centre stage - the pressure is well and truly on. 

And let’s not forget the lending ramifications of this 

shift towards sustainability, with initiatives such as the 

Poseidon Principles and Annual Efficiency Rating (AER). 

If your vessels aren’t delivering acceptable efficiency 

ratings now, then they’d better start (slow) steaming in 

that direction soon. A failure to do so will result in lower 

employment of vessels and higher interest rates or, in the 

worst cases, a complete lack of access to future finances.

So, how can you simplify this complexity? How can 

you unlock efficiency, compliance and a sense of control 

from confusion?

The key lies in understanding, and acting upon, performance.

Platform to perform

Effectively managing the performance of your fleet 

delivers the ability to reduce fuel consumption, decrease 

OPEX, cut emissions, meet environmental and charter 

party goals, and comply with regulations. But it can 

be challenging to achieve a meaningful overview and 

determine actionable insights.

For one thing, you need to have access to data in 

‘real-time’ from your vessels. That way you can monitor 

performance in relation to set limits and take corrective 

action as soon as it’s needed, rather than after ‘the 

damage’ has been done. Proact rather than react. 

Secondly, the data has to reliable, high quality intelligence. 

Any action you take as a result is only ever going to be as 

good as the original data, so decision maker be aware!

No more silos

Step one is implementing a performance monitoring 

and optimisation system that allows you to get detailed 

insights on real-time individual vessel performance and, 

from that, overall fleet performance.

With an integrated platform – providing a ‘single source 

of truth’ – data can be consolidated, tasks and reporting 

automated (a huge source of administrative efficiency), and alerts 

delivered whenever a vessel is passing, or coming close to, set 

performance or charter party limits. A single, flexible solution 

can be used by all your business stakeholders (from technical 

and maintenance departments, through to operational and 

commercial departments) to gain insights that don’t just impact 

upon voyages or assets, but on all aspects of the business. 

In short, no more silos – just integrated data streams 

and decision support, including Weather Optimization, 

for a more efficient operation, with access for all 

relevant stakeholders.

Digitalisation
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The human factor

But the data has to be high quality and, if you want to 

achieve the vessel’s optimum CII rating and competitive 

(and financial) advantage, you have to act on it, and act on 

it in the correct, targeted fashion.

So, first off, it has to be validated. 

Most systems utilise simple, if not basic, machine 

validations. But, for business-critical decision making, is this 

enough? At NAVTOR we argue that ‘dual layer validation’ 

is a prerequisite for quality assurance – basically meaning 

that data (manual or automated) isn’t just checked by 

software, but also by a subject matter expert who can 

ensure that any reporting errors or instrument calibrations 

are corrected. 

The introduction of human expertise elevates 

performance monitoring to performance consultancy. 

Suddenly you’re not just getting graphs or figures from 

your system, but expert advice on which vessels you need 

to address, and with what action – for example, what is the 

best interval for performing hull cleaning and what is the 

expected payback period. 

Not only that, but you can also determine the 

consequences of what will happen if you don’t act, 

weighing up any potential impact of intervention against 

eventual operational outcomes.

Continuous improvement

The key takeaway is control. 

Instead of buckling under the burden of balancing increased 

regulations, with business efficiency, stakeholder demands, and 

your own environmental goals (and ESG reporting requirements), 

one integrated system simplifies the storm.

In shipping today it seems like ‘there’s always 

something else on the horizon’, another report or 

regulation, or a new concern, making navigating the future 

more unpredictable.

Truly effective performance monitoring and 

optimisation – as provided by NAVTOR’s NavFleet 

application – is the solution. Suddenly you not only have 

‘eyes on’ all of your vessels, but also ‘hands on’, and the 

ability to take timely action, based on high quality insights, 

whether that be slow steaming for just in time arrivals, or 

weather-related adjustments.

The result is greater efficiency and lower carbon 

intensity than ever before, and not just for fleets, but for 

entire businesses, with automated tasks and the power 

to continually improve environmental and commercial 

performance.

This is a transformation with benefits for everyone. 

And, you know what, successfully navigating it can be 

surprisingly simple. l

Digitalisation
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The EU Ship Recycling 
Regulation  
and the Malta  
flag position

Malta as a flag state ranks No 1 in Europe and 

No 6 worldwide in terms of registered tonnage. 

As an EU member since 2004, Malta strictly 

adheres to the EU Ship-Recycling Regulation (Regulation 

1257/2013 of the European Parliament and of the Council 

on ship recycling), and in fact, all Malta registered vessels 

are obliged to comply with this Regulation. 

The concept of sustainable ship recycling underlying the 

Regulation, has gained widespread support and popularity, 

with the aim of rendering the scrapping of ships safer and 

less toxic to the environment. 

The Regulation, which came into force in 2013 and 

entered into full effect in December 2018, is currently the 

only legally binding framework regulating ship recycling. 

Although the Regulation is largely based on the 

Hong Kong International Convention for the 

Safe and Environmentally Sound Recycling 

of Ships, the Convention has not yet 

entered into force due to lack 

of support from states on an 

international scale.  

Scope and principal aims of the Regulation

The process of scrapping vessels could be both harmful 

to the environment and dangerous for the workers at the 

scrapyard. Many vessels continue to be broken down 

for scrap and recycled in poor environmental conditions 

annually, and in a way which is hazardous to the safety of 

workers at the yard. This has unfortunately led to injuries, 

deaths, and environmental pollution globally. The rules of 

the Regulation have been specifically designed to minimise 

the adverse effects on the environment, and to provide for 

the occupational safety and health of workers. 

The Regulation applies to all vessels of at least 500 gross 

tons which fly an EU flag and to vessels flying a non-EU flag, 

calling at a port or anchorage of an EU Member State. One 

of the main requirements for vessels falling within the scope 

of the Regulation is to carry on board what is known as an 

Inventory of Hazardous Materials (“IHM”). Additionally, the 

Regulation also provides for an official European List of 

approved recycling facilities where all EU-flagged 

vessels must be recycled, which is 

updated periodically. 

By Karl Grech Orr and Sasha Muscat  
of Ganado Advocates
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The Regulation also sets out responsibilities for ship 

owners of EU flagged vessels and for ship recycling facilities, 

whether these are located inside or outside the EU, as well as 

for the relevant competent authorities in the Member States. 

The situation in Malta in terms of ship recycling

As an EU Member State, the Regulation is directly 

applicable and legally binding in Malta. While Malta 

does not itself provide ship recycling facilities, it serves 

as a platform from where the recycling process can be 

initiated. The relevant competent authority in Malta is the 

Merchant Shipping Directorate (“the Directorate”), which is 

entrusted with ensuring that vessels flying the Malta flag are 

recycled in accordance with the Regulation, and in safe and 

environmentally sound ship recycling facilities included in 

the official European List. 

If a vessel is intended for recycling, the owners of Malta 

flagged vessels are required to provide a ship-specific 

recycling plan, which has to be approved by the Directorate. 

The vessel is subject to a number of surveys which 

must be carried out by the vessel’s Classification Society 

and in particular:

(i) an initial survey which verifies the IHM’s compliance 

with the Regulation, 

(ii) a renewal survey which must be carried out at least 

every five years, and 

(iii) a final survey which verifies that the ship recycling 

facility complies with the Regulation.

The Directorate must be provided with a certificate 

which attests that the IHM of the end-of-life-vessel is 

in compliance with the Regulation, and an additional 

certificate indicating compliance with the Hong Kong 

Convention before it can be ready for recycling. Following 

Malta’s ratification of the Convention, the Directorate has 

taken the stance of requiring shipowners to provide proof of 

compliance with the Convention even though it has not yet 

been brought into effect. 

Additionally, it is crucial for shipowners and ship 

operators to ensure that the IHM is properly maintained 

and updated. This must be prepared by a third-party 

IHM expert, known as a HazMat expert. On average, the 

process of preparing the IHM – which involves document 

collection, on-board sampling, and laboratory analysis 

– may take a number of months to complete before the 

vessel can finally be sent for recycling. Compliance with 

these requirements is paramount, as failure to do so 

could result in detention, dismissal, or exclusion from 

Maltese and other EU ports.

In practice, when a vessel is to be deleted from the 

Malta Register and scrapped, the Malta Directorate has to 

be notified in writing not less than one month before the 

proposed commencement date for recycling, and this is to 

enable close monitoring by the Directorate.

The Directorate must also be provided with a 

declaration from the registered owners of the vessel, 

where the owner attests that the vessel marked for 

deletion will not be recycled in breach of the Regulation 

while it is registered under the Maltese flag, and that it 

will not be re-flagged for the purposes of circumventing 

the Regulation. The Directorate is also required to submit 

an electronic report to the EU Commission every three 

years containing:

I. A list of the ships flying the Malta flag to which a 

‘ready for recycling certificate’ has been issued, the name 

of the ship recycling company, and the location of the ship 

recycling facility as shown in the certificate,

II. A list of the ships flying the Malta flag for which a 

statement indicating completion of recycling has been 

received by the Directorate, and 

III. Information regarding illegal ship recycling, penalties 

and any follow-up actions undertaken by the Malta Directorate. 

The way forward for sustainable ship recycling globally

From an EU perspective, the Regulation has brought 

positive results. We see an increasing number of ship 

recycling facilities which are raising their standards to meet 

the expectations of the Regulation, in order to be accepted 

and included in the EU-approved list of recycling facilities. 

However, as the Regulation relies largely on EU flag-state 

jurisdictions, it also remains prone to circumvention. 

Shipowners may be tempted to reflag their vessel to a 

non-EU state for the last voyages prior to recycling, to avoid 

the rules of the Regulation as well as any additional costs 

involved for scrapping in an EU-compliant recycling facility. 

In this regard, Member States are empowered by 

the Regulation to impose penalties for infringements. 

In Malta, for instance, the failure to comply with the 

provisions of the Regulation and of the Maltese Merchant 

Shipping (Ship Recycling) Regulations constitutes an 

offence, and is punishable with a fine of up to five 

thousand units.

There is still more that can be done on an 

international dimension. Since there are clearly various 

interests at play – those of shipyards, shipowners, 

workers, and the environment, a compromise solution 

may need to be struck to move forward sustainably. The 

ratification of the Hong Kong Convention by as many 

states as possible would surely mark a step in the right 

direction towards ensuring that ship recycling can be 

carried out in an environmentally and socially sustainable 

manner globally. 

As people become more sensitive towards the 

protection of the environment, we are confident that over 

the next few years international players will readily accept 

the higher standards and values which the Regulation and 

the Convention set out to achieve. l
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Containerships

By David Tinsley

Resurgent boxship sector
reinvests with a will
Against the backcloth of exceptional market conditions, record profits and solid 
demand prognoses, investment in containerships is booming.

Following years of restraint, and the initial hiatus 

brought on by the Covid-19 pandemic, a huge 

amount of containership tonnage ordering has 

ensued over the past 12 months, and continues as owners, 

operators, lessors and investors display confidence in 

future revenue generation from a sector currently buoyed 

by high freight rates, ongoing demand, and strong 

financial results.  

Rapidly firming newbuild prices through the first half of 2021 

failed to deter carriers from ordering and acquiring tonnage, as 

coffers filled with cash and low interest rates persisted. Robust 

demand coupled with pronounced rises in steel purchase costs 

saw shipbuilding prices escalate by around 15% during the six 

months, putting $20m on values commanded by the largest 

vessels. Furthermore, the price hike spurred the exercising of 

options on contracts taken in the latter stages of 2020 at fixed 

prices, so contributing to this year’s flood of work. 

Maritime consultancy Alphaliner put the number of vessels 

ordered at Chinese, South Korean and Japanese yards during 

the January-June period at more than 300. The new contracts 

encapsulated a total slot capacity approaching 2.9m TEU 

and raised the global workload to 4.94m TEU, representing 

an orderbook-to-existing fleet capacity ratio of nearly 20%. 

With enthusiasm for investment showing no immediate signs 

of waning, Alphaliner suggested such that new construction 

volume might soon reach 6m TEU, which would hoist the 

newbuild-to-fleet ratio to 24%. 

The secondhand market has been equally stimulated 

by events in container shipping. As a prime example, MSC’s 

capacity expansion through the 2021 first half reflected a 

particularly active policy of buying existing tonnage, besides the 

commissioning of two newbuilds in the ‘mega’ category. With 

its fleet strength having now passed the 4m TEU mark, MSC is 

challenging Maersk for the top position in the global league.  

A.P.Moller-Maersk Group delivered a record-breaking 

financial performance during the second quarter of 2021, 

making a net profit of $3.7bn on the back of a soaring 

containership market. By comparison, the figure for the 

same period last year was $443m. The net result for the 

first half of the current year thereby reached $6.5bn, with 

return on invested capital (ROIC) amounting to 23.7% over a 

12-month period.
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Containerships

Record earnings were attributed to “exceptional 

circumstances” in liner shipping, where congestion and 

bottlenecks continued to push up freight rates. Higher 

income also derived from the move to provide customers with 

integrated solutions across supply chains. The latter is central 

to the group’s strategic transformation, and the level of cash 

surpluses now being achieved will help accelerate that process. 

Maersk cautioned that trading conditions for the quarters 

ahead were still “subject to a higher-than-normal volatility due 

to the temporary nature of current demand patterns, disruptions 

in the supply chains and equipment shortages” but by early 

August it had revised upwards its guidance for full-year EBIT 

(Earnings Before Interest and Taxes) to USD 14-15.5bn from USD 

9-11bn previously.

Industry estimates for global container demand growth 

in 2021 were likewise revised upwards around mid-year to 

some 6-8% from 5-7% previously. Export volumes out of 

China to the USA are one of the main drivers of the surging 

ocean traffic.    

Hapag-Lloyd is also among those achieving previously 

unknown levels of profitability, having reported a 

2021 first-half profit of $3.3bn, more than 10 times 

that of the figure for the corresponding term last year. 

Revenues increased by 51%, mainly because of a 46% 

higher average freight rate of $1,612 per TEU. The rate 

development reflected high demand combined with 

scarce capacity and severe infrastructure bottlenecks. The 

company does not expect the market to ease before the 

first quarter of 2022 at the earliest. 

Six newbuilds of 23,500+ TEU were booked from Daewoo 

Shipbuilding & Marine Engineering, and to the same 

specification as the six vessels placed with the South Korean 

yard at the end of 2020. The adoption of LNG-burning, high-

pressure dual-fuel propulsion machinery throughout the 

12-ship series takes the German line further along the road in 

its emissions-reducing strategy. The company’s medium-term 

goal is to have ships that operate in a climate-neutral way using 

synthetic natural gas (SNG).

Boldness of approach in the prevailing environment 

is exemplified by the decision of Marseilles-based CMA 

CGM to award contracts for 22 new vessels at a stroke to 

China State Shipbuilding Corporation (CSSC), for handover 

in 2023-2024. The programme, to “accommodate market 

growth”, encompasses six LNG dual-fuel boxships of 

13,000 TEU, six dual-fuel vessels of 15,000 TEU and 10 

newbuilds of 5,500 TEU that will run on fuel oil of very low 

sulphur content. 

In terms of ships on order relative to existing fleet size, 

Seaspan Corporation had made a lot of ground by July 2021, 

with 55 vessels on the construction books against an operational 

fleet strength of 131. The most recent tranche of contracting 

has entailed 10 LNG dual-fuel newbuilds of 7,000 TEU, for a 

total expenditure of $1.05bn, booked on the solidity of 12-year 

charters to ZIM.

Among the intra-regional and intermediate trade 

specialists, Taiwan’s Wan Hai Lines is pursuing a vigorous 

fleet development strategy. Following commitments to 12 

newbuilds of 2,038 TEU from China and eight 3,055 TEU 

cellular ships from Japan Marine United (JMU), the carrier 

has so far this year entrusted another 12 vessels of 3,055 TEU 

plus 12 of 3,013 TEU to the new Imabari/JMU combine Nihon 

Shipyard, and has contracted a series of nine of 13,200 TEU at 

Hyundai Heavy Industries. 

CMA CGM launched an initiative in April this year that will 

provide clients in the Baltic region with a low-carbon feedering 

option, based on the use of bio-methane fuel. The French 

company, which has committed to carbon-neutrality by 2050, is 

supporting the production of 12,000t of bio-methane, equivalent 

to a year’s consumption by two of the 1,380TEU dual-fuel 

vessels operated by its Finnish subsidiary Containerships on 

service between St Petersburg and Rotterdam. Bio-methane is a 

renewable ‘green’ fuel derived in part from the methanation of 

European organic and plant waste. 

Maersk has acted on plans to have the first methanol-

powered containership in service by mid-2023, offering 

a carbon-neutral transport solution. The Danish group 

confirmed at the beginning of July that a contract had 

been placed with Hyundai Mipo Dockyard (HMD) for the 

construction of a 2,100TEU regional trader incorporating a 

dual-fuel, two-stroke propulsion engine to run on methanol, 

with the scope to switch to biofuel or bunker oil of very low 

sulphur content if required. The vessel’s two main gensets will 

also be methanol-capable. 

Then in late August Maersk followed up with an order eight 

large dual-fuel container vessels of nominal 16,000TEU capacity 

from Hyundai Heavy Industries, again able to run on methanol 

or LSFO (Low Sulphur Fuel Oil). The company pointed out that a 

whole host of major corporate customers were actively seeking 

to decarbonise their supply chain, an example it expected 

others to follow.

A few days later, Cosco subsidiary OOCL announced 

it had contracted for 10 vessels of 16,000 TEU, the order 

split between the Cosco DACKS and NACKS yards in 

Dalian and Nantong respectively. This followed an OOCL 

order for five option seven 23,000 TEU units from the 

same yards last year.

How the box trades will shape up in a post-pandemic 

world, with economic stimulus measures, restrictions and 

logistic problems eased, remains to be seen. For sure, though, 

the considerable spending now taking place will imbue the 

reinvigorated global fleet with new levels of efficiency and 

environmental standard. l



Industry launches Code 
of Conduct for seafarers’ 
rights and welfare

Crew Welfare
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A Code of Conduct and accompanying self-

assessment tool developed to protect the 

human rights and welfare of the world’s 

seafarers have been launched by the Sustainable 

Shipping Initiative (SSI) and Institute for Human Rights 

and Business (IHRB), in collaboration with the Rafto 

Foundation for Human Rights and RightShip.

The initiative aims to support a safe, healthy and 

secure onboard work environment, and goes beyond the 

ILO Maritime Labour Convention (MLC) to focus on the 

full spectrum of seafarers’ rights and wellbeing, from fair 

terms of employment and minimum crewing levels to 

the management of grievance mechanisms. 

“A sustainable shipping industry needs to ensure 

the protection of its workforce,” comments Kristina 

Kunigenas, Human Rights Lead at the SSI. “This presents 

a unique opportunity for the industry to work together 

and take concrete action for the rights of nearly two 

million seafarers worldwide, now and in the future” 

“The global pandemic brought seafarers rights firmly 

into focus, with many crews forced to endure exceptionally 

difficult conditions to keep global supply chains and 

trade freely flowing,” adds Frances House, Deputy Chief 

Executive at IHRB. “We expect a great deal from them and 

it’s only right that they expect an adequate standard of 

care, conditions, and quality from us.” 

The SSI was formed in 2010 by sustainability non-

profit Forum for the Future and leading industry players 

including ABN Amro, Lloyd’s Register, Maersk and 

WWF with the goal of creating a more economically, 

environmentally, and socially sustainable shipping industry.

Based on international labour and human rights 

standards and principles, the 52-clause Code of Conduct 

and accompanying self-assessment were created 

over eight months of consultation and collaboration 

with shipowners, operators, charterers, cargo owners, 

seafarers’ associations, civil society and others. Key SSI 

members played an active role in development of the 
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Code and self-assessment, with expert input from Forum 

for the Future, Louis Dreyfus Company, Oldendorff 

Carriers, South32, Standard Chartered Bank, Swire 

Shipping and Wilhelmsen Ship Management.

Carl Schou, CEO and President at Wilhelmsen Ship 

Management, comments “The question is no longer 

whether seafarers deserve better, but how we are 

addressing this and taking action. This Code of Conduct 

and self-assessment tool is a good check and balance 

for responsible owners and operators to improve the 

welfare of our seafarers. The responsibility to ensure a 

thriving seafaring community is in our hands.”

The SSI explains that the shipping industry is 

required to comply with the ILO MLC and other 

international conventions covering the human rights 

(which include labour rights) of workers. “Like all 

industry sectors, companies in the shipping sector 

have a responsibility to respect the human rights of 

seafarers, including when they are workers along their 

supply chain, in accordance with the UN Guiding 

Principles on Business and Human Rights (UNGPs),”  

it says.

“This Code of Conduct seeks to reinforce 

compliance with the MLC and other relevant maritime 

conventions and goes beyond by focusing on valuing 

seafarers and the full spectrum of their human rights. It 

aims to address systemic risks and impacts experienced 

by seafarers through: (i) emphasising rights in the 

MLC that are not being adequately enforced; and 

(ii) including rights and issues that are important to 

seafarers but not currently covered in the MLC.”

The SSI suggests that the Code can be used “by 

shipowners and ship operators to understand the extent 

to which current operations meet their seafarers’ rights 

and welfare responsibilities, and by charterers and cargo 

owners to strengthen due diligence that in turn informs 

chartering-related decision-making.”

Self-assessment questionnaire

The Code is supplemented by a practical self-

assessment questionnaire developed by the SSI in 

collaboration with RightShip and IHRB which provides 

guidance on how to meet the commitments outlined 

in the Code of Conduct and track progress. It provides 

practical guidance on utilising the Code of Conduct, 

“helping shipowners and operators understand their 

responsibilities while assessing current operations and 

ways of working, and consequently showing areas for 

improvement,” says the SSI.

The questionnaire provides practical guidance on 

meeting the Code of Conduct – Delivering on seafarers’ 

rights, and where relevant questions are expanded on, 

providing three levels of compliance: 

• Basic: Achieving the basic level requires meeting 

all requirements for the basic level.

• Intermediate: Achieving the intermediate level 

requires meeting all requirements for the basic 

and intermediate levels.

• Excellent: Achieving the excellent level 

requires meeting all requirements for the basic, 

intermediate and excellent level. 

The self-assessment questionnaire can be completed 

online through a Self-Assessment Tool hosted by 

RightShip. The Self-Assessment Tool is free for any 

shipowner or manager to fill in. On completion, a Crew 

Welfare badge will appear on the company’s vessel page 

within the RightShip Platform. Ship owners and managers 

will be sent a PDF summary of their submission and will 

be reminded to re-submit after a year.

RightShip points out that data submitted via the Crew 

Welfare Tool “is not reviewed nor verified and will not 

affect your RightShip Safety Score, GHG Rating, Vessel 

Vetting process or Dry Bulk Inspection outcomes.”

The SSI concludes: “Addressing sustainability 

issues is a journey and the Code of Conduct and self-

assessment are not intended to be a one-time snapshot 

or overnight change, but rather showcase demonstrable 

progress over time to secure lasting and positive change 

for our seafarers.”

“This Code of Conduct and self-assessment will 

help build a platform to respect worker dignity while 

advancing industry progress,” adds the IHRB. “We 

look forward to widespread engagement from industry 

stakeholders everywhere.” l 

To download the Code of Conduct and associated 

documents visit: https://www.sustainableshipping.

org/seafarers/

https://www.sustainableshipping.org/seafarers/
https://www.sustainableshipping.org/seafarers/
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Clean Oceans

In today’s maritime industry, ship owners and operators 

are required to make new costly investments to ensure 

that vessels comply with the latest environmental 

regulations. This includes the Ballast Water Management 

Convention (BWMC), which requires most vessel 

owners to install and operate an effective ballast water 

management system (BWMS), complete with filter. With 

profit margins under pressure, and numerous products 

to choose from, many ship owners see BWMS and filter 

selection as a weighty decision with long term CAPAX 

and OPEX implications. 

To make a smart choice, decision makers need to 

understand both the regulatory and technical aspects of 

selecting a BWMS with a suitable filter that promotes proper 

filtration. In doing so, they will avoid ballasting delays, non-

compliance and safety issues. 

Safe and effective ballasting 

Ballasting rates are specifically designed to match 

cargo loading and discharge rates. If the flow rate slows 

during ballasting, this can have dangerous consequences, 

compromising the stability of the vessel in worst case 

scenarios. 

A decreased flow rate occurs for two primary reasons: 

firstly, during heavy loading, the filter will often go into 

continuous backflush and a significant portion of the water 

will be diverted through the backflush line. Secondly, filter 

loading and increased differential pressure across the mesh 

places a larger discharge head on the ballast pump, causing 

the pump to flow less water to the tank.

In reality, the time it takes to move ballast can range 

from 12 hours to nearly 90 if the filter is not designed 

for heavy loading. In comparison, a filter appropriately 

designed for a vessel’s loads may be able to move more 

than three times as much water at the extremes. 

The exact amount of money that can be lost will depend 

on the market, the type of vessel, whether the vessel is in 

port and many other variables. However, to illustrate the 

significance of this, a VLCC tanker earning a typical $36,000/

day, every hour of delay may cost $1,500 plus any port 

charges. These costs can rapidly increase and should be 

thought about when considering both the CAPEX and OPEX 

for BWMS selection and installation.

Clogged filters can be avoided if a vessel ballasts prior 

to entering challenging waters. For many vessels, this is 

impractical due to the need to navigate up long rivers, 

around restrictions in the waterway, or needing to ballast 

during cargo operations.

Furthermore, vessels are designed to carry a specific 

amount of cargo based on weight and displacement, so 

vessels carrying even a few inches of sediment over the 

entire bottom of ballast tanks can quickly see additional 

tonnes added to their dead weight. This additional dead 

weight may offset cargo if vessels, such as bulk and oil 

carriers, are contracted to carry their full load weight, with 

potentially significant implications for a ship’s earning ability.

Lifecycle considerations are critical 

The choice of a BWMS and its filter must be 

economically sound, both from a CAPEX and long-term 

OPEX standpoint. This approach to BWMS purchasing 

decisions is increasingly important in light of the emerging 

regulations for testing systems after commissioning and 

during the life cycle of the BWMS installation. l

The right filter promotes safe, 
fast ballasting while mitigating  
financial risks By Mark Riggio, Head of Marine, Filtersafe
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Today’s trade demand is 
good but service levels 
need to improve 
By Soren Toft, CEO Mediterranean Shipping Company (MSC) (addressing LISW21)

Opinion

I wanted to talk to you about where we are right now 

seen from our vantage point running a large shipping, 

logistics, transport conglomerate. We can say that so 

far, the environment appears to be unstoppable when it 

comes to global trade and that is despite the stresses in 

the supply chain.

On one hand we see raging demand for trade in physical 

goods; shippers are jostling for capacity and we are the servants 

of the demand, while on the other hand there is a disruption to 

the supply chains. I did a little bit of research in this and in Q2, 

around two thirds of 7,000 company earnings calls had supply 

chains mentioned in their conversations. This was a study done 

by S&P and it must be a world record that the industry in which 

we operate suddenly gets this much attention. 

We find ourselves having to remind a wider audience of the 

essential role we play in keeping trade flowing and keeping the 

global economy functioning. I know these are tired arguments 

for many of you, but these are arguments we must continue 

to repeat because there are still many people who are partly 

unaware of the role that transport, shipping and logistics plays in 

making the world economy function.

Recently, we have seen a slight abatement because this time 

last year demand had really picked up and also how much more 

can the demand increase. But we are seeing that our freight 

rates are elevated, causing a lot of agony with our customers 

because not only are the prices higher but the service levels are 

poorer and everyone is asking the fundamental question, when 

will things change?

Despite being the CEO of this business, I don’t have a crystal 

ball, but I would say that during the next 12 months we would 

expect to see some normalisation. 

Let us remind ourselves how we got here because it was 

only 18 months ago that we stood in a very different place. 

Volumes had dropped like a rock, investments got cut, and the 
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outlook for many companies including my own, was extremely 

worrying. But over the summer the economies rebounded and 

while Covid was still there, commerce was suddenly growing 

at an unprecedented rate. In 2020 we tried to ship 12 months’ 

worth of goods in about eight months and that was when 

the problems started. As of Q3, we had seen fast growing 

demand, a lot has been fuelled by the US, a lot of money has 

been pumped into the economies, to rightfully fight the wider 

consequences of Covid which go well beyond supply chains. 

And a lot of the spending has moved away from the non-

physical goods, such as entertainment and restaurants, into 

physical goods and where the container is the bread and butter. 

I said it was started by the US and for the first seven months 

of this year, we have seen a 33% growth in imports from Asia 

into the US. And when we compare that to the pre-Covid levels 

of 2019, this is a 22% growth. Even though the supply chains are 

vast, they are not built for such massive changes, partly because 

capacity is not readily available, container terminals and the 

landing infrastructure doesn’t just expand, but also because for 

years, our industry has been marred by mediocre returns so we 

have had to run our capacity at 90%-95% utilisation, meaning 

there was no buffer capacity when things really got off the rails. 

The congestion has really made it more difficult. Today we 

are using many more ships to transport the same level of goods 

simply because we have massive congestion. No one should 

forget that in most major ports around the world, Chinese, 

European, American, we easily have a waiting time of three to 

five days. To give you an example we would normally be sailing 

a service between China and the US west coast utilising five to 

six ships. Today we utilise nine or 10 ships and even then, we 

struggle to provide a good service. We have many more billions 

of dollars tied up in ships and containers and frankly we are 

unable to offer the service our customers demand. 

When that is said, I want to give a big shout out to the 

people working in our sector who have done a remarkable 

job to withstand the pressures of the pandemic on their own 

lives to help keep the wheels moving. Had it not been for all 

these people, going through the Covid lockdowns, would have 

impacted peoples’ health much more than we have seen today 

because the psychological changes would have been much 

more side ranging. 

What happens next in global trade? We are guided by 

the prognosis we are seeing and the latest stats from the 

International Monetary Fund project a 6% GDP growth this 

year and nearly a 5% GDP growth in 2022. So, trade demand 

is still there and it is our job as a global transport and logistics 

company to meet that demand. It is not going to be easy, 

and the economic recovery has been uneven. We see some 

economies like China and the US that I expect to grow 

faster but we see others that are still caught in the aftermath 

of Covid. Vietnam, which is a very important market, had 

recently gone into a complete lockdown with factories only 

gradually reopening.

We will also see a shift in production patterns and many 

companies and many of our customers are reviewing their 

global supply chains, and some may end up shifting production 

closer to the customers but I believe that global trade is so big 

that even a few percentage points change will not change the 

global of the supply chain and the solutions are there on the 

existing trade flows. Of course, more money is being pumped 

into the economies – US fiscal stimulus will continue to play a 

very important role, not only in the US but in other economies. 

What we are seeing in our business is that when the US is 

growing the world is growing. 

What happens next for us in dealing with this market 

crunch, well we are very preoccupied in improving the 

service to our customers. We don’t think it is great to offer 

a bad service. There are no easy solutions out there and 

we are impacted significantly by congested ports, lack of 

infrastructure, lack of truck drivers and rail capacity. I have to 

say I think we have done our utmost to ease the operational 

stress: we have added a lot of capacity, we are trying to 

manage by the hour and trying to introduce new services 

and solutions. But it isn’t enough. We are also trying to meet 

customer demand. In our company we have offered no less 

than nine new mainline services connecting Continents over 

the last 10 months and have just added another two to the 

list, all in an effort to meet customer demand. This will partly 

solve the problem because the congested supply chains are 

impacted by what happens in the terminals, in the trucks and 

in the warehouses and on the rail and it will only abate the 

moment that global demand eases.

I want to raise the important point about easing crew 

changes. Had it not been for our fantastic seafarers the world 

would have come to a standstill and Covid would have impacted 

our lives far greater than it did. I call on all constituents to help to 

solve this. 

Ultimately reduction in demand for cargo will have the most 

notable impact in improving the container supply chains but we 

have to remember that we serve demand, we don’t create it. our 

role is to drive capacity and service not to tell companies to do 

less trade. Shipping is the catalyst and supporter of global trade 

and global trade has brought prosperity and value to a lot of 

people around the world.

I believe the crunch could normalise in 2022. I also believe 

we are no longer in a pandemic-led demand for goods so the 

problems are not just related to Covid but related more to 

the general supply chain. The strong demand we see today 

should be seen as a good thing provided we have consistency 

to the system while committing to a net zero carbon future. 

With shipping lines like ourselves seeking to reach net 

decarbonisation by 2050. l



» Reduce your CO2 footprint 

The KBO Breeze is an e-bike where power meets economy with 

exceptionally good looks to go with it. With a top speed of 28mph 

and a motor capable of 900w of peak power, the Breeze is rated as a 

comfortable, powerful, city cruiser. As KBO’s first e-bike, it’s very well put 

together and for under $1,500 it shows excellent signs for budget-level 

electric bike. (Especially so if it’s to spend most of its time in the garage.) 

The Breeze will tick plenty of boxes for anyone looking for a capable 

commuter vessel. What’s even better, it’s said to be a blast to ride!

Commuter Electric KBO Breeze
$1,450
kbobike.com

» Innovation, immersion, comfort
  
The Emperor XT is the ultimate work environment for 

people who strive for performance and productivity 

spending long hours in front of the computer. Combining 

elegance and ergonomics with its signature Emperor 

scorpion shape and outline, an industrial steel structure, 

tilting capabilities, integrated sound system and lighting, 

a configuration with up to 6 monitors, the Emperor is the 

future of high-end home and office work environments. You 

can build your own with endless possibilities, imagine that!

Emperor XT 
From $ 4,950
mwelab.com

» Elegance by Apple® 

Wow somebody close or treat yourself to a fabulous gift 
and add to your pot of ‘smart’ accessories, with this fine 
jewellery bracelet to go with an Apple® watch. Expertly 

hand-crafted in stainless steel, sterling silver, 18K gold 
ceramic and diamonds. Each bracelet paves the way to 

dress-up the watch, allowing for the creation of a truly 
unique ‘smart’ look. A lovely combination of function and 

form. Bracelet-38-44mm.

Smart Caviar Stainless Steel Apple Watch Bracelet
$950

lagos.com
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» Ocean blue on wheels 

In a bid to tip the balance from high volume sales vs exclusivity, Rolls-

Royce is indulging selected clients with a penchant for rarity, through 

Rolls-Royce Coachbuild, a program allowing elite customers to 

commission a car of their own. The programme has begun with three 

individual cars in the Boat Tail style, each custom-built as an open-air 

four-seater, designed to evoke the deck of a J Class yacht inspired by a 

1920s and ’30s trend, so Rolls-Royce grafted something like a yacht’s hull 

onto the chassis. Here we show the first of the modern Boat Tails, in a 

blue hue, featuring a back deck that at the press of a button, opens like 

butterfly wings to reveal small picnic tables and parasol and an intricate 

hosting suite. Each car is unique, possessing details synonymous to the 

brand, including a refrigerator for champagne bottles cooled to 6C and 

an aluminium/leather glove box to hold a special pen. However, with or 

without the hard cash, allocations are made by invitation only. And with a 

rumoured price tag of around £20 million, how very lucky.

Coachbuild, Boat Tail Style
Suggested: £20 million
rolls-roycemotorcars.com

» Winch the sails, in your workout

This modern and most aesthetically pleasing piece of equipment 
called a WaterGrinder, offers a cardiovascular workout using just 

your upper body. An object of art in its own right, this fine piece of 
ingenuity uses water for resistance which minimises impact on joints 
and the back. Ideal for certain kinds of rehabilitation, its removable 
seat means the machine can be used sitting down, standing up, or 
from in a wheelchair, so it can be worked on from either a sitting or 

standing position. This equipment enables you to achieve the fitness 
levels of a racing grinder, without having to step foot into any water! 

NOHrD WaterGrinder 
From £1,500-1,800

waterrower.co.uk/nohrd
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» Beauty with precision

This bespoke Bovet watch was designed especially for the couple who 
commissioned the Blue Tail car, (rumoured to be Beyonce and Jay-Z) 

and like the car, they come without any references to prices. Each watch 
transforms into a dashboard clock in the Boat Tail as well as a pocket watch 

and a desk watch. In the words of Bovet and Rolls Royce, together they 
have ‘created historically significant items of detail, precision, and beauty.’ 

Here at SMI, we have to agree. Considering the Boat Tail is possibly the 
most expensive new car of all time, it’s fair to say they’re rather exclusive.

Price on application/invitation
rolls-roycemotorcars.com

http://rolls-roycemotorcars.com
http://waterrower.co.uk/nohrd
http://rolls-roycemotorcars.com


The Perfect Marriage
By Adam Mitzner
Published by Lake Union 

André Rieu Violin Concert 
Saturday 21 May 2022 @ 8pm
SSE Wembley Stadium, Engineers Way, London, UK, HA9 0AA
andrerieu.com/en/tour

Editorial credit: JuliusKielaitis / Shutterstock.com

James and Jessica Sommers are celebrating their first blissful year 

together, an unexpected second chance at true love. Unfortunately, 

their newfound shot at happiness is not without collateral damage. 

Jessica’s ex-husband pretends that he’s resilient and strong. James’s 

ex has taken a different road. Bitter, vengeful, and threatening, she 

wants only the worst for the happy couple. And then there’s the couple 

themselves: Are they truly as in love as they seem? When James enters 

into an extraordinarily profitable, shady, transaction with a beautiful art 

dealer, Jessica and James’s seemingly perfect marriage takes a dark and 

tragic turn. Amid suspicions, tested loyalties, revenge, and guilt, no one 

escapes unscathed from sins committed in the name of love.

Visit London’s most famous arena and listen to world 

renowned violinist André Rieu of the Netherlands, who 

has become one of the best violinists of his time earning 

worldwide acclaim and professional respect throughout 

his musical career. Known to millions around the world 

as the ‘King of the Waltz’ André is also a true ‘King of 

Romance’, he is probably best known for creating the 

waltz-playing Johann Strauss Orchestra. His continuing 

success is no mystery, as his bravado on stage and in 

the studio evokes the richness and sophistication of his 

hard-earned talent. Rieu has performed internationally, 

throughout Europe, in Japan and America, proving a 

consistent ardor for the classical genre. 

Review
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Art in Mexico
9-13 Feb 2022  
zsonamaco.com

Beni
333A Orchard Road  
#02-37 Mandarin Gallery 
Singapore 238897
beni-sg.com/httpdocsOnce described as ‘the touchstone of America’ by poet Pablo Neruda in the 

20th Century, visitors to Mexico City are sure to find his words ring true today. 

As the fifth-most populous city on earth with 21 million inhabitants, it hosts 

around 14 million tourists annually, who flock to experience its vibrant scenes 

of culture. In 2018, the World Design Organization named it the ‘World Design 

Capital’, partly due to its places of interest and artistic value including the 

highly recommended Casa Azul, museum and once former home to artist Frida 

Kahlo, and the many other venues showcasing art across the City. The famous 

art fair Zona Maco is no exception, taking place twice a year (in February and 

September) consisting of three different events each with various themes. Zona 

Maco Arte Contemporáneo showcases contemporary and modern artworks 

and design, Zona Maco Foto features vintage, modern and contemporary 

photography and video and Salón del Anticuario hosts antiquarians. The fair 

offers lectures and activities within museums and galleries featuring well known 

artists such as Pace, Lisson, Kasmin, Kurimanzutto and OMR. Since the fair 

was launched in 2002, the art scene in Mexico City has hugely expanded with 

many artists and galleries developing reputations on a global scale. A definite 

experience to have for anyone fortunate enough to visit Mexico City, during the 

months of February or September.

Based on a Japanese 

reinterpretation of authentic 

French cuisine, béni and 

boasting one MICHELIN Star, 

this restaurant aims to share 

genuinely delightful food and 

drink, combined with impeccable 

service. The exclusive fine-dining 

establishment integrates French 

fine dining cuisine and Japanese 

produce, including the Ozaki 

A5 Wagyu Beef from Miyazaki 

prefecture. Guests are taken 

on an intimate and indulgent 

gastronomic journey through 

a series of courses featuring 

the best of the four seasons 

served by Chef de Cuisine, 

Kenji Yamanaka. Conveniently 

situated in Singapore’s bustling 

Orchard Road, this is one not to 

be missed for a most authentic 

experience.

121Issue 93 September/October 2021      Ship Management International

http://zsonamaco.com
http://beni-sg.com/httpdocs


122 Ship Management International      Issue 93 September/October 2021

Lifestyle

SMOOTH,  
GREEN  
AND  
SILENT

The Audi e-tron Sportback



SMOOTH,  
GREEN  
AND  
SILENT
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ELECTRIC cars have a reputation 

for being quiet – but Audi’s e-tron 

Sportback takes it to almost 

funereal levels.

In a good way, of course. You are so 

well cocooned in the vast cockpit that the 

only sound you might pick up is the faint 

whine from the powerful electric motors 

working away somewhere underneath.

It’s a car that showcases just how 

smooth a runner an electric car can 

be and as we’ve recently celebrated 

World EV Day and with the COP26 

conference on the horizon, we’re 

probably more charged up than ever to 

encompass this technology.

The dumbing down of road noise and 

resistance to wind buffeting are particularly 

good and that near-silent operation of the 

motors and power electrics system is really 

well isolated from the cabin. 

That says a lot about the build quality 

– something that Audi has majored on 

over the years – but the refinement in 

this model is quite exceptional.

Gone is the standard car’s bulky 

posterior, and it now has a coupé-like 

silhouette and a tailgate that gives 

the Sportback a far more elegant 

appearance. It means headroom in the 

rear is compromised a bit by that plunging 

roofline but it’s by no means cramped.

It sports more aggressively styled 

bumpers, digital matrix LED headlights 

and larger 21inch wheels.

A car that weighs almost two and a 

half tonnes needs a lot of energy to get 

it rolling and the e-tron Sportback has 

plenty of that. 

The drivetrain uses two asynchronous 

electric motors, one up front that 

produces peaks of 181bhp and 182lb/

Price: £79,960 (£84,070 as tested)
Engine: twin asynchronous electric 
motors 95kWh lithium ion battery
Power: 402bhp 
Torque: 490 lb/ft

Transmission: single speed direct drive
Top speed: 124mph
0-62mph: 5.7 seconds
Range: 261 miles
CO2 emissions: 0g/km

Audi e-tron Sportback 55 quattro S line
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ft of torque, and a second at the rear giving 221bhp and 

232lb/ft.

There’s a maximum system output of 402bhp and 

490lb/ft for limited periods of up to eight seconds in 

Boost mode, which you can activate by selecting S on 

the gear selector.

Acceleration therefore is strong as you’d expect 

from instant electric power, and once you’ve built up 

momentum, rolling acceleration is quite sharp. 

In D, the combined output of the motors is 

reduced to a lesser but still impressive 355bhp and 

414lb/ft to help increase efficiency and extend the 

range between charges. 

Power goes to all four wheels via a single-speed 

gearbox attached to each motor and linked via a central 

power electrics system. 

When braking, the SUV recuperates up to 30 per cent 

of its total 261 mile range through regeneration. 

Most of the Sportback’s weight is low down and it 

has a comparatively low ride height by SUV standards, 

so that low centre of gravity gives it reasonably assured 

handling for such a sizeable chunk of machinery. Firm 

underpinnings and the standard air suspension keep the 

body movement under control.

There’s no denying it’s a big car to haul around, but once 

you’re ‘au fait’ with its dimensions you can safely kick on, 

though narrow country lanes demand extra concentration.

On a motorway run it’s serenity personified with 

the merest swish of air from outside being just about 

the only thing to detract from your enjoyment of the 

excellent sound system at your disposal. 

The dashboard, controls and trim materials are all top 

quality premium in nature, very tactile with reassuring 

clicks from any of the buttons you press. 

The front seats are firm, comfortable and 

supportive, and adjustable to fit anyone from the 

vertically challenged to those of us with over-long 

inside leg measurements. 

Infotainment and communication are Audi bywords, 

witnessed by the large central screen with its Google 

maps sat nav giving you a true overhead picture of your 

route and surroundings, and digital instrumentation. 

Smart just doesn’t do it justice.

Without doubt, a technological tour de force. l
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