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The January/February issue will start off 2022 with our eagerly awaited Crew Travel Round Table Debate, a regular annual feature 
in the magazine. Crew travel representatives will give their views on the latest developments and issues facing the Marine and 
Offshore travel market. 

There will also be regional reports looking at two small territories that ‘punch above their weight’ in maritime terms - Gibraltar, 
strategically located at the entrance to the Med on the main Asia-Europe trade route, and The Isle of Man, a Crown Dependency in 
the Irish Sea but part of neither the UK nor EU, that forms an important ‘offshore’ base for ship and crew management.
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The beauty, if any, of COP26 

lay in the eye of the beholder. 

For some the UN climate 

change summit and resulting Glasgow 

Climate pact, as well as all the 

surrounding ‘mood music’, marked 

a welcome advance in both societal 

and shipping industry ambition on the 

subject of reducing carbon emission. 

Net zero now trips off the tongue as 

an established neologism and widely 

accepted common good, no longer a 

matter of ‘if’ but merely ‘when’.

For others, it was a case of 

inexcusable foot-dragging and failing 

to accept the urgency of the need for 

radical action, the presence of some 

world leaders mere ‘window dressing’ 

or blatant electioneering, the absence 

of others far more telling.

Climate champion and former US 

Vice President Al Gore, interviewed on 

the sidelines of COP, expounded his 

belief that it was a case of Hofstadter’s 

Law whereby the time taken to reach a 

desired outcome takes longer than you 

think, but when it does start happening 

it does so faster than you expect. 

COP26 marked the ‘inflection point’ 

in that process, he believed (although 

admittedly he has said similar on 

occasions before).

For shipping, The Clydebank 

Declaration of intent by some 20 

countries to establish six pilot ‘green 

corridors’ of shipping between major 

ports using zero emission fuels on 

well-travelled might prove just such 

a tipping point on the industry’s road 

towards decarbonisation, it is hoped.

 But a lesser-remarked-upon 

development at COP was the 

agreement by four Latin American 

nations - Colombia, Costa Rica, 

Ecuador and Panama - to join 

their marine reserves to form one 

interconnected area covering more 

than 500,000 square km that will 

serve as one of the world’s richest 

pockets of ocean biodiversity and 

become a fishing-free corridor. 

The gained the significance by 

coinciding with publication of report 

that suggested the carbon released by 

the practice of ocean floor dragging 

during trawling operations released 

as much carbon from the seabed for 

which it acts as a sink, as from the 

entire global aviation industry.

With shipping often lumped into 

the same bag as aviation as in need 

of outside regulation of its emissions, 

clamping down on unrestricted 

dragging of the ocean floor worldwide 

would seem a far easier ‘win’. l
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Notebook

The Clydebank Declaration signed 
at COP26

As part of today’s 

deliberations on 

Transport at the COP26 

Climate Summit in Glasgow, 

some 20 countries signed The 

Clydebank Declaration agreeing 

to work together on establishing 

‘green corridors’ – shared 

maritime trade routes on which to 

scale up zero-emission shipping.

The corridors cover both the 

necessary port infrastructure as well 

as vessels powered by zero-emission 

fuels. The goal is to establish six 

green corridors by 2025.

The Declaration was signed by 

Australia, Belgium, Canada, Chile, 

Costa Rica, Denmark, Fiji, Finland, 

France, Germany, Republic of Ireland, 

Japan, Republic of the Marshall 

Islands, Netherlands, New Zealand, 

Norway, Sweden, the UK and US.

Recognising that “a rapid transition 

in the coming decade to clean 

maritime fuels, zero-emission vessels, 

alternative propulsion systems, and 

the global availability of landside 

infrastructure to support these, is 

imperative for the transition to clean 

shipping”, the signatories pledge to 

support the establishment of at least 

six green shipping corridors – zero-

emission maritime routes between 

two (or more) ports – by the middle of 

this decade.

They also pledged to “scale activity 

up in the following years, by inter alia 

supporting the establishment of more 

routes, longer routes and/or having 

more ships on the same routes” 

with a view to seeing “many more” 

corridors in operation by 2030.

The Declaration recognises that this 

may require the partners to identify 

and explore actions to address 

“barriers to the formation of green 

corridors” which it says could include 

regulatory frameworks, incentives, 

information sharing or infrastructure.

A separate study on how green 

corridors can be conceived, 

prioritized, and designed to 

accelerate the speed of shipping’s 

transition was released by the Global 

Maritime Forum (GMF) the same day.

The study, entitled ‘The Next Wave: 

Green Corridors’, looks at how green 

corridors, which it defines as specific 

trade routes between major port hubs 

where zero-emission solutions are 

demonstrated and supported, can 

in practice be conceived, prioritized, 

and designed to accelerate the 

speed of shipping’s transition.

Previously, in 2020, the Getting 

to Zero Coalition – a partnership 

between the GMF, Friends of 

Ocean Action and World Economic 

Forum – and the Energy Transitions 

Commission had outlined the 

business case for a commercial-scale 

zero-emission pilot in an earlier 

report entitled The First Wave: A 

Blueprint for Zero-Emission Shipping.

“Green Corridors can help 

simplify the challenges of zero-

emission shipping, bringing 

solutions to the water faster and at 

a meaningful scale,” commented 

Johannah Christensen, CEO of the 

GMF. “The maritime ecosystem 

is embarking on a journey to a 

transformed, zero-emission shipping 

sector. The task ahead is complex, 

but not impossible. l
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“The Clydebank 

Declaration builds 

on the Zero-Emission 

Shipping Mission – established as 

part of the Paris Agreement in 2015 

- and is designed to complement 

the targets set by the International 

Maritime Organization concerning 

zero-emission shipping,” writes 

marine travel specialist ATPI Halo 

in a special commentary on The 

Clydebank Declaration provided 

exclusively to SMI. 

“For marine and energy 

companies this means ensuring 

that they can collect data 

regarding their emissions, and 

that of their supply chain, so that 

they are able to report accurately. 

This is especially important in 

order to set relevant targets and 

track progress, but also as such 

reporting is likely to become 

mandatory. It also means continual 

investment in research and 

technology that improves fuel 

efficiency and allows greater use 

of – and access to - alternative 

fuels. These are big target areas 

for improvement and one of the 

greatest sources of emissions. 

“It is however important to note 

that all areas of an organisation’s 

emissions will be evaluated, 

not only those from the ships 

themselves. This will include crew 

travel to and from ships, which 

will need to be reappraised in 

order to determine whether more 

sustainable alternatives can be 

utilised while ensuring that crew 

are not overly inconvenienced.  

“Crew travel is estimated to 

account for up to 15 per cent of 

a marine and energy business’s 

Scope 3 emissions. This is a 

significant proportion, and an area 

that, when effectively managed, 

can deliver meaningful reductions 

to an organisation’s carbon 

footprint. Including fewer legs to 

a journey, choosing airlines with 

greater sustainability credentials, 

and well-managed rotas with 

fewer last-minute changes, all 

make a difference to the emissions 

associated with travel. l

NotebookNotebook

Decarbonisation ‘will include crew 
travel to and from ships’: ATPI

http://www.thome.com.sg
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Notebook

MEPC 77 - agreeing progress or 
‘missed opportunity’?

The shipping industry wanted more from the 

IMO Marine Environment Protection Committee 

meeting (MEPC 77) held in late November but 

the International Maritime Organization professed itself 

satisfied with the outcome.

“in view of the urgency for all sectors to accelerate 

their efforts to reduce GHG emissions – as emphasized 

in the recent IPCC reports and the Glasgow Climate 

Pact – MEPC 77 “recognized the need to strengthen 

the ambition of the Initial IMO GHG Strategy during 

its revision process,” IMO reported. “The MEPC has 

agreed to initiate the revision of its GHG strategy and 

also adopted a resolution on voluntary use of cleaner 

fuels in the Arctic, to reduce black carbon emissions.”

A final draft Revised IMO GHG Strategy is now 

to be considered by MEPC 80 (scheduled to meet in 

spring 2023), with a view to adoption, updating the 

Initial IMO Strategy on Reduction of GHG Emissions 

from Shipping that was adopted in 2018.

The Committee invited interested Member States 

and international organizations to work together and 

to submit concrete proposals for a revised IMO GHG 

Strategy to MEPC 78 (June 2022) for consideration.

Closing the MEPC 77 session, IMO Secretary-

General Kitack Lim said: “Strengthening the ambition 

of the Initial IMO GHG Strategy during its revision 

will be crucial. Our collective actions must show our 

dedication to contribute towards the global issue, 

climate change.”

But for shipping’s green lobby the outcomes of 

MEPC 77 fell way short of its calls for an immediate 

doubling of IMO’s initial ambition of a 50% reduction 

in shipping carbon emissions by 2050 (compared to 

2008 levels) to a target of net zero by the same date.

At the same time, the lobby’s call for immediate 

establishment of a $5bn industry funded R&D 

programme into alternative fuels to support shipping’s 

decarbonisation, financed through a market based 

mechanism such as its proposed carbon levy on fuel, 

was instead deferred by MEPC for consideration during 

discussions on the revised IMO GHG Strategy, effectively 

pushing the matter back by at least another year.   

“We are disappointed that the words and 

commitments made by governments at COP26 have 

not yet been translated into action., commented Guy 

Platten, Secretary General of the International Chamber 

of Shipping (ICS), at the time of MEPC 77’s closing. 

“This week’s meetings have missed the opportunity to 

take forward a range of GHG reduction measures which 

would accelerate the development of zero emissions 

ships that are urgently needed at scale to decarbonise 

our sector. It’s almost as if COP 26 never happened.

“Governments can’t keep kicking the can down 

the road; every delay moves us further away from 

reaching pressing climate goals. We will continue 

to work with governments to agree to the suite of 

measures which the industry has proposed, including 

the $5bn R&D fund as an immediate step to be 

followed by a levy-based carbon price for shipping. 

The adoption of both these measures will be the only 

way to deliver on net zero emissions from shipping 

by 2050 while ensuring an equitable transition that 

leaves no one behind.

“The message from the industry at COP26 was 

clear; time is running out and we must do everything in 

our power to decarbonise now. Industry will continue 

to press IMO to act as the importance of addressing 

climate change is too great to give up on.” l

mediaplan The world is changing…and so is SMI, keeping you 
up-to-date in the format of your choice – online news, 
daily e-newsletter or bi-monthly magazine available 
both digitally AND in print!

For more information, please contact Karen Martin on Email: kmartin@elabor8.co.uk   
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New ‘variant of concern’ 
heightens travel restrictions

In early December the International Chamber of 

Shipping (ICS) joined fellow international transport 

bodies, the International Air Transport Association 

(IATA), International Road Transport Union (IRU) and 

the International Transport Workers’ Federation (ITF) in 

jointly calling for governments not to reimpose border 

restrictions that further limit the freedom of movement 

of international transport workers.

The move followed one week after the World Health 

Organization (WHO) had designated the new Omicron 

strain of COVID-19 as a ‘variant of concern’ and at least 

56 countries had reimposed varying degrees of travel 

restrictions.

The transport bodies asked governments to “learn 

from the lessons of the last two years and take decisive 

and coordinated action together to ease strain on the 

supply chain and support an exhausted global transport 

workforce during the busy holiday season.”

The transport bodies also renewed calls for 

governments to:

• Guarantee the free and safe movement of 

transport workers;

• Prioritise transport workers to receive WHO-

recognised vaccines;

• Adopt lasting travel and health protocols 

developed by industry for seafarers, drivers and 

air crew, as endorsed by WHO, ILO, IMO and 

ICAO;

• Create globally harmonised, digital, mutually 

recognised vaccination certificates and 

processes for demonstrating health credentials 

(including vaccination status and COVID-19 test 

results), which are paramount to ensure transport 

workers can cross international borders; and

• Increase global vaccine supply by all means at 

their disposal in order to expedite the recovery 

of the transport industries. 

Some Asia countries like China and Hong Kong have 

maintained a strict ‘zero COVID’ policy throughout, such 

as China. Interviewed just before the Omicron variant 

emerged, Hong Kong-based Bjørn Hojgaard, CEO of 

Anglo-Eastern Group and then Chairman of the Hong 

Kong Shipowners Association (HKSOA), told SMI as 

follows:

We employ a total of 32,000 crew members across 

all ships, and the pandemic has been a seriously difficult 

challenge to overcome. Think about it: Today we often 

ask even fully vaccinated seafarers to quarantine for a 

total of 14-21 days before and after their flight to the 

port of embarkation, and once they do get on the ship, 

they are asked to self-isolate for another 14 days, to 

minimise the risk of bringing Covid onboard. 

“When they do get into their job, they do so without 

family-sailing, oftentimes without shore-leave, having to 

guess if their contract duration will be honoured, and 

in the chilling knowledge that should they get injured 

on the job, many nations refuse to take them ashore to 

treat them! How is that even possible? 

“What we really need is for the ports and 

countries that remain closed to crew change to step 

up make the required change. We have the protocols 

to minimize any risk, via sterile corridors etc., so it’s 

a question of owning up to the responsibility we 

all have to the people onboard, without which the 

global supply chain that we all rely upon would not 

be possible. 

“I absolutely understand the need for people and 

communities to be kept safe and healthy. Nobody 

denies a responsible government the means to do 

their best to avoid Covid in the population. But no 

functioning nation can be hermetically sealed off 

from the rest of the world. Trade is the lifeblood that 

eradicates poverty and without shipping many nations 

would run out of essentials in short order. 

Demanding the ships and their cargoes call their 

ports, and at the same time expecting other countries 

and ports to take the full responsibility of facilitating 

crew change is truly unsustainable. It is short-sighted 

and it is wrong.” l
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Don’t get misdirected

It is a condition of ITC’s insurance that a ship manager 

is named as a full joint assured under the owner’s 

insurances. Some P&I Clubs try to name the manager 

only on a misdirected arrows basis.  Don’t do it!  

Being a full joint assured on the P&I entry means the 

manager has the full protection of the cover for any liability 

claim that arises from the operation of the ship. The more 

insurance aware however, are right to point out that there is 

a trade-off. The liability to pay premium is joint and several 

between the owner and joint assureds. In other words, if 

the owner cannot meet the premium payments, then the 

P&I Club has the right to seek recovery from the manager. 

BIMCO SHIPMAN 2009 however does require the manager 

be released from any liability for premium and calls. Although 

in reality, the P&I Club is unlikely to agree and if the owner is 

insolvent the manager will not be able to enforce this term of 

the SHIPMAN. 

If a manager is named by the P&I Club for misdirected 

arrows, they are insured if the claim would have been 

covered had it been made against the owner. For this level 

of protection, they have no liability to pay outstanding 

premium. This begs the question, why would a manager 

not choose to be covered only under the misdirected arrow 

clause? As it appears to be the potentially cheaper, low credit 

risk alternative.

There are several reasons, arising from the fact that the 

misdirected arrows cover is not a stand-alone cover for 

the managers. The managers are not joint members of the 

P&I Club.

First, under misdirected arrows cover, the onus is on the 

manager to show to the P&I Club that had the claim been 

brought against the owner instead of the manager, the 

owner would have been held liable. If the owner would have 

had a solid defence to the claim, the manager may be left 

exposed. Similarly, if the owner can limit their liability to a 

level lower than the manager, the P&I Club would not cover 

the difference.

The potential exposure therefore begins to eclipse the 

risk of being held liable for any outstanding premiums. The 

most important drawback of misdirected arrows cover makes 

this even more evident. If the owner goes insolvent and P&I 

cover is cancelled, so is P&I cover for the manager. If the 

manager is a joint assured though, they can pay the premium 

and enjoy full, independent cover from the owner.

ITIC has also seen indemnities given from the owner in 

lieu of joint assured status. This shares the same drawback 

with the misdirected arrow cover where cover relies on the 

financial stability of the owner. If the owner is financially 

unstable a further number of risks arise, which any prudent 

manager would try to avoid. Moreover, as with any indemnity, 

its value also depends on the owner’s willingness to honour 

the terms regardless of financial status.

The risk of the ship manager being required to pay P&I 

premiums as a joint assured is tied to the financial health of 

the owner. If managers are cautious about counterparty risk, 

then the chances they will be liable for P&I premiums are 

slim. If the counterparty risk is high, this is when managers 

need to be co-assureds the most, although the managers 

should be questioning why they are involved with the ship 

owner in the first instance.

Overall, there is no substitute for being a joint 

assured and any alternative arrangements may prove 

a very costly exercise. Remember – cheap insurance is 

usually the most expensive. l

By Antonios Vyrgiotis, Account Executive, ITIC
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If you ever wanted an example 

of diversity in shipping really 

working, then you need to look 

no further than Simona Toma. 

Born in Romania to a seafaring 

family, Simona graduated from 

the Merchant Naval Academy 

in Constanta, went to sea and 

worked ashore with Maersk 

Tankers, Maersk Line and SeaTeam 

Management in Romania, 

Singapore and The Philippines 

before joining OSM Maritime where 

she now heads up the company’s 

Asia operation.

“I was one of only three girls in 

year one of the Academy in Year 

1, alongside a few hundred male 

colleagues. It was the first class ever to 

admit female candidates and I know 

it was a long time ago, but I’ve been 

in conferences where I was the only 

lady attending and I’ve been on board 

ships where I was the only woman 

onboard. However, I do see a change, 

and I’m really, really happy to see it.  

“I’m a firm believer in diversity, 

but I don’t believe in a forced 

diversity, I believe in giving the right 

opportunity to people with different 

backgrounds, different genders, 

different beliefs and different 

religions. But we should not control 

the selection process, and we 

should provide opportunities for 

people to apply, to show interest, 

to prove their skills, to prove 

their worth, in an equal manner, 

irrespective of gender, beliefs or 

culture,” she said.

A long-held reluctance by 

families to encourage their 

daughters to pursue a career at 

sea has changed, but there is still 

a long way to go, Simona stressed. 

“Fathers are starting to encourage 

their daughters as well as their sons 

to pursue such a career, if this is 

what they want, and that’s inspiring 

to see.”

Shipping has always faced an 

uphill battle selling itself to the man 

in the street “but when you look at 

the demographic of people entering 

the industry now, that point could 

be equally addressed at the new 

generation, irrespective of gender. 

“The new generation has totally 

different interests than what we had, 

and what my father’s generation had 

years before; so, as an industry we 

have to look very carefully at how 

we motivate this generation coming 

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

How I Work

Simona Toma 
Managing Director, OSM Asia
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How I Work

through? What is it that shipping brings to the table, in 

order for them to consider such a life?

“When you graduate from your Academy you are 

faced with a six or nine-month contract on a ship far 

away from your family. And that was quite acceptable 

to my father when he first started sailing, and quite 

acceptable to me as well but I’m not convinced it’s 

acceptable to today’s generation, where they want 

access to the internet and where they’re able to have 

a very close relationship with their family and friends. 

So, we need to turn this around and make sure we 

understand the young generation coming into the 

workforce, so we can cater for their demands and 

needs,” she said.

But as Simona contends, when you come from a 

seafaring family with a history and understanding of 

what life at sea entails, the choice can be easier than if 

you are a graduate choosing a sea-based career over 

one ashore. “We have seen cases where fresh grads 

from school or who have passed through the cadet 

programme, go to sea and after one contract, don’t 

want to return because they didn’t really understand 

what what life would be like being thrust out of their 

network for longer periods of time.”

It goes further than that with the current or older 

generations seeking shore-based positions only after 

they had exhausted the opportunities at sea. “Instead 

of sailing for 30 years, the current generation is looking 

at leaving sea after 15 years, and then looking at other 

shore-based challenges. It’s important that people 

understand what such a career really entails, and by all 

means, I think a career at sea is very interesting, and 

much more appealing than one in the office: it has 

different dynamics. Yes, you are away for four months, 

for six months, but when you are home, you are home.”

Accepting that the industry in general will face 

seafarer shortages in the years ahead, Simona is 

clear in rejecting press reports that the way seafarers 

were treated during Covid will likely result in mass 

resignation. “What we see are short term issues that 

will need to be tackled such as the actual logistics of 

dispatching people onboard and the vaccinations; 

vaccination certificates are tending to be now quite 

a problem because many are not internationally 

recognised. What we do see, and it is very good, is a 

refinement of the seafarers’ terms and conditions for 

employment; these are starting to improve.”

But what about the situation facing shore-based 

staff, say in Singapore. How has it been affected by the 

pandemic?

Simona Toma again: “We are experiencing 

high levels of positive rates here, but Singapore 

http://www.navtor.com
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has embarked on a planned phase of returning to 

normal, where Singapore is trying to easing up certain 

restrictions as we all try and live with the virus. So, 

we’re transforming from a pandemic to a Covid resilient 

nature.  We do have a large number of cases, albeit with 

no symptoms or very mild symptoms.  

“There are restrictions, I am in the office today, but 

in order to come to the office I’m on a strict regime 

of testing, something you don’t mess about with in 

Singapore. Like all my colleagues, we have to comply 

with the requirements otherwise we cannot go and visit 

ships, so it’s some sort of a requirement to make sure 

that when we expose ourselves to the ships, we are in 

a very safe environment, and vice versa. We keep the 

ships safe by making sure that we’re tested.  That’s for 

Singapore and that’s for ship management here.  

“Singapore is a host for maritime talent and through 

the years has attracted a large number of professionals 

and it’s cemented this position in the industry.  But 

we’ve been through nearly two years of pandemic 

and they are learning. We are highly operational: 

every department has to work with each other and 

every department here works with the ships. So, the 

assumption prior to the pandemic was that you have to 

be in the location, in the office for the business to run 

smooth, but we now realise we have to be more flexible 

with the work arrangements. Flexibility in the working 

environment is key.”

Citing the role of the superintendent as an example, 

Simona said he would be constantly on the move, 

travelling between ships. But the process has been 

simplified because of Covid, with all staff having 

everything they need on the laptop. “The ships are 

integrated into the networks and in the way I talk to you 

on Zoom, they talk to the staff onboard the ships.

“If I look at Singapore as a maritime hub, we are 

emerging out of the pandemic with a more collaborative 

environment across different industry partners. So, 

what Covid has taught us is to come together. We have 

been exposed to a great number of forums, impromptu 

meetings, we call each other, to make sure that we 

share the experiences we have, and then learn from the 

experiences that one has, share  

the learnings. 

“Obviously, in our collective interest, but also in 

the benefit of industry and benefit of the seafarers.  

It’s quite an interesting dynamic, because prior to the 

pandemic we were all competitors and there was a 

reluctance to engage in this sort of healthy partnership, 

but now, we realise we are all on the same side of the 

fence and we are all trying to address this monster that 

is the pandemic,” she concluded. l

mailto:georgezambartas%40incegd.com?subject=
http://www.incegd.com
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Born into a family that included 

a mother and father who both 

worked in shipping, Elpi Petraki 

had no doubt from an early age about 

the career she seemed destined 

for. Today, she has not only spent 

most of her working life playing an 

important role in the running of ENEA 

Management Inc but also serves as 

President of WISTA Hellas, and as 2nd 

Vice President of Hellenic Shortsea 

Shipping Association, so we were 

intrigued to find out more. 

On first meeting, it was hard not to 

notice Elpi’s impeccable English, which as 

she pointed out is partly due to her early 

life which began in England. Here she says, 

“I have very strong connections to the UK 

as I was born in London and continued 

visiting regularly throughout my life.” 

“As well as this, I studied for my 

degree in Maritime Business and 

Maritime Law and Maritime studies in 

Plymouth and then I did my MSC in 

International Trade and Transport at the 

London Guildhall University.”

Following heavily in her parents’ 

footsteps to the extent that she was 

even taught by a couple of the same 

professors at university, she moved to 

Greece, where she has lived ever since 

with her husband and two daughters.

With approximately 30 employees, 

ENEA Management is based in Piraeus, 

owns seven short-sea tanker vessels and 

has been family-owned for 38 years in 

partnership with two other families. 

“I have been working for the 

company for 23 years, where I started 

out learning about as much of the 

business as possible to gain experience. 

I worked in operations, in claims and in 

chartering and now much of my focus 

is on business development.” Elpi says 

she is always learning on the job and 

strongly believes this is the best way 

to really learn and to understand the 

shipping industry. 

Elpi is also current President of 

WISTA Hellas, the Greek branch of the 

Women’s International Shipping and 

Trade Association. Boasting around 

350 members, the women are very 

active which according to Elpi, was 

not always the case and she is pleased 

that membership has grown, due to 

more women now being involved in 

managerial positions in the industry. 

“In the earlier days, there was a 

definite need for networking, because 

there were not that many women in 

shipping. Our aim has always been 

to empower woman, to give them 

the support they might need in the 

challenges that they face, to help them 

excel in their profession.

“That said, we believe that success 

is about the individual, and not just 

about whether they are male or female. 

We should concentrate on supporting 

talented people because we need them. 

Gender balanced working groups have 

better results.”

Elpi has been involved with WISTA 

Hellas for many years and just recently 

organized a dinner for past Presidents, 

who shared their stories and experiences 

for members to learn from. Operating in 

54 countries with around 4000 members 

globally, today, WISTA is a powerful and 

influential community. It has consultative 

status in the IMO which is testament to 

the position it holds. 

For Elpi, the biggest change she has 

seen is the types of positions women 

now have. Today they occupy a much 

wider spectrum of roles, not only legal 

and consulting but chartering, SnP, 

operations, technical, crew and HSQE 

departments and many more. Yet while 

we recognise this is excellent progress, 

there is still some way to go as women 

remain underrepresented in some areas 

especially in board positions, research, 

technology and the sea.”

She also adds, “Women tend 

to be more private than men and 

How I Work

Elpi Petraki  
President – WISTA Hellas, 2nd VP HSSA and Chartering/Operations/
Business Development Manager – ENEA Management Inc. 
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How I Work

sometimes less inclined to come 

forward or to speak publicly. At WISTA, 

we want to educate members and to 

help them find their voices. However, 

their success is ultimately about their 

individual confidence.”

Elpi admits to being quite a private 

person herself, yet she says she enjoys 

speaking publicly and takes the time to 

learn about important issues, to form her 

own opinions.

In May this year, WISTA Hellas was 

behind a conference raising awareness 

on environmental issues, where sea is a 

major priority. The conference highlighted 

Greek initiatives such as the HELMEPA, 

Typhoon Project, Blue Cycle, Thalassa 

Foundation, Archipelagos Institute of 

Marine conservation, set-up, not only to 

clean coastlines but to rase awareness 

and act on the conservation of the 

marine environment.  Elpi is also proud 

of WISTA’s connection to Alba Graduate 

Business School in Greece, where they 

run a Leadership Programme for women 

in maritime that forms a continuous 

education commitment to members. 

Other achievements include the 

attendance by the General Secretary 

of the IMO and representatives from 

BIMCO, INTERTANKO, INTECARGO, 

EMSA and ECSA at an online WISTA 

MED conference in June. That was 

followed by a successful international 

conference in Hamburg in October, 

each reflecting how successful WISTA 

is as a networking organisation which 

people in all member countries 

benefit from. 

As regards to WISTA’s future 

under Elpi’s presidency, her aim is to 

make it more relevant and to continue 

to empower women, by creating 

opportunities for the exchange of ideas 

and by giving women the confidence 

to command what they want and to be 

heard in the industry.

“The industry is going through a 

huge transformation,” she highlights, 

“Which has not been seen of this 

magnitude since ships changed from 

sails to engines. We need new talent 

as we know that people from diverse 

backgrounds benefit the industry. We 

must all work towards a sustainable 

planet and create sustainable businesses 

and women can be highly influential in 

such matters.”

The Hellenic Shortsea Shipowners 

Association (HSSA), where Elpi is 2nd 

Vice President, helps its vessel owning 

members - which make up the bulk 

of smaller port users in Greece - with 

everyday issues. Shortsea businesses 

due to their size can lack the resources 

afforded by larger ones so help is 

needed, with support provided by HSSA 

working in close cooperation with the 

relevant Greek ministry. Helping members 

tackle environmental challenges and 

digital transformation is one of their main 

aims at present. 

On other matters, Elpi raises the 

need to improve onboard environments 

for female seafarers. While recognising 

things have improved, she believes there 

is a greater need for change in this area. 

She says, “We also need to make the 

industry more appealing to younger 

generations and to communicate more 

positively about shipping at large.” 

Last but not least, an important part 

of Elpi’s commitment to maritime is her 

work with the Hellenic Maritime Museum 

in Piraeus, which stimulates her passion 

for combining shipping with history and 

art. Housing 2,500 maritime artefacts 

dating back to ancient times, a library of 

more than 18,000 books and periodicals, 

the museum holds memories for Elpi 

of her first visit as a child, which she has 

never forgotten.

“I am on the Board of Directors for 

the museum, following an invitation by 

the President of the Museum. We all work 

for the general good of the industry, so 

she thought I would be a good fit for 

the role. Shipping is of such significant 

historical importance to Greece and 

20,000 children visit the museum each 

year and the Museum is making sure the 

legacy is passed on to them. I am most 

honoured to be a part of it.” l

 
     WISTA Hellas leads young people’s tour of shipyard

 
    Hellenic Maritime Museum in Piraeus
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Tens of thousands of visitors from across the global 

shipping industry are set to flock to Norway early 

next year for the return of Nor-Shipping – for its 

first ever winter event. 

Usually held in the height of summer with a week of parties 

and networking opportunities, Nor-Shipping is being held half a 

year later than planned due to the pandemic. The event, billed 

as ‘your arena for ocean solutions’, will be held from January 

10-13. 

Organisers confirm there will still be the same amount 

of networking opportunities and socialising that Nor-

Shipping is renowned for, with its After Work activities at 

Aker Brygge proving to be a ‘much-anticipated highlight,’ 

notes Knut Erik Dahle, Nor-Shipping head of conference 

and event.

“We are very excited 

that the 2022 event sees 

the Nor-Shipping social 

scene moving to one of 

Oslo’s hottest locations, 

as we invite you to relax, 

network and enjoy After 

Work at Aker Brygge. Aker 

Brygge will be the dedicated 

‘after work’ area where several 

social functions will take place 

ensuring great networking 

and fun activities mixed with 

good food and drinks,” said 

Nor-Shipping director external 

relations Per-Martin Tanggaard (pictured left).

The theme for this year’s event is based around sustainability 

– a huge focus point for Nor-Shipping - and the event is using 

the platform to call for #ACTION in the ocean space.

Nor-Shipping director Sidsel Norvik (pictured above), 

said: “Nor-Shipping is very conscious of the environmental 

footprint – both for the industry and for the event itself. 

Sustainability is central to everything we do at Nor-Shipping. 

Working together we believe this industry can look forward 

to a brighter, greener, more profitable future within the ocean 

space. The Nor-Shipping theme #ACTION illustrates that 

we are looking at the tangible plans and actions in order to 

decarbonise shipping globally.”

In support of its own ethos, Nor-Shipping set a new 

Norway prepares for first  
winter Nor-Shipping
Call for #ACTION at ‘your arena for ocean solutions’

POSTPONEMENT: As this issue went to press in mid-December, Nor-Shipping announced that it was postponing 
the January 2022 event to April 4-7 because of rapidly “rising infection rates here in Norway and elsewhere”.
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benchmark for the maritime and ocean event by achieving 

the ISO 20121 certification from DNV GL in June 2019. 

The certification was a collaborative effort in support of 

UN Sustainable Development Goal 17 to revitalise global 

partnerships for sustainable development. In line with this, Nor-

Shipping visitors and exhibitors are urged to travel by train. The 

event also follows the requirements for garbage handling and 

maximises the reuse of exhibition walls, carpets, furniture and 

other fittings.

One of the highlights of its packed programme is the 

Nor-Shipping Ocean Leadership Conference, set to feature 

high profile international leaders, top experts and recognised 

industry players to share their expertise on how the shipping 

industry can navigate the challenges ahead.

Anders Fogh Rasmussen, former Secretary General of NATO 

and Prime Minister of Denmark, will take the Ocean Leadership 

stage to deliver unique insights on the shifting geopolitical 

landscape, its impact on ocean business, and the potential risks 

and rewards looming on the horizon. It is, organisers note, a 

unique opportunity to access ‘big picture’ insights from one of 

the world’s foremost statesmen.

In a change from recent years, the 2022 leadership 

conference will move into Nor-Shipping’s own Nova Studios, 

part of owner NOVA Spektrum’s modern exhibition complex 

in Lillestrøm. This will bring the audience and speakers closer 

to the action, organisers say, while providing a revamped, 

comfortable and optimal environment for both keynotes, round-

table discussions and industry mingling.

The third International Ship Autonomy and Sustainability 

Summit is another Nor-Shipping highlight and is a day-long 

summit, which focuses on the very latest technological, business 

and regulatory developments. 

The event’s renowned exhibition, is set to feature five 

themed halls across a total of 20,000 sq meters at the venue in 

Lillestrøm. Over 700 exhibiting companies are expected to take 

part, from around 50 countries, showcasing their capabilities 

to anticipated crowds of around 30,000 people. The floor also 

includes many large national and industry pavilions. 

With increasing industry and regulatory focus on 

decarbonisation, emerging energy solutions and accessing the 

ocean’s resources responsibly, the dedicated Blue Economy 

Hall is shaping up to be a crucial arena, say organisers. 

New technology , innovation and partnerships are key to 

progress and makes the hall’s Start-up Lounge a must visit. 

The Mayflower, a unique autonomous, solar- and AI-powered 

research vessel, is the latest name to confirm participation.

The Blue Economy Hall will feature exhibitors including NCE 

Maritime Cleantech, Sterling PBES, Ahlsell, eSEA, ENOVA, key 

players within hydrogen and ammonia and many more. 

Twelve Blue Talks will take place in the Blue Economy 

Hall, covering areas ranging from green financing to cross 

industry collaboration, future fuels, infrastructure development, 

autonomy and regulatory insight, mixed with in-depth 

discussions on realising the huge potential of offshore wind, and 

how to drive and influence positive change.

Speakers include Bo Cerup-Simonsen, CEO Mærsk 

Mc-Kinney Møller, Sotiris Raptis, Acting Secretary General, 

ECSA-European Community Shipowner’s Association, Hege 

Skryseth, CEO Kongsberg Digital, Rolf Tore Roppestad, CEO 

Gard, Heidi Wolden, CEO Norled, Siri Kalvig, CEO Nysnø, Tone 

Lunde Bakker, CEO, Eksfin, and Paal Holtus, CEO, World Ocean 

Council, to name a few.

“The exhibition is filling up and most of the usual 

suspects will be there to do business. Technical seminars 

that were introduced in 2019 will be back again and is also 

a popular opportunity for exhibitors and visitors to Nor-

Shipping so something for everyone involved in the ocean 

space,” said Ms Norvik.

Nor-Shipping 2019 was a phenomenal success and 

organisers are confident to continue that success in 

January 2022. 

“We can promise an excellent exhibition, events with unique 

takeaways, and a wonderful atmosphere as the international 

ocean and maritime business community gathers once again,” 

she added. “To ensure a safe environment we plan to introduce 

a corona-pass for all attendees, but restrictions here in Norway 

have been dropped and the country, and Nor-Shipping itself, 

is very much open for business! We can’t wait to welcome 

everyone to a very special Winter Wonderland Nor-Shipping in 

January. See you there.” l

For full details on the Nor-Shipping programme and exhibition, 

and to book your tickets go to www.nor-shipping.com

We can’t wait to welcome everyone to a very special  
Winter Wonderland Nor-Shipping in January

http://www.nor-shipping.com


28 Ship Management International      Issue 94 November/December 2021

Classification

Class collaboration
Classification societies are banding together to face the challenge  
of decarbonisation and new technologies, as Bob Jaques reports.

Christopher J. Wiernicki perhaps best summed up the shipping 

industry’s newly adopted stance on decarbonisation in a speech 

delivered on the sidelines of the recent COP26 climate change 

conference in Glasgow. “The real future fuel will be a mixture of leadership 

and cooperation,” the ABS Chairman, President and CEO said. “This is 

a ‘we’ game, where success is a team sport. No one organisation, 

no individual company, has the resources to meet 

this challenge alone. We will need to work 

together, pool our resources, experience, 

and knowledge if we are to achieve our 

sustainability ambitions.”
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For classification societies, traditionally a highly 

competitive sector, that requirement to combine forces is 

paramount, responsible as they are for ensuring the safety 

of ships and marine personnel as they embark upon what 

has been variously termed ‘a decade of transformation ‘ and 

‘the fourth propulsion revolution’ - from sail, to steam to 

diesel and on towards low- and zero-emission fuels.

No wonder then that the incoming Chairman of the 

International Association of Classification Societies (IACS) 

Nick Brown, Chief Executive of Lloyd’s Register (LR), in 

his first speech in the role welcomed the prospect of 

“increasing levels of collaboration” among IACS members 

and with other industry stakeholders during his 30-month 

term of office, in order to support shipping on its pathway 

through decarbonisation.

Indeed, a new cooperative framework involving class has 

already been set up this year in the form of the Maritime 

Technologies Forum (MTF). Stating its aim as bridging the 

gap between technological knowledge and regulatory 

process for the benefit of the entire maritime industry, the 

forum’s seven founding members are made up of leading 

flag states and class societies, namely the Japanese, 

Norwegian and UK maritime administrations plus class 

societies ABS, ClassNK, DNV and LR.

MTF says its members will collaborate 

on research and share insights on 

technological advances, notably in 

improving energy efficiency and 

the use of alternative fuels 

and associated prime movers, as well as on growing levels 

of automation in the industry at a later date. Infrastructure 

concerns connected with new fuels will also be addressed.

Questioned by SMI in his new role As IACS Chair as to 

whether other members of the association would be able to 

have an input into the MTF’s work and be kept aware of its 

findings, Brown stressed that the forum would be issuing its 

‘impartial’ reports on a regular basis and that these would 

be shared with the industry at large, including other IACS 

membwrs, for review and feedback. 

Knut Ørbeck-Nilssen, CEO of DNV Maritime, explained 

to SMI the rationale behind the new forum as follows: 

“Decarbonisation poses a challenge unprecedented in scale 

and complexity…[that] will involve a significant increase in 

the use of alternative fuels and a marked increase in ship 

complexity and the challenge to assess safety. To support 

the industry through this transformation we need a new 

collaborative effort, one that can both offer expert advice 

and information from an independent perspective, while 

also supporting a regulatory environment that keeps pace 

with these technological advances. 

“And that is exactly why we established the Maritime 

Technologies Forum – a collaboration between seven 
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major classification societies and flag states, dedicated to providing the global 

leadership and technical expertise the maritime industry needs to achieve a 

sustainable transition.

“As a founding member of the MTF, I am confident that Class can work 

together with the wider industry to safely manage the transition,” he concluded, 

describing collaboration as “the key to unlocking the maritime renaissance which awaits us in this exciting new era of 

transformative change.”

Nevertheless, there have been mutterings of discontent among other class societies about the MTF, some seeing in it 

an echo of the ill-fated attempt to form a breakaway grouping of the largest three classification societies – dubbed a ‘super 

IACS – back in the 1990s.

Much has happened since then, however, such as an opening up of IACS’ eligibility criteria to admit new entrants. More 

recently this has been followed by a change to the association’s governance model that sees the position of IACS Council 

Chair extended to two years, assisted 

by an elected General Policy Group 

(GPG) Chair joining the secretariat 

in London, thereby providing a 

greater degree of continuity than 

was possible before.

In addition, IACS has chalked 

up an impressive track record of 

cooperation among its members 

since, notably with agreement of 

the Common Structural Rules for 

Bulk Carriers and Oil Tankers, which 

involved a considerable effort in 

harmonisation of standards.

Now the class organisation 

is in the process of establishing 

a new Joint Industry Working 

Group that will be looking at how 

new technologies can be most 

effectively implemented/deployed 

onboard ships, and any unintended 

safety risks posed, the association’s 

Secretary General Rob Ashdown 

tells SMI, possibly leading to 

proposals for alternative ways of 

regulating such technologies. 

As the sole representative body 

for class societies and the IMO’s 

principal technical advisor with its 

own seat at IMO, 12-member IACS 

retains “unparalleled strength and 

depth”, points out Ashdown, as 

emphasised by its current work 

across issues including remote 

The Castor Initiative is a cross-industry Joint Development Project to build 

the world’s first ammonia-fuelled tanker by 2025. It involves six (as in the 

number of stars in the Castor constellation) partners, all leading players 

in their respective fields - class society Lloyd’s Register, tanker operator 

MISC, shipbuilder Samsung (SHI), engine manufacturer MAN, ammonia 

producer Yara, and the Maritime and Port Authority of Singapore (MPA). 

“There’s lots of determination, a real excitement around supporting the 

industry through this so-called fourth propulsion revolution, and at Lloyd’s 

Register what we are now really focused on is how to make that a reality 

before the end of the decade,” said LR CEO Nick Brown. The project also 

aims to show governments around the world “how quickly the private 

sector is moving and collaborating, and how quickly zero-emission fuels will 

be coming,” he added.

The Castor Initiative

Yara brings experience of “manufacturing ammonia at scale,” Brown explains, 

MAN Energy Solutions will be researching possible marine engines to use 

the fuel, and MPA will be responsible for creating an ammonia refuelling 

infrastructure in Singapore. SHI will build the vessel, to be operated by MISC.

“Multi-stakeholder projects like 

The Castor Initiative will be the 

driving force to bring in an era 

of energy transition,” observed 

Youngkyu Ahn, VP of SHI. 

“We need to solve this energy 

transition equation together – 

we need partners… all bringing 

an important part of the jigsaw,” 

added Yee Yang Chien, MISC 

President and Group CEO. 

At presstime, bunkering hub 

Jurong Port had just become a 

seventh member. l

Knut Ørbeck-N
ilssen

Nick Brown
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survey, complex systems and cyber safety as well as safety 

issues related to alternative fuels and novel technologies. 

“IACS’ Members are united in their commitment to 

working together to deliver on the practical implementation 

of safer, cleaner shipping,” he adds.

“Class societies have been able to balance collaboration 

and competition well for many years, and keep working 

together on sound partnership,” agrees ClassNK Corporate 

Officer Takeshi Okamoto, Director of Planning Division 

and General Manager of Public Relations Team. “ClassNK 

advocates the importance of any collaboration, and the one 

among class societies can offer greater value to the industry.”

For its own part, Nippon Kaiji Kyokai has been involved in 

various collaborative projects aiming at zero-emissions “such 

as alternative fuels used for combustion plant or battery, 

carbon capture, carbon recycling, wind-assisted propulsion, 

and more,” he continues.

Moreover, the production and transport of green 

hydrogen will clearly have an important role to play 

in shipping’s decarbonization, he adds, to which end 

ClassNK has been engaged in the classification survey of 

a pioneering liquified hydrogen carrier ordered by CO2-

free Hydrogen Energy Supply-chain Technology Research 

Association 

(HySTRA) and 

built by Kawasaki 

Heavy Industries. 

Anticipating 

a greater need 

for the seaborne 

transportation of 

green hydrogen, 

ClassNK will 

utilize the experience and knowledge it gains through 

the partnerships to propose “appropriate standard for 

ensuring safe and efficient hydrogen transportation,” 

Okamoto-san says.  

ClassNK has also just joined a project grouping NYK Line, 

Japan Engine Corporation. IHI Power Systems and Nihon 

Shipyard for R&D, design, construction and commercialisation of 

vessels equipped with domestically produced ammonia-fuelled 

engines, supported by Japan’s New Energy and Industrial 

Technology Development Organization (NEDO) and Green 

Innovation Fund. An ammonia-fuelled tugboat and ammonia-

fuelled ammonia gas carrier are the first vessels planned.

Korean Register (KR) has likewise set the quest for zero 

ABS offers simulation decarbonisation service 
In what it describes as an industry first, ABS has launched 

an advanced service using sophisticated modelling 

and simulation technologies. The intention is to assess 

the impact of a wide range of vessel decarbonisation 

technologies at the design stage, as well as simplify EEXI 

and CII compliance.

The new SIM-based Energy Efficiency Evaluation Service 

will allow both newbuild vessels and existing vessels 

to compare different design and operational options 

and evaluate the performance impact of adding new 

technologies. 

This is just the beginning for the service, with an update 

due next year adding CII compliance planning, allowing 

time to prepare for any required retrofitting and 

modifications to the fleet.

“Just as simulation is being used in automotive design to 

decarbonize vehicles, shipping must embrace new ways 

of seeing things to bring forward innovation for greener 

vessels,” said Christopher J. Wiernicki, ABS Chairman, 

President and CEO. “At ABS we can now use advanced 

simulation and modelling to assess new concepts in 

design, engineering and operations while a vessel is in its 

design stages, allowing ship owners and shipyards to make 

more informed decisions.” 

For newbuilds at design stage, SIM-based Energy 

Efficiency Evaluation Service supports propulsion system 

design optimisation, providing system level assessment 

of the fuel consumption of a vessel, supporting life-cycle 

cost analysis as well as detailed design comparison and 

equipment parameter optimization. For existing vessels, 

the service assists with evaluating the retrofitting options 

and operational changes to reduce fuel consumption and 

maintain compliance with regulations.

Launch of the new service followed the announcement 

of a collaborative Joint Development Project between 

ABS, Hudong–Zhonghua Shipbuilding and Wärtsilä 

using advanced multi-physics modelling and simulation 

to support development of a flexible, future-ready and 

modular concept for a multi-fuel 

electric Liquefied Natural 

Gas Carrier (LNGC) 

vessel (pictured) – 

case in point of a 

one-off cross-industry 

teaming leading on 

to a new technology 

assist for the entire 

shipping sector. l

Takeshi Okam
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emissions as its main priority, last year having set up a 

‘Decarbonisation taskforce’ with the stated aim of supporting 

shipowners, shipyards and the wider industry achieve 

IMO’s decarbonisation goals. It also has an online data 

management system for GHG emissions an EEXI/CII called 

KR GEARs (GHG Emission Authentic Reporting system) to 

help shipping companies meet the IMO’s upcoming EEXI 

(Energy Efficiency Existing Ship Index) and CII (Carbon 

Intensity Indicator) regulations

In addition, KR is involved in a host of projects on 

alternative fuels, most notably ammonia, on which it 

published its first technical as early as 2019. Then in July 

this year it published latest ‘Guidelines for ships using 

ammonia as fuel’ including latest safety regulations 

and inspection standards, covering the design and 

arrangement of machinery spaces and fuel tanks, control 

and safety devices, and material requirements for any 

facilities handling ammonia, taking into consideration its 

toxicity and corrosiveness. 

In parallel KR has developed new class notations for 

vessels meeting the regulations and inspection standards 

in its guidelines: SF-Ammonia, DF-Ammonia and Ammonia 

Ready; issued an Approval in Principle for the design of 

an ammonia bunkering vessel; and joined a consortium of 

Korean companies to explore the development of a green 

ammonia supply chain.

On hydrogen, it has signed an MOU with Hyundai 

Motors and Hyundai Global Services to work together to 

develop and commercialize hydrogen fuel cell systems for 

marine propulsion. It is also involved with Korea’s first two 

fully operational hydrogen ships - part of a project being 

developed by the Ulsan Hydrogen Green Mobility Regulatory 

Free Zone – that can run on either hydrogen fuel cells, electric 

batteries or a hybrid of the two – where it identified risk 

factors for the vessels and developed relevant regulations.

In addition, it has signed an MOU with the world’s largest 

shipbuilding group, Hyundai Heavy Industries, to work 

together to address key environmental challenge such as 

decarbonisation, as well as working with Korean shipowner 

Pan Ocean on research into rotor sail systems, as well as 

carrying out R&D into black carbon abatement technologies.

Fellow IACs member Polish Register of Shipping (PRS) 

says it is also fully focused on helping industry achieve 

its CO2 reduction goals by discharging class societies’ 

duties as regards the safety considerations of the use of 

alternative fuels and in the increased level of technological 

innovation required.

However, “there are increasing concerns that new 

regulations governing ship designs aimed at further 

reducing CO2 emissions may potentially have adverse 

effects on the safe operation of ships,” it notes. “Further 

reduction of engine power and use of alternative fuels 

can put both the crew 

and the environment 

at serious risk without 

proper safeguards being 

implemented.”

PRS points out that IACS 

has initiated a review of energy 

efficiency technologies and new/

alternative fuels with a view 

to “identifying risks and consequences and developing 

RINA benefits from  
broad expertise 

Italian classification society RINA says it works relentlessly 

to support the maritime industry in reducing its ecological 

footprint, greenhouse gas emissions and helping facilitate 

energy transition. 

Adopting a holistic approach, RINA harnesses the experience 

of designers, shipyards, shipowners, manufacturers and Flag 

Administrations to address - from both a regulatory and 

advisory standpoint - what it describes as the three main 

aspects of shipping’s ‘green deal’: the transition towards zero 

carbon fuels, improvements in ship efficiency, and the need for 

optimum vessel performance. 

To this end RINA has set up Decarbonisation Committees in 

different geographic areas, viewing these as “an essential 

platform for all stakeholders to discuss practical approaches 

to decarbonisation”. Matters addressed include advances in 

technology, regulatory changes, digitally enabled services and 

the potential funding or financing of green technologies for the 

benefit of the entire industry.

RINA is also working on both ‘green’ and ‘blue’ hydrogen 

initiatives in a wider industrial context than merely shipping 

or transport and therefore feels it is able to bring the 

wider knowledge gained from those sectors to maritime. 

For example, it is involved with collaborative projects with 

other Italian industrial major to use hydrogen both in the 

manufacture of steel and to power melting furnaces in 

glassworks, Italy being the second largest producer of glass 

objects in Europe. 

CEO Ugo Salerno comments that RINA’s “expertise 

and laboratories” are being used to contribute to the 

“ecological transition of major energy-intensive chains” and 

decarbonisation of some of the “most significant sectors” in 

the Italian economy. “Change is not optional, nor do we have 

time on our side,” he says. 

“Class Societies are an essential element to quickly 

meet the demand for new standards and regulations as 

technologies develop.” l

Ugo Salerno
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Matthieu de Tugny

mitigation measures for identified risks.” IACS will be 

feeding its deliberations into the IMO MSC (Maritime Safety 

Committee) or CCC (Carriage of Cargoes and Containers) 

sub-Committee and stands ready to “contribute to 

identifying and addressing the regulatory gaps on safety.”

IACS member Russian Maritime Register of Shipping (RS) 

is heavily involved with safety work surrounding the transport 

of transition fuel LNG. This year it signed a new Cooperation 

Agreement with LNG membrane containment system specialist 

GTT to meet the evolving needs of the LNG market, given that 

use of LNG as marine fuel “promotes membrane technologies 

for fuel tanks”.

This summer, RS also agreed a strategic partnership with 

Russia’s major shipowner Sovcomflot (SCF), allowing it to draw 

on SCF’s experience - especially of operating liquefied natural 

gas carriers in Arctic conditions - when formulating technical 

regulations and standards for using new types of marine fuels. 

Konstantin Palnikov, Director General of RS, commented” 

The synergy of the classification society and industry leader’s 

combined expertise is essential for the development and 

implementation of standards that contribute to the efficient 

and safe operation of marine transport and environmental 

protection. … I am confident that our productive dialogue 

will benefit the promotion of technical initiatives and 

advanced engineering solutions under the up-to-date 

maritime industry projects.” 

China Classification Society (CCS), also an IACS member, has 

meanwhile agreed a series of two-year cooperation framework 

agreements with liner giant Maersk on decarbonisation, covering 

scientific and technological innovation projects, green fuel 

availability & infrastructure, and carbon neutral vessels. 

“By joining hands with Maersk, I believe we can develop the 

right set of standards, rules and technical solutions for the benefit 

of the whole industry,” CCS President Mo Jianhui was reported 

as saying, “which will also contribute to China’s ambition of 

realising the pledge of reaching peak emissions before 2030 and 

carbon neutrality before 2060.”

Meanwhile, CCS has also taken part in joint research projects 

into the building of ammonia-fuelled vessels, and together 

with ABS issued Approval in Principle to an ammonia-fuelled 

310,000dwt VLCC design developed by COSCO Shipping Heavy 

Industry and China Shipbuilding Ocean Engineering Design and 

Research Institute.

In short, there is a 

commonality among the world’s 

leading classification 

societies in their eagerness 

to collaborate - both 

collectively and individually 

with other shipping 

stakeholders - in what 

has been  described as 

the industry’s ‘moonshot’ 

challenge to achieve carbon net-

zero by mid-century. l

Measurement and transparency 
of data ‘vital’: Bureau Veritas 
“Progress must be measured and verified, and this 

is where class has an essential role in independently 

validating performance and benchmarking 

improvements,” says Matthieu de Tugny, Executive 

Vice President, Bureau Veritas Marine & Offshore. ”As 

shipping accelerates its journey towards sustainability, 

measurement and transparency of data will be vital. 

“This ability to capture performance is essential 

for operational, regulatory and financial reasons – 

including the ability to raise finance. Verification of 

that data by an external and independent body that 

has sufficient technical knowledge will also be critical 

to help ensure stakeholder trust and favourable 

conditions for investment. 

“BV’s Green Line of services and solutions assists stakeholders 

on their sustainability journey: from their starting points to a 

comprehensive assessment of their progress as measures are 

implemented and performance is reviewed. 

“Class helps de-risk new technologies and build 

trust between parties, placing us right at the heart 

of innovation. Rather than waiting for regulators to 

adopt new legislation, we are playing a proactive 

role to support early movers in their decarbonisation 

ambitions. Class rules for new fuels are an important 

contributor. Bureau Veritas has recently issued a first 

set of rules defining requirements for ammonia as 

fuel, and for methanol and fuel cells where detailed 

prescriptive requirements at the international level do 

not yet exist. Hydrogen rules will be issued in 2022. 

“Collaboration must also extend beyond our 

narrow sectorial interests, to tackle greenhouse gas 

emissions from a whole supply chain basis. This is 

where Bureau Veritas can draw upon our strengths 

as a global testing, inspection, and certification 

organisation with deep involvement across multiple 

industrial sectors.

“This outlook is shaping our involvement and leadership 

on many fronts as we support retrofit projects right now 

as well as the next horizon initiatives with new fuels for a 

net zero future.” l

Classification
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PUTTING A GLOBAL 
NETWORK TO 
WORK
The past two years has been a 

particularly busy time for Inchcape 

Shipping Services. As the shipping 

world grappled with the shockwaves of the 

Coronavirus pandemic, Inchcape drew on its 

unique global network of over 240 offices in 60 

countries, worked with some of the largest ship 

management companies to open up crew travel 

corridors and worked with governments, not 

least of all with Port Authorities and Shipping 

Associations to find ways to be creative about 

how ports could be restarted again to help in 

the push to repatriate crew.

“The industry as a whole, came together 

to try to find these solutions,” said Feizel 

Mohammed, Global Sector Head for the ship 

and crew managers’ sector at Inchcape. “We 

asked ourselves, what could we do to help these 

seafarers who have been stuck onboard ships for 

so many months.”

“It was an extremely challenging situation 

because thousands of seafarers had gone over 

their contract period and needed to get home. 

During that time the ports were not open and 

local laws did not allow for crew changes to take 

place,” said Mr Mohammed.

“As things developed in the second half 

of last year, we had the new IMO legislation 

coming into effect in which gave special rights 

to seafarers as essential key workers and a 

recommended framework of protocols ensuring 

safe crew changes and travel. Only then did the 

ports start to open up a little bit more but still it 

was not like pre-covid-19. That level of flexibility 

we had was no longer there in the period of the 

pandemic. The process became lengthy. Fifteen 

days before a crew was due to come in, work 

started. We needed to ensure the crew was in 

proper quarantine facilities in the home port.  

They needed to have proper PCR and antigen 

testing and the results all needed to be submitted 

online for approvals. Getting the right flights was 

a challenge and, in many instances, planes had to 

be chartered. Seafarers were placed together on 

flights to get to Singapore, Rotterdam or 

Dubai - some of the key crew change locations. 

This is how things became more complicated and 

more cumbersome because there were many 

more requirements,” he said.

A key to the success was cooperation. 

Competitors joined together and worked as 

a coalition to get things done and when this 

happened, facilitated maybe by a port authority 

or a shipping association, ideas flowed. “A lot 

of active discussion took place. Even for that 

matter at Inchcape where we were also on 

the ball working alongside our competitors 

to find solutions. This was evident because by 

the end of 2020, we had arranged over 75,000 

crew changes. It was definitely a good level of 

engagement, I would say.”

“Over the last year, some  of our local 

offices have given out care packs to seafarers 

on some of the ships we were looking after,” 

said Mr Mohammed. The care pack is usually a 

small hamper with sanitisation kits, face masks, 

and phone cards. “It’s a small thing but it was 

important during this period because the crew 

needed to make phone calls, and this was not 

always possible without shore leave.  In some 

cases, we also provided them with the portable 

Wi-Fi on board allowing them to contact loved 

ones,” he stressed.

As David Wonfor, Head of Managed Services 

at Inchcape, added, many lessons were learned 

during the early days of the pandemic, not least of 

all, how do we as an industry become a lot more 

proactive when something like this happens again?



“During the pandemic we had to rally the 

governments on a weekly basis in trying to open up 

these travel corridors. It took a tremendous amount 

of time and effort, with little or very slow progress but 

we kept at it as it was imperative that we had to make 

a change for the seafarers who needed to start work 

or those who had to get home to their loved ones. 

As we were slowly chipping away, we started getting 

more and more leeway from the governments, 

especially in getting crew members ashore into 

hotels and then making sure that they could be 

repatriated in time without being restricted,” he said.

“It is all about being more proactive in getting 

information across to our customers a lot earlier and 

predicting a lot more of what can happen now with 

regards to ports being closed, to crew changes not 

happening, with flights being blocked to certain 

countries and coming up with alternatives like we did 

through these coalitions, with some great success. 

“If this had to happen again, we would want 

good cooperation from governments around the 

world on these pandemics. I think a lot of them 

understand the impact now that it’s had with closing 

these ports and shutting down airlines. The crew 

haven’t been able to get ashore for extended 

periods of time, sometimes over a year and the 

humanitarian effects were huge with mental health 

issues and crew unable to see family members or to 

say goodbye to family members that were passing 

away due to the virus.”

“Our hub solution works as a single point 

of contact for all our customers,” said Manish 

Ranjan, Head of Vessel Supply Chain Hub. “We 

work with all the well-known and largest ship 

managers, and we are servicing their needs. 

Operating as one agency with offices around the 

world gives us major benefits when it comes to 

the smooth flow of information. We are in total 

control when it comes to getting things done 

quickly anywhere in the world.  Information 

sharing is also crucial, through our network we 

have access to hard to come by information. 

Restrictions, possibility of performing crew 

changes, quarantine and testing requirements 

and other important information was published 

to our website for anyone to access. This proved 

to be a very valued service to the industry, which 

over the period of the pandemic has amassed 

over 170,000 page views. “

“We are able to work effectively with our 

customers to plan the most efficient way to move 

crew and deal with their vessels. This type of 

dynamic information flow between our offices also 

helps our customers to plan,” he added. 

Inchcape Shipping Services traces its origins 

back to 1847, when two Scottish merchants from 

Campbeltown, William Mackinnon and Robert 

Mackenzie, met in Calcutta and formed a general 

merchanting partnership, Mackinnon Mackenzie & 

Company (MMC).

Today, the company is one of the largest 

maritime services providers, with some 260 offices in 

60 countries and a team of over 2,500 professional 

and committed staff. l
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A key to the success was cooperation. Competitors joined 
together and worked as a coalition to get things done and 
when this happened, facilitated maybe by a port authority 
or a shipping association, ideas flowed after
Feizel Mohammed, Global Sector Head for the ship and crew 
managers’ sector at Inchcape



SINGAPORE
Round Table

The post-pandemic world: what are the priorities and 
challenges ahead for a major cluster like Singapore?

The panellists were: Arjun Batra, Group Managing Director Drewry Shipping Consultants; 
Caroline Yang, President of the Singapore Shipping Association; Demetris Chrysostomou, 
Managing Director Asia Region Columbia Shipmanagement; Steen Lund, CEO RightShip; and 
Joshua Politis, Deputy Managing Partner Transport Capital. 
It was moderated by Sean Moloney, Publisher of SMI.

Sponsored by

Singapore Special Report
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Singapore is widely acknowledged as one of the world’s major international maritime centres, if not 
the pre-eminent IMC. But it has been as badly hit by the effects of the global pandemic as anywhere 
else. There is some speculation, that its role could be diluted as companies divert staff to cheaper 
remote locations as the world looks to a hybrid model of working. In the latest in its series of round 
table debates, kindly sponsored by Columbia Shipmanagement, we will look at the opportunities 
that exist for a major cluster like Singapore that is coming out of the Covid pandemic and will plot 
the areas of concentration that the Singapore shipping industry needs to focus on as it looks to grow 
and develop in a post-Covid world. What lessons have been learned from the pandemic, but more 
importantly, what will the changing landscape look like and how will innovation/digitalisation and the 
need for bottom line value and efficiency amid a backdrop of growing trade demand, influence the 
way the industry reacts?
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Sean Moloney

I think next year is going to be an interesting year. Shipping 

has ably demonstrated its resilience and agility over the last 

two years and has learned a number of valuable lessons, 

not only in embracing digitalisation but how it will meet the 

demands of an industry driving out of Covid.

 

Demetris if I could start with you, and I would ask you just to 

introduce yourself and give us a little bit of insight into how you 

think things are going to pan out. Over to you.

Demetris Chrysostomou

Good morning Sean and good morning and good afternoon 

to the audience, wherever you are sitting in the world. Also, 

good afternoon and good morning to my fellow panellists.  I 

am Demetris Chrysostomou, and I am the Managing Director 

of the Asia region for Columbia Shipmanagement. I am also 

the Group Director for Business Development and Marketing. 

I am currently sitting in the Singapore office. Going forward 

and looking at what may have come out of this pandemic, a 

situation we are not done with yet, will almost certainly include 

crew visibility. Although there have been challenges for the 

crew onboard the ships and even those at home, and for the 

companies dealing with the crew, but a positive that has come 

out of this is definitely the increased visibility of the crew and 

the emphasis to which companies now place on crew, their 

welfare and wellbeing, and the benefits these crew are now 

getting. 

Another positive has been the investment in technology, and 

also the ability to work remotely, to inspect vessels remotely, to 

monitor vessels remotely, so all these kinds of things. So, you 

think that although technology was always there, it was never 

previously embraced by the shipping industry.  

Sean Moloney

On this whole issue of crew visibility Demetris, how is it 

going to be rolled out from now on? Is there going to be 

a different perspective as far as a seafarer is concerned? 

Is there going to be more of an emphasis on career 

development? 

Demetris Chrysostomou

Well, I would answer that in two parts. The one part is the 

general public and its view of shipping before the pandemic. 

Shipping has never been in the public limelight. It has also not 

been seen as a reputable business; people look at pollution 

and focus on the bad things about the industry. And crewing 

was a similar thing. So, I think the pandemic has highlighted 

the importance of the job that seafarers do. There is definitely 

a visibility now which wasn’t there before. From the shipping 

industry’s point of view, there is an acknowledgement that we 

do need to do better for our crew. So, good companies have 

already started with crew wellbeing, welfare, mental health, 

career progression and development inititatives, benefits which 

weren’t there before. So, there is a real emphasis on these to 

keep people interested in seafaring, to help them through this 

very challenging time, while also making it attractive for future 

generations. So, I think again it is not generic through the 

industry, but good companies have realised there is a greater 

focus on this.

Sean Moloney

Joshua, let me come to you. Again, if you could just 

introduce yourself and just give us a little bit of a 

perspective on how you see what the priorities and 

challenges ahead are, and also with an emphasis on the 

cluster elements, and Singapore in particular as well? Over 

to you.

Joshua Politis

Thank you. Good morning, good afternoon to all. My name 

is Joshua Politis and I am the Deputy Managing Partner at 

Transport Capital. We are an asset management and advisory 

firm headquartered here in Singapore but with offices around 

the world. So, I think from our perspective, what has been 

hugely accelerated over the last 18 months is the whole focus 

on decarbonisation and how do we get the industry down to 

reducing emissions and then to zero by 2050.  You know, the 

clients we work most with are the medium-sized shipowners 

and the key issue there is capital. How do you attract the 

capital necessary to make those investments into lower and up 

to zero-emission ships?  So, we are seeing new capital which 

has not historically been necessarily interested in the industry, 

but that has more of an impact or an ESG (Environmental, 

Social, Governance) focus, that is starting to pay attention. It 

is still early days but there are some very interesting projects 

that are really attracting this kind of new capital.  And so, I think 

it has been very much a Europe-dominated focus, but I think 

Singapore is doing a lot on that front as well, between the 

MPA and the Monetary Authority of Singapore (MAS) through 

the development of a green finance programme. The Global 

Centre for Maritime Decarbonisation (GCMD) was opened last 

year, so it has really been accelerated, and what we are excited 

about is that Singapore really has a role to play. It is one of the 

biggest ports; it is one of the biggest bunker suppliers, if not 

the biggest, and there has been an exodus of capital and ship 

finance over the last 10 years in Singapore, but I think there 

is a huge opportunity to grow that back, but with very much 

an ESG impact. But the focus on this transformation and on 
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getting capital into the projects is really going to make a 

difference to realising lower emissions.

Sean Moloney

Joshua that is interesting. If you are seeing finance 

coming in at an ESG level, very much focusing on 

green vessels, what does that mean for the rest of the 

industry? Because the industry is very fragmented, and 

you have laggards. Are they going to be left behind?

Joshua Politis 

Look, I think so. It won’t happen tomorrow, but I think yes, 

the focus on ESG will be a minimum to attracting capital. 

We are seeing that now in the offshore oil and gas space; 

it is very, very difficult to attract capital. Obviously you 

always have some sources, private companies, private 

equity funds, but the Poseidon Principles and the Green 

Bond Principles are really targeted at the largest of the 

shipowners, the strong balance sheets and the blue-chips. 

I think we are almost already at the case where if there 

is no ESG angle, if there are no efforts on that front, the 

capital just isn’t there. It is not so much that the capital is 

better priced, and to a certain extent it is, but it is just no 

longer available. Now, for the smaller guys, the medium-

sized shipowners, it is different sources of capital. I don’t 

see the banks coming back en masse to that side of the 

industry, but there will be new pockets, and some of it is 

obviously still available for older ships. But I think if we are 

talking about new capital, how to get it excited about the 

industry, it is not going to be about financing a 15 year-old 

ship that is producing a lot of emissions. It is going to be 

focused on perhaps retrofits, perhaps bringing that ship to 

be able to reduce its emissions once the economics work, 

and for new ships who will be there with the future looking 

technologies. That is what will excite people and bring 

them to come back in.

Sean Moloney

Thank you very much Joshua, we will come back and 

touch on some of those points a little bit later. Arjun, 

can I come over to you and ask you to introduce 

yourself.

Arjun Batra 

Sean, thank you very much, thank you everybody.  I 

am Arjun Batra. I am the Group Managing Director of 

Drewry Shipping Consultants.  Drewry is fundamentally 

a shipping research business, undertaking research on 

every sector in the shipping business including supply 

chains. On top of that we have a maritime and financial 

advisory business. As we have all discussed, Singapore is 

a leading maritime hub, there is no doubt in my mind of 

its positioning. However, just to put that in perspective, 

whatever happens to shipping impacts Singapore, it 

doesn’t happen the other way. 

So, I think what I would like to do is to just look at what is 

happening in shipping in a very helicopter level. When we 

finally look back at today’s date, it will be seen as a very 

significant pivotal point for shipping, very similar to when 

China joined the WTO. The reason I say this is that there 

are three big elements which are at a confluence: one 

involves global macro issues. Clearly you have got huge 

amounts of technology outside of shipping impacting 

everything. This has shifted consumer behaviour away from 

buying durable goods into more and more online services 

etc. Second is the power of the consumer. Consumers 

have become incredibly powerful. They are the tail which 

is whipping the dogs, and when I say the dogs I mean 

the shippers, the sellers, all the manufacturers. Especially 

if you look at the US or Europe, they are determining 

how we behave with regulation and legislation. So, they 

have become incredibly environmentally. And then of 

course there are political issues as we know, such as trade 

wars, US/China, China/Australia issues, the Middle East, 

Venezuela. This is a sort of black swan which we see almost 

all the time. And then economic growth. Economic growth 

globally is slowing because population growth is falling, 

people are getting older. Covid is also going to have a 

major impact on how we behave, you know this is the 

technology, the virtual world. Human attitude has changed 

and technology has made a lot of changes in the ways we 

work, so I think Covid will be a catalyst for a number of 

changes and opportunities. 

And then shipping itself. When we came into 2021, 

almost all shipping companies had destroyed their 

balance sheets over the last decade; container shipping 

had had a poor 10 years before that, dry bulk had had a 

poor time. Tankers, yes they had a good time for a little 

while, but broadly speaking shipping balance sheets were 

pretty poor. As Joshua has said, ship finance had just 

abandoned shipping altogether. So, I think all these three 

elements are coming together now to influence where 

we are going to go in 2022 and for the next 15 years as 

well. There is huge opportunity, but I think there are huge 

risks as we go forward. You know, the regulatory changes 

which are going to come due to decarbonisation will 

change a lot of the financial mathematics. We have always 

assumed that a ship is going to last 25 years. I don’t think 
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so. Maybe the steel will last, but not the technology. So, we 

have to change how we think about shipping, and I don’t 

think it can be shipowners who are the only ones prepared to 

take risks. I think the shippers, governments, everyone must 

get together to manage this period of change and manage 

the risk, because the changes need to be made to save the 

environment and need to come fast. 

I think Singapore is a very agile country and I am sure there 

are a number of things they will to do, to manage their lead 

position, I am confident of that.

Sean Moloney

Thank you, Arjun. You talked about whatever happens in 

shipping impacts on Singapore. But is the industry going 

to be looking to leaders like Singapore to chart the way 

forward, because there is a lot happening there?  And 

even that element there where you talk about the age 

of 25 years of a ship maybe coming down to 10/15. I 

think they talked about that about ten years ago with 

the tanker market where charters were just refusing to 

charter any vessel over 15 years. But is Singapore going 

to be at the vanguard and how will it impact Singapore, 

do you think? What does Singapore need to really start 

to think about?

Arjun Batra 

I think Singapore can only be a catalyst of change. You know, 

it is a small country. I think the reality is that the governments 

have to come together both with uniform and fair legislation 

in order to make the change happen. True, there is a lot of 

R&D which is required for technology, all of this is necessary 

to de-risk the future, and I think the only way we are going 

to get some of that is catalyts like carbon taxes etc to make 

investments in the new technologies, maybe ammonia, 

hydrogen envirnomentally viable.  These are still technologies 

which are a few years away from adoption, but if people are 

serious to change, we are going to have to use these catalysts.  

Singapore has the ability to provide the facilities. I don’t know 

if it can be the dominant factor for change but it could be a 

platform, maybe a carbon trading platform.  I heard yesterday 

a Government Minister as saying he wanted Singapore to be 

the Silicon Valley for maritime technology. I think this is all very 

encouraging and it shows how forward looking Singapore is, 

but I don’t think one country can change the world, it can just 

be there to give a platform to those who wish to change it.

Sean Moloney

Caroline, if I may come to you. Good morning, and nice to 

see you. Again, just quickly introduce yourself. A lot of us 

know you anyway, but if you could give me your views and 

your perspective as well that would be excellent. But over 

to you Caroline.
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Caroline Yang 

Hi, good morning and good afternoon to everyone.  I 

am Caroline Yang, President of the Singapore Shipping 

Association. We are known as the National Industry Association 

which represents shipowners from a wide spectrum, from the 

small SMEs to the large companies. I am also the CEO of a 

tanker company: we own about 40 tankers, trading primarily 

within the port and also regionally. So, for SSA let me give 

some takeaways that I see from the last 12 to 18 months. Of 

course digitalisation has come to the fore and has accelerated. 

I think many have spoken about it, so I won’t go into much 

about that. Decarbonisation, I think has gathered tremendous 

momentum. The third is the global tussle for talent.  I see that 

in the last 20 months it has been a struggle.  People realise that 

they can work from almost anywhere, and they want to work in 

a country that gives them their work/life balance but which also 

enables them to travel and to meet family. So, I think the talent 

part is something that we have to be aware of. 

Now, the fourth one are the seafarers. I am very encouraged by 

what Demetris has said, and I do agree with him substantially, 

but I really want the industry as an industry, to remember the 

lesson of never letting what happened to our seafarers ever 

happen again. So, if there is going to be another pandemic 

maybe in 50 years’ time, that we don’t forget that lesson. We 

must make sure that we write down what we have done wrong, 

what we have done right, and that we make sure that our 

seafarers get to go home.  Seafarers that need to join the ships, 

the seafarers need to be vaccinated. So, I think this is a lesson 

that I hope we will never forget. So, these are actually the four 

takeaways I have in the last 20 months.

Sean Moloney

On the seafarer side, I think the ICS came out with a 

comment a couple of months ago where it said that by 

2026 we are going to be returning to this whole issue of 

shortage of seafarers in the industry, and I think if we cast 

our mind back to 2008/2009 whatever, we had massive 

poaching going on. What can be done to stem that issue?

Caroline Yang 

I think the shortage of seafarers is going to be an ongoing 

issue, but I feel that technology is where it will help because 

technology onboard the vessel will mean that the job is more 

meaningful, more interesting. I think you will be seeing less 

seafarers onboard, with more automation, more autonomous. 

Autonomous will come in later, but more automation, more 

digitalisation will also uplift the competency of the seafarers. 

So, I believe we are going to see more depth in knowledge 

of the seafarers which hopefully will encourage seafarers to 

re-join the ships. But I do see that in certain countries there is 

an interest in seafaring, so it will be these other countries where 

we can encourage more seafarers. 

 

Sean Moloney

Okay Caroline, thank you very much indeed. Over to you 

Steen for your views.  

Steen Lund

Thank you Sean and thank you for bringing all of us together 

today. I will try to cover a couple of slightly different angles, but 

otherwise I think my fellow panellists have been quite exhaustive 

in their list.  So, first of all, I am the CEO of RightShip. We do 

due diligence, safety sustainability, crew wellbeing, transparency 

for about 1,000 companies in the maritime industry spanning 

owners, managers, charterers, banks, insurance companies, 

and an increasing number of digital partners. I think first and 

foremost, do we even know what post-Covid looks like? It is sort 

of your original question, and I am not sure I have quite figured 

it out yet because there is clearly no single representation 

geographically; it is an evolving landscape. We actually had 

a town hall session early this morning in my organisation and 

one of the questions asked was, how are we going to work 

post-Covid?  And that spanned colleagues in London, Houston, 

Melbourne, Singapore, and I think really it is a question of 

flexibility. So, that is one of the key themes that has come out of 

working in the Covid-influenced world, that certainly, as leaders, 

we need to be far more flexible than when we were just used to 

seeing everybody in an office from nine to five.  

This also makes me believe very strongly that we have to regain 

our action orientation, we have to become really truly sharp at 

seeking outcomes. It is incredibly easy to have back-to-back 

meetings for seven or eight hours, 60 minutes each with literally 

no breaks in between, and just pop from Teams meeting 

to Zoom meeting. And that has been good for fostering 

conversations and sharing ideas, but I think also we must be 

careful that we have to encourage a quality in our younger 

team members that we are actually here, as you said, to drive 

bottom line value and to come to a point of actions. So, that 

is not unimportant. Specifically on key themes that I see us 

moving towards, then I believe first of all in waves. Essentially 

growth typically gets built around major waves coming into 

an industry, and we are observing and participating in waves 

around ESG, which has been mentioned; decarbonisation, 

which has also been mentioned; and technology, which has 

been mentioned, but we all come at this from different angles. 

I think it is important to understand that ESG has had a fairly 

short lifespan, it came from an area that has had less depth 

than what it has today. I think we are very quickly moving 

to a space where ESG truly matters. You will be called out if 

you use ESG to look pretty and there is all sorts of colours of 
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washing you can put onto that, whether white or green or any 

other, and I think there are some really good instruments that 

are starting to come into place that help organisations truly 

marry themselves to ESG transparency and get outside views 

that support them in their journeys of reporting and being 

consistent about that reporting.  Then one of the much, much 

longer waves is clearly decarbonisation, and the longer element 

of it is evidently linked to the journey towards the future fuel 

and then changing that incredibly significant supply chain 

infrastructure that needs to be completely rejigged globally, 

preferably at the same time. So, yes that’s quite a task, and I 

think many of us in the industry, again depending what we do, 

will be engaged with that for a very long period of time. 

And it’s very meaningful work, and again I think it is really 

important to remind ourselves that it is not just about future 

fuels, but it spans all the way from making good recycling 

decisions, keeping the old ladies running in an economically 

and in an ecologically sustainable fashion, and then making 

good decisions on the relatively younger tonnage in terms of 

infusing energy-saving devices and making the right operational 

decisions there. So, lots of very meaningful work to be done 

within that whole realm of decarbonisation. And then lastly, 

I think running across all of that, all those waves, is a wave in 

itself, and that is obviously the technology wave. Whether that is 

short-term technology use, whether it is technology invention, or 

whether it is technology transfer and the adoption from adjacent 

industries, without a doubt to us the winners will be those that 

play in the sweet spot of ESG and energy transformation when 

then adopting technologies.  And I think that the key here is that 

Singapore is superbly placed to absorb all of that and more. But 

Singapore didn’t get everything right. I think that is what I heard 

from what you were saying Caroline, that we have had people 

leaving, we have had people determining that they could work 

elsewhere equally well during a period where they anyway didn’t 

have to have physical proximity to neither their clients nor their 

colleagues, and they chose to work out of other home bases 

than Singapore. That is an area we have to work with as a nation 

without a doubt, to ensure that we don’t put Singapore in a 

point where it is a long-term brain drain of the necessary people 

that should be here to support the maritime cluster. So, that is no 

doubt a space that we need to watch.

Sean Moloney

Caroline, can I bring you in on that point? It sort of touches 

in on what you were saying earlier about the lessons learnt 

from the last two years, and certainly as far as shore-based 

talent is concerned. From Singapore’s perspective, is it a 

serious problem here with this brain drain that Steen is 

talking about?

Caroline Yang

Not quite a brain-drain, but something to be concerned about. 

I think in the last 20 months Singapore has adopted a more 

conservative health policy. I think we are talking that maybe 

in October that they started to open up the travel links, and 

then that has ramped up in terms of the number of countries 

that we are opening up to. So, until October we were looking 

at a good 18 months where travel was restricted in and out 

of Singapore, and because of the international nature of 

shipping and maritime many of the companies have put their 

headquarters or regional headquarters in Singapore, and they 

have put their decision makers in Singapore, and this is what 

we want as an International Maritime Centre. We want to 

increase that cluster. We want to have companies who, at least 

place their number two, number three person in Singapore, 

so decisions can be made in Singapore and those directions 

can be moved on. This is what we want as an IMC. So, I think 

the last 20 months has been very stressful for these companies 

as many of their staff have not been able to see their families, 

but the fear of leaving Singapore and not being able to come 

back, those are real fears. I think that was a push factor and, 

from what I hear from the grapevine, Dubai has become an 

important centre, and many companies, where they still need 

their companies here, they have actually transferred their staff 

to Dubai. Is this going to be temporary, because now we are 

opening up? Or, is this going to be more longer-term because 

the moment you start something like that and people move out 

and become comfortable in that other country, then it becomes 

permanent in nature. So, I think that is our concern and as an 

industry association we have always pushed the government 

and told the government: ‘These are real concerns, and 

maritime in Singapore cannot be domestic. By virtue of the 

work, maritime is international, so you have to be international 

in the way you look’.  So, I think the government is aware of 

that, but of course in times of crisis the Public Health Policy and 

the National Policy takes precedence. So, in 2022, and going 

forward in the very short term, how do we make Singapore 

continue to be attractive to these international companies to 

set up their offices here? There are a lot of attractive features 

in Singapore, mainly rules-based efficiency.  I think Singapore 

in the last 18 months has accelerated the technology side. I 

think there is also a lot of thought leadership in Singapore, so I 

believe that that continues to remain as an attractive centre for 

the companies to be here.

Demetris Chrysostomou

I fully agree with what Caroline has said. I think it is going to be 

pretty challenging to bring Singapore back to what it was.  It 

is not impossible, but I look at it in two ways. One is what was 
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discussed previously, and that is actually the personal view of 

people themselves and their concerns and their worries, but 

at the same time with all the restrictions we have had and the 

necessity to work remotely has also made companies realise 

that not everybody has to be in the office, and not everybody 

has to be sitting in Singapore. And if we take the maritime 

cluster, a lot of the specialised talent we need when it comes to 

technical superintendents and marine superintendents, these 

are coming mainly from the foreign workforce, and you know 

the question for companies, these are normally expensive 

positions, and Singapore is not a cheap place. You bring a 

foreigner to Singapore, there is cost of living, there is housing, 

there is schooling, there is all kinds of things you don’t have 

in other geographical locations. So, you know the fact that 

companies have come to the realisation that the headcount can 

be reduced in an office in Singapore and therefore the costs, I 

think it is going to be quite a challenge to get back to the way 

it was. And then on the other side, and we see that already 

now, the availability of competent people for these specialised 

jobs, it is very limited at the moment in Singapore because of 

the reasons that Caroline has just mentioned, I mean people 

have left, people are reluctant to come back. So, it is going 

to be a challenge to attract people. It is probably going to be 

easier to change the minds of companies when it comes to 

overheads, and actually working in a smarter way, in a remote 

way, and therefore reducing the necessity on resources and 

headcounts in offices in Singapore which are comparable to 

other countries in the world, higher rents and higher cost of 

living. So, I think it is going to be challenge. It is not impossible, 

but I really don’t have the answer now to tell you how they are 

going to do that.

Sean Moloney

Caroline can I just ask you to sort of respond to what 

Demetris is saying there, because it throws up that 

question, are clusters like Singapore going to be changing?  

Because it is a key element that you don’t need to be in 

Singapore, you can have two or three people there rather 

than ten people, but they can still be piling expertise into 

that deliverable from Singapore from another part of the 

world. Are clusters going to be changing? Are they going 

to be adapting themselves, and how? 

Caroline Yang

I think agility and adaptability. I think coming out of Covid we 

are definitely going to see big changes in the way we work, and 

there is a lot of remote monitoring from the office of the ships. 

I mean, even for myself I am able to do virtual meetings with 

my crew, but while we can do all this remote monitoring, ships 

are still physical assets and there are still people onboard. The 

superintendent needs to be physically there, and Singapore 

being a busy port, we have a thousand of ships that come in 
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every day, so at any point in time you will see a thousand of 

ships in the port. So, I think that is where it is efficient to be in 

Singapore. But I do agree with Demetris that we really need 

to think about the shortage of certain areas of talent that we 

do have, and the superintendents is a very key one. And I also 

agree with him that it is very expensive to live in Singapore. 

And also you know in Singapore, at the end of the day you 

are still a foreigner, for example if you go to England, you stay 

five to seven years, you are assured of a permanent residency. 

So, there is no sense of belonging in the country. So, I think 

these are some challenges that we face, but I think that as a 

cluster with digitalisation, and also the excitement of being in 

Singapore, I believe that this is where the action is. 

Maybe I can just pivot a little to digitalisation, because, in the 

last 18 months the Singapore government has done a lot in 

the maritime sector to digitalise the port. So, we have the 

port infrastructure that is being digitalised, then we also have 

the maritime services that are being digitalised. And then 

we have the digital port at Singapore where vessel arrivals 

are streamlined and put on a single platform so that the ship 

comes in very seamlessly, does its work, and leaves. When it 

comes to decarbonisation, Singapore is setting up a centre for 

maritime decarbonisation which has just been launched. And 

then also of course we have Pier71, the Smart Port Challenge. 

So, there is a lot going on in Singapore in terms of technology 

and digitalisation. There is excitement about what the future 

brings, so hopefully we can actually bring in the talent that we 

are going to see and the companies that we want to bring in. 

It no longer just needs to be maritime companies, they are 

also going to be technology companies that will provide the 

solutions. So, it is not going to be just maritime per se, but 

companies that are involved that does the technology side. So, 

I believe that Singapore has opportunities.  

Sean Moloney

Steen, you went down that line there of talking about 

really investing in Singapore and then you talked about 

the decarbonisation centres and how clusters can work 

together, and I think that is a key thing.  Are we going 

to be seeing an acceleration of that need for clusters to 

work with other clusters as the industry changes very, very 

rapidly?  Caroline let me bring you in on that.

Caroline Yang

Singapore as a maritime centre cannot work in silo and just 

do all the good things that we do in Singapore, and move 

forward in terms of technology and decarbonisation, and 

not collaborate with other centres. So, I’ll give a very simple 

example. When LNG was introduced as a fuel many years ago, 

Singapore believed in LNG as a transition fuel but to be able 

to promote LNG as a fuel it actually had to work with many 

ports around the world. These ports also had LNG as refuelling 

centres. So, there is a lot of collaboration going on in terms 

of having the infrastructure and working with all the different 

ports.  So, that is just one example, but now it is even more 

important because we are talking about technology, talking 

about digitalisation, we are talking about interoperability of the 

different systems across all the different ports. 

So, I really think that what differentiates Singapore, MPA 

is not only a port regulator, it is also a port authority, so it 

actually promotes the port, but also regulates the port. I think 

in many of the ports that function is always divided between 

two different sets of people. And I think Singapore is well 

placed because we have neutrality, So, going forward with 

decarbonisation, and I share Steen’s view, I think GCMD, 

the Global Centre for Maritime Decarbonisation that was 

set up, it is not talking about competition, it is talking about 

collaboration. 

Demetris Chrysostomou

The way I see it, clusters are also political at the same time, 

because they also belong to governments and countries. So, 

they are two elements, there are political elements and there 

is a business element. So, I think on a political level and for 

the reasons Caroline was explaining, of course there will be 

co-operation and there has to be co-operation.  At the same 

time I think, you know part of your question was will we see 

an accelerated co-operation between clusters?  I think on a 

business side it is still a competition, they still compete to 

attract companies to come and be located in their clusters 

to strengthen their clusters, give more depth and diversity 

to the clusters. So, I think there will be co-operation in areas 

where there is the necessity and the mutual benefit, but 

at the same time like any political aspect or governments 

interacting with other governments, there is also an element 

where they need to look after their own wellbeing. So, I 

think clusters will still compete and they will compete for 

the businesses, and just as I mentioned before Singapore 

will compete to get back what it lost to Dubai or could lose 

to Dubai for instance, so you wouldn’t see a co-operation 
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Opportunities for growth  
are there but will we  
have the seafarers?

The competitive nature of the 
Singapore cluster will continue 
post-Pandemic with the proactive 
approach taken by the industry 
in Singapore coupled with the 
strong support received from the 
Singapore authorities resulting in 
new ideas and forward thinking.

This comment by David Borcoski, CEO and 

owner of ASP Ships Group, is indicative of 

the positive feeling many have looking to 

regarding development of the industry and the 

Singapore cluster post-Covid. However, he does 

suggest that Singapore should be planning how to 

better future proof the maritime services sector so 

the effect of future pandemics or other disruptions 

can be minimised. “This might include an overhaul of 

the crew management processes and infrastructure 

to improve the resilience of Singapore as a global 

crew hub,” he claims.

But what are the challenges facing shipping  and 

Singapore in the months ahead? There are scare 

stories in the sector about mass resignations by 

seafarers as they rebel against long months left at sea. 

Is this a reality and can corporate industry recover and 

drive forward as aggressively as it might like to?

“There is no doubt that seafarers will be 

considering if they want to continue to work at sea in 

light of virus-related restrictions and perhaps better 

employment prospects ashore,” said Mr Borcoski 

(pictured left). “However, not all 

seafarers have been badly treated 

and ASP goes to great lengths to 

ensure the welfare of our crews. 

This is reflected in our over 90% 

crew retention rates. We believe 

that treating seafarers fairly and 

compassionately should be at the core of all crewing 

operations. This in turn allows us to provide ship 

owners with a reliable source of 

crew in the long term.”

Roger Storey (pictured right), 

Marketing Director at CF Sharp 

Crew Management, added his 

views: “Singapore is in a most 

fortunate geographical location 

that should enable it to continue to be a hub with 

little competition. That being said, a good competitor 

would be good for Singapore. Seafarers are making a 

life choice and yes, why would they not when countries 

and governments do not recognise that it is the 

seafarers who bring in the goods for the pleasure of 

their voters. It is a reality, and the consequence is that 

the shopper is going to have to pay more as wages are 

increased to incentivise seafarers to go back to sea.

“Singapore’s successful economic growth has 

resulted in deep sea seafaring for Singaporeans 

becoming a less interesting career. That being said, as 

a shipping cluster (maritime law, ship management, 

marine insurance, repairs, ship conversions, cargo 

brokers, etc) growth is likely to increase as Asia and 

the Far East continue to be the major factory for the 

world. The costs of finding the right people are likely to 

increase since the general feeling of some expats is that, 

after nigh on two years stuck in Singapore, they have 

had enough and desire relocation,” Mr Storey stressed.
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Mr Borcoski again: “The overall answer here lies with 

the collective industry and global efforts to achieve high 

vaccination rates within the seafaring communities which 

should remove the barriers and pave the way to some 

semblance of normality,” he stressed.

The Port of Singapore has been vaccinating foreign sea 

crew, starting with resident foreign sea crew under the Sea-Air 

Vaccination Exercise (SAVE) since April 2021. More recently 

non-resident foreign sea crew have been vaccinated under the 

Sea Crew Vaccination (SEAVAX) initiative since August 2021. In 

Singapore, more than 37,800 frontline and essential maritime 

personnel are already fully vaccinated to ensure that Singapore 

continues to serve as a reliable node in global supply chains.

For the next phase of SEAVAX from 15 November 2021 till 

30 June 2022, Singapore has made available at least 12,000 

vaccine doses to crew members onboard ships calling at 

Singapore and crew signing on to ships in Singapore.

According to Sikha Singh (pictured left), 

Deputy Chief Executive Officer of Executive 

Ship Management, while the pandemic 

caused unprecedented disruption to 

the maritime sector, as the industry 

emerges now, the cluster will benefit with 

collaborative opportunities and knowledge 

sharing to address challenges that the industry is experiencing 

and might provide opportunities to plan ahead in the short or 

long term. This will aid in anticipating, preparing, and adapting 

to uncertainties, she said.

“The prolonged impact of restrictions imposed due to 

Covid has taken a toll in the form of mental health issues 

and fatigue, building an aversion towards a sailing career by 

seafarers and their families. The hardships faced by the seafarers 

during the pandemic in terms of their movement such as lack 

of relief or shore leave and stringent government regulations 

as well as risk of exposure to Covid has hit seafaring as a career. 

Understandably this will be an impediment for future growth of 

professional seafarers across the globe which should be taken 

seriously by all concerned authorities responsible.

“A lack of coordination among multiple agencies, 

governments, and corporations since the early days of the 

pandemic continues to add to the uncertainty on the stranded 

seafarers, either with a job onboard or without one on land. 

Although this has significantly improved over the time, more 

could be done with genuine concern for the welfare for the 

seafarers. They may include even small things like reducing the 

administrative burden with electronic documentation, automatic 

clearances as well as recognising seafarers and according the 

status as frontline workers by each country,” she said.

The pandemic taught us all about the power of cooperation. 

Will clusters starts cooperating more closely together as they 

look for lucrative synergies?

“Clusters dependent on a specific 

sector can face tough times with rapidly 

changing industry,” said Manish Jain 

(pictured right), Chief Operating Officer of 

WOMAR Logistics. “Deeper co-operation 

and integration will be the way to go as 

we would not do things the way we did two years ago. This will 

provide a bigger platform and will be the key for sustainability. 

There will be competitive advantages and create both business 

and environmental benefits which would eventually support 

other sectors to evolve around the clusters.

“I think there are great benefits of cluster environment in 

terms of sustainability even if it becomes less competitive for a 

short span of time. In the longer run it’s going to be competitive 

and have long term positive results for businesses for growth 

bringing new opportunities. Clusters can respond much better 

to any challenge in future and tap into new ideas and be much 

quicker than anyone to implement as you can develop the 

whole ecosystem from start up to a brand.  There are many 

challenges to respond to such as crew change, business 

meetings, essential shipping services, accessibility to the world, 

which were severely affected by the pandemic and that opens 

a whole new chapter to implement workable solutions which 

everyone needs,” he said.

Sikha Singh again: “As the world moves from the pandemic 

to an endemic phase, clusters will continue to benefit by 

cooperating towards the restoration and progress of the 

industry as a common goal. We witnessed this during the crew 

change crisis when agencies and companies joined hands in 

organising charter flights and crew relief for stranded seafarers. 

Cooperation is the only way out and a lack thereof will only lead 

to achieving slower results and with increased costs.”

The direct impact of Covid on the industry affected many 

people’s lives, stressed Rajiv Singhal, Managing Director of MTM 

Ship Management. “To keep the world’s most important supply 

chain running smoothly, the shipping administrations around 

the world and senior leadership in the companies had to be 

prepared for a strict contingency plan to mitigate the risks. Global 

cooperation by all in the shipping sector made it possible to 

continue seamless transportation of goods across the oceans.”

But what are the challenges facing the industry moving 

forward? “Shortage of experienced seafarers has been a 

problem for a couple of years and this is expected to grow,” 

said Mr Singhal. “The new environmental regulations are bound 

to change the way we have managed ships for years. We have 

to learn to manage the environment in manner we have never 

done before. Higher fuel prices, carbon levies on bunkers and 

tax on carbon emissions are going to hit the bottom line of 

transportation costs by sea.

“Rising cost of materials and services will also lead to higher 

costs of operation and management while security risks continue 
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to cause concerns including piracy attacks especially in 

southeast Asia and West Africa. The IT technology today 

has made ship’s equipment and IT infrastructure more 

vulnerable to cyberattacks. The ships and the offices need 

to be protected using the proactive and adaptive security 

measures to combat these ever-growing risks. 

“The challenges facing ship managers include 

problems in crew relief as ports and countries keep 

changing regulations from time to time due to varying 

level of threats due to covid in their countries. There are 

problems in connecting stores and spares. There are 

delays in surveys and inspections. The superintendents 

are not being able to inspect and audit their ships and 

the tradition of ship management staff inspecting and 

auditing ships at regular intervals has been replaced by 

the appointment of local inspectors to carry out ship 

inspections, audits and even dry docking.”

According to Mr Singhal, crew relief ‘on time’ should 

be the prerogative of every ship manager. The drive to 

ensure on time crew relief programmes needs to be 

driven by senior leadership of the company to stress the 

commitment right from the top chair across the teams 

in the various offices. “Visible leadership needs to be 

felt by the seafarers. The need to provide 24/7 medical 

assistance and mental well-being these days is very 

important. The shipping Industry has been very resilient 

and will always be in future to ensure they are prepared 

for all challenges to keep the transportation of goods 

by sea running smoothly which is essential for world 

trade and commerce,” he added. l

Q. How competitive will the cluster 

environment be as the industry 

emerges from the Covid pandemic and 

how should clusters like Singapore be 

preparing for the short and medium 

term?

A. We consider that macro-economic 

factors are likely to be of greater impact 

as to how the industry performs in the 

short and medium term than the Covid 

pandemic in itself. That said, we consider 

that those jurisdictions with the better 

and broader infrastructure to deal the 

needs of the maritime industry will likely 

perform disproportionately better than 

those without such infrastructure. We 

expect Singapore to perform particularly 

well as the Government has reacted 

so proactively to support the maritime 

business during the pandemic. Of course, 

having a cluster environment means that 

the local maritime industry can perform 

well overall even where some areas are 

underperforming. We expect innovation, 

in particular in respect of digitalisation 

and decarbonisation, to increase 

significantly in importance. Hubs, such as 

Singapore, that are investing significantly 

in such areas are likely to do very well.  

Q. What are the challenges facing 

shipping in the months ahead? We 

are hearing scare stories about mass 

resignations by seafarers as they 

rebel against long months left at sea. 

Is this a reality and can corporate 

industry recover and drive forward as 

aggressively as it might like to?

A. It appears that skills shortages 

are likely to be a major challenge in 

many industries as we gradually put 

Covid behind us. We anticipate that 

the challenges will be felt particularly 

significantly in the shipping industry and 

especially owing to a lack of available, 

skilled seafarers.  

With regard to the availability of 

skilled seafarers, we expect that crew 

will be more circumspect as to the 

terms on which they are prepared to go 

back to sea.  However, this will likely be 

more of a short term problem and one 

which we expect that market forces will 

ultimately take care of.  The bigger issue 

is that the number of seafarers and the 

skill base has been diminishing anyway 

and it is simply less attractive being a 

seafarer than it used to be.  In the longer 

term we are confident that, as a result 

of market forces, the industry will deal 

with the issue.  However, we consider it 

virtually inevitable that there will be quite 

significant short and medium term issues 

with a lack of quality seafarers.   

Almost inevitably, if the industry 

is in growth mode as we come out 

of the pandemic, the skills shortage 

will create a squeeze on what can be 

achieved. This may well be a good 

thing in the longer term as it will 

create better crew conditions and 

perhaps hasten a move towards (more) 

automated shipping. l
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The future of Hong Kong as one of the world’s leading 

international maritime centres seems secure, not least 

because of the city’s many inherent advantages and its 

proximity to Mainland China. Indeed, the Chinese government’s 

ongoing Greater Bay Area (GBA) plan of integrating Hong 

Kong and Macao with Chinese cities on the Pearl River Delta, 

combined with a new ‘Dual Circulation’ strategy of encouraging 

separate yet interlocking domestic and international trade 

networks, position the GBA as an ideal node between China and 

the rest of the world.

Speaking at the opening of Hong Kong Maritime Week 

(HKMW) that spanned the first week in November, Mr Frank 

Chan Fan, Chairman of the Hong Kong Maritime and Port Board 

(HKMPB) and Secretary for Transport and Housing, paid tribute to 

the city’s resilience in the face of the pandemic.

The port had remained open throughout and facilitated crew 

changes, he pointed out, reinforcing the city’s identity as a global 

maritime centre that is home to nearly 900 shipping-related 

companies. In addition, the recent establishment in Hong Kong of 

the first overseas office by the International Chamber of Shipping, 

officially called the ICS (China) Liaison Office, and the designation 

of Hong Kong by BIMCO as a recognised arbitration venue “all 

speak for themselves”, he added.

Bjørn Hojgaard, then chairman of the Hong Kong Shipowners 

Association (HKSOA), explained it thus to SMI when we 

interviewed him in mid-November, immediately following this 

year’s HKMW. 

 “The GBA development plan and the ‘Dual Circulation’ 

strategy provide many opportunities for Hong Kong, including the 

Hong Kong maritime sector,” Mr Hojgaard said.

 “As we have advised the government earlier, this is an 

opportunity to set out a new vision for Hong Kong maritime 

development. The GBA plan and ‘Dual Circulation’ strategy hold 

the potential to resolve certain structural issues (such as insufficient 

land supply and manpower resources) which, over the years, 

have limited maritime growth in Hong Kong, and to transform 

Hong Kong’s maritime industry from one based on traditional 

investment and service activities into one driven by knowledge 

and innovation.

 “For instance, Hong Kong clearly has the potential to be 

a smart shipping hub and a green shipping centre within the 

GBA. Given the concentration of shipping knowledge and major 

players in Hong Kong, we can use Hong Kong to spearhead 

new technologies and ideas (through incubation of “ship tech” 

projects, for example), and the GBA as a springboard and the 

‘Dual Circulation’ as a strategy to other Mainland markets and 

end-users (e.g. shipyards).”

Mr Hojgaard outlined his vision for the Hong Kong Special 

Administrative Region (HKSAR) Government to build on the 

impressive green credentials that the Hong Kong Maritime and 

Port Board (HKMPB) already has with its incentives for clean ships 

calling the port.

“Our government could be even more proactive and more 

flexible in the implementation of green initiatives,” he said. “For 

example: One of Hong Kong’s greatest assets is its beautiful 

deep-water harbour. We can set an international example for 

a green harbour by developing zero emission ferries, tugs and 

government-owned vessels using batteries, green ammonia or 

hydrogen. 

“The government could also encourage the development 

and adoption of green propulsion technology for private yachts 

through tax incentives, as Hong Kong is an important centre.” 

In general, the HKSAR Government is highly supportive 

of the local maritime industry, he pointed out, last year (2020) 

having introduced tax exemption for ship leasing and half-rate tax 

concession for marine insurance businesses.

“This year (2021), the government has been working with the 

trade through a dedicated task force under the HKMPB to explore 

further incentives,” he continued. “In September, the HKMPB 

endorsed a new tax proposal, which provides for half-rate tax 

concessions (i.e. 8.25%) for ship managers, shipbrokers and ship 

agents to attract more members of the global maritime industry to 

establish a business presence in Hong Kong. 

 “The HKSOA welcomes the tax concession proposal, which 
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should generate more 

business opportunities for maritime 

and maritime business services and consolidate 

Hong Kong’s position as an international maritime centre in Asia-

Pacific.”

“As we understand it,” the HKSOA Chairman concluded, the 

government is now working on the legislative exercise to amend 

the Inland Revenue Ordinance for the introduction of the tax 

concessions, and the exercise is targeted to be completed in the 

first half of next year (2022).”

Switching hats and speaking in his capacity as CEO of 

Anglo-Eastern Univan Group, Mr Hojgaard explained that “the 

strength of Hong Kong from a global ship manager perspective 

is more around Hong Kong’s low and stable tax regime, a freely 

convertible currency pegged to the US$, and the rule of contract 

law than it is about Hong Kong’s ‘gateway to Mainland China’ 

role, albeit the proximity to ports and shipyards in China helps. 

“Hong Kong is a place where it is easy to attract foreign talent, 

it’s within five hours flight to 1/3 of the world’s population, and it’s 

close to the arteries of global shipping lanes. Most importantly, 

Hong Kong’s maritime cluster is vibrant and dynamic, with a deep 

history, and all these attributes make Hong Kong an attractive 

place to be.

“Of course, all this assumes that we shall soon overcome the 

travel restrictions imposed on us all since the start of the pandemic, 

but on the belief that this shall also be overcome, Hong Kong is in a 

good place as a leading international maritime centre.”

In late November, Wellington Koo, executive director at Valles 

Steamship, was elected the new Chairman of the HKSOA, Mr 

Hojgaard having completed his two-year term. Angad Banga, 

Chief Operating Officer of Caravel Group, became Vice Chairman.  

Kishore Rajvanshy, Managing Director of Fleet Management 

Limited, a Caravel Group company, holds strong views on 

decarbonisation and the role that ship managers in Hong Kong 

and elsewhere should play in this and other of the industry’s great 

collective challenges.

 “Being one of the largest third-party ship managers,” he 

told SMI, “we want to help elevate the collective voice of ship 

managers worldwide and drive industry dialogue around key 

topics and issues like decarbonisation. We’re doing that through 

our involvement and representation in several key industry bodies 

and organisations. 

“It’s time to amplify the voice of ship managers,” he 

continued. “We are uniquely positioned in the value chain - 

intimately aware of the key issues and concerns among ship 

owners, and in the same token we have the depth and breadth of 

expertise and experience to help drive change and tackle the big 

challenges confronting our industry. 

 Operationally, Fleet has taken steps to ensure that in the 

more near term its ships will be ready to comply with the IMO’s 

2030 carbon reduction target. Every vessel under its management 

has been assessed by Class, he informed, and “for those which 

aren’t on track to comply, we have technological solutions ready 

to implement and ensure the performance goals will be met.” 

At present Fleet manages and has supervised the newbuild of 

vessels employing all commercially available dual fuels (LNG, LPG, 

Methanol, and Ethane). “Alternative fuels are naturally where a lot 

of focus is for ship owners,” said Mr Rajvanshy, “and while some 

fuels are showing a lot of promise, the jury is still out and there 

is still a lot of development to be done. We’re doing our part 

to drive some of this by collaborating with industry partners on 

several R&D initiatives to explore alternative fuels like methanol.”

Fleet is also a firm believer in digitalization, having first 

launched its award-winning PARIS (Planning And Reporting 

Infrastructure for Ship) technology platform within its maritime 

business almost 20 years ago. 

The PARIS system is still fit-for-purpose and has recently been 

been updated with development of a next-generation PARIS 2.0, 

described by Mr Rajvanshy as a digital ecosystem of products 

and services that Fleet has built to seamlessly integrate digital 
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technology and data into its existing operations.

“We just launched the first product in our PARIS 2.0 

ecosystem called SafeView, a mobile application featuring 

an enhanced and fully digitised vessel inspection reporting 

capability to which we will soon be adding an auditing module. 

We’re also currently piloting NOVA, our data analytics platform, 

with some of our vessels. 

 “With 600+ ships under our technical management, you 

can imagine we are sitting on a mountain of data,” the Fleet 

MD concluded, “and with the right technology, we will have the 

ability to use that data and create new value for our customers.”

In October, John-Kaare Aune (pictured right) was 

appointed to the permanent position of CEO at Wallem 

Group, owner of one of Hong Kong’s most longstanding 

ship management companies, after a successful term as 

Interim CEO. He had joined Wallem in 2019 as Managing 

Director, Shipmanagement, taking over as Group CEO on 

an interim basis in January 2021 following the resignation 

of Frank Coles.

Norwegian by birth, for his new role as CEO Mr Aune 

is able to draw on a broad experience in international 

shipping. Before joining Wallem, he worked as Regional 

Director – Asia Pacific at the Cayman Registry, overseeing 

the flag’s expansion in the area, and had previously 

worked at the Norwegian Maritime Directorate. He is a 

naval architect and holds a degree from the University of 

Newcastle upon Tyne, UK.

“I am excited and honoured to have the opportunity to 

lead Wallem as the Group’s CEO,” Mr Aune commented at 

the time of his permanent appointment, declaring that he 

would focus on growing the group “by having a sharp focus 

on delivering excellent client-service to our partners and 

strengthening our position as one of the leading providers 

of maritime services. 

“By combining Wallem’s broad industry experience with 

the application of new technologies,” he added, “we will 

be in excellent stead to support our partners in achieving 

sustainable value and assist them in our transition towards 

decarbonisation in the years to come.”

Wallem is already harnessing the benefits of 

digitalisation in areas such as improvement of vessel 

performance, stating its strategy as “leveraging technology 

and forward-thinking to deliver on safety, environmental, 

technical, and commercial performance.”

The company is working on various trial projects to use 

Artificial Intelligence (AI) and Machine Learning (ML) to 

obtain relevant information and insights from ship 

performance data, retrieving this from the on-board 

systems of vessels, even older ones. Mr Aune 

went on record as saying earlier this year. Wallem 

was working with a vessel performance system 

that connects to these signals to collect all the data that 

in the past had to be entered manually by the ship’s crew, 

he said, the system then using ML to provide performance 

monitoring and optimisation. 

The CEO added that this opened up a lot of 

opportunities for Wallem to enhance the way it manages 

the ships. However, he emphasised that “all these systems 

and data analysis are just tools. They are here to assist us, to 

augment our potential, augment our reality, assist us to see 

a clearer picture.”

Regarding decarbonisation, Mr Aune said he believed 

that Wallem - both as a ship manager but also as a 

diversified maritime solutions group - can play a big role 

in assisting clients navigate the challenges that reducing 

GHG emissions and tightening environmental regulations 

will require.

Established in 1903, Wallem today offer a full range of 

vessel lifetime services including ship management, agency 

services, commercial management, asset management, 

crewing and training. The group operates globally with a 

shore-based team of 700 people and 7,000 highly qualified 

seafarers, serving nearly all vessel segments.

Landbridge Ship Management (HK) describes itself 

as Hong Kong’s youngest shipmanagement company, 

set up in June 2018 as part of the 

Shipping division of the 

Landbridge industrial 

group owned by 

Chinese businessman 

Ye Chen based 

in the port city of 

Rizhao (or Jihchao) in 

southeastern Shandong 

province of mainland 

China.

As an outcrop of its 

involvement 

in the 
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petrochemicals, LNG and refinery business, the group 

owns six modern, eco VLCCs all built from 2016 onwards at 

the DSIC yard in Dalian, full management of which is now 

handled in-house by the Hong Kong shipmanagement 

company.

“The tankers operate in a mix of time charter and spot, 

with five on time charter at present,” Sanjeev Verma, MD 

of Landbridge Ship Management, informed SMI.  A master 

mariner who sailed on various tankers managed by Wallem, 

OMI and Wilhelmsen for 13 years, he came ashore in 2009 

to work first as a SIRE inspector for an oil major and then as 

Head of the Safety & Quality Department at Wah Kwong 

before joining Landbridge in early 2018, meaning “I’ve 

spent all my life in tankers mostly,” he said.

“I was fortunate to join this company just as the owners 

had decided to start taking their vessels in-house,” he 

continued, “so I was able to start from scratch” running the 

group’s shipmanagement arm.

The tanker market is currently in dismal level on contrary 

to the skyrocket dry and container markets, but with 

historical low orderbook and booming demand recovery 

post-pandemic, the tanker sector is on right track to 

improve.

On the subject of future fuels and decarbonisation, the 

MD said that the company is looking at many possibilities 

for the future. Currently it is undertaking a number of 

measures to increase fuel efficiency, including talking to 

engine manufacturers regarding modifications such as in the 

timing of powerplants, higher grade hull coatings of self-

polishing silicon paint, propeller blade modifications, more 

frequent hull inspections to reduce fouling, and voyage 

optimisation measures such as “proper passage planning 

and corrected speed in adverse weather”. Together such 

measures should yield fuel and emission reductions of 

roughly 10%, he said.

The company is also embracing analysis of ‘big data’, 
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Mr Verma added, since “charterers will become much and 

much more aware of this, correct vessel performance, as 

opposed to mere bunker consumption.”

Being based in Hong Kong brings all the advantages 

of a global shipping hub as well as very close proximity to 

both Singapore and mainland China, he explained when 

asked why the business is not based in Rizhao. the Group’s 

overseas investments are under the holding company 

in Hong Kong. The shipping business is operated and 

managed in Hong Kong and serving our clients worldwide. 

Hong Kong also offers the advantages of a very stable tax 

regime, good legal system, cosmopolitan lifestyle and strong 

law and order, he added, so he feels it “ideal to put down a 

shipping business and then leverage it from that platform.” 

Hong Kong’s role as a major hub and proximity to China 

and other Asian countries offers service companies like voyage 

optimisation specialist StormGeo. “a unique window to keep 

on the pulse of what matters most 

to our shipping customers and 

partners,” Petty Leung, Managing 

Director for Greater China of 

StormGeo, told SMI.

“In the ever-changing 

landscape of challenges that 

demands responsive solutions in 

vessel optimisation services, the ability 

to interact closely with key players in 

the region, such as COSCO, OOCL, 

Yang Ming, Wan Hai, Pacific Basin, 

Hong Kong Ming Wah, Wah Kwong 

and many others is an advantage for 

StormGeo and our customers.

“Now as part of the Alfa Laval 

Marine division, StormGeo continues 

to operate independently with the support of Alfa Laval to 

help customers to mitigate risk, improve safety and make 

sustainable choices in archiving operational excellence while 

strengthening corporate governance under Alfa Laval’s 

leadership.

 On the subject of assisting clients with decarbonization, 

Kim Sørensen, StormGeo’s COO Shipping, commented: 

Vessel optimisation services or ship routing advisory services 

are critical to the decarbonisation of global shipping. This is 

why StormGeo has developed a strong portfolio of services 

over the years to assist shipping in reducing their emissions.

“Lately, we have developed a range of products that 

assist in decarbonisation beyond the reductions from 

weather routing. Early 2021, we introduced Strategic 

Power Routing. The product assists shipping companies 

in reducing their emissions by 2-3% over and above the 

Hong Kong Special Report
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savings stemming from traditional weather routing by 

apply constant power. 

“In addition, we have introduced an improved ETA 

calculator, which considers vessel performance and 

forecasted weather to calculate the consequences 

of a changed ETA and therefore, unlock significant 

efficiencies for shippers.

“In 2022, we have an exciting roadmap,” he 

continued, “with new products and services focused 

on decarbonisation of shipping in our pipeline. I can 

mention that route efficiency index and the deviation 

calculator as examples. Both products will further 

assist shippers in reducing their carbon footprint.

“Apart from vessel optimisation services, 

StormGeo has an integrated a solution for shipping 

companies called s-Suite, which also includes 

planning & navigation and fleet performance 

management. All our products can support our 

customers in decarbonization. 

Over the last few years, ship routing has become 

more complicated for clients due to climate change,” 

Mr Sørensen concludes, both with more extreme 

weather and an increase of new regulations ibn the 

maritime industry. By combining our big data from 

over 20 years with up to 7,000 routes per annum and 

our maritime experts, StormGeo applies consultative 

approach to support customers to make actionable 

decisions. At the same time, we maintain our position 

for driving innovation in maritime industry together with 

our customers. Launching of Strategic Power Routing 

with Pacific Basin is again a good example of this.”

Hong Kong also remains an important centre for the 

supply of ship bunkers and provisions due to its position 

on the main Asia-Europe treade lane and as an important 

hhub for inta-Asain trade, especially of containers.

 Calls by container vessels in Hong Kong, 

one of the world’s Top 

10 container ports, 

“have remained strong 

throughout the pandemic”, 

reported Susanna Lai 

(pictured left), head of 

the Hong Kong office of 

KPI OceanConnect – one 

of the world’s largest 

and most experienced independent marine energy 

service and solutions providers, formed by the 

merger of KPI Bridge Oil and OceanConnect Marine.

However, “Unfortunately, demand from other 

segments has decreased.,” Ms Lai continued. “We’ve 

seen a total tonnage reduction of approximately 30-40% 

since 2018, largely due to restrictions on bunker-only 

call and strict quarantine policies by the government 

of Hong Kong. As a result, neighboring ports such as 

Singapore and Zhoushan have had more visitors.

“Once Covid-19 restrictions ease, we expect 

Hong Kong’s bunkering market will return to pre-

pandemic levels. Price will always be a top priority 

for owners and operators, and there are structural 

reasons why Hong Kong has been so competitive 

for so long. 

“Already some owners and operators are talking 

more about sustainability,” she added, “and we’re 

monitoring the market and the changing regulatory 

landscape closely to ensure we’re providing the 

right marine fuels as well as carbon offsets for our 

customers.” 

With all that in mind, KPI OceanConnect is 

strengthening its team by welcoming another 

bunker trader next year to support us in growing our 

business in Hong Kong and China. This will enable 

us to continue applying our innovative, people-first 

approach and support our partners through every 

market transformation.”  

Lubricants supplier Gulf Oil Marine focuses 

strongly on its core customer proposition – engaging 

very closely with its customers.  

The company has been in the city since its 

inception because “the big shipping cluster in Hong 

City means we have some very significant customers 

here,” explained CEO David Price.  

And Gulf Oil Marine’s teams around the globe 

remain “very close to our customers”, he added, 

ready to handle customer enquiries or queries “any 

time – day or night”.

Owned by the Hinduja family, the company is one 

of the largest independent, non-oil major owned lube 

suppliers worldwide with a global market share of 

around 5-6%, he said. 

Gulf Oil Marine delivers its product either in bulk 

aboard barge or in small pack products, by barge or 

truck. The company caters for all current fuels with 

suitable Base Number products and prides itself on 

being the only company to have produced a lube 

oil that meets the Category 2 requirements of major 

engine manufacturer MAN. in addition, it observes 

“very, very strict quality control about how our product 

is manufactured”, Price added, meaning “what we 

deliver to the client is what it should be.”     

Gulf Oil Marine is now working to prepare and 

be ready for the future and is busy working on 

research of future products suitable to work with 

alternative fuels. It is also harnessing the power of 

data to improve service to customers, for example 
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by introducing an app with dashboards where “all the 

information they need is available, including used oil 

reports”, Mr Price said.

But as the company’s main differentiators remains its 

close ‘interface’ with customers, “we’re not going to give 

up in-person service teams and go down the route of call 

centres,” the CEO promises. ‘We’re not going to allow 

digitalisation to take away that real personal touch.”

As a legal centre, Hong Kong again benefits from its both 

unique history and geography, with most of he global law 

firms having had practices here for some considerable time.  

“The most obvious advantage that Hong Kong law firms 

enjoy when doing business with China relate to practical rather 

than legal aspects; geographical proximity and transport 

connectivity, benefit of being in the same time zone, multi-

lingual abilities of our lawyers,” Damien Laracy, Partner and 

Head of Hong Kong Office for Hill Dickinson, told SMI.

 “And, of course, those firms that are already established 

here enjoy first-mover advantage when it comes to 

establishing and maintaining ties with Chinese businesses 

and law firms.

“Increasingly there are also enhanced commercial 

incentives that Hong Kong lawyers and their law firms enjoy 

by virtue of being positioned so close to China. These 

include incentives to live and work in the Greater Bay Area 

and to establish offices there.

“Thinking more widely, and recognising that Hong Kong 

lawyers need their clients to succeed in order for their own 

practices to thrive,” he continued, “we enjoy numerous 

preferential bilateral legal “Arrangements” (i.e. similar to 

treaties) with China that are valuable in the dispute resolution 

context. These include measures providing an ability to 

enforce Hong Kong arbitration Awards and Judgments in 

China efficiently via a reciprocal mechanism, and also an 

ability to obtain early “Interim Measures” in China in aid 

of Hong Kong seated 

arbitrations. The latter is 

a uniquely effective tool 

for Hong Kong arbitration 

practitioners to deploy 

when assets or funds 

situated in China need 

to be detained, or when 

evidence needs to be 

obtained in China.  

“Looking forward, the 

Hong Kong Government has in recent years taken astute 

action to support Hong Kong as both a centre for dispute 

resolution and as a maritime cluster. Examples include 

establishment of the HKMPB and improved tax incentives 

for vessel owners and, lessors, and managers registering and 

operating vessels under the Hong Kong flag. 

“Effective international lobbying has also resulted 

in Hong Kong being named as a jurisdiction option for 

arbitrations in the 2020 BIMCO standard form arbitration 

clause (together with New York, London and Singapore).

“In terms of nurturing new professional talent for Hong 

Kong’s maritime cluster, it is to be hoped that the GBA Legal 

Professional Exam will be popular. Early indications are that it 

will be: 600 applicants sat the first exam in September 2021. 

“The aim of this exam is to allow Hong Kong lawyers to 

gain additional region-specific skills that can be used for 

holistically resolving legal issues in the GBA. Combined with 

the ambitious commercial aims behind the new “Qianhai 

Plan” (more fully, the “Plan for Comprehensive Deepening 

Reform and Opening Up of the Qianhai Shenzhen-Hong 

Kong Modern Service Industry Cooperation Zone”) which 

is designed to facilitate greater standardisation and 

integration of business, and business practices, in the area 

bounded by Shenzhen, Macau and Hong Kong, there is 

Damien Laracy
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every reason for young talent to be attracted to the Hong 

Kong Maritime Cluster within that larger eco system.”

Asked whether China’s ‘dual circulation’ strategy and 

Greater Bay Area plan would bring advantages for legal 

firms based in Hong Kong, Mr Laracy’s answer was very 

much in the affirmative.

“Hong Kong is the only common-law-practising city within 

greater China. It therefore serves as an irreplaceable dispute 

resolution centre for foreign businesses trading in or with 

Greater China that are comfortable with the common law. 

“Hill Dickinson, a firm that has been practising the English 

common law since 1810, is well positioned to expand its client 

base and its offering as the Greater Bay Area initiatives are 

implemented and enhanced. Our lawyers already handle 

a wide range of cross-border work, both transactional and 

disputes related, and these developments should allow us to 

attract new clients and more work. Related to that, we will be 

able to offer our lawyers the opportunity to upskill so as to 

obtain GBA-specific qualifications if they wish. 

“We constantly engage in matters with Chinese parties 

and clients, and we expect that the development of the 

GBA will strengthen these ties.”

On the subject of decarbonisation, Mr Laracy said this 

was an area that not only Hong Kong’s lawyers but also 

its financial sector – another of the city’s major strengths - 

were heavily involved with, Hong Kong being one of Asia’s 

frontrunners on environmental matters.

“Hong Kong has been part of the Southern China 

emission control area (ECA) since 2016 and we have 

acted for shipowners facing inquiries about black smoke 

emissions in Hong Kong waters,” he said. Hong Kong is also 

shortly to expand its LNG bunkering facilities so this will 

inevitably lead to Hong Kong becoming a bigger part of the 

decarbonisation movement. 

“This makes both environmental sense and business 

sense: seven of the world’s top 10 ship financing 

syndicated loan underwriters have branches or offices 

in Hong Kong, and the borrowing ceiling for the 

government’s Green and Sustainable Finance Grant 

Scheme was increased to HK$200 billion earlier this year. 

“We anticipate that the issuance of green shipping bonds 

in Hong Kong will become an attractive financing option for 

large-scale shipping, shipbuilding, and for port companies 

to develop and manufacture new green ships and other 

developing technologies to help reach the zero carbon goal. 

“With Hong Kong’s 2020 Policy Address highlighting 

that Hong Kong would strive to reach carbon neutrality by 

2050 and push for more development into green finance 

as a part of Hong Kong’s overall economic development, 

Hill Dickinson will seek to enhance our profile in green 

shipping and financing for existing and future clients.”

In short, Hill Dickinson is working with clients across 

the ESG (Environmental, Social and Governance) 

spectrum, “partnering with them to exploit business 

opportunities in Greater China and globally, improve their 

efficiencies, combat risk and fraud, and resolve tensions 

and disputes when they arise,” Mr Laracy concluded. 

“The fact that much of this work is set to take place 

in the new theatre of the Greater Bay Area is exciting to 

us. Concerning contentious work in particular, our deep 

experience with maritime and commercial arbitration, 

and the evolving Arrangements with Mainland China, 

position us very well to advise clients on risks and to then 

implement disputes resolution strategies as and when 

any issues arise. 

“We are also very fortunate to have in our office a 

data privacy and data management specialist. Advice 

and guidance in this area is increasingly sought by 

businesses of any size operating in China or with Chinese 

counterparties.” l

Damien Laracy
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Digital Vessels  
for the Era of 
Technical Ship
Management 2.0

Maritime is entering an era 

that industry professionals 

are calling technical 

shipmanagement 2.0, reflecting the 

growing awareness of the benefits 

of digitalization and remote services. 

High-speed VSAT services supporting 

digitalization have been adopted by 

fleets worldwide in recent years and now 

there is also the adoption of maritime 

IoT solutions as fleets turn to remote 

services and remote monitoring and 

data analysis for everything from cost 

savings to regulatory compliance. 

Having sensor data go directly from 

the vessel to the cloud for easy access by 

analytics programs is the way forward for 

maritime; having dedicated connectivity 

to support the data transfers is critical.

A guiding factor for fleets beginning 

to rely more on digitalization and 

maritime IoT comes from the IMO’s 

cyber-risk-minimizing recommendation 

to keep IT (information technology) 

connectivity separate from OT 

(operational technology, i.e., physical 

processes and machinery) connectivity. 

The best way to keep IT and OT separate 

is with dedicated connectivity for each 

function: crew communications from 

one pipeline and IoT connectivity from a 

second antenna. 

As Sven Brooks, KVH’s senior director 

of IoT business development, noted 

during a virtual briefing hosted during 

this year’s London International Shipping 

Week: “It gets dangerous when we 

are starting to run the main engine 

monitoring system on the same network 

as we do the crew’s Facebook accounts.”

For maritime data analytics experts, 

high-speed dedicated connectivity 

enables actionable insights faster—

it gives them control of their own 

bandwidth so the data flows to onshore 

experts real-time 24/7 so there can be 

immediate actions taken to improve 

efficiencies in tracking, routing, safety, 

security, fuel consumption, and emissions. 

Dedicated connectivity also enables 

on-demand high-speed remote support 

video interventions while a vessel is 

at deep sea, without competing for 

shared bandwidth from the ship’s core 

operations or crew. Remote surveys 

are becoming the norm as well, and a 

dedicated IoT antenna solution solves 

the cybersecurity and regulatory need for 

wi-fi and SOLAS-controlled environments. 

Crew using social media should never be 

on the same system as IoT.

Today’s accelerated adoption of IoT 

services is due to a number of factors 

including progress in data access and 

standardization and an expanding 

ecosystem of digital services. For 

example, efforts to standardize 

the data coming from hundreds of 

onboard sensors have progressed to 

the point that raw data can now be 

aggregated, normalized, downsized, 

and sent to the cloud where it is easily 

accessible for analysis. 

Standardization also enables 

newbuilds and retrofit vessels alike to 

have the same performance analytics 

and dashboards so a manager 

can see metrics meaningful across 

the entire fleet. The expanding 

ecosystem of maritime IoT services 

provides benefit to stakeholders 

including technical managers, 

charterers, OEMs, multi-card service 

providers, and IoT service companies 

that provide fuel and other vessel 

performance optimization.

For dedicated IoT connectivity, a 

solution such as KVH Watch® is an all-

inclusive, no-commitment choice for IoT 

and digital ship stakeholders to reap cost 

savings and performance benefits with 

real-time data flow while separating OT 

and IT. The KVH Watch solutions include 

the ability to perform on-demand Remote 

Expert Interventions using video, voice, 

or text via KVH’s global HTS network, 

plus new Cloud Connect capabilities for 

bringing data from the vessel sensors to 

the cloud for easier access and analysis.

High-speed connectivity to meet 

SATCOM and crew communications 

needs onboard today’s digital vessels is 

best provided by VSAT solutions, such as 

KVH AgilePlans. This innovative solution 

features the ability to upgrade to an 

advanced global HTS (high-throughput 

satellite) network without any upfront 

CAPEX because one monthly fee covers 

airtime and includes free hardware, no 

installation or maintenance costs. l

An article submitted by  
KVH Industries

Communications



68 Ship Management International      Issue 94 November/December 2021

Environmental Matters
MCTC is an ethical, environmentally friendly maritime catering management provider that 

understands the importance of protecting the ocean and marine life from debris and pollution. 

To that end, we constantly look for ways to limit our carbon footprint by using local suppliers 

and eco-friendly packaging – particularly now, with carbon emissions set to rise exponentially in the next 

few years.

“The environment matters for us, our clients and for future generations, so we all need to play a role. 

MCTC is acting by adopting an even greener approach as part of our Green Agenda,” said Christian Ioannou, 

Managing Director. 
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“We’re asking suppliers 

to reduce the amount of 

packaging they use, but also 

encouraging reusable packaging 

and biodegradable plastics 

where possible. When auditing, 

MCTC discusses packaging, 

environmental practices and 

safety with suppliers to reduce 

their impact on climate change. 

We’re also looking to consolidate 

suppliers; it’s another example 

of our commitment, because 

each action taken plays a part in 

reducing our carbon footprint.”

The company has introduced a 

Reverse Osmosis Filtered Potable 

Water Station on clients’ vessels, so 

crew can drink filtered water that 

doesn’t come from a plastic bottle.

Research from the Barcelona 

Institute for Global Health found 

that the environmental impact of 

bottled water was up to 3,500 times 

greater than tap water. Significantly 

reducing single-use bottles 

onboard will prevent plastic from 

entering our oceans and damaging 

marine ecosystems, according to 

Sven Schröder, MCTC’s Business 

Development Director. 

“We’re delighted to support 

the environment through using 

a 7-stage reverse osmosis filter 

set onboard vessels,” he said. 

“The water tastes like it’s bottled, 

with all the same nutrients but no 

plastic. This revolutionary water 

filter will have a big impact on 

protecting our environment for the 

next generation.”

MCTC goes above and beyond 

to find innovative ways to support 

the environment. Alongside a 

campaign to reduce food waste, 

which helps cut costs onboard, 

the company encourages crew 

to understand the importance 

of eating two species of lionfish, 

Pterois Volitans and Pterois Miles, 

that damage ecosystems. 

Explaining the issue, Christina 

Ioannou, Quality Assurance and 

Sustainability Manager, said 

that invasive species are often 

unintentionally released into the wild. 

“Invasive species in the ocean 

reduce biodiversity and alter water 

habitats for sea life, which has a 

huge impact on ecosystems. Our 

training consultants educate crew 

about why adding fish classed as 

invasive species to meal plans is 

more eco-friendly. A little thing 

such as changing your food 

habits will play a role in helping to 

rebalance ecosystems. 

“Education is key to helping 

support the environment. We need 

everyone to reflect on general 

waste, plastic use and emissions, but 

also food intake, because it all plays 

a role in climate change.”

MCTC’s Green Agenda aims 

to bring change and support the 

environment to create cleaner 

oceans, healthier crew and, 

ultimately, a greener future for all. l

The environment 
matters for us, our 
clients and for future 
generations, so we  
all need to play  
a role 
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ACHIEVING SAFE AND EFFICIENT 
TRAVEL MANAGEMENT FOR CREW 
AND SHIPPING EXECUTIVES

An exclusive SMI interview with
Konstantinos Oikonomou, CEO of
Marine Tours Group of Companies

As the preferred crew travel specialist for the Greek fleet, the 

world’s largest, what special challenges does this present?

Serving the marine industry was and will always be a great challenge 

that became ‘a marathon with no finish line’ during the pandemic! 

Hopefully, our 40 years of experience and expertise has assisted 

Marine Tours in implementing its strategic action plan to help its clients 

overcome the challenges set by Covid-19.  

The biggest challenge was the access to the most prompt 

and reliable information. Constantly changing travel 

restrictions - differing not only by country of arrival but 

by the nationality of travelers too - local lockdowns, 

last-minute flight cancellations, social distancing 

guidelines and vaccinations measures are only 

some of the factors that added layers of 

complexity to crew travel. 

Additionally, global travel restrictions led 

to the suspension of the majority of flights 

between major crew change origins and 

destinations, especially those located 

in Asia where the majority of the 

world’s seafarers reside. Limited 

flight frequencies and scarce 

capacity also drove air fares 

significantly higher. It is 

worth mentioning that, 

due to all these 

unforeseen factors, 
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a crew change became more expensive and more time-

consuming than ever before! 

In this ever changing and demanding environment, 

efficient travel for seafarers - and thus support for 

the sustainable flow of trade by sea - has become the 

inevitable after-effect of our day-to-day business activities. 

And we are extremely proud that under these conditions, 

Marine Tours managed to repatriate and move from door 

to deck more than 90.000 seafarers from the first day of the 

pandemic until today. 

How have the challenges of the pandemic impacted the 

work of a travel specialist company like yourself?

Covid-19 was a complete game-changer. As a result of 

the travel challenges the Covid-19 crisis has brought, the 

role of the TMC (Travel Management Company) has turned 

into one of a Strategic Consultant, more people service-

driven than in the recent past, and a source of up-to-date 

valuable information rather than just a competitive channel 

to purchase air tickets.

In other words, this crisis highlighted the importance of 

working with a strategic travel specialist, to provide both 

sustainable travel solutions and duty-of-care support. And this 

is what at Marine Tours we strived to do... to be our clients’ 

most valuable strategic partner, able to come up with tangible 

solutions when everybody else saw only the problems.

Thus, we adapted change in our model. We redesigned 

our travel management methodology, setting duty of care 

as the utmost priority; we enhanced our ‘around-the -clock, 

around-the-world’ support, and we invested in the greater 

integration of our travel technology. This is how we ‘made 

crew travel possible’ and how we achieved maximum safety 

and efficiency, managing thousands of crew changes all 

over the globe during the past 18 months. 

How safe is airline travel, both for seafarers and 

shipping executives? And as travel restrictions lift, what 

new factors will companies and individuals need to be 

mindful of? 

If you take into account that aircrafts use the same 

filter technology as ER rooms in hospitals, offering a 99.9% 

filtering success, then you realise that airline travel can 

be the safest part of every trip. It is always important, of 

course, to choose the right suppliers that have invested 

in modern planes with upgraded technological systems, 

and this is something we put always as a priority when 

designing a trip. 

Regarding safety in travel, we should never 

underestimate the additional protective measures every 

individual should take, such as wearing a face mask 

throughout the journey or get vaccinated which definitely 

is the most powerful ‘weapon’ of all in order to facilitate a 

low-risk travel environment. 

Do you have any views on how the ease or otherwise 

of international travel impacts on the wellbeing and 

performance of maritime professionals?

Wellbeing and performance are interrelated and 

that’s why we always put travellers’ wellbeing and 

safety first, recognizing its impact on their morale and 

occupational effectiveness.

Regarding the pandemic, what is for sure is that 

seafarers have been the collateral victims of this crisis, 

being stranded on ships for weeks or even months beyond 

the expiry of their contracts, and this has had a huge 

impact on their mental health and wellbeing. 

It is worth mentioning that as a travel organization that 

remained at the forefront of repatriation ‘missions’, Marine 

Tours actively supported the Neptune Declaration on 

Seafarer Wellbeing and Crew Change, an initiative that was 

developed to ensure that the rights of the frontline workers 

of the global supply chain are respected and to promote 

their wellbeing.

Regarding the hot topic of ‘sustainability’, are you 

finding the carbon footprint of flights by shipping 

personnel a factor in your clients’ travel decisions?   

I am sure that sustainability is a trend that will definitely 

grow in the coming years throughout all industries.

From our side, we offer detailed reports that reflect 

the effectiveness of the overall programme, confirming 

that agreed footprint goals have been achieved and 

highlighting areas that could be further optimised. Our 

upgraded system reports on the itinerary, company and 

aircraft type, so we can ensure a travel plan that avoids 

high environmental impact. 

What is the situation regarding travel to Greece itself, 

especially to big shipping gatherings like next year’s 

Posidonia? 

Greece is a very safe country to travel to, having 

removed travel restrictions and put in place safety 

protocols to allow you to plan your trip with greater 

freedom and safety. 

Since Posidonia is one of the biggest and most 

respected shipping exhibitions worldwide and one 

where the international maritime community meets, my 

suggestion is “Don’t miss it!” l
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“It’s not easy to clear a blockage”. The comment was 

made by an engineer from a UK water company, 

who was speaking about the presence in a sewer 

system of a “fatberg” – a huge accretion of solidified waste 

that had bunged up a municipal drain in a southern city. He 

went on to lecture the public about being more sensible 

about what they put into their drains. The answer, he said, 

“lies with the customers”.

It may be an inexact analogy, but it is quite clear that 

the blockages that afflict liner trades in particular won’t be 

exactly easy to clear either. There is a lot of blame flying 

around as people try and explain to wrathful recipients of 

goods as to why they have been delayed, in a world that has 

become accustomed to ‘just in time’ and their stuff arriving 

just when it is needed. 

The ports are getting it in the neck for not getting the 

boxes on and off the dock fast enough, despite all their 

wonderful automated systems and very expensive hardware. 

The shipping companies are in the firing line for their 

sky-high rates, even attracting not-so veiled threats from 

President Biden about their dominant position. It has been 

blamed on the shortage of truck drivers, either caused by the 

pandemic or because they can think of something better to 

do than sitting in queues outside ports. Governments have 

been given a drubbing too, for their inability to accord trade 

sufficient importance or quarantine policies that shut down 

vital terminals at the slightest sign of a Covid case. 

But you cannot escape the notion that the frantic post-

pandemic purchasing of the customers and the soaring 

demands upon the transport network have become agents 

of their own difficulties. The stalled buying power of a 

pandemic afflicted world, surging back on full throttle, has 

been more than the system can cope with, not least before 

the various links in the logistic chain had been declared 

Covid-free and fully functioning. 

And to return to our disgusting analogy of the “fatberg”, 

just as analysis of its components reveals a whole plethora 

of thoughtless contributors, all of the elements above bear 

some responsibility for the state the sea trades are in, with 

their great queues of container ships waiting off the principal 

ports, umpteen containers all being in the wrong place, 

and little sign that the liner trades will resume their silky 

schedules any time soon. 

In the past, there were various tried and trusted remedies 

for dealing with serious congestion. You could bribe the 

dockers to work harder, with double shifts or attractive 

overtime payments. You could divert to alternative ports. 

And in a world that took a more realistic approach to the 

possibility that cargo might just possibly be delayed, the 

customers would retain sensible levels of back-up goods in 

their warehouses. 

But with several hundred (some have estimated 

thousands) of large, laden ships drifting, anchored or on 

passage, this problem is not going anywhere soon. There 

are a limited number of ports capable of handling very 

large ships, so diversion is not much of a solution for most. 

And in the US, East Asia, and much of Europe, the strained 

systems ashore in the limits of available haulage and storage 

and even terminal parking space, means that even with the 

system working flat out, it will take very many months before 

there is a state of equilibrium. 

There have been calls for more ‘on-shoring’ with a 

greater reliance on goods or components that do not 

require shipment from the other end of the earth. And 

while there is some evidence of people declaring such 

intentions, this won’t happen in a hurry, and we might 

suggest that the cost structures that made these places 

attractive in the past will probably remain. And it is no 

long-term solution that would see a furious upsurge 

in containership construction, which will only sow the 

seeds of future overcapacity, while addressing only one 

part of the problem. Patience, and perhaps a reduced 

expectation by the customers, might be a reluctant, but 

necessary strategy.  l

Strategy for recovery  
- patience
By Michael Grey, MBE, is an internationally respected maritime commentator

Alternative Viewpoint
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In the latest in our series of industry round table debates, SMI talks to leaders of the global 
crew travel sector about the effect of the pandemic on the industry. This latest debate 

focused on the impact of the pandemic and what the future may hold.
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How has Covid impacted shipping 
and what are the short, medium and 

long-term implications?

https://www.youtube.com/watch?v=G8K4-VXe5MY&feature=youtu.be


SMI Webinar

Sean Moloney 

We’re going to be talking about how the Covid situation has 

impacted shipping and what the short-, medium- and long-

term implications are. The world is slowly starting to emerge 

from the effects of the pandemic, but the ripple effects of 

this once-in-a-generation occurrence are just starting to really 

be felt, whether it’s sort of rising costs, overstretched global 

supply chains or congested ports.  Shipping is part of the 

problem and is also the solution. Gentlemen, let me give each 

of you a few minutes to outline your views on the subject 

under debate. Matthew, over to you first.

Matthew Attard

You rightly pointed out that the Covid issues have brought 

about something positive for people working in the shipping 

industry in that there’s finally a realisation of the importance of 

shipping for the transportation of goods and how essential this 

industry is for global stability. One of the biggest challenges 

faced by our clients, the ship owners, was the necessity to 

request dispensations from certain regular standards that are 

imposed upon Maltese-flagged vessels. In short, when an 

owner requires a derogation from expected standards, they 

need to approach the administration for green-lighting and 

most of these permissions are granted on the basis of it being 

an unforeseen circumstance and the owner giving necessary 

comfort to the administration as to how they’re going to 

remedy it quickly.

  

With Covid, I can report that the Malta administration was 

aware of what was coming its way and as early as February 

2020, started making representations with other jurisdictions 

and at IMO level, to see how they would react to relaxing 

certain rules expected from the industry. A lot of dispensations 

were given in a timely manner and I think there was a lot of 

sensitivity shown by our administration and others as to the 

plight the owners were facing. The problem we faced were 

Panellists were: Matthew Attard, shipping 
lawyer at Ganado Advocates; Klaus Dimigen, 
partner in the law firm Ehlermann Rindfleisch 
Gadow in Hamburg; Rona Kaspi, Founding 
Partner at AKT Law Office and representative 
for the Republic of Marshall Islands in Turkey; 
Enrico Vergani, partner in the law firm 
Bonelli Erede and team leader for its shipping 
and transport focus team; Sean Moloney, 
Managing Director Elaborate Communications 
was the moderator.
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the seafarers: the disembarkation and the embarkation 

of seafarers came with a lot of challenges. I know that 

the ILO has been vocal about this point and has tried to 

claim or tried to give the status of an essential worker to 

the seafarers because, without them ships can’t operate, 

and you can’t get your goods. The flipside is that any 

administration giving certain dispensations for extensions 

of crew contracts has no other choice, which leads us to 

the jurisdiction and interpretation of issues such as these. 

A few years ago, we were involved in negotiating the 

positioning of armed guards on board Maltese-flagged 

vessels. This was a controversial topic at the time, because 

the IMO and the international community linked having 

armed guards on board vessels with the potential for an 

escalation of violence.  We managed to get dispensations 

for this but quickly realised that the problems started there. 

You had owners waving around dispensations given by 

the Maltese administration entering ports which either did 

not recognise them or which had their own interpretations 

as to how armed guards should be placed on board.  I 

am linking this to certain dispensations given throughout 

the Covid period, in particular the extensions of crew 

contracts and certain dispensations for dry docking.  We’ve 

had instances, in particular Australian ports, where the 

Australian administration, which is the whole sovereign 

right to do so, raised their eyebrows as to certain 

dispensations being given.  So that is a bit of a negative.  

On the positive part I can report quite happily that in 

most parts our business has continued as usual.  We 

continued assisting with new registrations, sale and 

purchase and recording of financing, and all this was only 

possible because the industry came together with the 

regulator and in turn the regulator came together with 

other jurisdictions which allowed us to work in a business-

as-usual environment. For the future, I think digitisation 

of certification and better communication between 

administrations is critical and I also believe we need to 

continue backing organisations such as the IMO and these 

international bodies to create a uniform approach to 

shipping.  We need to maintain standards, but we cannot 

have national interests override the international good 

which shipping provides.

Sean Moloney

Matthew, let me take you up on one point, during 

Covid there was a lot of criticism levied at the national 

administrations, i.e. the flags, for not upholding their side 

of the MLC by shutting their borders; they were the ones 

not allowing seafarers off their vessels.  Just as a sort of 

very, very quick response, what is your view on that?

Matthew Attard

The administrations want to uphold the terms of the MLC 

and in all fairness, I don’t think the breach of any MLC 

rules was instigated by flag administrations. I think the 

issues were instigated by national interests, including 

Malta.  We had lockdowns and I faced difficulties with 

crew disembarkation myself in Malta, both for commercial 

vessels and super yachts, but I don’t think it was a 

shortcoming from Transport Malta but rather the national 

approach to closing a country’s borders. Malta, as with 

other jurisdictions, takes the MLC very seriously and our 

experience with the MLC has been very positive. So, no, 

I think it’s mostly the lack of sensitivity shown by national 

governments that has led to the administration having 

to bend over backwards to accommodate reasonable 

requests.

Sean Moloney

Klaus, let me come on to you and if you can give us your 

five-minute viewpoint.

Klaus Dimigen

The Ministry of Commerce in Berlin published breath-

taking numbers which amounted to €353 billion worth of 

Covid help in cash plus €819 billion of state guarantees, 

which is amazing: it’s a huge amount, but all these state 

aids don’t really affect shipping so much. Shipping is a 

very small part of the German economy and what we are 

looking at when we look at the state aid for shipping in 

Germany, was the KfW loans, not only for shipping but for 

other sectors of the Germany economy. So far, they have 

dispersed €49 billion with loans to shipping companies 

amounting to €25 million and a bigger pot of €444 million 

to the German shipbuilding industry, so we are really 

talking about a very small fraction of the whole state aid.  

Shipping companies can apply for these KfW loans but they 

have to do it via their banks which then get a guarantee 

from the KfW which takes over between 80% and 100% 

of that risk. So, the shipowning company’s bank has to do 

the risk assessment for KfW and is liable for a correct risk 

assessment towards KfW, and that is a bit of a downside 

for the house bank because they enter into further liability 

which maybe they don’t want to. One thing which is really 

difficult for German shipping companies is that they have 

to prove they were financially sound on 31st December 

2019, as they won’t don’t give loans to companies which 

were already bankrupt before Covid, that’s the simple 

idea. Then the terms are basically up to 10 years, the first 

two years are repayment-free, and thereafter you have to 

repay quarterly with a fixed interest rate of around 2% with, 
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during the currency of the loan, no dividend payments.  

And the problem is that these loans are still loans and they 

have to be repaid. So, when a shipping company has its 

normal shipping loans which are continuing actually plus 

new liabilities under this KfW loan, which they also have 

to repay, the shipping company’s bank has additional 

liabilities: it have to do the risk assessment for KfW and is 

liable, and it has to take a small portion of the loan on its 

books which some of the banks don’t want to do. You all 

know that there are shipping banks in Germany who really 

want to close their shipping portfolio altogether so they 

are not suitable for this programme.  

We have worked on a couple of these KfW cases and 

what we have seen is that it is far from fast and far from 

unbureaucratic. It is very expensive in terms of expert 

opinions, legal work, back and forth, the risk assessment 

- they’re all very careful and normally you spend a good 

six-digit amount on legal costs, advisors, expert opinions, 

stuff like that, and it really takes time. So, it’s not a very 

practical programme and I wouldn’t actually say it has 

proved to be a huge success in the shipping industry.  

There are a couple of branches in the shipping industry 

which have really suffered from Covid. The cruise industry 

was another disaster and we have seen a lot of product 

tanker companies suffer because no one is flying anymore 

and there was no need to transport kerosene from A to 

B.  So that was a big problem.  Some parts of the industry 

were really affected.  And the reaction of the ship financing 

community in Germany was that they stepped back and 

tried to get rid of these high-risk engagements instead of 

helping. They really want to get rid of them.  And cruise 

ships are, I wouldn’t say impossible, but really hard to 

finance in Germany right now because the banks just see 

the risk and you can’t really mitigate the risk.  If there’s 

another Covid lockdown the cruise industry will be affected 

once again and that’s something the banks really have in 

mind.

Sean Moloney

Klaus, when you’re sitting there in Hamburg, you’re 

surrounded in Northern Germany with about 600 German 

box shipowners in that area, aren’t you?  And, as we know, 

the container ship market has gone through the roof.  What 

impact has that had on it all because even though they are 

sad that they can’t provide the service that they want to 

provide to their customers because of port congestion they 

are still raking it in.

Klaus Dimigen

I am so happy for all these container owners because they 

have been going through a very, very hard time. There 

were very few bright moments since 2010 and so we can 

all be very happy for the industry to this respect that the 

business is going so well. But they are now selling their 

ships and trying to make cash out of all of the present 

market situation.  That’s the situation now so they don’t 

suffer at all.

Matthew Attard

I want to link that with probably where you were going at, 

Sean, financing for these containers, what is the banks’ 

appetite for German owners in helping them acquire these 

vessels?  Or are the banks still reluctant in that respect, 

Klaus, even with containers?

Klaus Dimigen

The German banks in general are reluctant to undertake 

ship finance because the European mandatory rules on 

providing loans in general are so strict that the risk leads 

to equity retentions within the banks. There are a couple 

of them who like to do the financing because interest rates 

are very attractive, but these are very small institutions and 

I would say, they are really exceptions to the rule.

Sean Moloney

Many thanks Klaus. Rona, let me get your views.

 

Rona Kaspi 

Turkey is one of the most affected countries in Europe 

probably because its economy is based on tourism 

which, as we know for the last two years has suffered 

from the travel bans and restrictions and shipping is also 

affected.  Turkey is also within the coastline of the Black 

Sea and Mediterranean Sea so we had small pockets of 

Mediterranean and Black Sea transportation and trade 

business within Turkish ports.  We have also been affected 

by the crew crisis when they signed a contract for five 

months but stayed on board for more than a year, maybe 

sometimes a year and a half.  It has been tough for Turkey 

to get back to normal, back to understanding what is 

required to get preventions, restrictions and the measures 

to stop the spread of Covid-19 where, in some places in 

the beginning, we didn’t know whether the person was 

infected by Covid or the normal flu. There were times that 

the shipyards were full with workers who didn’t understand 

they Covid-19 but were actually infected and spread the 

disease at work and at home.
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Sean Moloney

Turkey also boasts a strong shipbuilding and repair 

industry. How is the situation affecting this part of the 

country?

Rona Kaspi 

Turkey has a good shipyard business – shipbuilding as 

well as ship repair and for the past five years all have 

been quite busy, building special vessels for interests in 

Northern Europe, from Norway, to Denmark and Sweden; 

places that are favouring alternative power supply like 

electricity. Covid had quite an impact at the beginning 

as the lockdowns meant no one could go to work and 

the delays could not be predicted. Vessels booked in for 

repairs suffered with supply chain problems which created 

delays in the shipyards.  It was tough times for the docks to 

get the vessels.

Sean Moloney

Enrico, let me bring you in and thank you for your patience, 

I do appreciate it.  

Enrico Vergani

Right, thank you very much, Sean, and many thanks to 

Ship Management International for organising this seminar 

and giving us the opportunity to discuss Covid’s impact on 

our business. I will underline how important shipping and 

logistics are and how this pandemic has impacted on the 

importance of logistics which, throughout the situation, 

has provided an excellent service and a very flexible 

approach. I would also like to take this opportunity to pay 

tribute to the coastguards and the administrations who 

tried to support this service industry and this service to the 

community in general. 

Even in the darkest hours, the Italian ports remained 

open and on that a very practical approach was taken by 

our administrations, setting a very practical rule in terms 

of the presence of the RO-RO ferries within the Italian 

territory. While Italy may not be one of the biggest shipping 

communities in the world, it is a leader in the management 

of RO-RO ferries and RO-RO ferries form a closer contact 

between the land and the sea because when you send an 

oil tanker to sea for twenty days you can effectively forget 

about her, but if you have a RO-RO ferry, this unit will touch 

the port at least twice a day, and over the pandemic this 

meant big issues had to be sorted out.  As I said, there were 

some practical rules, one in terms of mobility of people and 

the mobility of business, what I would call a golden rule, 

the rule of 72 hours then 120 hours which was the time that 

someone bringing services to Italy was allowed to stay in the 

country without any problems or limitations.

I would also like to outline something about the main 

business for Italy which is the cruise business, either in 

terms of the cruise terminals which suffered significantly 

after the pandemic, and, of course, the cruise liners and 

the related shipbuilding sector. Cruise liners had the 

problem where they had to move very, very quickly from 

their vessels welcoming guests in every port, to a kind 

of sea barrier where the ships were refused by other 

ports.  On that point, I really share Matthew’s view that, 

despite shipping being a very international community, 

national approaches were implemented and caused 

difficulties for everyone. The general approach taken 

by national administrations was not really in terms of 

reciprocal cooperation. A protocol due to be released in 

July 2020 that intended to make movement and travel 

between the European Union easier and above all, certain, 

collapsed with last September’s second wave. That was 

also a major issue as we have heard, with crew movement 

because while the shipping community reacted very, very 

promptly in approving a disembarkation clause, could not 

be implemented because of the interference by the host 

states.  You may remember the commercial war between 

China and Australia in all bulk carriers just waiting to 

discharge or waiting to have their crew disembark in the 

north of China.  

I also would like to point out how the shipping community 

was very reactive and resilient and flexible. For instance 

RINA, the Italian Classification Society, a member of IACS, 

developed a programme for the renewal of class and 

renewal of certificates through a drone inspection. This 

kept a lot of vessels in class while maintaining safety levels. 

I say a final remark which so far has not been developed 

too much, force majeure, and of course force majeure 

was a subject facing a number of countries. Some of you 

may remember the force majeure certificate issued by the 

China Council for the Promotion of International Trade at 

the very beginning of the pandemic and of course Western 

European shipowners, including Italian shipowners were 

laughing at this way of escaping from liability saying that 

force majeure needed to be proven case by case.  Yet 

when the pandemic hit Italy, our Chambers of Commerce 

were prepared to issue force majeure certificates which 

most likely were not worth the paper they were written on.

Sean Moloney

We have a question here from the audience saying we 

mustn’t forget that the seafarer centres around the world 

have been a lifeline for ships’ crews unable to repatriate 

and when it comes to Covid-19 vaccinations. But I want 

to come on to this whole issue of the responsibilities of 

SMI Webinar
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the national administrations. The question of the debate 

here is not only how has Covid impacted shipping, and 

we’ve heard a number of instances today, but what are 

the implications.  And I think really this is a key element 

moving forward when you look at the role that they have 

played in the last two years.  And you talk about force 

majeure, Enrico, as well and, you know, certainly as far as 

shipbuilding contracts are concerned.  What should the 

industry be keeping an eye out for in the short and medium 

term moving forward as a repercussion of Covid?  

Enrico Vergani 

One of the implications of Covid is, in my view, 

environmental transition.  Logistics have become a core 

subject, a core argument, and being a core argument 

general concepts such as sustainability, environment, 

zero net, will necessarily apply to our industry.  I know 

that someone will be – ship-owners especially – will 

be very concerned, if not irritated, by these new 

challenges because they say, “Well did not we have 

enough with Covid and now we have to jump even 

higher after this very, very hard challenge,” however 

this is one of the developments.  I am sure Klaus 

talked about the financial problems and I think that the 

financial problems of any government, at least this is in 

Italy with our national plan of resilience and restart, do 

not or cannot avoid the environmental issues.  So this 

is one, and I think it will be a leading approach and a 

leading theme, in not only because it’s a governmental 

request but also because it’s a request of the big 

customers. In a recent article in the Financial Times that 

Amazon, IKEA and Unilever are seeking for zero impact 

carriers which definitely means something. 

Sean Moloney

If owners and managers are reluctant to do everything 

they need to do they’re going to be pushed if they want 

to win that business from the charterers and the traders, 

there’s no doubt about it.  Klaus, what are your views on 

this, I mean, looking, you know, to really get an idea on the 

implications moving forward?  You talked about finance 

there and the shipping side from Germany, you know, 

really not standing up to the plate as much as it should do.  

What’s your view?

Klaus Dimigen

Well, I mean, when it comes to long term implications 

we have been talking about force majeure already 

and I am sure that all of us have seen cases in spring 

and early summer last year where Chinese shipyards 

actually claimed force majeure because they wanted 

to get more time to finish a ship.  And when that has 

been solved we will probably see less force majeure 

for Covid reasons because every force majeure has an 

element of ‘unforeseeability’, and we have lived with 

Covid now for one and a half years with lockdowns, 

so nobody can actually say that the next lockdown is 

unforeseeable because we know that this can happen.  

I think that force majeure due to Covid reasons will 

definitely go down in this respect. 

And the other issue I wanted to address is that we have 

shifted our activities as maritime lawyers from travelling 

to in person meetings, to remote video meetings. 

That is good from a environmentally-sustainability 

standpoint, as Enrico said, so we are not travelling, 

we don’t use air travel but we stay at home and use 

our bicycles instead. But sometimes I really fail to 

understand how it will actually work. So, for example, 

what Enrico said about the RINA concept that they 

have digitalised inspections, I just wonder how a class 

inspector can actually evaluate the condition of a ship 

without being on board. 

Sean Moloney

Let me bring in Matthew and Rona on that because, you 

know, speaking from my own side, I’ve got itchy feet, I 

can’t wait to travel again but it may be a case of reaching a 

happy medium.

Matthew Attard

I think Klaus makes some valid points; we’re all keen to 

meet physically and start interacting as normal.  Having 

said that, I do really believe that the digital platform has 

a lot of value but what I’d like to see is a bit of a balance 

where digital documentation is recognised, accepted 

and there is more trust between different jurisdictions 

who utilise those systems.  Malta, for example, is 

venturing round this massive digitisation of the register 

to a new level and the issues we’re facing aren’t the 

technological issues per se but they’re the issues 

concerning the recognition of this way of doing things. 

I share Klaus’s views on certain things like inspections 

and up to a certain extent closings, but my experience 

has been extremely positive when it comes to even sales 

and purchases with a digital platform. As long as there 

is trust between the lawyers, between the parties, it can 

work, but the trust is also built because you’ve physically 

met that person at one stage in your life.  So I think 

there has to be the balance between having that human 

interaction and utilising the digital platform going 

forward in the best possible manner.  l
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P&I and Law

Maritime industry faces  
new risks as it adjusts  
to a sustainable future
By Alexander Gray, Head of Marine P&I, Lockton Singapore

Governments and industries globally are facing 

increased scrutiny over their carbon emissions, 

especially in the aftermath of the Glasgow Climate 

Change Conference (COP26). Transport and maritime 

industries are no exception to this. 

Much of the mainstream conversation around transport 

emissions to date has been focused on those created by 

motor vehicles and planes, with only a small percentage of this 

dedicated to the maritime industry. Whilst shipping contributes 

15% of global transport emissions, dwarfed by motor vehicles’ 

70% share, it has played an active role in setting carbon 

emission reduction targets, and has made notable progress in 

meeting them.

With shipping already accounting for some 80% of global 

trade though, if the demand rises at its current level, emissions 

are expected to increase between 50% and 250% by 2050, and 

so many believe that more action is required still. 

In 2018 the International Maritime Organisation (IMO) set 

out a goal to reduce the industry’s greenhouse gas emissions 

by 2050. Considered ambitious at the time, it has been 

suggested that this is not substantial enough anymore, and the 

IMO is due to set out new targets in 2023 as part of its longer 

term plan and timeline.

Sustainability was the core area of focus at this year’s 

London International Shipping Week (LISW21). At the 

conference, UK Transport Secretary Grant Shapps set out the 

target for international shipping emissions to reach absolute 

zero by 2050, as well as his vision for zero emission vessels to 

begin service by 2025. The cost of updating or replacing fleets 

has been the primary obstacle in making these changes, so 

government support will be instrumental in realising these 

changes in the industry. 

As part of this, several initiatives have been put in place 

under the Decarbonization and Sustainability Regulatory 

Framework, which aims to promote greener technologies and 

lower the maritime industry’s global footprint, as follows:

Firstly, addressing the fuel mix. With the total fuel use by the 

global fleet expected to rise in line with demand for trade, the 

use of low and zero-carbon fuels will be an important transition 

to make. Projecting to 2050, the aim is to have 40% oil-based 

fuels in 2050 with 35% ammonia/hydrogen use.

Secondly, the Energy Efficiency Existing Ship Index (EEXI) 

applying to existing rather than new vessels, measures CO2 

emissions per transport work, considering the ship’s design 

parameters. It doesn’t consider true CO2 emissions while the 

ship is in operation. Vessels will require an EEXI technical file in 

place by January 1, 2023, and a completed International Energy 

Efficiency (IEE) survey by end of 2023. A large proportion of 

fleet will struggle to becomes EEXI compliant, and newer ship 

designs will require modifications to meet EEXI limits, so it is 

likely that ship transit speeds will need to slow due to issues with 

meeting compliance. 

And finally, the introduction of the CII (Carbon Intensity 

Indicator) will require owners of ships over 5,000 GT, in line 

with IMO DCS, with any propulsion type to update and receive 

approval of their Ship Energy Efficiency Management Plan 

(SEEMP) from January 1, 2023. 70% or more of vessels within 

the tanker, bulk carrier, container ship and gas carrier categories 

require an operational change or improvement by 2030 to stay 

within class A, B or C for CII, so there remains a lot of work to be 

done. Again, reducing vessel speeds is a potential solution; the 

older tonnage will prove challenging from a market perspective.

Meeting these requirements and aims will be the true 

challenge; from international cooperation, technological 

advancements and the investment required for research through 

to increased operational and regulatory burdens on ship 

operators and covering daily running costs. Given the nascency 

of many of the solutions, including green fuel, several questions 

on the feasibility of the plans remain. 

That said, we are starting to see many of these 
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commitments becoming reality. This summer, Danish shipping 

company A.P. Møller-Maersk has pioneered the first ‘carbon-

neutral’ vessel, running on low carbon methanol, due to begin 

operations in 2023.

As companies begin to materialise their commitments, it 

is important to be cognisant of the financial and business risks 

involved, in this case, climate-related litigation risk. 

For example, the rise in public commitments to targets 

and regulations, even if non-binding, increase a ship operator’s 

compliance liabilities. Shareholder legal action is one example 

of a potential consequence against ship operators that fail to 

meet targets they have set out. Protection & Indemnity has the 

flexibility to cover fines resulting from a breach of the IMO’s 

regulations, but this is entirely at the P&I Club’s discretion.

To comply with the IMO’s regulatory path to 

decarbonisation, ship owners are also likely to suffer profit loss 

due to increased daily operational costs associated with green 

fuels like hydrogen, ammonia and methanol, which are not yet 

able to be produced sustainably in a manner that offers cost 

reduction due to scale. Or capital investment costs in either 

retrofitting of engines to ensure compatibility with new, carbon-

neutral fuels or even purchasing younger vessels and potential 

expenses surrounding early scrappage.

Companies must also be transparent about the business 

risks that stem from alternative fuels and the green transition 

in order to protect themselves from disclosure litigation over 

withholding details that are significant to the company. 

New technologies being introduced in the maritime 

industry to support the decarbonisation efforts also come with 

business risks of their own and may ultimately increase hull 

insurance premiums. This is because specialist technologies 

will be supported with new ship and shore-side technologies to 

protect against any issues stemming from the nascency of the 

solutions, but these technologies come with their own IP risks 

and specialist parts, all which brings up the cost of the insurable 

value of the ship.  

Additionally, insurers may face difficulties underwriting new 

technologies given the related uncertainties. Hull & machinery 

underwriters specifically will have to learn to overcome obstacles 

around calculating the exposure and cost of associated risk to 

determine the correct premium.

Whilst the greening commitments of the marine industry 

have largely been backgrounded by those of planes and cars, 

this is about to change. As COP26, and the IMO MEPC 77 

meeting come to an end, rapid action will need to be taken 

to drive forward the changes needed to meet the ambitious 

targets that have been set out for the industry. As this transition 

picks up speed, ship operators and manufacturers must 

remember to protect themselves from the new financial risks this 

green evolution will bring. 

The shipping industry’s ears appear to be open to 

alternative propulsion systems and to solutions to the climate 

crisis. However, so far there has been no universal solution – 

technological or otherwise – which has been deemed cost-

efficient, reliable and operationally viable whilst also being 

compliant with the IMO’s ultimate objectives. It is the alignment 

between investment, governmental regulation and the ship 

operators that will be difficult to achieve a solution for all. l

‘Palazzo di P&I’
The palatial, 1560-built Villa Pallavicino delle 

Peschiere in Genoa is home to the Protection and 

Indemnity (P&I) head office of Lockton subsidiary 

PL Ferrari, a company founded almost exactly 400 

years later (in 1959). 

The 16th century summer-house – amiably referred 

to by employees and locals alike as the ‘Palazzo de 

P&I’ – was built for one of the port city’s ruling families, 

headed by one of Italy’s wealthiest merchants. 

And while much has changed in Genoa over the 

centuries, the Villa has been no stranger to high-

profile guests, with Charles Dickens describing his 

view of the Acquasola gardens from the palace in 

his 1846 work ‘Pictures from Italy’. l  
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Intertrac HullCare service 
teams robotics and digital

In what it says is the industry’s most environmentally 

sustainable hull management package to date, AkzoNobel’s 

International Paint has launched a solution that guarantees 

speed loss of no more than 1% over a 10-year period. A clean 

hull will glide through the water when a vessel is underway a 

lot more smoothly than one with fouling which will increase 

friction, therefore better maintaining desired speeds of any 

given engine power.

Intertrac HullCare combines high-performance hull coating 

technology from AkzoNobel’s International range, cutting-

edge ROV (remote operating vehicle) inspection, and big data 

performance monitoring with proven hull cleaning techniques 

provided by partners to the programme.

Akzo Nobel describes digital Intertrac as the first tool of 

its kind in the market designed to allow vessel operations to 

be visualised on a web-based platform. This enables the user 

to build a full understanding of the unique nature of vessel 

and fleet operations in connection with the fouling challenge 

experienced along the way. 

At the heart of the tool is an extensive database that 

comprises of:

• Automatic Identification System (AIS) data spanning 

back to 2009, which contains key information such as 

GPS location, vessel speed over ground and draught 

conditions

• Environmental data, for example, sea water 

temperature, salinity, chlorophyll levels and nutrient 

levels which help to determine the fouling challenge 

associated with vessel position

• Unique machine learning AI algorithms that 

interrogate big data and deliver unique insights

•  When the AkzoNobel team delivers their Intertrac 

report, they also provide key insights alongside this, 

enabling the user to assess:

• Current and past coating specifications and 

performance levels observed in-line with vessel 

operations

• Operational metrics such as vessel speed, activity 

levels, static/idle periods and calculated sea miles per 

month

• Operational profile or trading pattern of the vessel 

so that similar vessels can be grouped and reviewed 

collectively

• The fouling challenge, or relative hazard of fouling 

associated with the vessel operation 

Customers of Intertrac HullCare have the option to 

choose between a 5-year or 10-year scheme to help 

operators deliver maximum fleet efficiency. The Intertrac 

HullCare data suite, operational cycle, value adding guidance 

and flexible docking intervals all ensure customers can take 

unprecedented control of their vessel’s hull management and 

make informed decisions.

Jean-Michel Gauthier, Director for AkzoNobel Marine, 

Protective and Yacht Coatings comments: “Intertrac 

HullCare exemplifies how we are actively collaborating with 

customers to provide solutions which further their financial 

and sustainability performance as well as that of the Marine 

industry as a whole. The advanced remote inspection and 

cleaning technologies used, have been developed and tested 

in close collaboration with leading global equipment suppliers 

over the last five years.”

The inclusion of proactive hull cleaning as part of Intertrac 

HullCare helps to boost savings during the dry-docking cycle. 

In a further boost to sustainability, all cleaning is aligned to 

the BIMCO industry standard for hull cleaning – meaning it 

is conducted using cleaning technology with reclamation as 

standard, ensuring only negligible amounts of debris from the 

process are released into the water.

John Willsher, Global Account Manager – Marine for 

AkzoNobel says: “Our Intertrac HullCare system sets new 

standards for operational efficiencies – delivering more added 

value and going further than any other system currently on 

the market. It optimises paint consumption and maintenance 
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while having the lowest environmental footprint of any similar 

scheme, as well as future-proofing against environmental 

legislation. That includes the use of reclamation when cleaning 

which we believe is of particular importance in mitigating the 

risk of translocation of invasive species.

“Through Intertrac HullCare we offer the experience, 

technology and data to maximise a fleet’s operational 

efficiency, driving forward your carbon neutral journey with 

uncompromising performance.”

HullWiper has joined forces with AkzoNobel subsidiary 

International Paint and underwater drone ROV specialist 

Orobotix within the Intertrac HullCare programme, allowing 

maintenance of International coatings via the sustainable 

hull cleaning solutions of HullWiper’s global network of 

partners as well as regular underwater inspections using 

Orobotix drones.

Customers will have access to the latest ROV inspection 

information in quarterly reports, and annual condition reports 

which will include biofouling development assessments in line 

with the ISO 19030 standards. 

“Combining technology and innovation to bring a 

greener standard of hull care is vitally important within our 

industry,” says Simon Doran, HullWiper MD. “Countering the 

harmful effects of biofouling needs a proactive management 

plan, and ship owners and operators now have access to a 

comprehensive package that will facilitate their goals toward 

sustainable shipping.”

Since its launch in late 2013, HullWiper has expanded 

from its first base in Dubai to key locations across the 

Middle East, as well as ports in Australia, Denmark, 

Egypt, Gibraltar, Mauritius, Namibia, Norway, Panama, 

South Korea, Singapore, Sri Lanka and Sweden. 

HullWiper has performed more than 1,400 hull cleans for 

vessels worldwide. 

ECOSubsea, a sustainable robotic end-to-end 

biofouling solution, also welcomes the announcement 

of Intertrac Hullcare, which it says has identified the 

need to further support the maritime industry’s carbon 

neutral roadmap and the huge opportunity that can be 

achieved with sustainable and well-planned but flexible 

hull maintenance.

“Our decade-long collaboration with AkzoNobel gives 

their customers the ability to plan maintenance with the 

peace of mind of sustainable collection and disposal of 

hull biofouling,” says ECOSubsea CEO Tor Østervold.

The use of high-performance coatings, big data 

analytics and the ECOSubsea system allows owners 

to meet and exceed industry standards, providing 

customers a full sustainability solution in every step of 

the value chain.

“ECOSubsea’s system works by having a robotic 

cleaning system, move over a ship’s hull, gently 

removing the fouling off the hull without damaging the 

vessel’s hull coating, and then capturing the debris for 

processing and safe disposal ashore,” adds Østervold. 

“This is an important factor to keep this service 

available in ports that are increasingly concerned with 

their local water quality.”

Singapore-based C-Leanship, which includes 

participation by Swedish companies Wallenius and Saab, 

is also an approved provide within Intertrac HullCare, 

having late last year introduced a second-generation of 

its ShipShiner robotic hull cleaning system developed 

by its team in Denmark. The company offers ROV 

underwater hull cleaning and inspection services and in 

November opened a new service base in Busan, Korea. l

Hull cleaning is aligned to the BIMCO industry standard…  
with reclamation as standard ensuring only negligible amounts of 
debris from the process are released into the water



Fire-fighting  
solution for
boxships on  
the horizon

One lamentable and sometimes tragic 

consequence of the relentless march of 

containerisation, plus the fact that boxships are 

now sailing very full and fast, is an increasing incidence of 

fires aboard containerships, often caused by hazardous 

materials within boxes spilling during heavy weather and 

spontaneously combusting, it is reckoned. 

The escalating size of containerships in recent years also 

means that these fires may be inaccessible and difficult to reach 

for onboard fire-fighting efforts, even if detected early, meaning 

they can quickly spread into a conflagration.

The frequency of fires on board containerships resulting 

in claims of more than $500,000 has more than doubled since 

2017, the Nordic Association of Marine Insurers (Cefor) reported 

recently, while transport insurer the TT Club reckons that a 

container fire occurs on average once every 60 days. 

At a conference on the subject organised recently by the 

Nautical Institute in London, TT Club risk management director 

Peregrine Storrs-Fox said some 10% of all loaded containers 

contained declared dangerous goods (DG), while an extra 

estimated 5% had undeclared DG. 

While the International Union of Marine Insurance 

(IUMI) has called for design and firefighting equipment 

improvements for Ultra Large Container Vessels, incidents 

this year off Malaysia and Sri Lanka - including the inferno 

aboard the 2,700 TEU X-Press Pearl off Colombo, causing 

significant environmental damage to the island’s beaches 

- have highlighted that container fires can also devastate 

smaller ships, the body points out.

In order to address the problem, VIKING Life-Saving 

Equipment offers a container firefighting system called 

HydroPen™, for which it has secured a first major order from an 

Asian shipowner, in a deal that it says also demonstrates that the 

technique is highly adaptable for all sizes of container vessels.

Singapore-based PIL, the largest container carrier in 

Southeast Asia, is committing its entire container ship fleet of 

around 100 vessels to carrying HydroPen™ systems.

Conventional container firefighting equipment dowses the 

box exterior and has been increasingly ineffective in an industry 

experiencing nine major container ship fires in 2019, and 10 

incidents in 2020, according to VIKING. 

Attached to a ship’s hose and raised on a telescopic arm 

by a single crew member, HydroPen’s ‘drill and spray’ nozzle is 

powered by water pressure alone to drill through the container 

door, then switches to spray mode to extinguish a fire with 

water, foam or C02. The system can be deployed to fight 

container fires in the hold, as well as above deck.

“With focus on our people, PIL is committed to seeking out 

new technologies and solutions which enhance the safety and 

security of our seafarers and our vessels,” said Goh Chung Hun, 

General Manager, Fleet Division, PIL. 

“HydroPen has provided a breakthrough in fire safety for 

large containerships; its user-friendliness in testing convinced 

us that it is a powerful safety tool for our fleet of container ships 

of varying sizes. As the HydroPen™ system is able to meet 

our stringent safety standards, we are delighted to introduce 

HydroPen fleetwide.”

Deliveries are underway for the phase-in, with crews 

provided with VIKING training materials and a dummy nylon-

tipped drill attachment to test procedures.

“We have supported HydroPen™ since its inception, 

introducing it to market as exclusive distributor in 2019 before 

purchasing the technology outright earlier this year,” says 

Lasse Boesen, Senior Product Manager, VIKING. “We were 

always convinced we had a hit on our hands and ULCV orders 

confirmed that. PIL’s commitment sees the solution establishing 

itself as the new standard for container firefighting, with 

equipment supplied the same for all ship capacities.” l

VIKING Life-Saving Equipment’s HydroPen system
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The Last Samba
It could soon be a case of ‘And Then There Were None…’  
for Brazilian-owned container carriers, writes Rob Ward

Once a regional powerhouse, Brazilian container ship 

and general cargo operators are about to disappear. 

From around eight national players operating 18 box 

ships plying their trade worldwide in the 1990s, the number 

had already dwindled to just one in recent years. Now the final 

chapter is about to be written.  

Sole domestically owned survivor Log-In Logistica - 

which operates six vessels in Brazilian cabotage, feeder 

and liner services to Brazil’s Mercosur neighbours 

Argentina and Uruguay - is on the verge of being 

bought out by giant Mediterranean Shipping Co  

(MSC) Group.  

MSC has long coveted the idea of owning its own 

Brazilian flag operation, not so much to bolster local 

cabotage trade but to boost its rapidly growing feeder 

operations. In 2015 MSC, along with CMA CGM, made 

‘serious inquiries’ about buying Log-In but the price offered 

was too low, so the talks broke down. 

The exchange rate then was Reais 2.6 to the US 

dollar, but today it is 5.6, effectively making the 

Brazilian flag carrier less than half as expensive as 

previously to foreign buyers. Moreover, the container 

carrying business is now enjoying the most profitable 

period in its 60-year history.

The Swiss-based group in October offered Reais25 

(US$4.46) per share for Log-In, which was a 62% mark-

up compared to the Reais15.50 per share quoted on 

the Sao Paulo bourse (Bovespa) at the time and was 

accepted by shareholders.

Since then, CADE, the Brazilian monopolies watchdog, has 

been looking into the deal to see if there are areas of concern, 

but will, according to several reliable SMI sources, “almost 

certainly” give the go-ahead for the deal in early 2022. 

Log-In will be a valuable acquisition for MSC 

as the cabotage, Mercosur and feeder 

carryings have been growing by 15-

25% in recent years, and Log-In’s share of the overall market 

– of 1.15M TEU for the first nine months of 2021 (according 

to the Association of Brazilian Cabotage Shipowners, ABAC) 

- has risen from around 22% five years ago to today’s 28%. 

When Maersk took over Hamburg Süd in 2017, it had 

inherited Aliança Navegação, the biggest coastal operator 

with a 57% share. After that purchase CADE forced Maersk 

to sell Mercosul Line (the third coastal player with a 15% 

participation) and it was snapped up by CMA CGM, already 

observing a lucrative market. Now MSC will make it a hat-trick 

of foreign buyouts of Brazilian flag outfits.

Robert Grantham, a director of the Solve Shipping 

consultancy, summed up the feelings of many Brazilians in the 

shipping industry on the proposed takeover.

“I am not very happy as a Brazilian citizen about the last 

Brazilian container shipping company coming under foreign 

ownership, but in this world of continuous concentration it 

is inevitable,” Grantham said. “In some ways it will boost 

cabotage, but I think MSC will be more interested in 

promoting transhipment than cabotage.”

However, once the 

BR do Mar - ongoing legislation which 

will make it easier for international carriers to charter 

in foreign flag tonnage via the Brazilian alternative register, 

or REB - becomes law, that might change and “it could 

incentivise new entrants to do cabotage,” he added.

Of course, it was all very different during the halcyon 

days of the mid-1990s, when Brazilian carriers were 

protected by the Cargo Reservation Laws that guaranteed 

volumes to the likes of Aliança, Transroll, Neptunia, Frota 

Amazoninca, Di Gregorio, Companhia Libra de Navegação, 
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Norsul and Docenave (the forerunner to Log-In) to all turn in 

regular profits.

One by one since then, the native carriers have been 

bought out, either by global mega-carriers or larger regional 

carriers such as Chile’s CSAV (which acquired Grupo Libra in 

1999), or, unable to compete with the likes of Maersk and 

MSC, they have just folded.

“The sale of Log-in to a deep-sea mega carrier could be 

very detrimental to Brazilian cabotage operations, push up 

inflation and drive shippers back into the hands of trucking 

companies,” said another veteran shipping consultant. 

“This will also be costly for the environment.” The Brazilian 

authorities, especially CADE, should therefore be examining 

the possible impact of the transaction on all interested 

parties: shippers, terminal operators, logistics providers and 

other carriers outside the ‘Big Three’.

“They firstly need to ask: What will MSC do with all the 

Log-In capacity?” he declared. “I think they will concentrate 

on their own feeder services and NOT on Brazilian cargoes 

and pure cabotage because that is where the money is. If 

they take just one vessel out of cabotage or the Mercosur 

trades, they will make a lot of money from the current crazy 

deep-sea freight rates.

“The market will lose capacity and so I am not sure why 

this has not created an angrier public response from the 

shipping community and powerful shipper groups in Brazil.”

He added that White Flag carriers which do not have own 

port terminal interests and feeder operations in Brazil - such 

as Hapag Lloyd, Cosco, Evergreen and ONE - are privately 

‘furious’. While today there are sufficient empties available 

for cabotage and rates are reasonable – it costs about Reais 

16,000/$2,860 to shift a box from Manaus to Santos, and 

$2,000 from Santos to Buenos Aires – the fear those boxes 

could be deployed on East-West trades instead and make 

seven or eight times more.

However, others like Luis Fernando Resano, Executive 

Vice President at ABAC, remain quite happy with the 

proposed entrance of MSC into the Brazilian market. “It’s 

a good thing for Brazil. MSC are very welcome to work in 

Brazilian cabotage and to operate a feeder service, like 

Mercosul Line and Aliança,” he asserted. 

“I don’t think they will change much and if Hapag-Lloyd 

wants to operate in cabotage they are welcome in the same 

way. They just have to build or buy a Brazilian ship, use the 

Brazilian flag and operate in the market as there are no 

restrictions to a new company.” l
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Log-in lowdown
Of the six vessels operated by Log-In today, five are of 

between 2,550 and 2,800 TEU capacity and one is of 

1,700TEU. Two are fully owned by the Rio while one was 

imported (the Polaris from a Chinese shipyard) and three 

are on a bareboat charter. Log-In also owns a seventh 

vessel, of 2,500 TEU, but has chartered it out to a third 

party outside Brazil while awaiting the new BR Do Mar 

law (see main article). 

Two of the vessels were delivered by local shipyard Eisa, 

including the 2,800 TEU Log-In Jacaranda (pictured) in 

2008, the first Brazilian-built boxship this century. 

Results for the Bovespa-listed company for the first nine 

months of this year showed that profits had risen by 

25.4%, up to Reais1,009m ($180.1m), driven especially by 

feeder volumes - of most interest to MSC - rising by 39%. 

Total carryings for the first nine months were 317,800 

TEU, up nearly 20% on 2020. 

Log-In currently has two more box-ships under 

construction in Chinese yards, each with 3,158 TEU 

capacity and costing $42.6M apiece. l



Offshore Vessels

By David Tinsley

Booming wind farm sector 
spawns new titans

Offshore wind is a key 

contributor to achieving 

climate change targets 

around the world, and one product of 

the economic multiplier effect of the 

shift to renewable energy is resurgent 

investment in dedicated wind turbine 

installation vessels (WTIVs). 

Demand for new fleet capacity is 

driven not purely by the expansion 

in offshore wind farm developments, 

but also by the progression in turbine 

design and power. The European 

market has seen the size of turbines 

installed grow from 3MW in 2010 to 

8MW in 2020, trending now towards 

the 12-14MW range for units to be in 

position by 2025. Such is the long-term 

thinking that most newbuilds, plus the 

latest design offerings, are pushing the 

envelope to 20MW.     

The rapid advance in the size 

and height of offshore turbines has 

severely challenged the existing 

WTIV fleet, as has the pressure to 

execute wind farm construction 

schemes faster, and in deeper waters, 

calling for greater capabilities and 

productivity in both the transportation 

and installation functions. Vessels 

built only 10 years ago may already be 

limited to regions  or projects where 

smaller turbines are required. This has 

prompted a number of crane upgrade 

schemes, as initiated by Cadeler 

(formerly Swire Blue Ocean) and Fred 

Olsen Windcarrier.

The offshore renewables market 

figures prominently in the business 

strategy of the Luxembourg-

headquartered Jan De Nul construction 

and dredging group. A highlight of 

the programme is a 237m newbuild 

incorporating a 5,000t lift-capacity crane, 

and engineered to Ultra Low Emission 

vessel (ULEv) standard. Designed to 

effect installation work afloat rather than 

in jack-up mode, the ship is due to enter 

service in 2022 under the name Les 

Alizes (“Trade Winds”). 

The project denotes further 

penetration of the high value-added 

shipbuilding sector by China, with the 

contract having been assigned to China 

Merchants Heavy Industry’s Haimen 

shipyard, Nantong City. The rationale 

for the considerable handling capacity 

embodied by Les Alizes is the global 

trend in the offshore wind energy sector 

towards ever-larger wind turbines. These 

can stand at heights of more than 270m, 

carrying blades as much as 120m in 

length, and mounted on foundations 

weighing up to 2,500t. 

With a cargo deck area of 9,300sqm, 

the newbuild will be able to load out, 

transport and install multiple units of 

the heaviest components in one trip, 

yielding direct benefits in planning, 

project execution and fuel consumption. 

As a floating crane vessel alternative 

to a jack-up, the DP2-fitted ship will 

effect installation afloat, extending the 

operating scope to deeper waters and 

more challenging seabed conditions. The 

design is also suited to decommissioning 

of offshore oil and gas platforms. 

The maiden assignment for Les Alizes  

will be the shipment and installation 

of 107 monopile foundations and an 

offshore substation at the Gode Wind 3 

and Borkum Riffgrund developments in 

the German Bight. 

Jan De Nul also has a jack-up offshore 

installation newbuild taking shape in 

China. Ordered from COSCO Shipping 

Heavy Industry, the Voltaire has been 

specified with a 3,000t crane and is seen 

as complementary to Les Alizes.   

Cadeler has also this year 

implemented a major fleet expansion 

project, by awarding COSCO Shipping 

Heavy Industry of China a $651m 

contract to build two self-elevating 

WTIVs which the Copenhagen-based 

company claims will break new 

ground for the industry in loading and 

installation capacity. The so-called 

X-class vessels will be to GustoMSC 

blueprints, to handle seven complete 

15MW turbine sets per load, or five 

sets of 20+MW turbines, reducing 

the number of trips for each project, 

accelerating installation time and 

reducing the carbon footprint. 

Accelerating investment in offshore renewable  
energy is a boon to the marine industries.
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operate on methanol. 

The first vessel has 

already been fixed to serve 

RWE’s 1.4GW Sofia wind power park 

development on the central North Sea’s 

Dogger Bank. Cadeler will assist Siemens 

Gamesa in the transport and installation 

of 100 turbines of 14MW power, each 

252m tall, with a rotor diameter of 222m. 

In early 2022, Seaway 7 is due to 

take delivery of a 51,000dwt semi-

submersible purpose-built for the 

installation of the heaviest offshore wind 

turbine foundations. Originally ordered 

by Norwegian company Offshore Heavy 

Transport (OHT), now part of Seaway 

7, the Alfa Lift will feature a 3,000t 

main crane and a unique, 10,000+sqm 

‘smart’ deck for automated handling 

and deployment of components. She 

will be capable of carrying and installing 

up to 10 XXL monopiles and transition 

pieces, or eight ultra-large jackets, per 

voyage. At the offshore location, it will 

be possible to submerge the main deck 

to a depth of 14.7m.

Alfa Lift is committed to the 

handling of all monopile foundations 

and transitions pieces for each of the 

first two 1.2GW phases of the Dogger 

Bank Wind Farm project, a joint venture 

of Equinor and SSE, between 2022 and 

2024. The Ulstein-developed design 

lends itself to other applications and 

markets within heavy transportation, 

installation and decommissioning. 

The company also 

booked a self-

propelled, WTIV of jack-up type from 

CMHI, for the largest wind turbines and 

foundations.  

As befits the market which it 

serves, the sector is showing increasing 

propensity for building long-term 

resilience into its vessels with regard 

to ever-rising expectations as to 

environmental performance. In this 

context, one of the latest expressions 

of a circumspect engineering approach 

is the provision in Dutch contractor Van 

Oord’s newbuild project for the use of 

methanol fuel.   

Equipped with a 3,000t crane, the 

175m jack-up installation vessel ordered 

from the Yantai CIMC Raffles Shipyard in 

China has been designed to transport 

and place foundations and turbines 

up to the next-generation 20MW size 

for offshore wind farm developments. 

The machinery driving the main power 

plant will have the capability to run on 

methanol, which would reduce the ship’s 

CO2 footprint by 78% relative to burning 

fuel oil. 

In addition, the power installation will 

incorporate selective catalytic reduction 

(SCR) technology to reduce NOx 

emissions to an absolute minimum. The 

specification also features a 5,000kWh 

battery pack, so as to accommodate 

peak power loads and facilitate load-

levelling of the main engines, achieving 

further fuel savings with corresponding 

lessening of emissions. The vessel is 

scheduled to be handed over in 2024, 

and is based on a design prepared by 

Knud E.Hansen, the Copenhagen naval 

architectural consultancy. 

Similar forward thinking is also 

exemplified in the jack-up WTIV 

contracted at Daewoo in South Korea by 

Monaco-based Eneti, formerly Scorpio 

Bulkers. Encapsulating a Gusto MSC 

design, to transport and install wind 

generators up to the 20MW turbine size, 

the vessel will be engineered to allow 

ready adaptation to alternative fuels, 

notably ammonia or LNG. Compared 

to some of the other options, ammonia 

is viewed in certain quarters as a more 
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Cadeler’s two upcoming X-class vessels,  
ordered in China

Offshore Vessels

suitable choice in the post-carbon era 

for logistic and design reasons, and is 

also held to be cheaper to produce than 

synthetic fuels. The Eneti WTIV’s main 

wherewithal will be a 2,600t-capacity, leg 

encircling Huisman crane. 

The deal is a milestone for the 

South Korean shipbuilding industry’s 

endeavours in the rising market for 

offshore windfarm construction vessels, 

and carries an option from Eneti on a 

second vessel at the same price. The 

Italian company’s investment strategy also 

embraces a tentative plan for a Jones 

Act-compliant, necessarily US-built WTIV. 

It is anticipated that the USA will 

add nearly 40GW of offshore wind 

capacity by 2040, representing some 

$100bn of capital investment. Projects 

off the eastern seaboard, which call 

predominantly for fixed-foundation 

rather than floating wind farms, account 

for up to 20GW of the national total, 

with the majority of schemes to be 

completed before 2030. California and 

Hawaii are key states favouring floating 

wind farm solutions. 

The construction and maintenance 

of offshore wind projects calls for 

a combination of expertise that is 

comparatively new to the US market, and 

requires a variety of specialist support 

vessels with which US shipbuilders have 

limited or no experience. 

For the purposes of the Jones 

Act, which mandates that all domestic 

cargo transportation is undertaken 

by US-built, US-flagged vessels, the 

seabed foundation to a bottom-fixed 

wind turbine is considered a US port. 

Thus, a WTIV which undertakes both 

the shipment of components to the 

construction site and then performs 

installation is subject to the Jones Act. 

However, while this does not preclude 

a foreign, non-Jones Act vessel from 

undertaking the on-site installation, the 

transportation of components from a 

US port to the offshore construction 

vessel must be carried out by a US-built, 

US-flagged feeder, be it a ship, barge or 

jack-up. 

Other support vessels deployed 

on US offshore wind farms, such as 

maintenance and crew transfer vessels, 

must be Jones Act-compliant. 

A consortium led by Dominion 

Energy has ordered the first US offshore 

WTIV from the Keppel AmFELS shipyard 

at Brownsville, Texas. To be classed by 

American Bureau of Shipping(ABS), 

the newbuild has main dimensions of 

472ft(144m) length, 184ft(56m) width 

and 38ft(11.6m) depth, making for one 

of the largest jack-up WTIVs worldwide. 

The design provides for the conveyance 

and handling of turbine sizes of 12MW 

and above, plus the capability to install 

foundations or undertake other heavy 

lifts. The Huisman shipboard crane will be 

rated for 2,200t.

Manned by a US crew, and 

homeported in the Hampton Roads 

region of Virginia, the vessel will 

enable the timely construction of 

planned offshore wind development 

projects throughout the east coast, 

including the Coastal Virginia Offshore 

Wind (CVOW) scheme. 

At some $500m, the huge investment 

in what is a first-of-its-kind from US 

industry is justified by a pipeline of work 

commitments from 2023 through 2027, 

amounting to more than 5GW of US 

offshore construction. As ABS observed, 

“This effort represents a significant step 

in developing a domestic manufacturing 

supply chain to support the multi-

Gigawatt opportunity for zero-carbon 

electricity generation in the waters of the 

coast of the USA.”  

The recent go-ahead for construction 

of the Vineyard Wind 1 project off the 

coast of Massachusetts marked a seminal 

stage in the development of the US 

marine renewables sector, as the nation’s 

first commercial-scale offshore wind 

energy initiative. The 806MW-capacity 

scheme will be located 15 miles seaward 

of Martha’s Vineyard, and produce 

enough energy for 400,000 homes and 

businesses across the state.

A foreign-flagged jack-up WTIV 

owned by the Belgian group DEME will 

be used to install the turbines. So as to 

meet Jones Act obligations, US company 

Foss Maritime to has been engaged 

transport components from the port 

of New Bedford to the WTIV offshore. 

US-based field developer Vineyard Wind 

has contracted with GE Renewables for 

a total 62 wind turbines of the 13MW 

Haliade-X type, sourced from GE’s 

production site at Saint-Nazaire, France. 

The WTIV will place the units in the 

62-array at one nautical mile spacings. 

China’s ambitious plans for offshore 

wind power generation, with 50GW 

foreseen by the end of the decade, has 

underpinned two WTIV construction 

contracts awarded by state-owned 

China Three Gorges Corporation. 

Vessels with respective 2,000t and 3,000t 

crane capacities have been booked at 

domestic yards.

Meanwhile, a potentially seminal 

move by the Siemens Group, whereby 

an electrolyser is to be integrated into 

an offshore wind turbine, is expected to 

reach the full-scale demonstration stage 

by 2025/2026. An SG14-222DD turbine, 

one of the most powerful available, is to 

be adapted to incorporate an electrolysis 

system, to kickstart a new era of offshore 

‘green’ hydrogen production. l



http://www.gulf-marine.com


Ad Hoc

‘Getting the band back together’ – a nod to cult movie The Blues Brothers - was the tagline of Marine Money’s 2021 New 

York Ship Finance Forum held in midtown Manhattan in late November.

While rock-n-rollers would have been disappointed with the attendees’ attire (mainly suits and ties), reports Barry Parker, 

the event was the first in-person get together for many of the 300+ attendees since early 2020. Importantly, the US had eased 

restrictions on travel from Europe the previous week, doubtless enhancing delegate count.

Sandwiched in between COP26 and MEPC 77 (see Notebook section), decarbonisation was a major theme running 

throughout the day-long event, which examined prospects for all the major shipping sectors.

Hamish Norton, President of Star Bulk Carriers, talked about “the world being a much more regulated place”, while Gary 

Vogel, President of Eagle Bulk, noted that environmental regulations were proving “a positive for drybulk” as they restrained 

ordering of new tonnage. And John Wobensmith, CEO of drybulk owner Genco Shipping & Trading, jokingly thanked fellow 

panel member Graham Talbot, CFO of Atlas Corp - the parent of containership owner Seaspan - for keeping shipyards tied up 

with its gargantuan newbuilding orders for some 70 boxships (totalling around 830,000 TEU). 

Back to energy transition, Evan Uhlick of event sponsor DNB suggested that following “the eruption of ESG-mania in late 

2019”, companies are now “much more focused on creating sustainable structures”. But he also noted that 2021’s high oil and 

gas energy prices had brought with them a returning “investor appreciation of the important role of hydrocarbons in the many 

decades to come.” l

British classic car television series ‘The Car’s the Star’ could have been the tagline 

for professional services body Maritime London’s Annual Dinner, which drew a full 

house of nearly 200 to the hallowed premises of the Royal Automobile Club (RAC) on 

London’s Pall Mall. The Dinner was supported by NYMAR (New York Maritime Inc), 

showing that - for shipping clusters at least - the US-UK ‘special relationship’ is still 

very much alive.  

Maritime London’s Chairman Jeffrey Mountevans paid special tribute to the late 

Jim Davis, who sadly passed away earlier this year. As longstanding Chairman of the 

International Maritime Industries Forum, ‘gentleman Jim’ had for 40 years presided over 

IMIF’s ‘must-attend’ annual dinner, a tradition Maritime London is now continuing. l

Up in Glasgow on the sidelines of COP26, the International Chamber of Shipping 

organised a one-day conference just before the main event’s deliberations on 

Transport - which notably resulted in The Clydebank Declaration of countries willing to 

create ‘green corridors’ of zero emission shipping (see Notebook).

Covid travel restrictions had at the last minute prevented ICS Chairman Esben 

Poulsson from flying in from Singapore to attend. “I was gutted to miss our event,” 

he told SMI, “not least as I spent a lot of my time on it, supporting the ICS team, but I 

watched every minute of it remotely.”

At the conference, Lloyd’s Register CEO Nick Brown stressed the importance 

of green corridors, neatly anticipating the Clydebank Declaration, also priming TV 

viewers about the same when interviewed by Sky News. 

The Global Maritime Forum, body behind various green shipping initiatives, also 

got in on the act, releasing a weighty report on green corridors the very same day.  l



AdHoc

The eighth annual The Maritime Standard (TMS) Awards in Dubai, always highly a glitzy affair, attracted 823 

guests in person - including high-level delegations from Saudi Arabia, India, Oman, Kuwait, Europe and Asia - to the 

ballroom at the city’s World Trade Centre in late November.

An accompanying TMS Tanker Conference was dubbed by its organisers “the most successful yet”, with over 

200 delegates registering in person. Keynote speakers included Dr Ibrahim Al Nadhairi, of ASYAD Shipping & 

Drydocks, and Mrs HK Joshi, Chairperson and MD of the Shipping Corporation of India.

Capt. Abdulkareem Al Masabi, CEO of ADNOC Logistics & Services, struck a welcome note, predicting an 

upturn in tanker earnings in 2022 with demand levels now back to pre-Covid levels, he said, and increased scrapping 

helping to restrict the supply of vessels.   l

The return of Hong Kong Maritime Week in early 

November saw 38 activities organised by 43 local and 

international maritime bodies, the event being opened by 

Mr Frank Chan Fan, Chairman of the Hong Kong Maritime 

and Port Board (HKMPB) and Secretary for Transport and 

Housing

Signature events included the Asian Logistics, Maritime 

and Aviation Conference (ALMAC), World Ocean Summit 

Insight Hour, Greater Bay Maritime Forum and HKMW 

Orienteering Race 2021. l

The historic Solstrand Hotel & Spa sitting on its 

pristine fjord just south of Bergen was a fitting venue for 

the annual gathering of the CleanTech cluster of more 

than 100 marine technical companies on Norway’s West 

Coast. Opening the meeting was the country’s new 

Minister for Fisheries and Ocean Policy, Bjørnar Skjaeran.

Visiting guest speaker Dr Martin Stopford gave 

a glowing account of the meet to SMI afterwards. 

“What was nice was to hear all these speakers talk 

about their projects,” he told us. “The thing about 

CleanTech is that members all work together and 

there’s a lot going on… be it ammonia, solid oxide 

fuel cells, hybrid or whatever.”

Most topical was a presentation by Norwegian 

fertilizer producer Yara, which had just taken 

delivery of its groundbreaking newbuild the Yara 

Birkeland - the world’s first autonomous and zero 

emission containership. l

http://www.ygeiamedicalcenter.com
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» Ultimate superyacht experience

The Super Yacht Sub 3 opens-up the world beneath the waves to owners and charters 

and offers the best-in-class performance - setting the industry standard. Available for 

charter, the Super Yacht Sub 3 can be accompanied by a dedicated support vessel 

and arranged from a week to months at a time, available from anywhere in the world. 

So, whether you want to explore the warm waters of the Caribbean or the freezing 

Arctic seas, this U-Boat Worx can accommodate that. Its credentials are, depth 300 

meters, weight 3,800 kg, occupancy of up to three people, including one pilot and 

two passengers, with an endurance of up to 12 hours.

Super Yacht Sub 3  
Contracts on application
superyachttendersandtoys.com

» Smart beverages 

According to Selfridges, the Mug² from Ember, allows us to take control when it comes 

to hot beverages and does more than simply keep your coffee hot. Designed to keep 

liquid at an exact drinking temperature of your choice, it maintains the chosen level for 

up to 80 minutes, thanks to being stainless steel with a ceramic coating. Ready for both 

at-home or on-the-job, the smart mug connects through an app on your smartphone and 

keeps things perfect from your very first sip. In a stylish design, it comes in a range of 

colours with a matching coaster and charger with a one-year guarantee. 295ml.

Ember Mug² smart mug 
£130 

Selfridges.com

» Practical luxury 

The people at Rolls-Royce leave nothing to the imagination 

and as a result have produced a variety of exclusive 

accessories including an elegant luggage range, crafted from 

leather and durable canvas. There’s nothing more stylish than 

matching, quality baggage to not only match your lifestyle, 

but your automobile too if you’re that lucky. Take a look at 

these superbly practical, yet refined items which are relaxed 

and contemporary. Personalise your style with a choice of 

over 20 colour ranges to select from.

Escapism Luggage 
Price on request
rolls-roycemotorcars.com

Objects of desire
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Objects of DesireObjects of Desire

» Pure Shiraz

From a small four-hectare site in South Australia’s Eden Valley, the Henschke 

family’s single-vineyard, low-yielding ancestor vine shiraz has made a name for 

itself alongside the great single vineyard wines of the world. The 2005 and 2006 

Henschke Hill of Grace have been kept aside in the family cellars in perfect 

conditions, for collectors of back-vintage wines. The release of this version is 

said to compensate for the decision not to release a 2011, due to unsatisfactory 

vintage conditions. Eden Valley wines have guaranteed authenticity and 

provenance and are available in a collector’s box with a booklet of stories, history, 

tasting notes, and technical information. The foreword has been written by James 

Halliday, in which he lifted the score of the 2006 Hill of Grace from 97 to 98 points 

after another look at the wines this year. 2005 remained at 96 points.

Henschke Hill of Grace, 
Museum Release Presentation Box

£1,295.00
wine-republic.co.uk

» Fireplace bliss

Are you ready to welcome some hygge into your home in true Danish style? 

For those who don’t know, Hygge is Danish for a quality of cosiness and 

‘comfortable conviviality’ that evokes a feeling of contentment and well-being 

and as a defining characteristic of Danish culture. If that does take your fancy, you 

must encounter Le Feu, the masterminds behind these exceptionally beautiful 

fireplaces. Combining Scandinavian style with eco-friendly efficiency, Le Feu 

fireplaces are perfect for the modern home where gone are the days when a 

chimney is needed to enjoy a roaring fire. These fireplaces come with virtually 

zero upkeep, with heat generating in as little as ten minutes. Smoke and soot-

free, the collection uses renewable biofuel, so you can also feel confident about 

your carbon footprint. A superb way to add ambiance in your home.

Le Feu Bioethanol Fireplace  
£1,899.00
lefeu.co.uk

» Gemstones of Thailand

According to experts, tribal jewellery is Thailand’s most famous 

handicraft and that of gold and gemstones is just as prevalent. Gold craft 

travelled to Thailand 2000 years ago through Hindu settlers from east 

and south of India. What’s more, Thailand has extensive mineral deposits 

and is renowned for gemstones. The tradition of gold and gem-based 

jewellery reached its height when rulers commissioned magnificent gold 

crowns, swords and even footwear, embellished with glittering stones. This 

pendant is typical of those techniques and makes for a most unique piece, 

which we think would look beautiful attached to a delicate gold chain.

Thai embellished pendent 
$2,499.00 

Dreamstime.com 
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Reflections of Alan Turing
A relative story, by Dermot Turing
(Foreword by Kayisha Payne)
The History Press
 

‘The Ark’ 
A corporate building with a biotope roof
3deluxe.de

Alan Turing (1912-1954) was a brilliant mathematician, World War II 

codebreaker, founder of computer science, philosopher and theoretical 

biologist. For many, his story is inspirational, but given the numerous 

biographies in circulation, what more can we learn about this man? 

‘Reflections of Alan Turing’ explores many topics connected to his work, 

including artificial intelligence, codebreaking and security – debunking 

common myths and misconceptions along the way. Dermot Turing is 

perfectly positioned to give a new perspective and answer for the first 

time, the questions that arise time and again. 

One of the most fascinating challenges of our time is how 

to transform cities into people-oriented, climate-resilient 

places that are carbon-neutral. German design company 

3deluxe, was commissioned by #WeThePlanet, to create 

a building concept with specific ideas on reshaping cities 

of the future. As part of the Earth Day summit 2021, 

#WeThePlanet presented plans for a new corporate building 

in Manhattan. To date, buildings and rooftops have received little attention, however, as 3deluxe shows, they can play 

a vital part in improving our carbon balance and help regulate the climate in our overheated cities, by slashing energy 

use and enhancing air quality. ‘The Ark’ (pictured), is a design that occupies an urban wasteland on the flat roof of a 

New York building. Amazing.

Review

http://deluxe.de
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books, theatre, dining, events, culture, films, festival, music, art, dvd, wine

Riverdance 25th  
Anniversary Show
World Tour  
riverdance.com

Ikoyi
1 St. James’s Market, London, SW1Y 4AH 
ikoyilondon.com

Riverdance is a powerful and stirring reinvention 

of a family favourite, celebrated the world over for 

its Grammy Award-winning music and the thrilling 

energy and passion of its Irish and international dance. 

Composer Bill Whelan has rerecorded his mesmerising 

soundtrack, while producer Moya Doherty and director 

John McColgan have completely reimagined the 

ground-breaking show with innovative and spectacular 

lighting, projection, stage and costume designs.  The 

25th Anniversary production completely immerse 

audiences in the extraordinary and elemental power 

of its music and dance. The tour continues in the USA 

from January and moves to Austria and Germany for 

2023. Devoted fans will love the magic of Riverdance!

For refined food participation, try the restaurant 

named after the most affluent part of Lagos in 

Nigeria, situated in London’s St James Market. 

Boasting one Michelin star, ‘Ikoyi’, features a menu 

based on its vast collection of spices with a focus 

on sub-Saharan West Africa. Exploring ingredients 

such as grains of selim, a smoky peppercorn with 

the scent of eucalyptus and plantains and ‘burn’ 

pickle from scotch bonnet chillies. Ikoyi builds 

its own spice-based cuisine where vegetables 

are slowly grown for flavour and sustainable, 

line-caught fish and aged home-reared beef are 

offered. Co-owned by Head Chef Jeremy Chan 

and business partner Ire Hassan-Odukale.

http://riverdance.com
http://ikoyilondon.com


By Margie Collins

Lifestyle
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Decluttering and 
not wanting may 
set you free

During his libel trial in London last year, 

revelations about his ‘compulsory 

spending disorder’ - spending $2m a 

month - added to the gaiety of proceedings. 

Forty full-time employees: $300,000; round-

the-clock security: $150,000; air travel: 

$200,000; maintenance of 45 luxury vehicles 

and 14 homes, including a chateau in France 

and a chain of four islands in the Bahamas. 

Twelve storage facilities for major artworks, 

70 collectible guitars and memorabilia; and 

wines costing $30,000 a month flown to him 

around the world. Johnny Depp, who was 

being paid $20m per picture, cavilled: “It’s 

insulting to say I spent $30,000 a month on 

wines, because it was far more.” Should have 

gone to Marie Kondo.

Since June the current richest man in the 

world, with a frontal-lobe numbing wealth of 

$300bn, has been living in a $50,000 pre-

fabricated rental property in Boca Chica, Texas, 

where his SpaceX is based. Elon Musk has 

sold his seven mansions (combined worth of 

$100m). In a May 2020 podcast, he announced 

he would rid himself of almost all material 

possessions because they were diverting his 

attention from the more important matter of 

sending humans towards a “new civilisation in 

Mars.” He said: “Possessions kind of weigh you 

down. They’re kind of an attack vector. People 

say: ‘Hey, billionaire, you’ve got all this stuff.’ 

Well, now, I don’t have stuff.” Musk, perhaps 

striving for an excess of simplicity, is right bang 

on the minimalism trend.
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The lives of big spenders fascinate and astound 

equally. Marie Antoinette, aka Madame Deficit, 

bought 172 exquisite gowns every year until a 

tumbril came for her. The billionaire-philanthropists 

Peggy and David Rockefeller had four lavishly 

appointed homes whose prized contents of art and 

furniture went on the block in a series of auctions at 

Christie’s in New York in 2018, raising $835m. The last 

link to the Gilded Age, David died in March 2017, 

aged101. “They lived at a level of refinement that will 

probably never be seen again on this earth,” wrote 

James Reginato in Vanity Fair.

We live in a material world, fuelling economies 

powered by consumption, which capitalism 

demands. “The itch for things is a virus draining the 

soul of contentment. A man never earns enough,” 

wrote the author Marya Mannes. “The house is never 

finished enough. The food is never fancy enough. 

There is a point at which salvation lies in saying: 

‘Enough. What I have will do, and what I make of it is 

up to me.’”

The writer Fumio Sasaki was miserable; he sated 

his unhappiness by buying more and more stuff, 

trapped in a cycle of acquiring and accumulating. 

“As my belongings took up more and more room, 

I began to be overwhelmed by them,” he wrote 

in his bestselling book “Goodbye, Things: The 

New Minimalism”. He was, he said, spending all 

his energy on his objects while hating himself “for 

not being able to make good use of them. Yet 

no matter how much I accumulated, my attention 

was still focused on things I didn’t have. I became 

jealous of other people.”

Sasaki said that in our desperation to convey 

our worth, we use objects to show people how 

valuable we are. “What we own,” he wrote, “equals 

who we are. Our objective shifts to increasing 

our belongings, since that’s the equivalent of 

increasing our self-image; we become slaves to our 

belongings.”

His epiphany and solution: “Say goodbye to who 

you used to be.” Sasaki, a Danshari devotee from 

the extremist radical wing of the Japanese minimalist 

movement, cleaned out not only his home, but also 

his entire lifestyle. He rid himself of 95% of the stuff 

he used to own – clothes, multimedia devices, and 

his apartment. He now lives in a tiny Tokyo studio flat; 

his worldly goods consist of three shirts, four pairs of 

trousers, four pairs of socks.

A proponent of the concept of “minimum-

living costs”, Sasaki calculated that all he has to 

do in order to live is to earn 100,000 yen (£661) a 

month. “Minimalism,” he wrote, “is built around 

the idea that there’s nothing you lack. Reduce your 

possessions to the absolute minimum you need. 

Knowing what is truly essential can be liberating.”

“For some of its devotees, minimalism is therapy. 

The spasm of getting rid of everything is like an 

exorcism of the past, clearing the way for a new 

future of pristine simplicity. No longer will we depend 

on accumulation of stuff to bring us happiness. By 

owning fewer things, we might be able to construct 

new identities through selective curation instead of 

succumbing to consumerism,” wrote Kyle Chayka in 

The Guardian.  

Aviva’s recent research on the spending 

patterns of British households during the pandemic 

found that nine out of 10 Britons splashed out on 

non-essential goods – e.g., home gyms, musical 

instruments, etc. - at an aggregate cost of £57.6bn. 

The wasteful consumption showed that a tenth of 

the spending went on items that buyers half-used or 

no longer use, with sheds and garages stuffed to the 

gunnels with now unwanted items. Gumtree found 

that Britons spent £3.9bn on Black Friday purchases 

in 2018; this year’s spend is expected to be over 

£9bn.

Marooned in our homes during lockdowns 

and desperate for quick dopamine rushes, online 

shopping became addictive. How easy and quick 

it was to yield to temptation and to buy things 

online on a whim and fancy. Inevitably the froth 

of excitement was followed by guilt and buyer’s 

remorse, a kind of world weariness that impelled us 

to hide purchases that only gather dust over time. 

Study done by Purdue University in Indiana found 

that manic pandemic shopping was driven by an 

atavistic fear – the need to feel secure in an insecure 

world. 

“The best way to find out what we really need 

is to get rid of what we don’t” is the mantra of 

Marie Kondo, 37, author of four bestselling books, 

home-organisation guru, Mary Poppins crossed with 

Martha Stewart and Gwyneth Paltrow, who shot to 

prominence at 19 years old when she launched her 

home-organising and wellness company, Konmari 

Media Inc.

Five-year-old Marie did not play with dolls; fun 

for her was cutting out pictures of beautiful things 

and scenery from her mother’s glossy interiors 

magazines, divining what sparked joy. “What can 

I do to make my home look like this photo?” she 
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told The Guardian. At 15 and growing up in Tokyo, she became 

obsessed with the book “The Art of Discarding.” “I thought 

the goal was to get rid of as many things as possible. This had a 

negative impact on my health; I fainted one day from the stress 

of it. Coming to I had an ‘aha’ moment: tidying is about what 

you want to keep in your life, not what you want to eliminate.”

When visiting friends, she often instinctively tidied up their 

homes. “Very quickly word spread that when Marie comes over, 

things get very well organised,” she told The Harvard Business 

Review.  At work she found herself straightening desks and 

workspaces such that her services were in such high demand. “I 

saw a real need. Customers asked if I would share my lessons.” 

With no writing skills, Marie enrolled in a 6-month writing course. 

“The Life-Changing Magic of Tidying:  A Simple, Effective Way 

to Banish Clutter Forever”, published in 2014, sold millions of 

copies and was translated into 44 languages. 

Kondo enjoys cult following among ‘Konverts’ who claim 

to feel lighter and calmer after a bout of decluttering. Her 

course on the fundamentals of tidying has certified over 400 

home-organising consultants worldwide. “After completing the 

Marie Kondo course,” said Clara Moore to The Sunday Times, 

“I realised that one of the things that didn’t spark joy was my 

marriage. It was an extraordinary moment of clarity. I ditched my 

husband and became a full-time Konmari consultant.”   

“Tidying is an epic voyage of self-discovery,” wrote 

Kondo. “A natural next step after tidying is to examine other 

areas in your life that need decluttering: career, finances 

and relationships.  If moving on, let go with gratitude; if 

staying, accept the person fully and commit.” The Konmari 

method begins with “visualising the home you want to live 

in and imagining your ideal lifestyle.” Discard methodically 

by category (not by room) – clothes, books, papers, komono 

or miscellaneous items, objects of sentimental value. You 

should, she says, feel a little thrill while jettisoning items, all 

the while asking: “Does it spark joy?” Tidying, she says, is a 

send-off for things leaving our homes. “Thank these objects 

for their service. They might spark joy in their next new 

owners’ homes.”

Her Emmy-award winning Netflix show “Tidying Up with 

Marie Kondo”, which featured Kondo tidying up with Southern 

California families, sparked a frenzy of giving to charity shops.  

Kondo’s business model has been done so well that many 

home-organising companies have had no compunction in 

copying it. In 2019 Kondo opened her online store selling, 

among other things, wicker baskets, Hikidashi storage boxes, 

incence holders, spice organisers, shiatsu sticks. She teamed up 

with The Container Store to sell products with the ‘To Spark Joy’ 

theme. While she has always said that “you can own as much or 

as little so long as every item brings you joy,” the backlash was 

immediate and vituperative. Detractors accused her of selling 

out and coining her fame. “I had never seen quite this level of 

concentrated venom directed toward a self-help home-decor 

person,” wrote Margaret Dilloway in Huffington Post.

Undeterred, the mother of three – worth ca $8m – continues 

to wipe out competition. Her latest book “Joy at Work” is an 

international bestseller among a crowded field of similar tomes. 

In this materialistic age, a great many of us are possessed by 

a great many of our possessions. We may have reached ‘peak 

stuff’ and, with climate change and concern for the environment, 

we may be rapidly capturing the zeitgeist and moving on to a 

‘post-stuff’ generation-rent world. In 2019, the mental charity 

Mind, in Tunbridge Wells, Kent, made the news after a woman, a 

regular donor, dropped off £50,000 worth of designer outfits and 

leather goods, their price tags still attached.

In late November, Sotheby’s held auctions of more than 

1,000 items from the late Karl Lagerfeld’s eight fabulous homes 

in Paris, Monaco, Rome, New York City, Hamburg and Versailles. 

“I find the joy of collecting, the fun of hunting for objects the 

exciting thing,” he told Women’s Wear Daily. “But once I have 

it, I lose interest.” A death shroud has no pockets; you can’t take 

anything with you.

Decluttering may yet save us from what we want and don’t 

need. But as Holly Brubach contemplates in a New York Times 

style piece, “We now need to figure out, after decades of 

defining ourselves in terms of our possessions, who we would 

be without them.” l
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