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STRAIGHT TALK

Decarbonisation – the real work begins here

Many issues in the shipping 

industry have remained the 

same over the nigh-on 17 

years since the magazine started, while 

much has changed – the subject of a 

special Retrospective feature in the 

centre of this 100th issue, featuring a 

trawl through the SMI archives.

Much more is set to change over 

next 17 years before 2040, by which time 

maritime will need to be well on its way 

to meeting IMO’s 2050 decarbonisation 

goals. If the average working lifespan of 

ships is 20 years and their median age 10 

years, a goodly number of zero-emission 

vessels will need to be hitting the water 

by then.       

The slow-burn process leading 

up to that revolution has already 

begun, in what has been dubbed 

shipping’s ‘decade of change’. A 

key milestone comes this January 1 

when all existing ships (5,000gt and 

over) must start compiling data on 

their fuel consumption and therefore 

emissions, which will be used to publish 

a Carbon Intensity Indicator (CII) of their 

performance - measured on an A-to-E 

scale, with low scorers required to take 

corrective active. The CII parameters 

will then be progressively tightened 

in coming years to start reducing ship 

GHG emissions.

This idea of rating ships’ energy 

efficiency using an easy-to-understand 

measuring stick - a bit like the colour bars 

on new household electrical appliances 

or in the details of houses for sale - was 

widely castigated by the industry when 

RightShip first introduced its GHG Rating 

system for ships over a decade ago, but 

now has entered the mainstream. It still 

has its critics, however.

The topic of CII is covered in several 

articles within this 100th issue, including a 

double-header of Alternative Viewpoints 

by distinguished commentators Michael 

Grey MBE and Dr Martin Stopford, while 

the broader subject of alternative fuels is 

featured in a specially extended write-

up of one of our round-table webinars, 

hosted by SMI publisher and founder 

Sean Moloney, that have been such a 

hallmark of the magazine ever since it 

was first launched.

 

Happy SMI 100 reading! l
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Shipowner decarbonisation survey 
identifies ‘collaboration crisis’

10 Ship Management International      Issue 100 November/ December 2022

A survey of shipowners conducted by design and 

engineering consultancy Houlder has highlighted 

that reliance on ad hoc collaboration between ship 

owners, and between technology companies and owners, is 

currently a major barrier to the decarbonisation of shipping. 

The research – based upon owner feedback from across 

the container, tanker, bulk, cruise and ferry sectors – uncovers 

that while the potential impact of more in-depth interaction is 

significant in achieving carbon reduction commitments, this is 

not currently being delivered in a way that owners need.

Every senior industry player interviewed confirmed that 

there is a willingness to collaborate and that it is critical to 

achieving rapid, fundamental change. However, collaboration 

is less evident in practice, as owners focus on achieving 

emissions reductions while safeguarding competitive 

advantage. The research unearthed two core areas for 

improvement: collaboration between owners and clean 

technology providers, as well as collaboration between 

owners themselves. 

Owners identified a lack of good quality and relevant 

operating data as a key barrier to the uptake of clean 

technology. There is also a perceived shortage of 

independent corroboration for the claims made by some 

technology vendors. None of the participants accused 

technology providers of suggesting deliberately misleading 

results but reflected that the data in a brochure will inevitably 

relate to another ship. So the results (and the unintended 

consequences) of any technology intervention need to be 

recognised as a retrospective, and sometimes fundamental, 

design change.

Large shipowners, in particular, are doing a great deal 

to move the industry forward by creating clear demand for 

future green fuels, by setting up infrastructure to trial new 

technologies, and by sharing some of their findings. However, 

according to respondents, that only highlights the challenge 

for the smaller owners and medium-sized owners – where 

typically the scale and investment required for R&D and 

trialling was unattainable. To play their part, these smaller 

and medium shipowners need to draw in partners in order to 

access the knowledge, scale and resources to enable them to 

make changes. 

Effective collaboration needs convenors to safeguard 

participants and break down barriers. Convenors can act as 

a central black box, bringing sensitive information together 

to paint the full picture while protecting the confidentiality 

of the data owners. They can also help ship owners share 

the cost of trialling a new technology while giving them all 

access to the benefits. 

Sean McLaughlin, Strategy Consultant at Houlder, 

commented: “Collaboration has become a decarbonisation 

buzzword, much heralded as central to shipping’s energy 

transition, and critical to meeting the International Maritime 

Organisation’s emissions reduction targets. This research 

highlights that, while the heart is willing, the head remains 

focused on safeguarding competitive advantage. This creates 

a fundamental barrier which has to be addressed if shipping is 

to achieve its decarbonisation goals. 

“Collaboration is more than just ship owners sharing 

technical data on a new technology. It encompasses all 

stakeholders and often supply chains as well. What is clear is 

that we cannot expect collaboration to ‘just happen’ – there 

has to be more proactive convenors. Flag states, national 

chambers and the international chamber, industry coalitions 

and independent consultants all have a key convening role to 

play if significant barriers are to be overcome.” 

The full whitepaper entitled ‘Clean Technology and 

the decarbonisation challenge - a Houlder Perspective’ is 

available to download from the company’s website.  l
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SSA and ClassNK partner
on cyber security research 

Singapore Shipping Association 

(SSA) and ClassNK have 

signed an Memorandum 

of Understanding to establish a 

framework for cooperation in cyber 

security research activities.

Cyber security has been 

acknowledged by the maritime 

industry as a key element to keep 

ships safe during operations, and 

to ensure its solid and steady digital 

transformation in coming years. 

Singapore, being a global maritime 

hub that connects regional and global 

markets, is ideally positioned for such 

research activities that eventually 

contributes to reinforce cyber 

resilience of the global supply chain to 

be launched.

With the signing of the MOU, the 

two parties will conduct joint basic 

research concerning establishing 

vessels’ cyber security operation 

centres that provide crew members 

with support from onshore in 

monitoring and responding to cyber 

events onboard.

Based on expertise and experience 

gained from this research, SSA and 

ClassNK will work on drafting a joint 

white paper on the finding of the 

research and developing education 

and training plans of personnel to work 

for vessels’ cyber security operation 

centres jointly.

Mr. Michael Phoon, Executive 

Director of SSA, said: “Cyber-

risks for ships are growing, as 

our industry gets more digitally 

sophisticated, integrated, and 

automated. Today, many shipping 

companies are focused on 

providing better welfare onboard 

for their seafarers, such as internet 

connectivity for them to stay in 

touch with their family and friends. 

That means, the ability of onshore 

personnel to gain access to 

decisive and strategic cyber threat 

intelligence and insights is critical. 

“This SSA-ClassNK partnership is 

timely as it forms the basis of efficient 

operations of cyber security operation 

centres aimed at supporting onboard 

cyber needs.” l

http://www.thome.com


12 Ship Management International      Issue 100 November/ December 2022

Notebook

OneLearn Global launches
Seafarer Evaluation App (SEA)

OneLearn Global, a full-services learning technology, 

content, and services provider, has launched its 

Seafarer Evaluation App (SEA), an all-in-one digital 

evaluation solution enabling organisations to gather all the 

information and evaluate the competencies of a seafarer in a 

single location.

SEA comprises two distinct tools: CompetenSEA, 

designed to thoroughly evaluate the knowledge and 

competencies of seafarers, and define their suitability for a 

particular position; and FluenSEA, designed to evaluate the 

knowledge of seafarers in maritime English.

With SEA, organizations can easily generate reports that 

summarise candidates’ competencies, measure seafarers 

against industry standards, produce certificates for each 

seafarer, customise the assessments, and gain a more 

comprehensive view of the knowledge base of their workforce.

“OneLearn Global’s Seafarer Evaluation App (SEA) gives 

forward-thinking managers a powerful tool to measure 

the competency of their workforce, and to ensure that 

seafarers have the knowledge and training to do their job,” 

says OneLearn Global CEO, Abhinava (Abhi) S. Narayana. 

“Skilled and knowledgeable seafarers are the future of the 

maritime industry.”

CompetenSEA can also be used for pre-hiring decisions 

to shortlist ideal candidates for a position. In doing so, 

organizations can shorten and simplify their hiring processes, 

and thereon to their time-to-competency. CompetenSEA 

can also be used for continuous training and development 

by regularly measuring competency levels of an individual, 

allowing organizations to identify and highlight strengths 

and weaknesses of every individual. Each assessment draws 

on a pool of 6,000 questions covering various Standards of 

Training, Certification and Watchkeeping (STCW) knowledge 

areas to create a unique test relevant to a candidate’s type 

of vessel, department, and rank. While the solution comes 

pre-packaged with questions, organizations can also add in 

any custom question banks and administer any assessments 

they desire.

FluenSEA provides organizations with a tool to benchmark 

seafarers’ maritime English levels. It is a key tool to ensure 

effective communication among multinational crews and shore 

teams. Each assessment targets knowledge areas including 

grammar, listening, reading, and vocabulary, drawing from a 

pool of 1,200 questions.

Headquartered in Cyprus, OneLearn Global provides 

digital training solutions to serve the maritime, energy, 

hospitality and industrial sectors and offers a rapidly 

growing content library via an enormously effective and 

intuitive next-gen Learning Management System (LMS), 

designed to deliver both an enhanced and engaging, yet 

personalised and intuitive, enjoyable learning experience 

through digitalisation. l

http://www.idwalmarine.com
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Thome opens new Operations 
Hub for fleet support in Mumbai

The Thome Group has opened 

a modern operations hub at 

its office in Mumbai following 

the strengthening of its fleet 

support function and as a major 

step towards accomplishing its 

decarbonisation goals.

The hub will complement the one 

currently at Thome Group’s head 

office in Singapore which opened in 

November 2017 to enhance its ship 

management services and reaction 

times to emergency responses.

The purpose of the Mumbai 

operations hub is to enable office 

staff to offer more value-added 

support to the fleet using a large 

video wall comprising of 10 LED 

monitors which can be used to 

display different monitoring and 

enterprise resource planning 

systems simultaneously.

The Mumbai hub will be 

operational 24/7 being equipped 

with state-of-the-art resources such 

as video conferencing, CCTV, UPS, 

and the ability of replicating the 

video wall at other locations like 

Singapore via streaming.

Manned by the vessel 

performance team, the facility will 

also assist with crucial monitoring and 

support requirements in relation to 

navigation safety, adverse weather 

reports, security, and transiting 

MARPOL Annex VI emission control 

areas. The operations hub has a 

high level of digitalization including 

automation, alarms, warnings, and 

email prompts to ensure timely 

actions by both the onboard and 

ashore teams. This leads into the 

Group’s vision of utilizing machine 

learning as a tool.

“The opening of another 

Operations Hub in Mumbai will 

reap huge benefits,” said Claes 

Eek Thorstensen, Executive Vice 

Chairman of the Thome Group. 

“The rapid developments in digital 

technologies have significantly 

enhanced our capabilities to acquire 

qualitative, high frequency and real-

time vessel data which can be used 

to make informed decisions about 

the operational efficiencies of our 

managed fleets. We can now offer 

our clients up to date information and 

even greater improvements in our 

ship management services.

“Furthermore, in times of 

emergency we can react instantly 

by accessing real-time, accurate 

information, allowing our crisis 

teams to take decisive action to 

resolve any issues quickly and 

safely,” he continued.

“This facility will enable our 

vessel performance team to 

actively track the parameters and 

conditions vital for the optimisation 

of fuel consumption and 

consequently help with emissions 

reduction,” added Olav Nortun, 

CEO of the Thome Group.

“Our performance team will 

also proactively advise our vessel 

managers to make changes to 

achieve targeted CII ratings through 

speed optimisation, hull condition 

management, and appropriate 

adjustments to the operations of 

propulsion and auxiliary machinery. 

The facility will also assist with 

remote support for weather-

based routeing and equipment 

troubleshooting.” l
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In the Balance

As part of its ongoing initiative to 

reduce greenhouse gas emissions 

from shipping, the International 

Maritime Organization (IMO) has introduced 

new measures requiring ships to improve 

their energy efficiency in the short term and 

thereby reduce their emissions. Amendments 

to MARPOL Annex VI came into force on 1 

November 2022 and from 1 January 2023, it 

will be mandatory for all ships to calculate their 

attained Energy Efficiency Existing Ship Index 

(EEXI) to measure their energy efficiency and to 

initiate the collection of data for the reporting 

of their annual operational carbon intensity 

indicator (CII) and CII rating. Therefore, the first 

annual reporting will be completed in 2023, with 

initial CII ratings given in 2023. The IMO intends 

to assess the effectiveness of the system by 1 

January 2026. 

The CII regulations are complex and will likely 

significantly impact the future operation of ships. 

They present a potentially increased technical 

and administrative burden on shipowners, 

operators and managers, who have an ongoing 

obligation to improve a ship’s efficiency and 

reduce a ship’s emissions on an annual basis. 

They also require a significant degree of 

cooperation and collaboration with charterers to 

ensure compliance with CII regulations. 

The shipping industry is responding to 

increased regulation by developing new contracts 

and new clauses to help meet the challenge. 

Without a doubt, owners and charterers can 

negotiate and agree bespoke CII clauses for 

incorporation into their charterparties. However, 

standard form clauses are also appearing in 

the shipping industry for more widespread use. 

In December 2021, BIMCO published an EEXI 

Transition Clause and at the end of May 2022, 

BIMCO released a new Emissions Trading System 

Allowances (ETSA) Clause for Time Charter 

Parties in response to the EU’s intention to 

include shipping emissions in the EU’s emissions 

trading system, the ETS.  

On 17 November 2022, after more than 

eight months of deliberation, BIMCO has now 

published its CII Operations Clause for Time 

Charter Parties. Encouragingly for owners and 

operators, the clause’s starting point is that a 

time charterer should take responsibility for a 

ship’s emissions because the charterer makes 

the relevant decisions on the operation of the 

ship. When entering into the charter party or 

incorporating the standard form Clause into an 

existing charter party, BIMCO recommends that 

the owner and charter agree on a specific CII to 

be achieved each year. 

BIMCO indicates that the clause should 

serve as a good starting point for owners’ and 

charterers’ negotiations because it is workable 

in practice. However, BIMCO will keep the 

clause under review as the underlying regulatory 

regime continues to develop. And of course, 

parties can always make their own adjustments 

to the clause as necessary to tailor it to their 

particular charter parties. 

BIMCO has stated that the CII Clause 

for Time Charterparties will in due course 

be followed by a similar clause for voyage 

charterparties and that it remains a top priority to 

develop contractual solutions to enable parties to 

comply with the regulations. l

BIMCO’s CII Clause addresses 
regulatory challenge for 
shipowners and charterers
By Julian Clark, Global Senior Partner, INCE
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We congratulate 

Ship Management 

International on 

publishing its 100th edition. This 

important milestone highlights the 

continuing importance of the ship 

management sector at the centre of 

the international shipping industry.

InterManager has been 

representing third party and in-house 

ship managers and crew managers 

for more than 30 years. Over that time 

we have seen our industry constantly 

adapt, develop and evolve to meet the 

changing needs of shipping. 

Ship managers are very good at 

looking ahead to anticipate the needs 

of our clients today, tomorrow, and 

over the coming decades. They are 

quick to react to changes in the market 

place and excel at problem solving.

As we scan the distant horizon to 

imagine what our industry will look 

like when SMI celebrates its 200th 

edition we can be sure that ship 

managers will still be playing a crucial 

role in the operation of ships to 

facilitate world trade.

I can envisage a future where 

more subcontracting is involved in 

the process of shipmanagement, 

along with pooling resources and 

greater cooperation and collaboration. 

I would also like to hope that, by 

then, owners will have developed a  

trusting relationship with their chosen 

ship managers, treating them more 

like business partners and less as 

subcontractors.

With increasing focus on 

environmental change and the 

ongoing introduction of stringent 

targets to help shipping decarbonise 

and become greener, I anticipate 

ship managers playing an increasingly 

active role in ensuring compliance, 

monitoring vessel functions, and 

reporting statistics. Indeed, we are 

already seeing new services from 

leading ship managers to assist owners 

with their green transition.

What about seafarers? Well I 

am confident that in almost two 

decades’ time we will still have a 

vibrant seafaring community. Ships are 

becoming increasingly sophisticated, 

with more high-tech equipment on 

board, more maintenance needs, and 

more regulatory requirements. Ships 

will continue to be expensive floating 

assets and they will still need to be 

operated by highly skilled seafarers. 

The role of tomorrow’s seafarers 

will be very much as it is today – 

maintaining the safe and efficient 

operation of the vessel. Onboard 

monitoring functions will be performed 

almost entirely by computers 

with crew on-hand to step in and 

use their expertise to handle any 

problems. I sincerely hope that the 

shipping industry develops a better 

understanding of what our people 

need in order to deliver high-

performing results.

Will this make ships safer? I certainly 

hope so! Looking at the trends and 

statistics that is certainly our direction of 

travel. Over the past 15 years we have 

tripled the number of ships (from 40k 

to 120k) while the number of serious 

accidents has remained at the same level, 

indicating that shipping industry safety 

has improved 300%. I would like to see 

ship design evolve now to take a more 

human-centric approach and provide 

ergonomic safe designs. To achieve this 

shipping needs to learn from mistakes 

and accidents to ensure we don’t repeat 

them. That way we will stop risking the 

lives of those who work on ships.

So how do we navigate towards 

this ‘brave new world’? In order to 

meet the challenges we will face over 

the next 17 years I believe that we 

need to:

• Educate regulators and the 

general public to better 

understand the actual impacts of 

shipping and our industry’s role in 

global trade

• Recruit talented young people 

by promoting shipping as a 

rewarding, interesting and 

environmentally responsible 

industry

• Respect and appreciate those who 

work at sea and their maritime 

colleagues 

A good start would be to identify 

skilful and capable maritime CEOs who 

are brave enough to have long term 

vision and to speak out for our industry. I 

am confident that we can do this – and I 

look forward to evaluating our progress 

in the 200th edition of SMI! l

Shipping needs bold leaders at the helm 
as we sail to our ‘brave new world’

InterManager Outlook

InterManager Secretary General, Capt. Kuba Szymanski,  
looks ahead to where shipmanagement may be when  
SMI celebrates its 200th edition in 17 years’ time
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By Aysegul Wallis, Account Executive, ITIC

Why managers should  
insist on co-assurance

It is a condition under ITIC insurance that ship 

managers are named as a co-assured in all 

insurances taken out in respect of any ship under 

their management. Why is it of vital importance for 

managers to be named as the co-assured under the 

insurances taken out by the owners? In this article, ITIC 

provides an answer to this question in the light of the 

infamous Supreme Court case, The Ocean Victory. 

The Ocean Victory was a case of safe port obligation. 

However, the Supreme Court found the implications of 

the co-assurance clause of equal importance. The head 

contract in the case was a bareboat charter between the 

owner and the charterer. The insurance clause required the 

bareboat charterer to take out P&I and other insurances 

related to the vessel in the name of both the owner and 

the bareboat charterer. The bareboat charterers alleged 

that they were entitled to recover their loss from the time 

charterers who had sent the vessel to an unsafe port. It 

was unclear whether the bareboat charter regime, which 

contemplated that the parties would look to insurance paid 

for by the demise charterers rather than liability claims, 

would rule out claims against third parties responsible for 

the loss. The Supreme Court decided that it would. 

Under BIMCO SHIPMAN 2009 (SHIPMAN), clause 10(c), 

owners are required to name managers as the co-assured 

with full cover. It is a well-established principle that where 

the parties are jointly assured under a policy, the parties 

shall look to the insurance for restitution and not to each 

other. The principle also prevents subrogated insurers 

making a claim in the name of the innocent party against 

the party in default. As the majority of the Supreme Court 

in the case makes clear, this applies whether or not there is 

an express waiver of the right of subrogation. 

The owners or subrogated insurers may argue that 

since the managers do not have a proprietary interest 

in the property insured, the managers should not be 

entitled to the protection of the co-assurance provisions. 

However, such an argument will not succeed. According 

to the previous case law, Feasey v Sun Life, managers 

have pervasive insurable interest to justify their status as 

a co-assured. The principles of co-assurance apply not 

just in cases where both parties have proprietary interest 

in the property insured but also where the co-assured is a 

contractor, sub-contractor or otherwise providing services 

to the assured. 

As in SHIPMAN, where co-assurance provisions 

co-exist with a liability regime, which includes exclusions 

and limitations of liability, can the owners or subrogated 

insurers argue that this clause would be unnecessary if 

co-assurance clause was a complete regime? The obiter in 

The Ocean Victory supports a prima facie position that the 

co-assurance provisions supersede the liability provisions in 

relation to matters covered by ship’s insurances. However, 

as unanimously held, this would be a matter of construction 

of the underlying contract.

If the claim falls outside of the scope of the 

insurances required to be taken out by the owners, 

such as loss of employment due to a failure by 

managers to comply with their obligations, then the 

liability regime under the contract would operate 

to limit the manager’s liability. Under SHIPMAN this 

shall never exceed a total of ten times the annual 

management fee payable. 

ITIC advises all managers to ensure that they are 

named as a full co-assured under owners’ insurances. 

The importance of co-assurance for managers cannot be 

emphasised enough. Last but not least, care needs to be 

taken in drafting or amending the management agreement 

so that the protection given by the co-assurance regime is 

not prejudiced. l

Editorial credit: Daniel Wright98 / Shutterstock.com
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Nicolas Tsakos
Founder, President and  
CEO of Tsakos Energy  
Navigation (TEN) 

2023 will be an exciting year for Tsakos Energy 

Navigation (TEN) as it celebrates 30 years 

as a public company. And it will use next 

September’s London International Shipping Week 

to celebrate this anniversary with an event planned 

during the week. Its presence will be further 

enhanced as it takes on its role as sponsor of the 

LISW23 Headline Conference. 

But as TEN’s Founder, President and CEO Dr 

Nicolas Tsakos looks forward to a busy LISW23, 

he told SMI that London has the opportunity to 

strengthen its maritime position worldwide, but the 

UK Government does need to look at ways to attract 

back the shipowners.

London is to maritime financial services what Greece 

is to vessel ownership and operations, and can very 

easily become the Singapore on the Thames, certainly 

as far as Europe is concerned, through the strength of 

its institutions and its insurance, legal and shipbroking 

expertise, Dr Tsakos said.

But while London is acknowledged as the number 

one centre for global maritime financial and commercial 

services, the UK Government has a great opportunity 

to look at what is needed to attract back those 

international shipowners, Greek and otherwise, who 

have left the UK for other centres such as Monaco and 

Switzerland, he stressed.

This was an echo of the claim made in a ‘Catching 

the Wave’ Report by Maritime London that was 

authored by PwC, which said the UK Government 

needed to create a ‘shipping czar’, a senior figure to 

drive more proactive government marketing of the 

sector and to engage with ship owners and charterers 

to encourage them to move to the UK, demonstrating 

a hunger to have them here. The czar would 

coordinate between relevant departments, trade 

associations, and the MCA, and have the authority 

to represent government to ship owners, acting 

quickly to coordinate and deliver assistance to owners 

looking to move to the UK.

Announcing that TEN (Tsakos Energy Navigation) will 

be the lead sponsor of the LISW23 Headline Conference 

that will be held in the Plenary Hall of the International 

Maritime Organization (IMO) on Wednesday September 

13, 2023, Dr Tsakos said the UK Government could use 

LISW23 week to announce legislation that would open-

up London to the global shipping industry. 

First Person
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“London is a still a very important 

commercial shipping hub, but it needs 

to work hard to preserve this status. It 

would be nice to see the UK Government 

use the LISW23 week to announce new 

incentives to encourage companies to 

relocate and start investing in London. 

The benefits associated with growing 

London’s role as a very important financial 

and commercial shipping centre are far 

stronger that any tax receipts that the 

government might forego.

“The benefits associated with 

growing London’s role as a world 

leading commercial and financial 

shipping centre would be an 

enormous value to the country’s 

maritime P+L,” he stressed.

The International Maritime 

Organization Building on the Albert 

Embankment in London will be the venue 

for the TEN-sponsored LISW23 Headline 

Conference on Wednesday September 

13th, next year. 

LISW23’s ‘conference day’ on 

the 13th of September next year, 

would be a day to remember for 

those seeking blue sky thinking from 

the best speakers in the world of 

international business and shipping. 

Welcoming a shipowning personality 

as important as Nikolas Tsakos, 

Chairman Emeritus of INTERTANKO, 

into the LISW family also underlines 

the importance shipping places 

on LISW as the must-attend global 

maritime event, a spokesperson 

for the week’s organisers Shipping 

Innovation, said.

“As a thought leader in his maritime 

sphere, it is completely fitting that 

TEN, which will be celebrating its 

30th anniversary next year as a public 

company, has come onboard as sponsor 

of the headline conference. Dr Tsakos is 

a highly valued member of the LISW23 

Board of Advisors, as he was in LISW19 

and LISW21, and we look forward to 

his full participation during this exciting 

week,” he said.

Dr Tsakos originated from the island 

of Chios and like many Greek shipowners 

at the time, set up a commercial office, 

not in Athens or Piraeus but in London. 

“We opened our commercial office in 

the Minories in 1973,” he said, a part of 

London that was known at the time as 

Little Shipping Greece. “Then we moved 

into our own building in a street off 

Liverpool Street where we stayed until the 

mid-1990s before we decided to buy our 

own building in the West End because 

we started to realise that it was taking 

longer to travel from the West End to the 

City than it was to fly from Athens.”

Claiming that London is still a good 

commercial hub, he admits that it had 

lost its operational expertise as fewer and 

fewer people who knew about the actual 

shipping operations have been left in 

London now. But it is still very important for 

insurance and for the commercial aspects 

such as with the brokers etc.

But he believes that London 

should try and preserve this. Brexit 

prompted a big exodus in the 

financial institutions over the last 

four to five years with many brokers 

moving to places like Geneva. 

Geneva has become a centre 

bubbling and busting with brokers 

and traders. And now because of the 

complexities of the insurance world, 

a lot of insurance companies are 

moving to places like Holland and 

Brussels. Shipping is an international 

business, and the UK can become 

the Singapore of Europe in a 

positive way because you have the 

institutions and the legal systems, 

arbitration, and you have the Baltic, 

he claimed. 

Two decades ago, London was by 

far, the dominant maritime centre in the 

world, what needs to be done to bring 

that back?

Dr Tsakos again: “I am not a UK 

politician, but you have to make sure 

that people are allowed back and are 

welcomed back. Welcome back all the 

shipping companies. Many won’t come 

back, but others will – even the weather 

here is getting a bit better.  And then 

you have the culture, museums, good 

schools, the system is here,” he said.

Nikolas Tsakos was recently quoted in 

the press setting out his ambitious targets 

as Tsakos Energy Navigation (TEN) 

prepares to celebrate 30 years as a listed 

company.

He told a conference call that next 

year will mark three decades since it 

debuted on the Oslo Stock Exchange. 

It has already racked up 20 years with a 

New York listing. Claiming that the tanker 

and LNG carrier player just logged its 

best quarterly results since 2007, the 

company said the fourth quarter of this 

year looked to be even stronger or rosier 

“and this is a time that the TEN model 

proves it works, because we can work 

in difficult times, but also much better 

times.” 

Quoted in Tradewinds, Dr Tsakos said: 

“Now we are enjoying six-figure returns 

or time charter revenues in a majority of 

our Aframax, Suezmax and VLCC fleet. 

And what gives me comfort is right now, 

we are in a situation where very little 

newbuilding supply is coming in and so 

this good market — perhaps not at these 

high levels as always — will be sustainable 

for at least the next three years.”

He said debt would be significantly 

under the $1bn level by 2024 and the 

company’s aim was to be above $1bn in 

market cap and significantly under $1bn 

in debt. l

First Person
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Relocation, Relocation,   
Relocation

If ‘Location, Location, Location’ are the three most important things when 
buying property, as the saying goes, so the ability to attract expat talent 
will prove crucial for the future growth prospects of global maritime hubs, 
writes Phil Parry, Chairman of recruitment specialists Spinnaker.

How the skills shortage is affecting global 
maritime hubs

It is undoubtedly becoming more difficult to entice 

candidates into roles that require relocation to maritime 

hubs in the Asia-Pacific region and Middle East – including 

Singapore, Dubai, and Hong Kong. Getting people to relocate 

was becoming a problem for businesses pre-Covid-19 – 

especially in Hong Kong when political tensions rose – but is 

now much more challenging, for multiple reasons.

The Covid-19 pandemic led to a general reluctance on the 

part of candidates, wherever they may be based, to relocate too 

far afield. It’s made people think twice about the convenience 

of being close to home and people aren’t yet 100% convinced 

that the virus has gone away. An unsettling series of other 

geopolitical events unfolding throughout this year has added to 

this reluctance to move.

In addition to high inflation, rising housing costs have also 

made people think twice about making the move to major hubs, 

especially Singapore, which has recently been hit by spikes in 

rental prices. Low headline tax rates don’t fool people anymore, 

if ever they did. Spinnaker’s clients, both on the recruitment and 

salary benchmarking sides of our business, are telling us that this 

is a real problem for them at the moment. 

Add to this, employers’ preference nowadays to offer 

lumpsum packages rather than old-school expat packages 

and it’s easy to understand how difficult it is to make 

relocation seem attractive nowadays. What were once 

regional office locations now employ large numbers of 

staff and may possibly be HQ locations – so it’s simply not 

sustainable business to constantly pay above-market rates 

to expatriates.

A worsening picture
Singapore in particular seems to be a victim of its own 

success and I wonder whether it’s fair to say that it has reached 

saturation point where the maritime industry is concerned.  

Dispatches
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Dispatches

The population has rocketed in the last few decades, reaching 

5.45 million in 2021. Last year around 30% of Singapore’s 

population were non-residents, up from around 10% in 1990. 

The government has had to juggle local concerns over 

the size of the expatriate workforce while also asserting its 

status as a major world business hub, not only in shipping. 

Foreign worker policies have been tightening for several 

years, as the government also takes steps to promote local 

hiring, including raising the salary threshold for issuing work 

permits to foreign workers. 

The preference of all our clients is to hire locally, whether 

locals or Permanent Residents (PRs). Naturally, this produces a 

merry-go-round of local poaching, putting even more pressure 

on salaries. Retention is therefore at the top of the business 

agenda but in truth very few employers seem to have a retention 

strategy in place. 

I went out and about to meet 15 of our Singapore clients a 

few weeks ago and they all wanted to talk about: salary inflation, 

severe staff-supply problems, modern attitudes to work, hybrid 

working arrangements and “what are other people doing about 

retention, because we’re losing people and having to replace 

them at salaries higher than our existing staff.”  

Staff turnover has long been a problem where support, 

finance and IT roles are concerned, but this has now extended 

to professional shipping roles in operations, chartering and fleet 

management. Businesses are genuinely worried about the skills 

shortage they face and see it as a key concern for their future 

operations and commercial prospects. 

There is somewhat of a standstill at the minute, as 

organisations consider how 2023 pay reviews will impact things. 

Everyone is waiting to see how their competitors will act and if 

salaries will rise in line with inflation – which is currently above 

10% in the UK and 7% in Singapore. We doubt that – Spinnaker’s 

benchmarking specialists anticipate a rise around 4% in the 

UAE and Hong Kong, 4.5% in Singapore, 4-5% across mainland 

Europe and 5% in the UK and USA.

Incidentally, while the UK has traditionally been seen 

as an expensive location to employ staff, the country went 

through a period of wage restraint from 2009 to 2014 

which saw it slip behind other shipping centres in terms of 

pay and therefore cost to employers. London is therefore 

increasingly on the shortlist for employers thinking about 

where to locate their staff. By way of example, MSC Cruises 

set up its fleet management headquarters near Heathrow 

airport a few years ago.

Filling the gap
My simple advice for shipping organisations is not to bury 

heads in the sand. The skills shortage is becoming critical 

and an exodus of even a modest number of staff could prove 

catastrophic. Retention should always be important, rather 

than only in times of crisis; those who are not taking the time to 

talk to and understand their staff need to get a move on. The 

best piece of management advice I’ve ever heard from a very 

successful friend was simply to treat your staff like they are your 

best customer.
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For retention, paying competitively is crucial – especially in the current economic circumstances. This doesn’t mean 

paying the highest salaries in the market but paying fairly and being able to demonstrate to staff and shareholders that 

time and effort is put into benchmarking pay 

and benefits. 

Showing existing employees that you’re 

conscious about pay and constantly assess the 

market to ensure salaries remain competitive 

is better than silence. Staff gossip is part of any 

workplace and the rumour mill will certainly learn 

of anyone who has moved jobs for a huge pay 

increase. Gossip and sentiment fuel recessions 

and are certainly enough to feed dissatisfaction. 

A route forward
There are of course still huge benefits to be 

had from moving to Singapore or the Middle 

East for example, especially for candidates 

early in their career. There’s still the attraction of 

paying lower tax, with the opportunity to build 

up savings if employees opt for more modest 

accommodation such as a flat share. 

Getting overseas experience is also hugely 

beneficial. When recruiting for board positions, 

many shipping employers specifically look 

for candidates with a cultural understanding, 

experience of and network in certain areas in 

the world, such as Asia. 

But for candidates with families it’s 

increasingly hard to attract them to relocate 

to the Middle East at the moment. Packages 

aren’t tempting enough, and the cost of 

living has increased. Other locations are 

still suffering from the stringency of their 

Covid restrictions, or the fear that these will 

return, as well as geo-political issues. In more 

traditional locations like Germany and the US, 

there is a lack of accommodation. 

And so it goes on – it’s a funny old world at 

the moment. l

http://www.classnk.com
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Port Call Optimisation:
major trend of the future

Operations

Port Call Optimisation (PCO) is a topic of rapidly growing 
importance, harnessing the benefits of digitalisation to increase 
operational efficiency and reduce both fuel costs and emissions, as 
Léon Gommans, CEO and Co-Founder of Teqplay BV, explains.

When managing a supply 

chain, increasing 

efficiency is always 

at the core of all strategies. In 

fact, it can be said that the goal 

of supply chain management is 

optimisation. As an important part 

of the maritime supply chain, the 

port call process also requires 

similar attention and effort. The 

advantages that a successful 

Port Call Optimisation (PCO) 

strategy bring are manifold, from 

environmental benefits to cost and 

fuel saving. 

Environmental impact is 

undoubtedly one of the biggest 

drivers of port call optimisation. 

Climate change has been a global 

concern for quite a while, with 

more and more regulations coming 

into play for various sectors. The 

maritime industry is no exception to 

this; starting from 2023, there will be 

many significant regulatory changes 

regarding emissions in the shipping 

industry. Businesses would need 

to adapt quickly in order to remain 

both sustainable and competitive.

In terms of port calls, delays 

greatly affect fuel consumption and 

thus emissions. Every hour a ship 

remains idle in port, it loses an hour 

of steaming time and therefore must 

sail faster to maintain its schedule. 

While the speed difference is 

ultimately marginal, it typically has a 

significant impact on a vessel’s fuel 

consumption and greatly increases 

emissions. 

In order to avoid unnecessary 

fuel consumption and emissions, it 

is important to achieve Just In Time 

(JIT) arrival and employ eco-speed 

sailing. The sailing speed would 

constantly adjust to fit the situation 

and minimise waiting time, helping 

both ship and port to avoid wasting 

necessary resources and contribute 

to decarbonisation efforts. 

Digital transformation
In the maritime industry’s 

journey toward optimisation 

Photo: Port of Rotterdam
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and decarbonisation, digitalisation is a necessary and 

inevitable part of progress. In broad terms, digitalisation is 

the solution for much of the trouble concerning inefficiency 

in the port call process. Despite this, digital transformation 

remains limited and slow in the maritime sector.

Many processes are still performed manually, from 

documentation to data input. In many cases, Excel 

sheets and even a white board are still the main tools 

for planning and communications. This is a significant 

bottleneck to the goal of optimisation; not only is it 

error prone, it is also time consuming for those involved 

and the information is also unavailable in real-time. 

As processes become more complex and demands 

increase, it will become more and more impossible 

to keep up operational excellence without significant 

technological changes.

Why is PCO such a challenge?
The rapid changes in the industry demand operators 

to coordinate efficiently and staying reliant on traditional 

methods would hinder optimisation efforts. Due to their 

complexity, port operations produce enormous amounts of 

data. Digitalisation is necessary to ensure that these data 

would be recorded and utilised effectively. Having high 

quality information is a powerful advantage, a fact that has 

become especially true in this data-driven digital age.

Broadly speaking, digitalisation is a much-needed 

first step in changing the industry for the better. In 

practice, this initiative relies heavily on quality data and 

the ability to turn these data into useful insights. Both 

of these capabilities are difficult to achieve, and therein 

lies the challenge of port call optimisation. In order to 

achieve true optimisation, digitising data is necessary to 

improve synchronisation and information access, all of 

which would impact the overall efficiency of operations 

and decision-making. Moreover, when considering the 

human factor, digitalisation is especially necessary in 

assisting agents and operators with maintaining their 

control and mitigating possible errors.

Despite the benefits, the industry’s reluctance to 

change and improve data availability makes PCO efforts 

a daunting task. That said, changes are happening, and 

more initiatives and innovations have emerged in hope 

of securing the future growth of the maritime industry.

To conclude, the ultimate goal of port call optimisation 

is to ensure no resources are wasted and all assets are 

fully utilised. Time is also a valuable resource, and a good 

optimisation strategy allows port actors breathing room 

in their planning, supports decision making, and reduces 

risks of disruptions to a minimum. Optimised processes 

also lessen carbon footprint, and overall bring long-term 

benefits to the maritime industry.

For those interested in Port Call Optimisation, 

Teqplay is always ready to assist with the innovative 

solutions we have developed over the years. As 

collaboration is an integral part of PCO, we look forward 

to working together with maritime partners and leading 

the industry toward a brighter future. l

Photo: Europoort-luchtfoto
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North increases premiums  
by 10% in the face of  
‘global turbulence’

North P&I Club has signalled its intention to apply a 

10% General Increase in 2023/24 premium rates 

amid swirling economic uncertainty and mounting 

inflationary pressures. The current benign marine insurance 

conditions within P&I should not deflect the sector from 

seizing an opportunity to prepare for turbulent times ahead, 

according to North.

The global marine insurer’s Pre-Renewal Report 2023 

describes a club in robust shape as it heads towards its merger 

with Standard Club to establish NorthStandard as a new force in 

global marine insurance from February 20thnext year.

“Establishing NorthStandard will support our aim of 

smoothing the volatility of year-on-year market fluctuations 

to deliver predictability and stability over coming years 

in our operational, financial and technical results,” said 

Paul Jennings, North’s CEO, who will head NorthStandard 

alongside Standard Club CEO Jeremy Grose. “Reductions 

in operating expense ratios over the coming years should 

help ensure more sustainable premiums without diluting our 

service-led approach.”

Despite the war in Ukraine, sharply rising energy and 

commodity prices, and the combination of weakened economic 

growth and post-pandemic supply chain pressures on shipping, 

North reports fewer claims and lower claim values through 2022. 

COVID-19 related crew claims are down, while the period has 

seen only one International Group (IG) pool claim recorded.

Based on its YTD experience at the six-month point, 

North projected a 20 February 2023 combined ratio of below 

100%. However, the pattern on which the forecast was based 

is not expected to continue beyond the end of 2022, as 

trade adjusts to distortions caused by the war in Ukraine and 

inflationary pressures.

With these factors in mind and the impact of investment 

losses during a period of market volatility, the Club has 

announced a call for a 10% General Increase in North’s P&I 

premium rates for the 2023/24 policy year.

“We can only reasonably conclude that we are currently in 

the ‘eye of the storm’, with the traditional drivers of claims costs 

– rapidly rising inflation, commodity and shipping indices – all 

pointing to a more turbulent future,” commented James Tyrrell, 

Chair, North.

The challenges of fluctuating markets had been felt in 

falling investment returns, North’s pre-renewal report indicated, 

where its portfolio declined by 6.36% in the period to the end of 

October 2022.

“Our underlying portfolio remains fundamentally sound and 

is ideally placed to benefit once stability returns to the markets,” 

said Ed Davies, Chief Financial Officer, North. However, free 

reserves may be down over the period as a whole, although 

North emphasised that it is confident that its S&P Global ‘AAA’ 

capital coverage will be retained.

“It is clear that actions taken at the 2022 renewal put the Club 

on a more sustainable footing, but there can be no complacency 

as inflationary pressures intensify,” said Thya Kathiravel, Chief 

Underwriting Officer. “Despite recent rises in mutual premium 

rates, it is unlikely that improvements in our underwriting 

performance and the success of our diversified business lines will 

offset inflationary pressures and rising costs across the sector.”

While applying the 10% general increase, individual Member 

renewals will be negotiated based on detailed assessments of 

performance, claims records and risk exposure in the usual way, 

said Kathiravel. However, he added that a general premium 

rating increase of 15% would be applied to all FD&D risks 

written for the 2022/23 policy year. l
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Dr Ann Fenech admits that when she was elected 

the first female President of the Comité Maritime 

International in October, she felt a little anxious. 

“When I think of the CMI, I think that many of the former 

presidents were icons of their time! But I have been 

flabbergasted by the amount and depth of messages of 

support I have received – I feel so humbled,” she says. 

“Soon, I started to relax,” she continues. “I have been 

working in maritime law for 36 years and I always say – not 

a day goes by where I don’t look at something with a fresh 

pair of eyes and learn something new. I have learned that 

is the secret for remaining enthusiastic about what you do; 

the day you think you know it all is the day you should call it 

a day.”

Fenech says the timing of her election as CMI President 

is opportune, as she had already planned to step down 

as head of the Marine Litigation department at Fenech & 

Fenech in Malta, to take on more of a consultancy role at 

the firm. “We are very fortunate that we have a partnership 

agreement which allows that flexibility,” she says. “So I 

will continue to work on the cases which I have a particular 

interest in, but I will let go of the more administrative side of 

the practice. I hope that will release a lot of time, which I will 

be able to dedicate to the CMI.”

She believes the strength of the CMI is that its 

main membership is made up of national maritime law 

associations (NMLAs) from all corners of the world. There 

are also titulary members – individuals recognised for 

their expertise in and contribution to maritime law – and 

consultative members, which include the IMO, BIMCO, ICS, 

IBA, FONASBA, IGP&I, the IIDM (Ibero-American Institute of 

Maritime Law) and several others.

Ann Fenech is also President of the Malta Maritime 

Law Association (MMLA) and was for five years Vice 

President of the CMI. For the past four years, she has 

been the CMI coordinator in Working Group V1 at 

UNICTRAL, which was working on a draft convention 

produced by the CMI on the international effects of 

judicial sales of ships – this was deliberated on and 

approved by UNCITRAL at the end of June and passed 

on to the UN general assembly for adoption.

“I would like to reach out more to NMLAs; I have just 

lived through the experience of our judicial sales UNCITRAL 

project, which demonstrated the assistance that NMLAs can 

give to projects,” she says. “When the CMI produces a draft 

instrument which it then convinces an international body 

such as UNCITRAL to take on, it is deliberated by a room 

full of state delegations made up of highly accomplished 

learned diplomats. However, when it comes to deliberating 

the finer points of, say, a maritime convention that is super 

The Comité Maritime International this year celebrated its 125th 
anniversary. Dr Ann Fenech, CMI’s new first-ever female President, is   
interviewed here for SMI by Felicity Landon, winner of the Seahorse 
2022 ‘Maritime Journalist of the Year” Award.

Setting a precedent
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specialised, state delegations clearly benefit enormously 

from specialised assistance provided by the participation 

of their NMLAs. I would like us to explain to NMLAs 

what an important role they have with assisting their own 

governments and state delegations in such fora.”

It is easy as a maritime lawyer to become mostly focused 

on one’s own region – in her case, Europe – says Fenech. 

She relates that since she became involved in Working 

Group VI at UNCITRAL, she has appreciated the importance 

of understanding regional ‘goings-on’. 

“All countries, and even regions, have their own 

specificities and requirements. When we come to work on 

an international convention, we all need to get out of our 

comfort zone and try to understand where other countries 

are coming from, what they have in mind and what their 

needs are. Only then can you find a solution that will tick 

all the boxes and meet their needs. And it is important that 

we do so, because ultimately, we want states to ratify the 

conventions.”

Fenech says she intends to build on the good work of 

her predecessors – she has taken over from Chris Davis – 

and to embark on a major reaching-out initiative. She wants 

the CMI to ‘embrace in its totality’ the advantages of today’s 

tech tools, including the various platforms available through 

social media.

A new publications and social media committee is 

being set up. “We will have two co-chairs, one focusing on 

social media and the other in charge of more traditional 

publications, which are equally important. It is not one or 

the other. Embrace what’s good in both and go with it.”

Formally established in 1897, the CMI is recognised as 

the oldest international organisation in the maritime legal 

field. Its importance and contribution to the unification of 

maritime law is undisputed, says Fenech.

“The vast majority of the international maritime 

conventions which regulate the maritime sector were/

are originally drafted by the CMI. So whether we are 

talking about the Arrest Convention, Limitation of Liability, 

Collisions or Wreck Removal and Salvage, the CMI’s work 

is hugely important, enabling the regulation of many types 

of interaction and activity in the maritime industry. The 

importance and relevance of the CMI is there for everybody 

to see.”

As to the future, Fenech says: “There is much more work 

that needs to be done, which the CMI can contribute to, 

including with MASS [Maritime Autonomous Surface Ships]. 

When talking about unmanned ships and automation, bear 

in mind that most conventions have the human being at 

their very heart. 

“We need to embrace these changes. The CMI 

committee on unmanned ships has been working very hard 

going through each and every one of these conventions 

to see what needs to be done, so we can make them 

automated ship compatible.

“We are looking forward to the general assembly of 

the UN adopting the latest convention on the international 

effects of judicial sales of ships and we plan to embark 

on a concerted effort in convincing states to ratify this 

convention.” 

“In the coming years, we will be talking more about 

how ships are built, about automation, how we use human 

resources, crewing, about ship recycling and taking care of 

the planet.”

“Maritime law provides the framework within which 

maritime activity can take place and various issues can be 

resolved,” concludes the new CMI President. “Because 

shipping and the maritime sector of its very nature is 

international, it is important for its protagonists to have the 

comfort of knowing that maritime laws in different countries 

are similar. This is where the unification of international 

maritime law comes in, and why the CMI continues to be 

important and relevant.” l

Dr Ann Fenech with (l to r) CMI Vice Pesidents Dieter 
Swampe and John O’Connor, and Past President 
Chris Davis.
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Europe’s ‘Fit for 55’  
– what does it mean?
This article by Korean Register (KR) looks at the international implications 
of European climate law which contains the EU’s commitment to reducing 
GHG emissions by at least 55% by 2030 compared to 1990.

“By 2050, we will make Europe 

the first carbon-neutral 

continent.”

This ambitious goal is presented 

together with the European Green Deal, 

which contains a blueprint for climate 

change and the environment. After the 

European Green Deal proposal, the EU 

Committee made another promise to 

the international community through the 

EU ‘Fit for 55’ package bill in July 2021.

The EU’s Fit for 55 refers to a 

package of legislative proposals that 

will be applied to a variety of industries 

to achieve the European Climate Law’s 

medium-term reduction target (at least 

55% reduction by 2030 compared to 

1990). Within the Fit for 55 package are 

the EU Emissions Trading Scheme (ETS) 

and the FuelEU Maritime Standard, 

both of which will affect the international 

shipping sector. 

EU ETS
The EU ETS uses the ‘cap-and-

trade’ principle, in which emission 

permits are sold and purchased based 

on an absolute limit called a ‘cap’ for 

greenhouse gas (GHG) emissions. So 

far, the EU ETS has been applied to land 

use in 2005 and the aviation industry in 

2012. It is possible to sell the remaining 

allowance if one has discharged less 

than the total emission allowance, and to 

purchase the insufficient allowance if one 

has discharged more than the emission 

allowance. This was designed to lead 

the industry to achieve its emission 

allowance target.

The EU ETS, which applies to the 

shipping sector, targets the GHG 

emissions of ships entering and leaving 

the European Union from 2024. The 

upcoming regulation, however, will 

require ships, not to set an emission 

allowance, but to purchase and submit 

all emissions permits equivalent to 

those generated when a ship calls at an 

EU port to the competent authority. It 

is a regulatory structure based on the 

polluter pays principle. If one fails to 

submit emission permits, this will result 

in a fine of 100 euros per ton for the 

unsubmitted emissions, and must be 

submitted as part of emission permit 

applications in the following year.

In the emission trading platform or 

via direct trading, emissions allowances 

can be traded as in-house trading 

or over-the-counter, with 1 tonne of 

GHG (tonne CO2eq) being the unit of 

transaction.

KR’s analysis of ships subject to EU 

ETS application, based on EU MRV 

(Monitoring, Reporting and Verification) 

report data in 2020, shows that a total 

of 11,205 ships worldwide would be 

subject to the regulation. Based on the 

proposal adopted by the EU Parliament 

on 22 June 2022, the calculation of GHG 

emissions is based on 50% of non-EU 

emissions and 100% of internal EU 

emissions from 2024, and 100% of both 

non-EU and intra-EU emissions from 

2027 is the target.

When calculating the cost of 

applying the emission permit price of 85 

euros per ton of GHG emissions 

for these ships, based on the 

regulation coming into effect in 

2024, is about 7 billion euros 

per year. The regulation 

coming into effect in 2027 is 

expected to cost about 10 billion 

euros per year.

FuelEU Maritime 
FuelEU Maritime, which 

is expected to come into 

effect in 2025, is a legislative 

initiative designed to create 

new regulations on the use 

of renewable or low-carbon 

fuels in maritime transport. 

The major goal is to 

stimulate the demand for 

eco-friendly ship fuel by 

gradually strengthening 

the limit on GHG 
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emissions intensity of ships calling at EU 

ports by 2050. It can be considered the 

beginning of mandatory use of green 

fuel.

The GHG emissions intensity 

represents the percentage of GHG 

emissions calculated based on the 

whole process emission (WtW, Well-to-

Wake), which includes emissions from 

the process of fuel production to supply 

(WtT, Well-to-Tank) and the process of 

using the fuel (TtW, Tank-to-Wake).

In the case of using fuel with a 

higher intensity than the GHG intensity 

standard, the penalty is calculated by 

multiplying the calculated difference 

for each type of fuel used by the vessel, 

compared to the standard, by the 

amount of the penalty calculated based 

on the fuel consumption (4,500 euros 

presented by ENVI Committee). The 

intensity standard will be strengthened 

every five years from 2025.

If so, which fuel would be beneficial 

when FuelEU Maritime is introduced? 

In order to analyze the impact of each 

fuel following the introduction of FuelEU 

Maritime, KR tentatively set the GHG 

intensity threshold at 90.1gCO2eq/MJ 

and estimated of the total fine payment 

for each fuel type based on the EU ENVI 

Committee proposal.

The results found that most fossil 

fuels, including heavy oil for ships (HFO), 

will have to pay fines from 2025, while 

LNG (based on diesel cycle engines) will 

be able to operate without fines until 

2029. All fossil fuels will be subject to fines 

from 2030 and eventually, from a WtW 

perspective, low/carbon-free alternative 

fuels with low carbon emissions will be 

able to operate without fines.

Appropriate response
Fit for 55 is therefore expected 

to accelerate decarbonisation in 

the shipping sector. In addition to 

accelerating the development of ships 

with no carbon emissions - such as 

hydrogen, ammonia, and methanol - the 

move will also intensify competition to 

take the lead for the next generation of 

green ships. Moreover, EU regulations 

are highly likely to be expanded to the 

future IMO agreement, while the EU is 

promoting various additional climate 

change policies in addition to Fit for 

55. Green trends are likely to continue 

in the future, with an impact on global 

regulations. This means that we should 

take a close look at the EU’s movements 

and prepare for a pre-emptive response.

Based on the regulations cited 

above, it is clear that the shipping 

sector must prepare for the transition 

to carbon neutral and the time to make 

strategic decisions on future fuel, in 

order to achieve mid- to long-term 

decarbonisation reduction targets, is 

rapidly approaching. Furthermore, one 

must think beyond simply building an 

eco-friendly ship to make these ships 

worthy of the market and look at areas 

such as pre-production, manufacturing, 

operational phase. lifecycle of the 

ship, price of alternative fuels, supply 

stability, infrastructure requirements and 

financing strategy.

Above all, it should be remembered 

that decarbonisation is a challenge for 

everyone. Collaboration of maritime 

stakeholders, including individual 

shipping companies, shipyards, and 

classification societies, will have a 

more significant impact than individual 

shipping companies going it alone. l
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 SMI Industry Webinar

The latest in our series of industry debates, SMI 
teamed up with Stream Marine & Technical to 
debate the issue of ‘A Sustainable Future: How 
can the industry prepare for the green revolution 
and what lessons have we learned so far?

Moderated by Sean Moloney, CEO of Elaborate Communications, the panellists included: 
Martin White, CEO of the Stream Marine Training Group; Tony Int’ Hout, Director, Stream 
Marine & Technical; Patrick Lawson-Earley, Technical Authority, New and Alternative Fuels, 
Stream Marine & Technical; Tony Linden, Maritime Area Manager for UK & Ireland, DNV;  
and Kelly Malynn, ESG Strategy Lead for Marine, insurer Beazley.

The webinar, which was held in front of a live audience, looked at the history of the 
industry, the present environmental issues it is facing, and asked how the shipping 
industry can prepare for the green revolution. The panel discussed what lessons have 
been learnt so far from the first companies starting to sail using alternative and new fuels; 
and what industry support is needed to help shipping achieve a more sustainable future.



 SMI Industry Webinar

39 Issue 100 November/ December 2022      Ship Management International

Martin W
hite

Sean Moloney

Good morning, good afternoon, good evening everybody, 

wherever you are in the world and welcome to the latest in our 

webinars. And thank you very much to Stream Marine Training 

Group for their support with regards to this webinar. The webinar 

today is tackling the title of The sustainable future, how can the 

industry prepare for the green revolution and what lessons have 

been learnt so far, I’m going to hand over now to Martin White, 

CEO of the Stream Marine Training Group who will give a brief 

introduction on Stream Marine and get the ball rolling. So, Martin, 

without any further ado, over to you. 

Martin White

Yes, thanks very much, Sean and welcome everyone and thank 

you for joining today. I think there’s one thing we can all agree 

on, and that is that alternative fuels are coming fast and they 

are being pushed down from the UN through the IMO into 

the maritime industry. The whole industry is looking to refuel 

the world fleet and that comes with its challenges, and we’re 

engaged across multiple sectors of industry to help address 

those challenges. What we’re finding is that it’s not just a new 

technology, it’s a completely new design phase that the industry 

is going through; the industry is more open to sharing and 

supporting each other on that journey as we move towards the 

maritime 2050 objectives and beyond. 

Sean Moloney

Thank you very much indeed, Martin. I’m going to now hand 

over to Tony Int’ Hout, Director of Stream Marine and Technical. 

Tony Int’ Hout 

So, the goals and the objective for the industry is driven by the 

Paris Agreement which seeks to achieve an average global 

temperature increase below 2° Celsius above pre-industrial 

levels. The IMO took a little bit of a different take on it, but 

the idea is to reduce the carbon intensity by at least 40% 

by 2030 and 70% by 2050 relative to 2008 baseline. The first 

stage is the preparation stage which started in 2018: short 

term measures; there are basically the energy efficiency, the 

SEEMP, measurements and reporting and LNG preparation 

and that is basically phased out after 2023 when we go into the 

implementation stage. In the implementation stage, two items 

come into effect – one is the energy efficiency index for existing 

ships, the EEXI and carbon intensity indication for existing ships 

but also for design, so then it becomes EETI.

The energy efficiency exiting ship index is driven by CO2 

energy saving, gross tonnage and the vessel speed. So, this 

area is calculated by a very long formula, but what you will 

see immediately is that if I increase my gross tonnage, then 

my EEXI will be improved. That’s one of the big drivers for the 

larger container ships and large cruise ships. Ship speed is very 
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important as well, but you’ll see that the ship 

speed, when it increases, also increases 

the CO2 emissions, so we need to be 

careful what we do. We then have the 

technical measures and the registered 

SEEMP, (the Ship Energy Efficiency 

Measurement Plan) which is coming 

into effect in 2023. The carbon intensity 

indicator is a little bit like how your washing 

machine has a rating, so you get a rating A, 

B, C, D and E which is based on the CO2 emissions 

produced over a year, the capacity and the gas and then 

the distance of travel per year and the correction factor. The 

correction factor is designed for an individual ship. If you look 

at the carbon index, if it has a large capacity, total distance 

travelled, it means that the CII is very good but it can also be on 

the flip side and then we do lots of voyages and my CI index is 

very high. Companies chartering a ship want a good image and 

they want to aim for the highest. 

So, at the moment, we have an annual reduction of 1%, from 

2023 2% annual but if you want to hit the goal of 40% by 2030, 

you can see it will go extremely quickly and the CII index will 

also be monitored on a regular basis. The biggest problem I’m 

going to have of course here if I do not make my rating and I go 

to D or E, then my ship will be stopped from sailing, and I have 

to improve it.  Having said that, if I have a good carbon index 

ticked this year, that doesn’t mean next year that I will have the 

same because I have to reduce and so it’s a constant process of 

reducing and all the way up to 2050 where basically you get 70% 

reduction and that will be extremely hard to achieve. So, how 

can we achieve all these goals, and it’s not only the fuels. The 

fuels itself will not only be the option.  

What we have to look is the right balance of the engines so as 

not to not oversize the engines. This is also a negative effect 

because manoeuvring might be compromised in some cases 

so there will have to be an override installed.  Another option, 

of course, are fuel cells which are coming more on the market.  

I see companies also looking at nuclear and that’s an option as 

well so that’s actually in the direction of the fuel cell.  

Sean Moloney

I’d like now to hand over to Patrick Lawson-Earley, Technical 

Authority in Alternative Fuels at Stream Marine.  

Patrick Lawson-Earley 

So, there is training for compliance with the IGF code related to 

alternative fuels: there are the  advanced and the basic courses, 

the basic course being aimed at all seafarers and the advanced 

course being a little more for the senior officers involved. The 

IMO, STCW set standards for competence and then there are 

IMO model courses; there are UK Merchant Navy Training Board 

course criteria which cover all sorts of areas such as simulator 

training, firefighting training, enclosed space training, etc, all 

of which are incorporated into the IGF courses resulting in 

certificates of competence for service on IGF code vessels. 

 

But there are some issues: basic training is aimed squarely at 

safety which is very reasonable and is designed mainly to ensure 

that seafarers serving on vessels using alternative fuels, which 

means low flashpoint fuels such as LNG, methanol and others, 

and it looks at care and use and emergency response, and it’s 

really pitched at safety to ensure that seafarers serving on those 

vessels, understand the safety aspects of having low flashpoint 

fuels rather than normal oil fuels. That is because the IGF code is 

predicated on safety. The idea of the IGF code is to endeavour 

by risk assessment and regulation, to ensure the operation and 

maintenance of a vessel using low flashpoint fuel, is no less safe 

than a comparable ship using oil fuel. And that is really the thrust 

of the IGF code and although the aim of the alternative fuels is 

to meet the sustainable future goals, the training doesn’t really 
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address that.  And that goes for the advanced course, although 

we’re now looking at senior officers and the management of 

the fuels onboard and how we cope with LNG management 

and the management of other low flashpoint fuels, and how we 

use them in the engines, and how we use the fuel gas supply 

systems etc and the maintenance of those systems.  There 

really is nothing there that gives the seafarers any knowledge 

of why they’re doing it. We also run familiarisation courses for 

the industry because one of the other problems we have is that 

we offer mandatory training for the seafarers but the office staff 

have no knowledge of either the reasons for the changes to 

fuel, and why we’re reducing emissions. They also they have 

no real understanding of the different operating philosophies 

that are necessary in order to successfully use these fuels and 

successfully run the ships using them, and there are a lot of fuels 

out there and more are coming. 

It’s a constantly moving feast and the legislation does not keep 

pace so the industry is moving ahead itself, which is natural. 

There are industry organisations out there, the Society for Gas 

and Marine Fuel, the Methanol Institute, etc, who are providing 

some guidance and of course the classification societies do the 

same but again, the current training, the mandatory training, is 

geared towards the gas fuels, as is the IGF code. So pushing 

liquified natural gas effectively but of course, that is not the only 

option. Batteries, fuel cells, hybrid ships, hydrogen as a fuel, 

probably produced onboard ship from various sources, as well 

as ammonia, are very good fuels with low emissions but they 

are highly toxic. Methanol and alcohol are liquid fuels, not that 

difficult to handle but they have low flashpoints and alcohol is 

lightly corrosive; ammonia of course is highly corrosive.  

Each one of these fuels is different and, ideally, training for 

each fuel should be a separate course almost or certainly with 

a basic course. We could probably put all the fuels in one 

course but for the advanced course when we’re talking about 

managing the systems, maintaining the systems, there is a lot 

to be said for some form of splitting so that perhaps part of the 

course is general. And then there is a separate training regime 

with a mandatory requirement for each of the different fuels 

because they are so different.  Even within the LNG fuel systems 

onboard ship, there is a lot of variation in the systems and we’re 

finding that it’s necessary to tailor train to the specific systems 

onboard ships, And the method of training of course. Face-to-

face classroom training, traditional training, it works but it’s not 

necessarily the best answer.   

A lot of onboard training because there’s so much variation 

between different ship size, engine size, etc, and there is always 

a necessity for persons to learn their own system onboard 

ship after their formal training. There is a lot of online training 

available, but as with many things, alternative fuels training does 

not lend itself totally to online training because there have to 

be some practical elements.  There is a case for training ship 

staff effectively on how to deliver training to others on the ship. 

The use of simulation can be very good but again, with a lot 

of variation in systems and a lot of variation in use. Although 

the simulators currently offer a good overview of how the 

systems work, there is no simulator that we’re aware of that 

will also integrate the energy management side of things into 

the operation. At the moment, we’re just looking at practical, 

straightforward ways of ‘how do I stop my tank pressure going 

too high?’ rather than how do I manage the fuel and the ship 

operation and everything in order to limit carbon emissions. So 

there is a lot more that could be done.  

There is an argument that there is a need for integrated 

training. We’re bringing in an awful lot of new things into 

the industry, an awful lot of new technologies to meet 
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goals but not necessarily explaining to the seafarers on 

the ships or, in some cases, the shore management, as to 

why this is being done and what we’re actually trying to 

achieve, what the industry is hoping to get out of this, what 

the targets are.  

Yes, the industry’s got to meet the IMO targets, but from 

the seafarers’ point of view, there needs to be a much wider 

understanding of why we’re doing it and how we’re supposed 

to do it and what we are trying to achieve because seafarers 

need to understand why are we cutting emissions; they need 

to understand what happens if I spill my low flashpoint fuel, 

my LNG fuel; why is a methane emission bad?  Why are we 

using ammonia as a fuel, what benefits does it have, and then 

possibly looking at changes to the current certification and 

endorsements to demonstrate those seafarers who are trained 

on particular fuels, particular systems, particular operating 

methods, particular ship types similar to the way the tanker 

industry is currently organised. One of the other problems we 

have is officers who spend their entire career on one type of ship 

and then are coming across new systems and new experiences, 

which are not part of their ongoing plans. 

Training is vital because if we’re going to achieve what the 

industry is trying to achieve, we have to train properly.  We 

have to come up with a means of ensuring that our seafarers 

are competent and particularly manning reductions. Ultimately, 

we’re looking at something like automated ships, unmanned 

ships, autonomous vessels but the training still needs to be 

there in order to run even those vessels.   

Sean Moloney

Thank you very much indeed, Patrick I’m going to hand over 

now to Tony Linden, Maritime Area Manager for DNV.  Tony, 

you’re going to talk a little bit about the DNV’s perspective on 

the alternative fuels industry. 

Tony Linden

Absolutely, thank you Sean, thank you. As we’ve heard already 

today it’s very clear shipping has to be carbonised but the pace 

and direction of that transition is quite unclear; we’ve heard 

about the plethora of different fuels and options.  So, we need 

to try and understand some of the drivers that will ultimately 

determine what the future fuel mix will look like and I’ll focus 

on things like the fuel availability, the technology and the 

infrastructure that will drive those changes. It’s very clear that 

there’s pressure coming from all sides; we’ve heard a lot about 

the regulatory aspects this morning from the IMO and EU, but 

there’s also pressure from financiers and charterers to push for a 

faster progress on decarbonisation and arguably the regulations 

are not keeping pace with society’s push on this.  

Where we are right now, 2022, we see this as a working year, 

we’re making the preparations for EEXI, CII, and next year we 

see the actual implementation and where we are now. We have 

an ambition already set by the IMO to achieve a 40% reduction 

in intensity by 2030 and based on our calculations, that means 

5% of ship fuel by 2030 will need to be carbon neutral already. 

Furthermore, we know the IMO has ambitions to strengthen the 

regulations even further, we don’t know exactly what they will 

look like but there’s a number of working groups working on this 

now but we know that there are developments both on IMO, 

GHG standard to address the well-to-wake commissions of fuels 

and that’s in parallel to the Fuel EU Maritime Initiative, which we 

also expect.  Furthermore, cargo owners are pushing to get to 

net zero faster; many think the ambition of 50% by 2050 doesn’t 

go far enough and they want to see zero emission shipping by 
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2050. If you want finance for your ships it depends on strong 

environmental credentials.

The pressure is on to build and run compliant low-emission 

vessels. The good news is that the transition has already started 

and it’s actually accelerating so we’re already on the right road.  

If you look at the numbers so far, the share of ships on order with 

alternative fuels has tripled since 2019. If we look at it in terms of 

ship numbers, 21% of the order book today, about 1,050 ships, 

are vessels on alternative fuel.  If you look at it in tonnage in GT 

terms, it’s even better, it’s about 33% of the total order book and 

that shows that it’s really the larger vessels that are adopting 

these new fuels or alternative fuels sooner than the smaller 

vessels. There’s a limit on how far the energy efficiency measures 

and the slow steaming and operational measures can take us, 

of course, and there’s much anticipation about when these new 

fuels will really be available.  

So, this slide here is our estimation on when we think those 

technologies will be readily available when they will be 

sufficiently mature and available in the market as commercial 

designs.  If you look here, the figures show that methanol is 

the most developed technology with ammonia next in line, 

hydrogen coming along but focusing on short C-segment as 

well as developments in CCS. But you can see looking at those 

timelines, we’re a long way from having ammonia or even 

hydrogen vessels in the fleet, we’re talking 2030 and beyond, 

okay, and that’s important when you’re thinking about training.  

We do have some time to build that training pipeline because 

we’re not going to see these new fuels in the fleet in large 

numbers any time soon.

Just looking at one aspect of the challenges of these new fuels, 

if you look at the energy density and you compare the energy 

density of new fuels vis-à-vis a baseline of very low sulphur fuel 

oil, you can see that LNG requires a fuel tank size or volume 

of one point six to two times greater than conventional fuel.  

LPG is similar, one and a half to two times.  Methanol, two and 

a half times, ammonia, four times, hydrogen, six to ten times.  

So that’s a very practical constraint about some of these new 

fuels is where do you find the space on board to have these 

fuels or how do you adjust your operational profile to increase 

the bunkering intervals. So, what are the best alternative fuel 

options?  We’re often asked that and this is really our sort 

of simple way of looking at the different options today and 

summarising the current status against a number of different 

criteria and those criteria are the availability of the fuel, the 

infrastructure and storage of the fuel, the maturity of the 

technology, the density of the fuel, the energy density, the price 

of it but also most importantly why we’re doing it in the first 

place, the green credentials and you can see with this kind of 

traffic light sort of report how the different fuel options stack up.  

This is the picture in 2022, green credentials are not going to 

change much but of course availability, infrastructure, maturity, 

technology, these things will develop over time as the progress 

is made with the new fuels. 

DNV spends a lot of time trying to understand how this energy 

transition will roll out and what are the different pathways that 

shipowners can take and we do that so as we can provide 

good decisions to support material and preparation for the 

industry.  Maritime forecast is something that we do every 

year, I think we’re onto the sixth edition this year and this is an 

updated outlook on the regulation that drives technology and 

cost to decarbonise shipping.  The fuel transition in shipping 

is accelerating and key fuel technologies needed will be 

available in three to eight years.  The fuel transition at sea 

hinges on developments on land, fuel availability becomes 

a key challenge. The transition requires large onboard 

investments but even greater onshore investments. The 

future fuel mix is highly dependent on fuel prices and policy 

ambitions, shipowners need plans that reflect uncertain futures 

and fuel flexible solutions providing robustness and reducing 

carbon risks.



http://www.safests.com
http://www.shipmanagementinternational.com


46 Ship Management International      Issue 100 November/ December 2022

We can’t predict exactly what the future fuel mix will be, 

but we can look at the different drivers being regulatory, 

technology and fuel availability and cost and we can make some 

assumptions and around those assumptions. We can create 

different scenarios which can be used for this decision support, 

preparation and planning. The scenarios are based on two 

pathways, the current IMO pathway, 50% reduction by 2050 and 

a more ambitious pathway to fully decarbonisation by 2050. In 

each scenario, we have an advantage to one fuel family with a 

corresponding disadvantage to the other two.

 

With the note that in DNV we often talk about the two 

D’s, decarbonisation and digitalisation, just talking about 

digitalisation as a key driver for decarbonisation, we can learn 

a lot from other industries, most notably aviation or the oil and 

gas industry. There’s a lot of efficiencies that can be gained 

from digitalisation, not only in the operational phase of the 

vessels but also in the design of those ships to make them 

even more energy efficient. There is a lot of interest still in 

LNG as a transition fuel but increasing interest in methanol, 

experimentation with LPG, biofuels and early developments in 

hydrogen and ammonia.  The main decider, of course, is always 

cost, keep focused on energy efficiency for existing assets and 

also try to leverage digitalisation. We are facing uncertainties 

so flexibility building options is a key part to any shipping 

company’s strategy.  

Sean Moloney

Many thanks Tony. What do you think is going to be the 

preferred fuel option, sticking your neck out?

Tony Linden

Well, as I said, there are so many variables it’s difficult to 

predict.  What we can see in the next few years is that people 

will continue with these transitional fuels because they take you 

some way along with the energy efficiency measures 

onboard. That is most notably LNG but really the sort 

of the next kid on the block coming down the line is 

ammonia and there’s a lot of talk, particularly for deep 

sea shipping but ammonia won’t be suitable for all forms of 

shipping, particularly short sea, where we also see now batteries 

and hybridisation coming in as well. So, it’ll be a combination of 

many things, there won’t be one predominant fuel; for deep sea, 

LNG will continue and then ammonia from 2030 onwards; for 

short sea, batteries will play an increasing part along with shore 

power connection and other things.

Sean Moloney

Brilliant Tony, thank you very much indeed, really, really 

interesting stuff.  So I’m going to hand over now to our last 

presenter, Kelly Malynn from the insurance firm, Beazley. You’re 

going to give us an insurance perspective on the alternative 

fuels industry and you are Product Lead on cyber at Beazley as 

well but over to you, Kelly.

Kelly Malynn

I am currently underwriting cyber insurance for vessels and in 

the energy space, however, the other half of my role is looking 

at emerging and complex risk and leading on our ISG strategy 

within the marine division.  We spend quite a lot of time at 

Beazley looking at emerging risks and how they can impact us 

and that is what I’m going to cover today. It’s a slightly different 

take on the impact and the consequences of the points that 

the other speakers have made. Beazley is a global specialist 

insurer: we write insurances from marine hull and machinery 

right through to cyber, through to DNA, property, so we have 

specialist insurance in a number of areas and we do participate 

in the insurance of approximately 20% of the oceangoing trade. 

It is a significant part of our portfolio and one that we’re very 

proud of and so we need to make sure that we’re keeping up 

with the trends and the changes in technology as we move 

through the next few years. 
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In terms of insurance and how 

insurance is intended to work, 

there are typically two different 

types of events. There are 

attritional events, which are 

events that happen relatively 

frequently to one or two 

shipowners, such as breakdowns, 

or vessels running aground. 

These are unlikely to be total losses. And then you get systemic 

events which are events which will hit a number of people at the 

same time and cause significant losses.  Typically, traditionally, 

those were catastrophic events, natural catastrophes, weather 

events, but moreover we’re starting to see cyber systemic 

events. When we think about pricing and managing our 

insurance portfolio, we have to predict and identify what the 

factors are for each of those elements. 

What can happen is that the attritional frequency goes up more 

significantly and that is what we’re trying to identify, what the 

impact on attritional will be when we move to alternative fuels, 

because what we don’t want to happen is that the attritional 

gets so high that we can’t manage our cat portfolio.

The amount of vessels that are on alternative fuels and the 

percentage that we need to get to by 2030 to meet the IMO 

guidelines, creates an additional issue as people move to do 

things quickly before the experience is there. We are seeing 

early changes in claims and claims frequency. There have been 

very public losses in relation to car carriers linked to electric cars, 

we’re seeing salvage delays in terms of car salvages able to deal 

and manage with these events.  We’re already starting to see an 

increase or a change in the claims pattern associated with the 

changing technology and that’s what we’re looking to dive into 

when it comes to the alternative fuels. But why is it important?  

We need to start to predict where the risk areas are coming from 

so we can support clients and shipowners. If we blindly go into 

this change in claims, we will see a significant impact.  So, what’s 

going to be driving the concerns?  As I mentioned, is there the 

expertise to refit the fuel pumps, how available are they and what 

is the delay going to be, so are you going to have a loss of higher 

or less availability of vessels because the expertise, they’re waiting 

to get into the right port or into the right yard in order to have 

those repairs fixed. What is the availability of the technology and 

then lastly, what is the cost of that technology in general.

So those are the three things we need to consider as a market 

otherwise we might see that this relatively balanced future could 

end up being very much more extreme and if we see attrition 

going above 100, which means we’re then not covering our 

losses out of the insurance premiums, you will have insurance 

companies pulling out of the marine world, potentially just 

pulling out of alternatively fuelled vessels, which would be 

extremely damaging for the speed of the transition.  We don’t 

want to penalise those that are moving and adopting alternative 

fuels and ultimately that will lead to increased costs of insurance 

policies and a sudden increase in costs and insurance policies, 

which from our kind of climate responsibility perspective will 

again slow down the transition if people are paying for higher 

insurance premiums, that money, that capital is not available to 

invest in new and alternative fuels.

So we’re very, very keen to make sure we understand the risk 

associated with alternative fuels and are taking steady steps 

to ensure the insurance coverage is sufficient; that it is paid for 

sufficiently, but also that we can feed back any experience that 

we’re having back into the marine and shipowners so we can 

mitigate those losses early on. It’s not typical for an insurance 

company to do that predicting but as I said, supporting and 

understanding the risk helps us support those that are on an 

earlier transition path rather than penalise those. 

Sean Moloney

Thank you, Kelly.  l
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Issue 100

SMI celebrates 100th issue

SMI 100 -  
looking  
forward  
and back
A scan of the contemporary 
horizon and quick trawl back 
through the SMI archives on 
the occasion of the magazine’s 
100th issue.

Ship Management International magazine reaches 

its milestone 100th issue at another critical time 

for the shipping industry as it embarks in earnest 

on its reduction of greenhouse gases (GHG) on its 

longer journey towards decarbonisation.

As of 1 January 2023, all ships (5,000gt and 

over) will have to start compiling fuel consumption 

data and voyage date in order to calculate their 

Carbon Intensity Indicator (CII) rating under the 

International Maritime Organization’s new Energy 

Efficiency Existing Ship Index (EEXI). 

At the time of writing, the IMO’s Marine 

Environment Protection Committee was also 

in session on another crunch meeting ahead 

of deciding a revision of the IMO’s Initial GHG 

Strategy due to be adopted next year, with many 

calling for a reduction of shipping’s total GHG 

emissions to net zero by 2050, as opposed to the 

existing target of a 50% reduction (over 2008 levels). 

http://Shutterstock.com
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At the same time the thorny 

issue of market-based measures 

to incentivise decarbonisation will 

be further discussed at MEPC 79, 

with the industry lobbying hard for 

measures such as an International 

Maritime Sustainability Funding 

and Reward (IMSF&R) mechanism, 

whereby monies raised through 

any ‘carbon tax’ on shipping are 

ploughed back into helping fund the 

industry’s decarbonisation efforts.

And let’s remember here that 

weaning ships off fossil fuels will 

be no easy matter. For as long as 

anyone can remember the world 

was only too happy for ships to 

burn the sludge-like Heavy Fuel 

Oil left over from the refining 

process of crude oil as a means of 

ensuring cheap transport for its 

goods. The technology for zero-

emission deepsea shipping is still 

work in progress. 

Times have certainly changed 

- as SMI magazine has been 

documenting over the 16-and-a-

half years since its founding back 

in summer 2006, and as a quick 

scan of its front covers can testify 

– but at the same time many 

constants remain.

Returning to CII, for example, 

many argue that the equation for 

its calculation – as documented 

on p.63 – fails to do justice to 

the full complexities of shipping 

operations. INTERCARGO, for 

example, has stated its belief that 

“CII cannot be used to achieve 

the desired decarbonisation 

goals as under real life operating 

conditions it will not deliver 

equitable, transparent and non-

distorting emissions’ reductions.”

It was ever thus. Back in 

2010 when the IMO’s Energy 

Efficiency Design Index (EEDI) for 

newbuildings - forerunner of the 

EEXI – was first tabled ahead of 

its adoption the following year, 

ship owners argued that EEDI 

was “not effective” and that slow 

steaming was rather the answer 

- as conveyed by the front cover 

of SMI 27 (July/August 2009) with 

its headline ‘Owners slam IMO 

emissions index’.    

The previous issue’s coverlines 

had been “Drawing the Carbon 

War battlelines’ in a reference to 

the formation by Richard Branson 

and other leading industrialists 

of The Carbon War Room. As 

SMI reported, that body’s credo 

was that: “The time has come 

to change all aspects of activity 

in the world contributing to an 

inferior environment. That is not 

an option but a must. We must 

reduce harmful emissions aiming 

for and investing in a ZERO 

EMISSION SOCIETY.”

Indeed, it’s worth 

remembering that mounting 

concern over climate change 

pre-dated the COP 21 Paris 

Agreement of December 

2015 by quite some time and 

this sentiment was shared in 

shipping circles. For example, the 

September/October 2010 (SMI 

21) cover asked: “Is it time for the 

shipping industry to think green?”

Of course, shipping has always 

had environmental concerns at 

the top of its agenda, right back 

to the days of the introduction of 

the MARPOL Convention for the 

Prevention of Pollution by Ships 

back in 1973. A list of the different 

‘green’ issues embraced  by 

shipping since then would include 

– but by no means be limited 

to – the tackling of: oil spills (e.g. 

with the double-hull requirements 

Issue 91 Issue 71

Issue 81 Issue 63
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of OPA’90), harmful leaching from 

marine paints, transfer of invasive 

species by ballast water discharge 

and biofouling, throwing of plastics 

overboard… and of course the 

harmful air emissions of SOx NOx 

and particulate matter culminating 

in the IMO 2020 regulations that 

already caused a revolution in the 

make-up of marine fuels just a 

couple of years ago.

SMI has continuously covered 

such matters from its outset, 

Clean Oceans being one of its 

regular features highlighting latest 

developments and ‘issues’ on 

that front – as represented here 

by the reproduction of the issue 

50 (Jul/Aug 2014) cover echoing 

environmentalists’ concerns over 

Australia’s doubling of coal shipments 

across the Great Barrier Reef. 

Meanwhile, the idea of shipping’s 

harmful air emissions featured on the 

cover as early as the SMI 11 issue of 

January/February 2008.   

A focus on Digitalisation 

and the steady rise of big data, 

together with the possibilities 

held out by Artificial Intelligence 

(AI) and Machine Learning (ML), 

together with the importance of 

Innovation in general, has also 

progressively featured ever larger 

in the magazine, as suggested by 

the covers of SMI 71 and SMI 81.  

Meanwhile, other pillars 

of what are today called ESG 

(Environmental, Social & 

Governance) concerns have also 

cropped up regularly up on these 

pages since the outset. Gender 

diversity featured on the cover 

of the May/June 2009 SMI issue 

19 with the memorable image 

of a red stiletto cracking a pane 

of the proverbial ‘glass ceiling’, 

foreshadowing the tremendous 

strides forward on this issue made 

by the industry in recent years. 

Governance issues have been a 

steady item on SMI’s agenda, with 

for example the SMI 38 cover (July/

Aug 2012) unflinchingly tackling 

‘Bribery’ and how ‘Preventing 

a deal sweetener from landing 

you in jail’, while an SMI Round 

table sponsored by Copenhagen 

Business School’s ‘Blue MBA’ 

course and replayed in this year’s 

SMI 96 looked at the importance 

of succession planning within 

shipping companies.  

But above all it has been the ‘S’ 

of ‘Social’ and the fair treatment 

of seafarers, including a concern 

for their welfare - and increasingly 

their isolation and mental health 

– that has figured throughout the 

first 100 issues of the magazine. 

There have been some specific 

peaks in that focus, such as during 

the heights of the piracy scourge 

circa 2012, and then notably during 

the ‘crew change crisis’ that arrived 

with the onset of the Covid-

pandemic, rapidly followed up 

by the Russia-Ukraine conflict, by 

Issue 50 Issue 35

Issue 38 Issue 27
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which time the world in general has woken up to the 

importance of shipping in keeping trading moving 

and therefore of the vital role played by seafarers as 

‘key workers’.  

Plus there have been some notable incidents 

of the worrying ‘criminalisation’ of seafarers, as 

evidenced by the SMI 35 cover, the latter having been 

occasioned by the imprisonment of Capt. Francesco 

Schettino, master of the ill-fated Costa Concordia. 

More recently, wrongly jailed Polish captain who had 

been held for nearly two years in a Mexican prison 

as part of a drug smuggling investigation, gave a 

moving account of his ordeal at this year’s Maritime 

Cyprus event, as reported on the SMI news website at 

the time.  

But an appreciation of seafarers has been central 

to this magazine’s coverage of the industry from 

the very outset, and in this respect SMI has been 

in lockstep with organisations like InterManager, 

which has always stressed the importance of quality 

training and employment terms for the maritime 

workforce. The launch issue of SMI, back in May/

June 2006, featured many of the luminaries of the 

shipmanagement industry on its cover - including 

the likes of Rajaish Bajpaee, Peter Cremers, Andreas 

Droussiotis, Dirk Fry, Roberto Giorgi, and Douglas 

Lang, to name but a few – several of whom the 

magazine was able to revisit on the occasion 

of InterManager’s 30th anniversary supplement 

included within SMI 93 last year.  

And in his welcome column contained in that 

first issue, SMI Founder and launch Editor Sean 

Moloney wrote: “Having highly qualified, competent 

and hardworking crews onboard ship is not about 

corporate or commercial one-upmanship, it is about 

safety, clean seas and projecting a positive image 

about the shipping industry” - a message that very 

much remains true to this day. l

All 100 back issues of SMI can be found in their 

entirety in digital format on the website:  

https://shipmanagementinternational.com

Issue 19 Issue 1

Issue 11

SMI celebrates 100th issue
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Decarbonisation
Transparency on  
emissions will ease  
access to finance 
By Sally-Ann Underhill and
Priyanka Rajaram, transportation
lawyers at Reed Smith

One might reasonably have thought that the 

decarbonisation regulations and IMO goals, together 

with their impending deadlines would have started 

to make an impact. In fact, gross carbon emissions are rising – 

they rose by 4.9% just last year. 

It is clear, therefore, that decarbonisation goals alone are not 

working and so there is an increasing move towards mandatory 

reporting in the hope that this will lead to the industry becoming 

more compliant. Transparency regulations including the EU / UK 

(Monitoring, Reporting and Verifying) (MRV) regime attempt to 

aid compliance with decarbonisation goals, with enforcement 

action under the UK legislation starting next year.

Further, the EU (with the US and Singapore not far behind), is 

set to roll out a new set of Environment, Social and Governance 

(ESG) standards any day now, the European Parliament having 

voted overwhelmingly in November to introduce a Corporate 

Sustainability Reporting Directive (CSRD).  

New EU reporting requirements

The Directive will require companies listed on the EU stock 

exchanges (except for listed ‘micro companies’) and other 

‘large undertakings’ that are EU companies or EU subsidiaries 

of non-EU companies, to provide comprehensive data on their 

indirect ‘Scope 3’ greenhouse gas emissions – those emanating 

from their commodities’ supply chains, i.e. the shipping industry 

that transports over 80% of their trade. This, along with pressure 

from customers, who increasingly view the lifecycle-emissions 

of the commodities they purchase, has seen companies boost 

investment in supply chain emissions reporting. 

The finance sector has also joined the cause to put similar 

pressures on the shipping industry. Banking and trade finance 

organisations are increasingly deploying AI and data analytics 

to obtain faster and more verifiable data relating to greenhouse 

gas emissions of the main participants of the transaction. With 

major financial institutions committing to cut greenhouse gas 

emitters from their portfolios (for instance, the Net-Zero Banking 

Alliance and Poseidon Principles), the shipping industry will be 

bound to decarbonise due to its reporting requirements. 

Leading by example

The shipping industry has so far been receptive to these 

regulatory and commercial pressures on carbon transparency 

– companies such as Eagle Bulk and Genco have publicly 

reported their emission levels. It is worth noting that in the UK, 

certain companies have mandatory obligations on disclosure of 

climate-related financial information. 

According to the 2022 Webber Research & Advisory ESG 

Scorecard, 79% of the 52 shipping companies surveyed did 

some public reporting. It has been noted that there is significant 

overlap between those failing to report and those listed toward 

the bottom of Webber’s overall ESG rankings – transparency 

and compliance with decarbonisation regulations seem to go 

hand-in-hand!

Industry players are also investing significantly in the 

carbon-tracking, monitoring and reporting space. Zodiac 

Maritime’s new technology, aimed at simplifying reporting 

under the MRV, automates data capture and emissions 

calculations allowing it easily to track carbon output. Recently, 

a coalition of shipping majors, led by Shell and MSC, 

launched a tech accelerator for the maritime industry to 

measure and manage methane emissions. Bernhard Schulte 

Shipmanagement (BSM) has invested in a state-of-the-art Fleet 

Monitoring Centre to enable crew on board to monitor real-

time emissions and then make data driven decisions to achieve 

the most efficient vessel operations.

Such a focus on monitoring and transparency facilitates 

compliance with both the operational and technical aspects of 

IMO’s decarbonisation regulations, and this will only increase 

as more companies feel compelled to report ‘compliant’ 

emission levels. l
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HONG KONG
Special Report

Asia’s resilient
‘super-connector’

At the opening ceremony of this year’s 

sixth Hong Kong Maritime Week held in 

late November, leading officials of the 

Hong Kong Special Administrative Region (SAR) 

paid tribute to the city’s strong and resilient 

maritime community, pledging to support its 

continued growth as an international maritime 

centre and super-connector between China and 

the rest of the world. 

Mr Lam Sai-hung (pictured left), Chairman 

of the Hong Kong Maritime and Port Board 

(HKMPB) and Secretary for Transport and 

Logistics, pointed out that the SAR’s maritime 

industry comprises nearly 900 maritime-related 

companies that provide a wide variety of 

shipping services and employ around 167,000 

people, representing 4.5% of the city’s total 

workforce. 

“It is of the utmost importance to keep the 

maritime cluster vibrant,” he stressed, vowing that 

the Hong Kong SAR Government would continue 

to take proactive measures in support of domestic 

shipping and the city’s position as a leading 

international maritime centre. 

Hong Kong’s new Chief Executive Mr John Lee 

(pictured left) - who succeeded Carrie Lam in the 

post this July - also addressed the opening of HK 

Maritime Week via video address, where he paid 

tribute to the Government of China for its clear 

support of Hong Kong’s maritime ambitions and 

designation of it as lead financial and shipping 

centre within the Guangdong-Hong Kong-Macau 

Greater Bay Area (GBA) development plan. 

“The National 14th Five-Year Plan champions 

Hong Kong’s status as an international shipping 

centre,” he said. “That includes the development 

of high-value-added maritime services for better 

integration into our country’s overall progress 

and, more specifically, Hong Kong’s place in the 

development of a world-class port cluster.

“Our port, shipping and maritime services 

have long underpinned the development of 

the trading and logistics sector, one of our pillar 

industries,” he continued. “Last year, Hong 

Kong was the world’s sixth-largest trading centre, 

accounting for 3.1 per cent of international 

merchandise trade – some US$1.4 trillion in all. 

About 90 per cent of our cargo volume is carried 

by water, underlining the essential importance of 

our port and shipping sector.”

Mr Lee also pointed out that Hong Kong 

Port last year handled nearly 18 million TEU, 

making it one of the world’s 10 busiest container 

ports (albeit that the city has gradually slipped 

down those rankings with the steady growth of 

Mainland China container ports over the past 

decade or two).

The Chief Executive went on to confirm 

the SAR Government’s intention to “fully 

capitalise on our position as a high-value-

Mr Lam Sai-hung

Mr Lam Sai-hung

http://Shutterstock.com
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added maritime services centre and an important 

transhipment hub in the Asia-Pacific region.” He 

reminded that in July, the government had introduced 

half-rate profits-tax concessions for ship agents, ship 

managers and ship brokers, the move following earlier 

preferential tax regimes for ship-leasing companies, 

ship-leasing managers and marine insurers.

“We are confident that these, and other, measures will 

attract international maritime companies to establish a 

presence in Hong Kong,’ he said, reminding that already 

more than 11 per cent of the deadweight tonnage of the 

world’s merchant fleet is owned or managed by Hong Kong 

ship owners. 

Also, the Hong Kong Shipping Registry (HKSR) currently 

ranks as the fourth largest globally in terms of gross tonnage, 

he added, and has expanded its services for owners of HK 

registered ships residing abroad by opening HKSR Regional 

Desks in seven international cities. 

Other moves to boost the maritime sector will include 

launch of a Maritime Services Traineeship Scheme next 

year, targeting young people wishing to purseue a career 

in maritime law. 

The SAR Government is also strongly supportive of the 

port’s adoption of ‘smart’ and green policies. Forthcoming 

initiatives will include the setting up of a Port Community 

System to allow the sharing of data between operators and 

other stakeholders in order to boost the port’s efficiency and 

competitiveness, he said, as well as the introduction of LNG 

bunkering in the port for oceangoing ships.

Addressing a separate maritime forum in Hong Kong via 

video the previous week, Mr Lee had waxed lyrical, calling 

shipping “the lifeblood” of the city’s economy. He also 

promised his government would continue to “proactively 

entrench Hong Kong’s strengths” by further developing its 

high value-added maritime services.

“Thanks to such longstanding advantages as our friendly 

business environment, low and simple tax regime, the 

rule of law, world-class infrastructure and an abundance of 

professional talents, Hong Kong will continue to serve as the 

business and logistics gateway between the Mainland and 

the world,” Mr Lee had concluded. “This connectivity, and 

our deepening integration with the Mainland, will create 

fresh opportunities for Hong Kong and for the economies 

and companies that work with us.”

The dame theme was taken up by speakers in a panel 

discussion on the prospects and outlook for Hong Kong as 

a global maritime centre that was organised by Capital Link 

during Maritime Week.

Hing Chao (pictured right), 

Executive Chairman of Wah Kwong 

Maritime Holdings, observed that 

Hong Long’s role as “China’s premier 

business centre for offshore activities 

was well established and will only 

http://www.fairmontshipping.com.hk
http://www.magsaypeople.com
mailto:contact%40fairmontshipping.com?subject=
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be enhanced going forward.” Hong 

Kong can occupy a position that is 

“more in alignment with the rest of the 

world”, he said - citing the example of 

its current more liberal Covid policies 

than the Mainland - and thereby 

provide a better connection between 

China and the rest of the world. 

China’s ‘Dual Circulation’ policy 

of the past couple of years is very 

much based on this principle of 

connection, he continued, with great 

strides forward being taken through 

the Greater Bay Area project in 

areas such as the flow of talent and 

information. GBA is very much a two-

way street, he added, not merely 

about integrating Macau and Hong 

Kong into Mainland China but also 

extending Hong Kong’s more liberal 

business environment into Mainland 

China cities within the GBA.

“As China wants to maintain a 

role as a global trade facilitator, Hong 

Kong is really at the forefront in that 

discussion,” he stated.

Wellington 

Koo (pictured 

left), Executive 

Director of Valles 

Steamship and 

Chairman of 

the HKSOA, 

said he felt that 

the SAR Government’s introduction 

of tax incentives for different shipping 

sectors in recent years would attract 

more maritime stakeholders to have a 

position or office in Hong Kong. The 

city already boasts a strong maritime 

cluster, the world’s fourth largest flag 

and the presence of a lot of commercial 

principles, “which is key in attracting 

relevant maritime supporting sectors 

to come to Hong Kong as well,” he 

added.

Tapping resources of the GBA 

development plan also held out great 

potential, he continued. For example, 

“right now everyone’s talking about 

going green and smart,” he said, and 

Hong Kong companies are seeing the 

GBA as a springboard for launching 

new marine technologies and green 

ideas into the rest of China and the 

global market. Shenzhen has a solid 

record in technological achievement, 

he pointed out, while Guangzhou has 

well established shipyards, plus the 

Mainland area within the GBA has 

strong maritime training facilities, all 

of which represent “developments 

that Hong Kong can definitely benefit 

from.”  

Other panellists pointed to Hong 

Kong’s continuing strong position in 

providing financial, 

legal and other 

professional business 

services to shipping. 

Lianjun Li (pictured 

left) of Reed Smith 

reminded that 

many ‘One Belt, 

One Road’ - aka 

Belt and Road 

Initiative (BRI) 

- projects were 

ongoing, albeit 

less proactively 

since the advent of Covid, and many of 

these looked to Hong Kong for dispute 

resolution.

James Tong (pictured above) of 

Citi observed that “money continues 

to flow in Hong Kong”, the value of 

companies listed on the Hong Kong 

Stock Exchange having increased 13% 

of late to $26.4trn, partly as a result of 

international trade tensions and Chinese 

companies’ fear of being de-listed in 

the US, leading them to list closer to 

home. And shipping’s energy transition 

meant there would be great need for 

green finance, he added, including from 

Chinese leasing companies, and “this 

is an area where Hong Kong with its 

experience can play a key part.”

Editorial credit: Colin Hui / Shutterstock.com

http://Shutterstock.com
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Ship owners
Hong Kong-based owners and operators are certainly doing 

their bit to embrace green shipping. Liner giant Orient Overseas 

Container Line (OOCL) recently announced a newbuilding order 

of seven methanol-compatible dual fuel 24,000TEU container 

vessels with expected delivery starting from the third quarter 

of 2026. The vessels will be built by Nantong COSCO KHI Ship 

Engineering Co at a cost of $240m each.

“We believe that we can be green and competitive at the 

same time, without sacrificing one over the other,” said Mr 

Kenny Ye, Chief Operating Officer at OOCL. ‘These methanol-

compatible vessels represent a hugely important step on our 

decarbonisation journey towards a greener future.”

Dry bulk owner Pacific Basin has also opted for methanol. 

In May this year it signed a Memorandum of Understanding 

with Nihon Shipyard Co and Mitsui & Co to cooperate on 

the development of zero-emission vessels and potential 

investment in related green fuel bunkering infrastructure. The 

company said it had completed a feasibility assessment of 

the various potential green fuels and concluded that green 

methanol is currently the best fuel around with which to plan 

its first generation of zero-emission vessels, while noting 

that it expected biofuels and ammonia to also feature in the 

industry’s fuel mix going forward. 

Mr Martin Fruergaard, CEO of Pacific Basin, added: ‘‘Drawing 

on the collective expertise of our partners, we are confident that 

methanol is currently the most suitable future fuel for Handysize 

and Supramax bulk carriers, and we believe the infrastructure to 

produce and distribute green methanol is coming. 

“We are now embarking on the next stage of our 

decarbonisation project, which is to develop a highly efficient 

ship design around which we plan to contract our first 

generation of dual-fuel zero-emission newbuildings, again 

in collaboration with our Japanese partners. We want to be 

at the forefront of our segment’s transition to zero-emission 

vessels which should enable us to meet our target of zero 

emissions by 2050. Through our example, we hope to help 

accelerate the transition and make zero-emission vessels the 

default choice in the dry bulk sector by 2030.’’ 

Wah Kwong celebrated its 70th anniversary this year 

under the theme and new logo of ‘Sailing into a New Era’. 

The company has seen a major expansion of its owned and 

managed fleet of late, including a dozen newbuildings in the 

VLGC, VLCC and bulk carrier sectors. It currently owns some 

21 vessels and, after adding ship management to its portfolio 

in 2018, now has more than 70 vessels under management. 

It recently partnered with classification society Bureau Veritas 

and a subsidiary of Shanghai Marine Diesel Engine Research 

Institute, to study the feasibility of installing carbon capture 

and storage units on existing bulk vessels to meet 2030 

Carbon Intensity Indicator (CII) targets.

Mandarin Shipping recently completed taking delivery of a series 

of six 1,700teu TOPAZ class feeder containerships from Zheijang 

Ouhua Shipyard in China. Designed by a leading German naval 

architecture house, the vessels combine optimal cargo carrying 

capacity with exceptional fuel efficiency, with particular attention 

paid at the design and construction stage to ensure vessels meet all 

current environmental regulations, including Ballast Water Treatment 

plants, Ship Recycling Convention ‘Green Passport’ and advanced 

incinerator and oily water separator. The new vessels’ ‘Bangkokmax’ 

size makes them ideal for accessing shallow smaller ports; they are 

deployed on Asian feeder trades, particularly on the Maritime Silk 

Road, part of the multi-billion-dollar BRI.

Also of note are the new generation of passenger eco-

ferries being built with government funding for Hong Kong & 

Kowloon Ferry Limited, to serve the outlying islands of Lamma, 

Peng Chau, and Hei Ling Chau. The nine high speed craft 

(HSC) will be built by local yard Cheoy Lee, eight in carbon fibre 

composite and one in aluminium, and classed by Bureau Veritas, 

Hong Kong Special Report
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for delivery between the end of 2023 and 

early 2025.

Measuring 35-40 metres in length, 

two of the nine ferries will be propelled by 

diesel electric hybrid propulsion systems as 

part of a trial program led by Hong Kong’s 

Environmental Protection Department, 

enabling them to operate in zero-emission 

mode as an option during manoeuvring and 

berthing. All units will be fitted with solar 

panels and battery systems for onboard 

electricity consumption, as well as air-cooled 

Lithium-ion modular battery systems as an 

alternative propulsion system. 

Ship managers
Among Hong Kong-based ship 

managers, the technical arm of the 

Anglo-Eastern Univan Group, Anglo-

Eastern Technical Services (AETS) has 

come up with an innovative ammonia-

fuelled ‘Newcastlemax’ bulker design, 

which has been granted Approval in 

Principle by ABS. The dual-fuel vessel 

design sacrifices no cargo space by using 

deck-mounted IMO Type C tanks under 

the accommodation block on each side 

of the vessel. AETS has designed the 

system for retrofit to existing vessels as 

well as ammonia-fuelled and ammonia-

ready newbuildings.

“The transition to alternative fuels 

is an unavoidable part of our industry’s 

journey towards net-zero propulsion 

technologies,” said Bjorn Hojgaard, 

Group CEO. “Having in place advanced 

alternative ship designs of equivalent 

safety as conventional vessels will facilitate 

the rate of adaptation. We are proud to 

be a first mover at this critical juncture of 

decarbonising international shipping,” 

Arunava Sengupta, MD of AETS, added 

that screening and validation of the “zero-

emission, zero-cargo-volume-loss vessel 

design” by major lass society ABS marked 

an important step forward in development 

of the vessel. 

Wallem Group has just opened a new 

training facility in Manila, which among 

other things will be training seafarers in the 

green technologies in use aboard vessels 

in its managed fleet, including dual-fuel 

engines. “We are ready to upgrade the 

training of our seafarers to make them 

competitive with new technologies on 

board,” declared Capt. Ceferino Leal 

Jr., President and General Manager of 

Westminster Seafarer Management 

Philippines Inc., the crewing company that 

recruits crew exclusively for Wallem Ship 

Management. 

“We are tying up with suppliers of 

training programmes like Seagull on how 

we can provide training to our seafarers on 

dual fuel as this requires actual participation 

in bunkering. We also have training on water 

ballast management systems like the use of 

scrubbers. We are now aligned with the new 

technology to come, all of which is being 

programmed by Wallem.”

Fleet Ship Management, part of the 

Caravel Group, is another of the world’s 

largest independent third-party ship 

management companies based in Hong 

Kong. It has a fleet of over 600 vessels 

of al types and ages under technical 

management. 

The company is taking highly 

proactive approach to the new EEXI 

and CII energy efficiency regulations 

for ships and has produced a special 

guide for ship owners and crews on the 

subject, available on its website. This 

points out that the company’s proprietary 

technology platform PARIS (Planning 

And Reporting Infrastructure for Ships) 

has evolved into a digital ecosystem that 

provides a range of digital products and 

services to plan, analyse and optimise the 

performance and efficiency of the vessels 

under its management. 

Fairmont-Magsaysay Ship 

Management and Maritime Services is a 

full-service ship and crew manager with 

overseas offices in Vancouver, Manila, 

Japan, Indonesia and the UK, alongside 

its Hong Kong base. It prides itself on 

observing highest safety and quality 

standards and on being a frontrunner in 

environmental, world-class HR and other 

best practices in the industry. 

Fairmont Shipping’s President, 

Matthew McAfee,  has gone on record 

as describing this as “likely the most 

challenging time Hong Kong has faced 

in the last several decades” but at the 

same time talking up the city’s extreme 

“resilience” and key role within the GBA 

as its most international component.

Hong Kong-based Landbridge 

manages a fleet of five VLCC tankers, 

averaging less than four years, offering full 

technical and commercial management 

services. As its ships are still quite young, 

the entire fleet is in full compliance with 

the EEXI transition, notes MD Sanjeev 

Verma (pictured below). However, in the 

last drydocking it 

has switched to 

higher performance 

silicon paints 

to reduce fuel 

consumption and 

improve carbon 

footprint, he adds.

As regards Hong Kong’s continuing 

attractiveness as a base for ship 

management, the Landbridge MD points 

to its geographical advantage of being 

close not only to Mainland China but also 

crewing centres India and the Philippines. 

‘Ship management is a people-centric 

business,” he says, “we need highly 

talented people to run it .” Besides in 

state-owned enterprises, the talent pool in 

PRC has still to prove itself, he believes.

China’s zero-Covid policies over 

the past two-and-a-half years have also 

proved very testing, he notes. While 

the rest of the world was open for the 

business, ship management companies in 

HK were forced to work remotely as any 

overseas trips required 21 days of hotel 

quarantine upon return, a duration which 

has gradually reduced and only reached 

zero in September this year. 

“In our ship management business 

travelling and meeting is important to keep 

our business growing,” he adds, urging 

that local restrictions be lifted “as quickly 

as possible if we are to save Hong Kong as 

a shipping hub in the coming few years”. 

In addition, authorities around the world 

must respect the rights of seafarers as key 

workers and allow them to travel freely, he 

adds, ‘treating them with dignity”. l
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The best is  
yet to come 

Hong Kong Special Report
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Hong Kong will continue to shine as a world 
leader in international dispute resolution and legal 
services, write Hill Dickinson’s Damien Laracy  
and Raymond Chan

In his speech delivered in Hong Kong on 1 July 

2022, President Xi Jinping, for the very first time, 

expressed support for maintaining “the common 

law” of Hong Kong. This has dispelled recent concerns 

over the preservation and continuance of the common 

law of Hong Kong as well as demonstrating the 

Central Government’s resolve to further enhance Hong 

Kong’s legal and dispute resolution services within the 

Greater Bay Area (“GBA”). Indeed, Hong Kong has 

been a popular location for international arbitrations 

and legal services for years. Such a role has in recent 

years been reinforced and strengthened by the mutual 

cooperation and access between Hong Kong and other 

cities in GBA as well as the rest of the Mainland China.

Under the “Arrangement Concerning Mutual 

Assistance in Court-ordered Interim Measures in Aid of 

Arbitral Proceedings by the Courts of the Mainland of 

the Hong Kong Special Administrative Region”, Hong 

Kong is the only seat of arbitration (outside of Mainland 

China) where parties to arbitrations administered by 

qualified arbitral institutions may obtain interim relief 

from Mainland Courts for preservation of conduct, 

evidence and assets. Hill Dickinson Hong Kong was 

the first law firm in Hong Kong to successfully obtain 

an order from a Mainland Chinese court for interim 

measures in aid of an arbitration administered by the 

HKIAC. It only took around seven days (from the filing 

of the application with the HKIAC) for the claimant 

represented by Hill Dickinson Hong Kong to obtain a 

property preservation order from the Shanghai Maritime 

Court. This is a clear example of how Hong Kong as a 

seat of arbitration can uniquely and effectively protect 

the interests of parties to China-related arbitrations. 

Moreover, the Hong Kong legislature has 

recently passed (on 26 October 2022) the “Mainland 

Judgments in Civil and Commercial Matters (Reciprocal 

Enforcement) Ordinance”, which is expected to come 

into force in 2023. The new Ordinance is a significant 

move forward from the current reciprocity regime (which 

only applies to monetary judgments based on contracts 

with a choice of Hong Kong/ Mainland court agreement) 

and will cover Hong Kong/ Mainland judgments on 

civil and commercial matters in general (with only 

few exceptions). This will greatly assist Hong Kong 

litigators with the recognition and enforcement of civil 

and commercial judgments against assets in Mainland 

China, which will be able to be completed via a simple 

registration process. 

Being the only common law jurisdiction in China, 

and with its close links to the Mainland China, Hong 

Kong has always been the bridge between the world 

and the Mainland China. With the continued growth of 

the common law of Hong Kong and its strengthening 

reciprocal cooperation with its Mainland counterparts, 

Hong Kong will continue to flourish both as an 

international dispute resolution and legal services hub 

and as a ‘super-connector’ between the world and the 

GBA and beyond. l



AdHoc

Carbon Intensity Indicator:
‘the devil is in the detail’
By Dr Martin Stopford, leading maritime analyst and economist

Alternative Viewpoint
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Nobody could describe IMO’s CII (Carbon Intensity 

Indicator) as rocket science! All it does, when it 

comes into force in January 2023, is divide a ship’s 

carbon emissions by its transport work to produce the 

magic indicator which shows the carbon efficiency of the 

ship in period t.   

But “the devil is in the detail”, as they say, and several recent 

papers  based on spreadsheet analysis argue that this simple 

formula should be adjusted to compensate for operational 

variables such as ‘waiting time’ and ‘voyage distance’. Their 

spreadsheet models demonstrate that extreme values of these 

key variables can demote a ship from CII category A to CII 

category D. So, they argue, a correction factor should be added 

to compensate. But the CII, which comes into force on the 1st of 

January, is correction free. Is this an injustice waiting to happen?

We all know that spreadsheets never lie but loading up 

the CII with correction factors misses the point. It’s a bit like 

correcting your slimming diet because you ate burger and 

chips when that was the only take-away available! The CII is 

an incentive to remove all sorts of operational emissions. It is a 

simplistic starting point, relying on good will and common sense 

to make it work. If a ship on a 500-mile round voyage gets a D 

rating because it spends 170 days a year waiting, with emissions, 

a correction factor does not help climate change – better to find 

an operational solution, even if it is difficult and needs the cargo 

owner to be involved!

This quest for creative solutions makes the IMO’s new Data 

Collection System (DCS) a crucial innovation: - 

“From 1 January 2023 it will be mandatory for all ships to 

calculate their attained Energy Efficiency Existing Ship Index 

(EEXI) to measure their energy efficiency and to initiate the 

collection of data for the reporting of their annual operational 

carbon intensity indicator (CII) and CII rating”, says the IMO.

Detailed and accurate fuel consumption data will allow 

companies to monitor carbon emissions in detail. Because 

shipping is a globally dispersed business, in the past many 

companies have struggled to extract this data on a timely basis. 

CII is a lever to ensure that in future the data is collected 

and acted on. It gives chief engineers and equipment 

manufacturers an incentive to supply this information 

digitally from integrated systems, with flow meters and other 

telematics, on the main engine; auxiliaries; auxiliary boilers; 

MDO/MGO; cooling water; cylinder oil and electrical systems. 

Since this means re-thinking shipboard information systems, 

it will not happen in the near future. But it is a commercially 

important way of providing the detailed KPIs companies for 

fine tuning emissions from energy consumption.

But this is not just about managing emissions. A by-

product should be better management of a bulk shipping 

company’s biggest cost - fuel. As Peter Drucker, the 

management guru, famously said “If you can’t measure it, you 

can’t improve it”! 

Making the CII work means less oil fuel used. This is 

important because most of today’s merchant ships will be 

relying on heavy fuel oil for years to come. The share of 

fuel costs in the total budget is on a rising trend. The chart 

shows that the cost of fuel for a new MR tanker is about 48% 

of total ship costs. So far, few companies have been able 

to make digital technology earn its keep, but CII aims to 

do exactly that. As the emissions go down, so will the fuel 

costs, and those spreadsheets could be needed to figure 

out the profits! l
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Big shippers, the mega-firms that fill up more 

containers than anyone else, like to advertise their 

green credentials. Accordingly, they let it be known 

that they will insist on shipping their cargo aboard the 

greenest possible ships. It’s a message, they assume, which 

will resonate with their customers who themselves are in 

the process of being educated on the mysteries of the 

supply chain. 

The big question is whether this resolution to act in the most 

‘sustainable’ fashion will persist, should cheaper alternatives 

be available to shippers who may be faced with more costly 

rates for the greener vessels? Because it is more than likely that 

the number of ships, which can truly claim to be sustainable 

on account of the specialist fuel they will be burning, will, for 

some considerable time, be limited. And the fuel itself, with 

shipping having to queue up in competition with other landside 

consumers, will be substantially more expensive. 

It might be suggested that these big shippers will always call 

the shots, but in the past, the best of intentions have been quietly 

overlooked when the costs of doing the decent thing have 

been judged too high by their internal bean-counters. Recall, for 

instance the pressure put upon large companies to use shipping 

on the grounds that it was kinder to the environment than road 

haulage on long-intra-European routes. For years, appeals to the 

conscience of these organisations fell on stony ground on the 

simple grounds of comparative costs, although the were some 

who would grudgingly concede that “all things being equal” 

they would look to ship their goods by sea. The cost of truck 

transport invariably made it a difficult decision. 

Look back rather further to the debates in the 1980s and 

90s about sub-standard shipping, with the big shippers using 

time-expired capesize bulkers seemingly unconcerned about 

the rate of these ships sinking. Would the biggest users of these 

ships opt for quality tonnage, instead of risking their cargoes and 

seafarers’ lives aboard ships of questionable quality? Would they 

be prepared to pay a bit more on the rate for high quality ships? 

The answer was unequivocally in the negative – the cheapest 

ships would get the work. 

What about the power of the ordinary man and woman 

in the street – ostensibly concerned with climate change and 

the environment in a way that never has been the case before. 

Will not ‘people power’ ensure that the big shippers step up 

to the plate and put their weight behind greener modes of sea 

transport? Arguably, this is something of an unknown quantity 

and while the public might have green inclinations, they are, just 

like users of ships, interested in a bargain, when their cost of living 

is inexorably rising. 

It is worth looking back a few years to a campaign to try and 

persuade those who buy produce from abroad to ensure that 

the producers were paid a ‘fair’ price for their labours and not 

exploited for their market weakness. It worked quite well, but an 

attempt to ensure that the people working on ships carrying the 

fair-priced produce were paid a fair wage, fell at the first hurdle. 

Nobody was interested. Maybe that should not have been a 

surprise, except that some years earlier a campaign in the US 

exposed the disgraceful conditions that the hotel 

staff on some elderly cruise ships operating in the US market 

were suffering. Prospective passengers, it was argued, should 

boycott these cruise ships until their behaviour improved in line 

with the best run lines. Were the passengers even slightly put off 

by being told about what was going on behind the “green baize 

door” that led into the crew accommodation? Not in the slightest 

– all that mattered was the apparent bargain that was on offer for 

a few days of ‘glamour’ afloat. 

Maybe the resolution of the carriers to go green and stay 

that way will persist against the tide of higher costs or cheaper 

alternatives. Perhaps tighter regulation of emissions will help. But 

the upcoming contest between conscience and costs will be one 

to watch. l

Conscience or cost – 
which will win? 
By Michael Grey, MBE, an internationally respected maritime commentator

Alternative Viewpoint
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Offshore

Brazil’s OSV sector 
bounces back 

Thanks to rapidly rising energy 

and oil prices as well as the 

continuing war in Ukraine, the 

number of Offshore Support Vessels 

(OSVs) operating in Brazilian waters has 

nudged over the 400-mark for the first 

time since 2015. Daily charter rates have 

also seen a surge since the dark months 

of 2020, a year dominated by the Covid 

pandemic. That is set to continue next 

year under new President Luiz Inácio 

Lula da Silva (‘Lula’), whose incoming 

administration has indicated it will take 

a non-interventionist stance towards oil 

major Petrobras’ operations.

According to figures released in 

August by the Brazilian Association 

for Offshore Support Vessel operators 

(ABEAM), the number of OSVs deployed 

in Brazil totals 411, of which 367 are 

Brazilian flag and just 41 foreign flag (FF) 

ships. This compares with 247 Brazilian-

flagged OSVs and 229 FF vessels (for a 

grand total of 476) registered in March 

2015, the peak of the market, the FF 

share in particular having fallen off.

Many FF operators, especially 

Norwegian ones - such as BRAM, DOF/

Norskan, Farstad and Siem Offshore 

- have invested heavily in building up 

their own fleets of Brazilian built, and 

therefore Brazilian-flagged, vessels 

to be able to take advantage of 

local legislation that decrees that the 

shipowner is allowed to charter in from 

abroad half the tonnage of its already 

Brazilian-flagged fleet. Regulations 

also insist the ship’s Master and Chief 

Engineer must be Brazilian, but in 

practice all crew tend to be expensive 

Brazilian seafarers, due to strong 

pressure from mariners’ unions and 

the Brazilian Navy.  Some of these FF 

operators have also been able to bring 

some of their fleet under the Brazilian 

flag using REB (alternative Brazilian 

Register) regulations.

“The rules have always stated that 

if a Brazilian-flag vessel is available then 

the foreign flag vessels must be ignored 

and the local ships must be chartered 

instead,” explained Armando Freigedo 

Rodrigues, an offshore expert at Rio de 

Janeiro-based Aquapar consultancy. 

“And when the exploration and 

production plunged (after recession hit 

Brazil post 2015) it led to a lot of  

re-flagging.”

State-owned Petrobras remains the 

dominant OSV charterer accounting 

for some 90% of the market, the other 

10% being shared between Equinor 

(formerly Statoil, the Norwegian state-

controlled oil giant), Total and Shell, was 

well as smaller players like Petro Rio and 

Perenco. 

Boosted recently by the Ukraine-

Russia conflict – and the concomitant 

oil price rising from $75 a barrel up to 

$123.60 at one point although it was $85 

as we went to press – Brazilian offshore 

activity has been picking up and charter 

rates have been rising.

“The future is looking much more 

positive now,” Gustavo Machado, the 

President of ABEAM told SMI. “After the 

peak in 2015 there had been a steady 

slump but both chartering rates and 



Offshore
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Brazil’s OSV sector 
bounces back 

Petrobras activity started to improve in 

2019… but then came Covid!”

Machado added that in 2020 several 

exploratory campaigns by Petrobras and 

other IOCs were shelved and that was 

followed by a “steady 2021” and “some 

minor recoveries in the market” so far 

this year.

“The mood is much more optimistic 

now,” he stated, “as we have been 

seeing more chartering contracts and 

daily rates are recovering too.”

Referencing recent rounds of 

Petrobras tenders, the ABEAM chief 

reported that the winning bid daily rate 

for PSV3000s was between $23,000 and 

$24K per day (pd), for PSV4500s was 

around $34K pd and for two AHTSs was 

between $34.6K pd (Norskan) and $35K 

pd (Asgaard Bourbon). These rates are 

up from $20k pd and $25k pd in June of 

this year, rates which in turn were up 33% 

and 25% on June 2021. This evidences 

the strong bounce enjoyed by OSV 

operators - although between 2010 and 

2015 Petrobras was regulatly paying $35K 

pd and more for PSV 4500s.

“We are keeping a close eye on the 

oil price and also on the number of wells 

being drilled by Petrobras and others as 

chartering campaigns are usually planned 

in the long term,” added Machado. 

“And with this in mind we are expecting 

increased chartering between now and 

2024 but from 2024 to 2026 we expect the 

market to stabilise again.”

Brazil currently produces around 

3 million barrels of oil per day (Mb/d) 

mostly from the Santos and Campos 

basins, located off the coasts of Rio de 

Janeiro and Sao Paulo states. In 2006 

the discovery of the giant ‘pre-salt field’ 

under the Santos Basin saw renewed 

investment in FPSOs and drill ships from 

Petrobras and the IOCs, and they all need 

a panoply of OSVs.

Rising oil prices since the Ukraine 

conflict began in February served to 

increased activity in Brazil, Rodriguez 

confirmed. “With oil at $120 per barrel in 

June, Petrobras will pump all it can from 

the pre-salt wells to make some extra 

billion dollars while the price rides high,” 

he said, adding that Petrobras had been 

“quite active” with new tenders in recent 

months, mostly for three or four-year 

contracts. 

“The idleness of the Brazilian 

offshore fleet is reduced now,” he added, 

“although some smaller PSVs are still 

finding it hard to return to work, with 

some being converted into other uses. 

Following an OSV newbuilding surge 

that began in 2010, Brazilian-flagged 

OSVs now number 367 (120 more than in 

2015), but here are barely any being built 

today as the market is saturated.

Arnaldo Calbucci is COO of Wilson, 

Sons Holdings Brasil SA, parent of 

WSUT - a joint venture between Wilson, 

Sons and Chilean firm Ultramar- which 

is both an OSV operator and has its 

own shipyard in Guaruja outside Port of 

Santos. He told SMI that no more OSV 

orders are pending in Brazil. The Wilson, 

Sons shipyard has been busy building 

new tugs instead, he said, as well as 

upgrading some PSVs from DP1 to DP2 

and converting other older ones into Pipe 

Laying Support Vessels (PLSVs) for which 

there is a shortage in Brazil right now. 

“We are keeping our yard active with 

conversions and overall we are bullish 

about the future now,” Calbucci told 

SMI. “The situation is slowly improving 

and there is visibly more demand from 

both Petrobras and the international oil 

companies, so this year is better than last 

year and 2023 promises to be better still. 

Oil companies realise that OSV operators 

are not willing to work for very bad rates 

as we did in the past. 

“Some people were saying a few 

years ago that the oil sector was dying, 

but that’s impossible with what is 

happening today. I think we have at least 

10 more years of good demand before 

gas and more wind an d solar energies 

take precedence.” l

Leading OSV operators in Brazil by no. of vessels

Brazilian flag

Foreign flag

SOURCE: ABEAM
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Advances in immersive  
technologies set to transform 

passenger ship evacuation

Autonomous technology is 

now a reality, and augmented 

environments, artificial 

intelligence and virtual realities are 

unlocking huge potential to connect 

ship-to-shore in new ways. According to 

Survitec, these immersive technologies 

will inevitably revolutionise ship safety 

procedures and set the bar for new 

lifesaving practices in the years ahead. 

A poignant example given by the 

Survival Technology specialist hones 

into vessel evacuation procedures. 

Under SOLAS regulations, one crew 

member is required for every liferaft 

onboard. With the recent technological 

advancements made in autonomous 

vessels and resulting smaller crews, 

this could now prove unsustainable, 

leaving a question mark around how 

passengers and crew are evacuated in 

a safe and accountable manner. 

Richard McCormick, Survitec’s 

AES and MES Product Manager, 

says we face a future where cruise 

and passenger ship safety systems 

become digitally managed and highly 

automated. He predicts the change 

will take time, as safety regulations will 

require updating. However, he points 

to the widescale adoption of digital 

technologies in other fields of ship 

operation and the fact that the digital 

revolution is being quickly embraced 

and is accelerating fast.

“Look at our new Seahaven system 

for cruise ships, which was granted 

Certificate of Type Approval by Lloyd’s 

Register with certification handed over 

at SMM in September. Seahaven is 

the world’s largest inflatable lifeboat 

designed to evacuate 1,060 persons 

in less than 22 minutes. Seahaven is 

autonomous in nature, launching and 

inflating with the push of a button. It 

will transform cruise ship evacuation 

and is ready to be implemented by 

cruise lines.” 

Fellow Survitec colleague Stew 

Gregory has been closely involved in 

the development of Seahaven and 

its support functions. “When you’re 

developing a transformative safety 

product, you need transformative 

training and service solutions to support 

it. This is where immersive technology 

comes into its own.”

In a busy, fast-growing world where connectivity is key, global 
survival technology solutions provider Survitec is exploring new 
and transformative ways to enhance their customer experience, 

increase efficiencies and reduce risk.
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Gregory continues, “Imagine 

creating immersive environments 

where people 5,000 miles from each 

other can interact as if in person, 

together. Travel costs are removed, 

time is saved, and questions can be 

clearly resolved through immersive 

virtual technologies. The benefits of 

this technology can lead to increased 

efficiencies. The opportunities for 

sustainable, impactful training and 

maintenance are endless.”

Survitec is embracing these 

technologies and understands the 

impact of their adoption. Immersive 

training can be completed four times 

faster than classroom training. It’s also 

reported by PwC that virtual learners 

are 275% more confident to act on 

what they have learnt compared with 

classroom or e-learning. 3.75% more 

connected to the content. 

“Having access to ‘in-person’ 

expert advice, no matter what the 

location, can increase customers’ 

confidence in the operation of 

their safety equipment, reliability of 

deployment and will result in a huge 

increase in cost and time efficiencies”, 

Gregory concludes. l

Survitec’s award-winning 

Seahaven, the world’s 

largest inflatable lifeboat, 

is now ready to be installed on 

cruise vessels having received full 

type approval certification from 

the classification society Lloyd’s 

Register earlier this year.

Certification follows the 

successful completion of heavy 

weather sea trials (HWST) and all 

environmental and physical testing 

concluded as defined by Lloyd’s 

Register Type Approval (A.520). 

Seahaven is unique in that it is the 

first lifeboat to have completed 

an exhaustive reliability testing 

programme that far exceeds the 

mandatory testing requirements 

set out by SOLAS.

Certification not only confirms 

Seahaven is compliant with 

the IMO’s stringent rules for 

the evacuation of cruise ship 

passengers and crew, but it offers 

the industry an alternative to the 

conventional lifeboat arrangement.

The award-winning 

1,060-capacity inflatable lifeboat 

solution takes all the safety features 

associated with a conventional 

lifeboat and Marine Evacuation 

System (MES) arrangement. With 

the compact design and higher 

evacuation capability of Seahaven, 

up to 85% of cruise ship deck 

space is freed up, yielding up to 

$8.4 million increased revenue per 

year for cruise operators.

Commercially, the Seahaven 

journey is just beginning. Since 

Survitec officially launched this 

ground-breaking technology 

earlier this year, they have 

advanced discussions with key 

industry players on the numerous 

benefits and the value of installing 

Seahaven onboard their vessels.

Seahaven redefines safety 

at sea but also revolutionises 

the vessel design and the cruise 

experience. Cruise ship operators 

and naval architects are already 

looking at remodelling the space 

normally given to conventional 

lifeboats and davits for additional 

cabins, enhanced passenger 

experience and revenue-

generating opportunities. l

Seahaven - world’s largest inflatable lifeboat
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Analysis

Dry bulk carriers - workhorses 
of the shipping markets
In this analysis piece, SMI has taken a look at the dry bulk fleet,  
courtesy of a latest Banchero Costa (Bancosta) report. By Ian Cochran

Dry bulk carriers are the workhorses and the 

barometer of the shipping industry in terms of 

the charter market.  

There are several different ship sizes that make up the 

overall fleet. Bancosta has split these into six categories, 

which tend to be the industry norm - Very Large Ore 

Carriers (VLOCs), Capesizes, Post-Panamaxes, Panamaxes, 

Supramaxes and finally the Handysizes (Handies).

The trading dry bulk fleet of over 20,000 dwt 

consisted of about 10,998 vessels as of November 2022. 

Around 16%, or 1,804 units were VLOCs or Capesizes, 

3,120 vessels (28%) were in the Panamax/Post Panamax 

category, 3,678 (33%) were Supramaxes and 2,396 or 22% 

of the fleet were Handies.

Broken down into countries of ownership, mainland 

Chinese interests accounted for 19% of the total fleet, with 

Hong Kong owners holding 5% and Taiwanese owners with 

3%. About 18% of the dry bulk fleet was under the control of 

Greek-domiciled companies, while Japan accounted for 15% 

and South Korean companies had 3% of the trading fleet.

Looking at the charter market, Bancosta said that overall, 

dry bulk experienced a firm first half of 2022, but began to 

soften during the third quarter of this year.  

For example, in October, 2022, the Baltic Dry Index 

(BDI), the barometer of the dry charter market, averaged 

1,804 points, a rise of 22.6% month-on-month, but down by 

62.3% year-on-year. During the January to October period, 

the BDI averaged 2,043 points, a drop of 30.9% y-o-y. 

Driving the BDI, period timecharter (TC) rates for 

all vessel types reached very high levels in the first 

half of this year but again started to soften during the 

third quarter.  

In line with other ship types, dry bulk newbuilding 

prices increased significantly this year. In October, 

2022, indicative average Japanese newbuilding 

prices for a standard Capesize were being quoted 

at about $62 million (m), Panamax (82,000 dwt) at 

about $39.6m, Supramax at around $36.8m, and a 

38,000 dwt geared Handy was being quoted at about 

$31.8m.

For the whole of this year, Bancosta estimated 

that newbuilding deliveries would total 342 vessels 

of 28.84m dwt, after accounting for slippage. 

By comparison, the 2021 figure was 355 vessels 

aggregating 35.9m dwt but this was already 
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significantly down on the average number of 

deliveries during the pat decade.

During the January to October period, covered 

by this report, there were at least 289 units delivered 

of 24.56m dwt. These included five VLOCs, 38 

Capesizes, 19 Post-Panamaxes, 78 Panamaxes, 110 

Supramaxes, and 39 Handies. 

Secondhand prices also firmed considerably this 

year. For example, in October 2022, a five-year old 

standard Capesize was quoted at about $47.3m, a 

Panamax (82,000 dwt) at around $32.1m, a Supramax 

at circa $27.3m and a Handysize at roughly $25.8m.

This year’s bulk carrier recycling activity was 

expected to remain soft, involving about 31 units 

of around 3.24m dwt, based on the age profile and 

recent trends, compared to 56 vessels amounting to 

6.54m dwt in 2021, Bancosta said.

In the January to October period, there were 

at least 23 bulk carriers reported sold for recycling 

totalling 2.52m dwt, down 61% in dwt terms y-o-y 

from the 6.54m dwt recorded in the same period last 

year. They included one VLOC, 10 Capesizes, one 

Post-Panamax, three Panamaxes, three Supramaxes 

and five Handies. 

Fleet growth

Net fleet growth for bulkers of over 20,000 

dwt was expected to continue at around 3% y-o-y 

this year, followed by another 3% fleet growth 

seen in 2023, based on the current orderbook, 

expected slippage and recycling. Contracting 

activity has slowed this year, however, the 

orderbook-to-trading ratio was still just 6.7% in 

dwt terms, Bancosta said.

As for the major cargoes carried, iron ore was the 

number one dry bulk traded commodity by tonnage 

with 1.55bn tonnes shipped in 2021, most of which 

was carried on Capesize and Panamax vessels. Here, 

Chinese imports dominated primarily loaded in 

Brazil and Australia.

Coal remained the second most traded dry bulk 

commodity, totalling 1.17bn tonnes in 2021. This was 

made up of around 78% of thermal coal and 22% 

coking coal.

In January to October this year, global coal 

loadings increased by 4% y-o-y to 995m tonnes. 

Australian exports fell by around 6.3%, however, 

Indonesia enjoyed a 17.1% rise, as did the US by 

6.5% and Russia by 1.6%, while a drop was also 

reported in South African exports of 1.6% y-o-y.   

Wheat shipments reached 205m tonnes in the 

2021/22 season, a rise of 2.9% y-o-y. In its November 

Outlook, the US Department of Agriculture (USDA) 

predicted a 0.7% growth for the 2022/2023 season to 

206.6m tonnes. 

Soybeans reached 154m tonnes during the 

2021/22 season, down 6.6% y-o-y. Again USDA has 

forecast a 9.8% y-o-y increase in the 2022/23 season 

to 169.1m tonnes.

In the grain trades, going forward much will 

depend on how the Ukraine situation plays out, as 

the country normally accounts for around 20% of 

world exports. l
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Navigation
Navigating new horizons – 

the future is integrated
Tor Svanes, CEO of NAVTOR,  
says there’s more to the future  
of navigation than digital charts

For those looking to find the most sustainable, 

profitable path forward, a route should be plotted 

taking in an array of interwoven digital solutions 

delivering true ‘big picture’ benefits, says NAVTOR CEO 

Tor Svanes. Fail to do that and you could be left all at sea.

For those of us that have spent time on the bridge over 

the years, the UK Hydrographic Office’s (UKHO) decision, 

announced this summer, to phase out paper charts by 2026 

will have stirred conflicting emotions. 

On the one hand, there’s the realisation that acquiring, 

utilising and wrestling with these cumbersome creations 

was a hopelessly inefficient pain in the posterior. 

While on the other… well, they were kind of beautiful. 

But, in the same way streaming music is easier than 

owning LPs, there was only ever one way the wind was 

going to blow. With the UKHO now following the NOAA 

(consigning paper to the bin by 2025) we can see that the 

e-Navigation revolution has finally taken over.

However, in the same way that there’s more to 

e-Navigation than digital charts, there’s a lot more to consider 

when setting your fleet’s course than acquiring the latest 

e-Navigation solutions. E-Navigation is just one piece of the 

puzzle, when what you really NEED to see is the big picture.

SHARING BENEFITS
Here at NAVTOR, we know a little bit about 

e-Navigation, currently holding the position of the world’s 

largest ENC distributor, with advanced products and 

services on board over 8,000 vessels. One of the key 

learnings from building that leadership is that e-Navigation 

can be utilised to get the industry far further than from port 

A to port B.

At its heart, e-Navigation is about effective, secure and 

seamless data sharing. That means it requires a robust and 

efficient platform, or system, to achieve this. 

And of course, if you can share data one way – e.g. 

from shore to ship with the latest, compliant charts and 

publications – then you can share it in the opposite 

direction (with shore teams suddenly gaining insights into 

real-time vessel operations). 

This provides the industry with an opportunity.

PUTTING YOU IN CONTROL
An integrated e-Navigation ecosystem can be the 

foundation that true smart shipping is built on. 

As the first operational component of the industry to 

comprehensively digitalise, it forms the cornerstone for 

development – opening a (cyber secure) gateway through 

which all other fleet data can flow.

HOW SO?
Well, let’s move to performance. An advanced 

e-Navigation suite, offering benefits such as point-

to-point auto-routeing, automated tasks (including 

Passage Planning and reporting) and support for 

regulatory compliance, can be integrated with a real-time 

performance monitoring and optimisation system. Through 

a single shared platform, this can provide the very latest 

data on vessel and fleet operations, uniting crews at sea 

and on-shore for complete situational awareness and 

decision making.

This means no more scattered assets, or siloed data, 

but genuinely integrated control – with insights into engine 

or hull performance, seen in context with wave, weather 
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and AIS data, mixed with energy consumption, 

charter covenants, accurate arrival updates, and 

much more. This connected data, and this level 

of real-time control, is ever more important in an 

evolving environment of CII ratings, sustainability 

linked finance, and increasing pressure from 

cargo owners, and other stakeholders, for 

continual (and verified) improvement.

Suddenly, e-Navigation goes from simply 

getting from A to B, to how you get from A to 

B in the safest, most competitive and compliant 

manner. It’s smart shipping in action.

LOG ON TO THE FUTURE
It doesn’t stop there. As with paper charts, paper 

logbooks will (no doubt) be seen as increasingly 

outdated in a digital age. And rightly so. 

By moving to digital logbooks fleets 

can adopt a standardised approach, with 

standardised quality – as transparent, verifiable 

data is captured automatically, with no mistakes 

and no illegible handwriting derailing potential 

insights. Portfolios of isolated books, across 

separate vessels, are transformed into digital 

treasure troves, with big data access opening up 

huge potential for analytics, benchmarking and 

operational/business improvement.

All connected, all integrated, and all feeding 

the same ecosystem that is already rich with 

navigation and performance insights.

ENABLING CHANGE
And that’s just the start. It’s difficult to predict 

exactly where maritime is heading as we look 

to the horizon, but this is just the beginning of 

the digitalisation journey. By using e-Navigation 

as the enabler, shipowners and operators 

can leverage critical data made available 

from sensors, systems, offices and external 

sources to achieve competitive advantage, and 

environmental goals. 

This is already possible today, so who knows 

where tomorrow may take us?

One thing’s for sure though… you won’t find 

the answer on a paper chart. l

www.navtor.com 

http://www.navtor.com


76 Ship Management International      Issue 100 November/ December 2022

Communications

Paradigm shift
is revolutionising
maritime operations 

Erwan Emilian, CEO of IEC Telecom Group, 
outlines how transformations in the satellite 
communications industry are set to impact  
the maritime industry

Satellite connectivity is transforming marine communications – a 

rapidly growing global industry that is currently estimated to be 

worth $4,421 million and, with a compound annual growth rate of 

7.8%, is forecasted to reach $9,351 million by 2032. A massive paradigm 

shift is revolutionising the way that maritime companies operate, where 

the focus is switching from bandwidth capacity alone to viewing satcom 

‘As-a-Service’.

The march of satcom is set to continue. The global satcom services 

market is predicted to reach $141 billion by 2030, driven by an expansion 

in the number of operators, that will inevitably lead to a fall in airtime 

prices, and by the development of advanced technologies such as IoT, 

AI, and blockchain, which has already resulted in considerable expansion 

of the global orbital infrastructure.

I predict that flat antennas powered by LEO satellite constellations 

will soon disrupt the communications market. Offering higher-speed 

connectivity over cost-effective services and terminals, flat antenna sales 

are estimated to grow to $11 billion over 1.4 million terminals by 2028. 

Already in 2022, two major flat panel antennas manufacturer, one of which 

represents LEO constellation, are producing thousands per week. It is 

expected that most of the revenue will derive from applications (up to 94%). 

Recognising this trend, IEC Telecom Group, an international provider 

and integrator of satellite communications services, has developed 

breakthrough applications for a range of operations such as remote 

maintenance, surveillance, videoconferencing, telemedicine, and more. 

This is driven by the understanding that optimised applications save 

businesses data, time, and cost and account for 94% of the revenue gain 

from this game-changing scenario in satellite communications.
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The adoption of new LEO-based 

communication systems with flat 

antennas is gaining momentum for 

land use, the technology will rapidly 

become mainstream for maritime use. 

Benefits are quite straightforward: 

the cost of LEO terminals is 

drastically lower as compared to 

GEO alternatives; low latency offers 

stable connectivity for specialised 

apps; lastly, compact size enables this 

connectivity even for small boats.

While the integration of LEO-

powered technology in the maritime 

sector is in its early stage, traditional 

GEO VSAT remains the preferred 

technology for dedicated connectivity 

in the marine environment. The 

demand for ‘always-on’ connectivity is 

fuelling the growth of the global GEO-

empowered VSAT maritime market, 

which is projected to reach $2,962 

million by 2030.

With constant connectivity, there 

is now a significant emphasis on 

digital decarbonisation efforts in the 

maritime sector. Digitally enabled 

vessels empower decision-makers 

with data-driven recommendations. 

From performance tracking 

to asset safety, data relevant 

to ship management is made 

available to vessel operators to 

optimise routes and decrease fuel 

consumption. This eventually leads 

to lowering emissions, paving the 

way for a greener future. As more 

vessel operators invest in digital 

decarbonisation, not only can they 

increase their operational efficiency 

and improve asset visibility, but 

they can also sustainably gain a 

competitive edge. 

Likewise, the demand for 

D2D (direct satellite-to-device 

connectivity) connectivity – where 

connectivity is provided directly 

to an individual’s mobile phone 

or device – is expected to grow 

among the new generation of 

seafarers. D2D connectivity can 

empower the crew with independent 

internet access that is no longer 

facilitated by their employer. 

With the International Maritime 

Organization (IMO) highlighting the 

necessity to provide seafarers with 

communications to benefit their 

well-being, as well as the industry 

acknowledgement of the importance 

of crew connectivity in recruitment 

and retention, D2D looks set to 

become a sought-after solution.

Increased connectivity places 

greater emphasis on cyber security, 

another aspect of maritime 

communications which the IMO has 

highlighted as a required priority. 

The success of cyber security 

implementation depends on policies 

which must be custom-made for each 

specific case because, for example, 

the needs for cyber security onboard 

a bulk carrier will differ from the needs 

of a fishing vessel. The role of satcom 

integrators, such as IEC Telecom 

has shifted from being enablers 

to specialists, helping customers 

to leverage digitalisation without 

exposure to cyber-attacks.

All these emerging 

trends in the marine satellite 

communications market are being 

motivated by a future-oriented 

philosophy. Any development 

today brought to customers by 

IEC Telecom needs to target the 

requirements that businesses will 

have in five to 10 years’ time. We 

must look to the horizon! l

Erwan Emilian
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Looking ahead to COP28 in 
the United Arab Emirates

Award-winning seafarer  
photo – ‘Homesick’

Change of leadership at  
WISTA International

In early December the International Chamber of Shipping (ICS) signed an 

MOU with the Emirates Shipping Association for increased cooperation 

and collaboration towards the UNFCCC Climate Conference COP28 to be 

held in the UAE next year and beyond. This signing took place at the IMO 

headquarters in London, at an event hosted by the UAE government, with Capt. Abdulkareem Almessabi, Chairman of 

the Emirates Shipping Association, and ICS Secretary General Guy Platten. UAE Minister of Energy and Infrastructure H.E. 

Suhail Mohamed Al Mazrouei and IMO Secretary General Kitack Lim were also in attendance. Following the increased 

profile of shipping at both COP26 in Glasgow and COP27 in Sharm El-Sheik, Egypt, the two organisations recognised the 

importance of COP28 and the role of shipping in the global energy transition. Capt. Almessabi commented: “We hope to 

take a step closer in preparing and navigating the shipping industry in the UAE towards a responsible energy landscape. 

Sustainability is one of the important pillars of the association and we do look forward to engaging with the private sector 

and building their capacity to enable transition.” l

WISTA International (Women’s International Shipping and Trading Association) elected its new 

President, Elpi Petraki, from WISTA Hellas, at its Annual General Meeting held in Geneva in late 

October. Operations, Chartering & Business Development Manager at ENEA Management, Ms 

Petraki said she was truly honoured to take over the helm of WISTA International from outgoing 

President Despina Theodosiou, who had served a five-year term and two consecutive mandates 

between 2017-2022, and received a standing ovation at the AGM. “Diversity and inclusion in 

maritime have never been in the spotlight like today,” said the new WISTA International President in her inaugural address, 

“and whilst much has been achieved in recent times, there is still a great deal to be done. WISTA International has a powerful 

voice that must be heard, continuing to raise awareness for the incredible contribution women make to the industry. “I look 

forward to working with the WISTA NWA’s and other international bodies to address how our organisation can support 

evolving objectives – such as decarbonisation, digitalisation and attracting new talent – and provide equal and equitable 

opportunities for all.” l

An exhibition of images submitted to the ITF Seafarers’ Trust ‘Life at Sea’ 

competition – featuring photos of seafarers taken by seafarers – was on 

display during the Crew Connect Global event in Manila in late November. 

San Ko Oo from Myanmar won first prize for his photograph entitled 

‘Homesick’ which features a fellow crew member on the phone to his family back home while on board a vessel for several 

months. ‘It was something like one hour until sunset and while he was talking to his family on the phone I saw his mood and the 

light coming from the window onto him,” recalls the winner. “At that moment I grabbed my camera and took the photo just in 

time.” The ITF Seafarers’ Trust 2022 Life at Sea competition was an opportunity for seafarers to showcase their experiences by 

taking shots from their mobile phones, offering a unique insight into the human side of the shipping industry. l
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Adventure Race Japan 
2023 beckons

UK Government appoints new 
Maritime Minister

Singapore welcomes 
INTERCARGO meet

The Mission to Seafarers is inviting shipping organisations to take on the 

challenge of Adventure Race Japan, which takes place in May 2023. This is 

the Mission’s first maritime industry challenge of its kind in Asia, and sign-ups 

for participants and sponsors will close at the end of January. The challenge 

takes place between 18–21 May 2023 and will see 200 participants follow a trail along the Izu Peninsula, through the UNESCO 

Geopark area under the watchful eye of Mount Fuji. Teams will consist of three competitors, who will start and finish the race 

together. There are two race options; the Green Dragon Race for those who would like to walk much of the trail, and the Black 

Dragon Race for participants looking to run. As well as taking on the race, participants will experience team-building activities, 

connect with industry peers during networking dinners and drinks, and support the all-important cause of seafarer welfare. 

All proceeds raised from the Adventure Race Japan will go towards supporting seafarers and fund the ongoing delivery and 

expansion of The Mission to Seafarers’ global welfare services. l

Baroness Vere of Norbiton has been appointed as the UK’s new Maritime Minister within the 

government of Prime Minister Rishi Sunak. Appointed as a Parliamentary Under Secretary of 

State at the Department for Transport in April 2019, she will oversee shipping matters alongside her existing aviation 

responsibilities, having previously been a Government Whip (and ‘Baroness in Waiting’) from December 2016 to July 

2019. Charlotte Vere has a wealth of varied business experience to draw upon. Before entering politics she  spent four 

years as the Executive Director of the Girls’ Schools Association, which included six months as General Secretary of the 

Independent Schools Council. Prior to that she was the CEO of Big White Wall, an online mental health service, and 

Finance Director at Recruit Media, a digital recruitment agency. Her early career was spent in investment banking, after 

having studied Biochemical Engineering at University College London (BSc Eng) followed by an MBA. “As the longest 

serving DfT minister her experience across a range of briefs will be crucial in joining up policy to ensure that shipping 

and the wider sector is central to key initiatives such as decarbonisation and improving our nation’s infrastructure,” 

commented UK Chamber of Shipping CEO Sarah Treseder. l

INTERCARGO’s semi-annual and Annual General meetings took place 

in Singapore in late November for the first time since 2018. Members 

joined together both virtually and in person to review the Association’s achievements to date and to determine policy 

and priorities for the future. INTERCARGO Chairman Dimitrios Fafalios expressed his delight that meeting was able to 

take place in Singapore. “More than 50% of the world fleet is now operated from Asia,” he said, “and it is essential we 

recognise the importance of the region to the dry bulk sector. It has been invaluable to be able to engage face-to-face 

with our local members and listen to their concerns first-hand.” In a packed agenda, members discussed the situation in 

Ukraine, quality standards in the bulk sector, safety, GHG emissions’ reduction and decarbonisation ambitions, as well as 

ongoing operational issues experiences by the sector. Also, the Association revisited important membership matters to 

promote its growth and the badge of quality afforded by INTERCARGO membership. l

AdHoc
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By David Tinsley
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When Ship Management International (SMI) 

made its debut in 2006, the European short-

sea market had come through a volatile 

period of ups and downs, including freight rate weakness 

attributable to overcapacity from newbuild programmes 

driven by tax incentives and inventive yard financing 

earlier adopted in certain countries. Notwithstanding 

the supply side influences injecting new tonnage, the 

longevity of vessels comprising the extensive and 

diversified European coastal and short-sea cargo fleet was 

a key characteristic then as it is now. 

Although the ensuing 16 years have witnessed 

rationalisation in the industry, new company entrants continue 

to emerge. The sector remains highly fragmented in terms of 

tonnage ownership, the consistent and integrating force being 

the mainly Dutch and German shipmanagement companies, 

which control large fleets of small singledeckers and multi-

purpose cargo vessels deployed both in the spot market and in 

contracts of affreightment. Despite a relatively recent upturn in 

ordering, long spells of scant newbuild contracting have meant 

that today’s fleet contains a very large number of ships dating 

from the 1980s and 1990s, displaying the same substantial 

reliance on ships of more than 30 years of age that was evident 

at SMI’s birth. 

Nonetheless, this cannot overshadow the sustained 

dynamism of many of the players who, closely attuned to the 

needs of the cargo generators, have in the interim introduced 

successive generations and iterations of cost-effective trading 

vessels for one of the toughest sectors of the shipping business.  

As denoted by the Toepfer Shortsea Shipping Index, 

focused on vessels in the 3,200-3,800dwt and 4,800-5,600dwt 

ranges, the final quarter of 2021 witnessed a pronounced climb 

in freight rates. For a spell, income for operators more than 

doubled compared to the start of the year. Although rates have 

since fallen back, they remain at a solid level, far better than in 

many years past. 

Since the earnings upturn, maritime communities closely 

identified with the European short-sea cargo trades have not 

only been committing to substantial re-tonnaging investment 

but have also been effecting that fleet renewal process with 

greater recourse to innovative design and engineering, 

so as to better ensure long-term trading and asset value 

Reinforced commitment 
to short-sea trading



Technical
German short-sea specialists have endorsed Damen’s revised 
3,850dwt cargo vessel design. Production is at Damen 
Yichang’s yard in China
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under intensified environmental pressures and energy cost 

uncertainties. Recent completions and newbuilds for north 

European owners on the books in China, the Netherlands, 

eastern Europe and the Indian sub-continent should still be 

making money by the time of SMI’s putative 200th edition in 

nigh-on 2040. 

The sector’s importance to European transport logistics has 

long been understated, although the various public funding 

and subvention elements that are helping to realise some 

of the more technologically ambitious fleet developments 

indicate an increasing awareness in government circles of the 

mode’s contribution and potential to European economic and 

environmental well-being.     

Year-round, all-weather flows of raw materials, industrial 

products, forestry-derived goods, agricultural commodities, 

unitised loads and project cargo consignments are sustained 

by a diverse fleet with its increasing body of versatile, multi-

purpose vessels. 

Once synonymous with the conventional singledecker, 

and generations of Dutch and German ‘paragrapher’, which 

still provide the wherewithal for key areas of trade, the short-

sea freight business is being transformed by designs that are 

ever-more optimised in terms of cargo intake and efficiency and 

which promise greater commercial resilience through the now 

accelerating energy transition. 

Long years of working to slim margins carrying bulk cargoes 

achieving modest freight rates have bred a discipline and a 

mentality that infuses all investment with the most circumspect 

approach to efficiency. Such a business culture, together with 

hard-won experience in ensuring service to shippers and 

charterers in the face of often arduous north European weather 

conditions, means that the approach to technological advance 

and innovative design is grounded in pragmatism.   

New designs increasingly feature provision for fuel flexibility, 

or adoption of diesel-electric or hybrid powering systems, 

albeit with retained trust in the internal combustion engine. 

Judicious use of battery power, though, appears to offer scope 

for operational cost savings, as does investment in the latest 

power take-off/power take-in(PTO/PTI) arrangements, yielding 

companion benefits in lessened emissions. The operating 

profile of such vessels, typically entailing multiple short voyages 

over time, weather-influenced variable speeds, frequent waiting 

at or off ports due to tides or working shifts, and fluctuating load 

demands where cargo gear is fitted, affords ample scope for 

hybrid options. 

Ongoing contraction in the category of the smallest 

coasters, due to relative shipbuilding costs and economies 

of scale which favour the ordering of larger vessels, 

means reduced scope for the trade in accessing space- or 

draught-constrained berths and small estuarial or coastal 

ports which retain a commercial function. Vessels under 

1,500dwt are now scarce, as are orders for ships below 

3,000dwt. Moreover, and apart from Russian operators 

and certain Dutch and Norwegian owners, there has been 

scant investment for many years in the sea/river coaster 

domain, notably those able to penetrate far inland along 

the Rhine, Rhone, Seine and other waterways. The short-

sea cargo vessels being ordered today for intra-European 

work are mostly in the 4,000-7,000dwt range, and the 

multi-purpose ambit provides for growing activity in fields 

such as the transportation of wind turbine components and 

construction equipment.

While the shift to tonnage sourcing beyond Europe has 

gathered pace, the Netherlands’ shipbuilding industry retains 

a significant workload and competitiveness in the production 

of small, general-purpose cargo vessels. Although the practice 

of some builders to subcontract fabrication of the ‘bare’ hull to 

yards in low wage-cost countries continues, the broader Dutch 

capability to retain a prominent position in the design and 

construction, as well as operation, of the short-sea fleet reflects 

not only technical factors but also a longstanding propensity for 

dialogue with the eventual users and ability to identify market 

trends and niches. 

Series output of standardised designs crafted to such 

requirements is exemplified by the Damen Shipyards Group. 

The builder’s Combi Freighter series has lately been augmented 

by the CF5000 multipurpose cargo vessel type, targeted at 

promising demand for economic traders in the 5,000dwt 

segment. The CF5000 draws on elements of the smaller CF3850 

class in the latter’s latest format, which has found wide favour 

within the short-sea community. Since its 2019 re-design, orders 

for 13 examples of the 3,850dwt CF3850 have been received. 

Production is concentrated at Damen Yichang, on China’s 

Yangtze River.

A further illustration this year of the collaborative approach 

was a partnership forged between the steel industry and a 

Dutch shipowner to develop a hydrogen-powered vessel for 

the short-sea trade. Groningen-based consultancy Conoship 

International is lending its design and technology expertise 

to the project, initiated by Tata Steel with Van Dam Shipping. 

The envisaged vessel type would have a loading capacity of 

approximately 5,000t, and the adoption of propulsion plant with 

the capability to operate on liquefied hydrogen fuel would serve 

corporate goals of CO2 emissions abatement.

Tata Steel, whose European assets include the IJmuiden 

production complex on the Netherlands’ North Sea coast, 

where Van Dam’s coasters regularly take on loads, is looking 

to reduce the carbon footprint attributable to the trade it 

generates in shipments of steel coils.

Corporate strategies of this nature, over-and-above 

environmental legislation, are likely to increasingly influence 

future short-sea vessel design and engineering.  l
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» Flexible sound 

Meet one of Bose’s most recent additions its iconic Soundlink Bluetooth® 

speaker family: the Soundlink Flex. Delivering the best audio performance for a 

portable speaker of its size, it comes in an all-new, grabbable, and ultra-rugged 

design, packed with exclusive Bose technologies for a deep, clear sound 

powerful enough to fill your living room while entertaining, and loud enough 

for any outdoor adventure. As with everything Bose, its totally understated yet 

its quality of sound says it all, and its versatility is just crazy so whether upright, 

hanging, or flat on its back, the speaker is optimised to deliver rich, lifelike 

sound. It’s IP67 waterproof and dustproof rating combines with up to 12 hours of 

battery life. What’s not to like about this small, yet invincible sound system?  

Soundlink Flex
£149.99
bose.co.uk

» Stack em up! 

More really is more with designs meant to mix and match, from 

eye-catching diamond stacking rings, wedding bands and silver and 

platinum stacking rings, the combinations are endless. With Tiffany, you 

can turn life’s successes into meaningful memories with a ring for every 

milestone and for a lasting unique look, a mix of metals can also work. 

This system also means that instead of getting stuck for superior gift ideas, 

there’s a stacking ring for every occasion! Which only means one thing; 

that you have much less chance of getting it wrong! Treat your loved-one 

this Christmas who will never be disappointed by Tiffany.    

 

Tiffany Stacking Ring 

£1,500 – £11,000 

tiffany.co.uk

» Bucket-list must 

For an exquisite place to visit by land or by sea, Dubai Marina hosts 

some of the most amazing places to stay regardless of how you get 

there. As one of the seven United Arab Emirates, Dubai, which sits on 

the Arabian Peninsula, features a skyline that’s hard to beat, beautiful 

weather and a most unique culture, along with numerous attractions, 

quality eateries and restaurants, spas and much more. Choose to stay 

on the beachfront or the Marina Promenade because there’s something 

for everyone, regardless of how resourceful or frivolous you’d care to be, 

with the many rooms, suites and apartments available for rent. If it isn’t 

already and you’ve yet to visit, Dubai really should be on your bucket-list. 
 
Dubai Marina
Price on application
dubai-marina.com

Objects of Desire
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» Glide like Bond

The latest in our flying craft introductions, the Axe, by Skyfall, is a  two-seated, 

electric/hybrid vertical take-off and landing aircraft. Use it like a car but live without 

traffic jams, reduce travel time and enjoy beautiful views and arrive in style. Whether 

you commute to work, fly to your country home for the weekend, or want an aircraft 

for your super-yacht, the Axe is a safe, quiet, sustainable, energy efficient aircraft. 

The design focusses on the private user which makes it different to other E-VTOL 

aircraft. It doesn’t have rotating engines or wings and the angle of the propellers is 

set forward, so it saves weight and doesn’t require a complex rotating system, prone 

to failure and maintenance. The Axe is simple, strong, and light with only a 10% 

reduction in forward flight efficiency. All of this plus its heightened safety is why it’s 

become a sustainable personal mobility solution for many. If you’ve a spare $180,000 

dollars flying around, why not give it a go… 

The Axe  

$180,000

skyflytech.com

» Ergonomic comfort
 

Designed by Yrjö Kukkapuro, Karuselli is one of the most famous lounge chairs in 
the world. He began developing the fibreglass chair in the 1950s, arriving at this 
famous shape in 1964 which is the result of extensive experimentation, including 
four years sculpting it. The Karuselli is exceptionally comfortable and stylistically 

distinctive because it is ergonomically based on the shape and proportions of 
the human body. Kukkapuro finally accomplished a form that represented a 

combination of ergonomics, new materials and production methods, along with 
artistic design. It was this combination that made this a revolutionary chair of its 
time. We have to say how exceedingly comfortable it looks, particularly with its 

matching footstool. Width 80cm. In black and white. 

Karuselli lounge chair & footstool
€11,599.00

finnishdesignshop.com

» Camera shy?
 

Be inspired to do photography, by Victor Hasselblad, the Swedish manufacturer 

of cameras originally known for classics using waist-level viewfinders. Pushing 

image quality to the limit with the latest multi-Shot camera, the amazing 

H6D-400c MS delivers Hasselblad’s highest resolution and the most colour 

accurate medium format images today. Designed to meet the highest imaging 

requirements, its 400MP image output coupled with RGB colour data for each 

pixel, captures every nuance of the subject whether it’s fine cars or artwork being 

photographed, or delicate fabrics, details or diamonds. Put simply, the multi-Shot 

image offers true colour and an astonishing level of detail and worth every cent.    

 

H6D-400c MS 

$47,600

hasselblad.com
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Engineering meets art
ddtstore.com 

Rolls-Royce Motor Cars Greater China has launched 

a new partnership with Spanish artist Javier Calleja to 

produce a series of art pieces using 1:8 scale models 

of the Rolls-Royce Ghost as a canvas. Calleja, whose 

work often features wide-eyed children, will create 

artworks that provide an ‘abstract representation of 

a child’s portrait’ and will be available on DTT Store. 

One piece will be auctioned by Rolls-Royce next year, 

with proceeds donated to a charity in support of 

mental health and well-being initiatives. The aim of this 

collaboration is to reach new audiences while fostering a 

philanthropic spirit and by looking at artists with a fresh 

perspective. 

Review

Honey Sapiens
Mike McInnes

Former pharmacist Mike McInnes has been researching 

the relationship between sugars and energy, especially 

for enhancing mental and sports performance, for 20 

years. This has shown him the central importance of the 

enzyme glutamine synthetase and how this is degraded by 

refined sugars, a key factor in memory loss, dementia and 

neurocognitive problems in the young and old. Here he 

explains this causal pattern and the solutions including the 

unrivalled part honey can play supporting brain function 

long-term. Recently published by HH Books, it explores 

the human condition and sugars, including all things good 

and not so good where sugar is concerned. A useful read 

especially for those considering a change of health regime 

in the New Year.

http://ddtstore.com
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Mandela  
A New Musical 
Youngvic.org

It’s 1960. Young activist 

Nelson Mandela rallies 

the people of South 

Africa to protest against 

racial segregation of 

apartheid. In 1962 he 

is arrested and sentenced to life in prison, where he spends the next 27 

years, taken from his wife and children, as the fight for freedom sweeps the 

country. Infused with rhythms of South Africa, this soaring new musical tells 

the extraordinary story of a man who changed the course of history – the 

sacrifices he made as a husband and father, and the global movement 

that inspired him and his comrades to keep fighting. The production is 

presented in proud partnership with Nandi Mandela, Luvuyo Madasa and 

the Mandela family and takes place in London’s Young Vic Theatre, 66 The 

Cut, Waterloo, SE1 8LZ, until 4 February 2023. 

books, theatre, dining, events, culture, films, festival, music, art, dvd, wine

Editorial credit: Alessia Pierdomenico / 
Shutterstock.com

Lux Lucis 
Hotel Principe Forte dei 
Marmi 
Viale Ammiraglio 
Morin 67, 55042 
Forte dei Marmi 
(Lucca), Italy 

Lux Lucis is home to the Michelin-

starred cuisine of Chef Valentino 

Cassanelli whose dishes are a free 

expression of Italian cuisine with an 

unrestrained creativity, drawing not 

only from his own life experiences 

but also from the biodiversity of 

Forte dei Marmi. The result is 

menus that are delicately balanced 

and elegant, happily journeying 

from land to sea and delivering 

the very best of the seasonal 

ingredients. Situated on the rooftop 

of Hotel Principe Forte dei Marmi, 

the restaurant is ideally positioned 

offering panoramic views over the 

town’s stone pines to the Apuan 

Alps in the east and westwards over 

the Tyrrhenian Sea.  To book your 

table call +39 339 79 61 426 or visit 

principefortedeimarmi.com/

Homecoming 
By Kate Morton
Pan MacMillan

An epic novel that spans generations, read 

the story of the grandmother who suddenly 

ends up in hospital, when her granddaughter 

Jess rushes back from London to Sydney to 

take care of her. While going through her 

grandmother’s house, Jess discovers a true 

crime journal, following a notorious murder 

at a mysterious mansion on Christmas 

Eve in 1959. As any journalist would, Jess 

begins to investigate the mystery and 

the surprising connections to her family’s 

history. It’s been over four years since award 

winning writer Kate Morton released a book, 

so Homecoming is undoubtedly a most 

anticipated book for 2023. Published in April 

2023.

http://Youngvic.org
http://Shutterstock.com
http://principefortedeimarmi.com/
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Road Test: Ford Mustang Mach-E Premium AWD

NOT AS WILD 
A RIDE AS YOU 
MIGHT EXPECT

Lifestyle
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I CAN’T for the life of me imagine the late, great 

Steve McQueen being over-impressed.

The man who made a habit of driving racing 

cars very fast and the man who put the muscley 

Mustang right up there among the motoring icons 

with his exploits through the streets of San Francisco 

in Bullit would probably be scratching his head in 

disbelief. And he’d probably give the latest Ford 

to carry the name one of 

‘those’ looks.

Not that you’ll find the blue oval anywhere on 

the latest all-electric Mustang. This is a 21st century 

‘Stang, be in no doubt about that, and will sell 

worldwide on that name alone.

But to be fair, there probably would be a wry 

grin the first time Mr McQ prodded the right hand 

pedal, because the response can be - and in the 

main is - fierce. Certainly not subtle. And the same 

can be said for the brakes, which can anchor up and 

halt forward progress in such a way that the seatbelt 

takes a rather firm grip of your shoulder.  

These then are early impressions of Ford’s first 

all-electric SUV – a car with a far bigger info screen 

inside than you’d expect. 

The all wheel drive Mach-E doesn’t 

disappoint for a performance viewpoint 

with its Tesla-like acceleration, 

and it proves to be both 

surefooted and grippy, as well 

as giving you a decent range, 

as long as you shoes don’t 
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Price: £65,405 (£66,555 as tested)
Power: 265bhp
Torque: 427lb/ft
Transmission: single speed automatic

Top speed:111mph
0-62mph: 6.3 seconds
Economy: 248 mile range
CO2 emissions: 0g/km
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have lead soles and you cut down on the spirited prods on 

the accelerator.

Using the name of one of their most iconic sports cars 

to attract customers the world over could be a good ploy as 

long as it meets the day-to-day needs of the driver, and also 

offers value, style and kerb appeal.

Mustang ticks most of those boxes with a range 

that starts around the £50,000 mark, though the Mach-E 

Premium AWD version sampled here weighs in at £65,405. 

The range features rear and all wheel drive versions, 

Standard or Extended Range and battery capacities of 

70kWh and 91kWh.

As an example, the Mustang Mach-E RWD Extended 

Range version will take you up to 379 miles without needing 

to top up the battery. 

If you’re considering going electric but aren’t used to 

being solely reliant on a battery pack under the floor, that 

could be an absolute deal clincher. 

The Standard Range AWD (all-wheel drive) has a 

motor driving each axle. You get more traction and swift 

acceleration (0-62mph takes 6.3sec), but the official range 

drops to 248 miles.

Standard equipment gives you a huge portrait-style 

15.5-inch touchscreen which takes pride of place in the 

middle of the dash and controls most the car’s functions, 

as well as heated front seats, a heated steering wheel, a 

smartphone charging pad, adaptive cruise control and front 

and rear parking sensors and camera.

The AWD Extended Range version adds a 10-speaker 

B&O audio system, a panoramic glass roof, a powered 

tailgate and Active Park Assist.

Essential driving information – speed, battery 

percentage and the remaining range – is on a separate 

10.2in digital instrument cluster behind the steering wheel 

and because it’s there just below your line of sight when on 

the move, it’s easy to read.

 As already mentioned, the calibration of the accelerator 

could do with a bit of work: it lunges off the line, pushing 

you back into the sculpted seat, unless you’re judicious with 

its pedal, and coupled with the rather grabby brakes it can 

make the Mach-E hard to drive smoothly around town on 

first acquaintance. But it’s safe to say it’s nothing something 

that you can’t adapt to your own driving style easier than 

leaping over junctions in downtown San Fran.

But it means that, after more than half a century, the 

Ford Mustang formula of muscular styling, a raucous V8 and 

rear wheel drive is gone. Ford’s first foray down the electric 

avenue is a very different pony. l
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