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24 shipbuilding overview & 

outlook 2020-21
 As of August 2020, the total 

orderbook for dry bulk, container 
and tanker ships had reached 
its lowest point in 17 years as 
COVID-19 has massively slowed 
contracting (-50%) while deliveries 
of new vessels have proved more 
resilient (-2%). 

28 shipbuilding: Who Will 
lead? 

 From the shores of Korea to 
Japan, to China, shipbuilding 
has a way of assuming a 

 larger-than-life, life. No puns 
intended! For some like Korea, 
Vietnam, and China the industry 
has grave strategic overtones. 
China needs to bank heavily 
on shipping because it is a 
major goods manufacturing and 
exporting nation.  

32 Ballast Free ship Design 
 Ballasting has been essential for 

the safe and efficient operation 
of steel-hulled vessels. Ships take 
on ballast water for stability when 
they’re not carrying cargo. They 
discharge ballast when they load 
freight, expelling tons of water and 
anything else that’s in it. 

35 can Robotics save 
 shipbuilding? 
 Not since the first steam ship set 

sail, have shipbuilding evolved with 
the times. Now ships are not just 
made larger and sturdier, they also 
now represent the new face of what 
the industry is poised to herald.

38 Indonesia shipping 
 Refashioned
  A sultry lady and a well-known 

figure in the Indonesian shipping 
industry and local glitterati circles, 
Carmelita Hartoto is the epitome 
and feminine face of modern 
Indonesian shipping.

coNTeNTs

Picture: zhangyuangeng
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‘A ship being built at a dry dock in Zhoushan Changhong 
International Shipyard Co in Zhejiang province. [Photo by Yao 
Feng / For China Daily]

It simply had to happen. And it just cannot move any other way.

That is what technology, technological improvements and continued 
investments in technology can do for shipbuilders and shipbuilding. 

Of all the nations making the greatest splash is Korea. Would that 
surprise anyone? It should not because Korea being Korea, always 
wants to stay ahead of the curve.

In news from Pulse News, Seoul’s ace weapon has been its dual 
fuel engine which it described as propelling its ‘red-hot winning 
streak’ in global ship orders. By any means, it is likely to feed their 
heydays for some time!

The bulk of new orders Korean shipbuilders brought home this 
year have been in multi-fuel engine ships, capable of running 
on either bunker C oil or liquefied natural gas (LNG) or liquefied 
petroleum gas (LPG).

Daewoo Shipbuilding & Marine Engineering has clinched orders 
for 20 dual fuel vessels, which take up 80 percent of the new orders 
bagged so far this year. The shipbuilder has already achieved 33 
percent of its annual target of $7.7 billion.

Dual fuel ships also accounted for 40 percent, or 43 of new 107 
ship orders for Korea Shipbuilding & Offshore Engineering and 
36 percent for Samsung Heavy Industries.

“LNG-powered ships made up about 20 percent of the global order 
book, of which a majority sought dual fuel. The shift is exceptionally 
fast,” said Daewoo Shipbuilding & Marine Engineering CEO Lee 
Sung-keun at the P4G Seoul Summit.

Across the world, ship owners have been under intense pressure 
to shift to eco-friendly vessels in affirmation of their global stand 
on beating off greenhouse emissions. And Koreans have been 
supporting them with shining examples. Its yards are offering 
ammonia-ready designs to add to their competitive edge.

Ammonia-ready ships are dual fuel vessels that are designed 
to be easily converted to run on ammonia once relevant 

It Just HAd to 

happeN….

EdItorIAl

technologies are fully developed, adds Pulse News. 

South Korea plans to invest nearly $33m (KRW36.4bn) to build a 
testbed for accelerating the development of green vessels.

The new test centre, says Yonhap News Agency, will be 
built in Mokpo by 2025, will allow shipping firms and other 
research institutions to test new technologies promoting 
carbon-neutral vessels.

A new vessel will be built for the purpose of validating different 
engines, including those powered by electricity or hydrogen.

The vessel’s engine is envisaged to be detachable, which will help in 
reducing the cost of building distinct vessels for different fuel models.

South Korea is working to achieve carbon neutrality by 2050, and 
this initiative is expected to help in achieving the target.

Through the development of eco-friendly ships, the government 
intends to encourage the transition to green shipping.

In 2019, the government had announced its plans to convert 
around 140 state-owned ships to operate on environmentally 
friendly fuels by 2030.

All of these comes on top of a statement from technology group, 
Wartsila securing a contract from Daewoo Shipbuilding and 
Marine Engineering to supply 36 dual-fuel engines for six new 
172,500cbm LNG carrier vessels being built to aid the Arctic LNG 
2 project being conducted in Russia’s tough Arctic waters. The 
US$122m order was placed by in December.

The order also includes the option for an additional four vessels.

With such a colossal investment in its future and ensuring that it 
lines up behind the world in all of its endeavours, just what is 
left to raise eyebrows?

Jaya Prakash
Editor



Jul to Aug 20214 Jul to Aug 2021 5

UPDATES

GETZNER 
MINIMISES

VIBRATIONS ON SHIPS 

The fire-retardant elastomer Sylomer Marine FR was recently awarded with the 

NK Certification by the internationally recognised Japanese ship certification 

agency ClassNK Nippon Kaiji Kyokai. The innovative material is used in floating 

floors, decoupling passenger and crew cabins, wheelhouses and engine rooms 

and maximising the comfort level for the ship crew and passengers.

“ ThE AuSTRIAN 

vIbRATIoN ISolATIoN 

ExpERT GETZNER 

WERkSToffE REcEIvEd 

ThE INTERNATIoNAlly 

REcoGNISEd Nk TypE 

AppRovAl cERTIfIcATIoN 

foR ThE INNovATIvE, 

fIRE-RETARdANT SyloMER 

MARINE pRoducT 

lINE. ”
Photo: Getzner Werkstoffe Getzner’s Sylomer Marine FR was awarded with the NK type 

approval certification.

To enhance their safety, as well as accommodation 

and working conditions, ships, and vessels with a total 

length of more than 100 metres are required to use fire 

retardant materials in their anti-vibration solutions. The 

NK Certification, issued by the Japanese agency ClassNK 

Nippon Kaiji Kyokai, is the most important quality and 

safety certification in the Asian markets. It approves the 

specifications of the certified product for its standard-

compliant usage onboard ships. Sylomer Marine FR, 

developed and produced in-house by Getzner Werkstoffe 

in Austria, was recently awarded the Certificate of Approval 

for “Primary Deck Covering” by ClassNK.

floATING flooRS

The elastic polyurethane Sylomer Marine FR can be used 

on ships in floating floor applications. Different material 

types for various payloads are available. “The solution 

is ideal for service vessels or cargo ships but has 

also been successful ly applied in f loors on yachts. 

With Sylomer we can elastically decouple cabins, 

wheelhouses or machine rooms and efficiently reduce 

the transmission of structure borne noise,” explains Thomas 

Gamsjäger, Senior Vice President Industry Division at 

Getzner Werkstoffe. “Floating floors increase the comfort 

levels on board substantially. But not only that: The service 

life in these areas is optimised, and the damage to the 

infrastructure minimised.” 

Photo: Getzner Werkstoffe 
Floating floors with Sylomer Marine FR increase the comfort levels 
on board substantially.

Photo: Getzner Werkstoffe        The NK certified material Sylomer 
Marine FR is easy to install, maintenance free, resilient and durable.

bIG poTENTIAl IN SouTh-EAST ASIA
              

“In recent years, some Southeast Asian countries have 

positioned themselves as new production hubs in the 

shipbuilding industry – from Singapore and Vietnam to the 

Philippines and Malaysia. Singapore is especially important 

when it comes to customised and specialised vessels. Because 

of the material properties of Sylomer Marine, we see a big 

potential for our solutions in these Southeast Asian markets,” 

states Thomas Dorfner, Regional Sales Director Asia South 

Pacific at Getzner Werkstoffe.

MAINTENANcE-fREE ANd duRAblE

Sylomer Marine FR is a polyurethane product that convinces 

not only with its fire protection characteristics, but also with a 

high degree of vibration suppression in fire-prone areas. The 

product is resilient and maintenance-free. Compared to other 

materials, Sylomer Marine has a very low static to dynamic 

stiffness ratio and is, therefore, much more acoustically 

effective. Moreover, the vibration protection solution is 

resistant to water, salt water, oils and greases, and free from 

plasticisers as well as environmentally harmful substances. 

“Sylomer impresses with its low weight and ease of handling 

and installation,” concludes Thomas Gamsjäger.
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industry news

SHIP REPAIRING 
GLOBAL MARKET REPORT 2020-30: 
COVid-19 GrOwtH And CHAnGe

Major players in the ship repairing market are Hyundai Mipo Dockyard Co., Ltd, China 
Shipbuilding Industry Corporation (CSIC), Damen Shipyards Group, Sembcorp Marine 
Ltd., Oman Drydock Company, Cochin Shipyard Limited, United Shipbuilding Corporation, 
Arab Shipbuilding and Repair Yard, Fincantieri S.p.A and Keppel Offshore and Marine.

The global ship repairing market is expected to decline from $29.40 billion in 2019 
to $27.39 billion in 2020 at a compound annual growth rate (CAGR) of -6.83%. The 
decline is mainly due to the COVID-19 outbreak that has led to restrictive containment 
measures involving social distancing, remote working, and the closure of industries and 
other commercial activities resulting in operational challenges. The entire supply chain 
has been disrupted, impacting the market negatively. The market is then expected to 
recover and reach $30.06 billion in 2023 at a CAGR of 3.15%.

The ship repairing market consists of revenue generated by sales of ship repair-
ing services by entities (organizations, sole traders and partnerships) that operate 
shipyards. Only goods and services traded between entities or sold to end consumers 
are included.

North America was the largest region in the ship repairing market in 2019. Asia-Pacific 
is expected to be the fastest-growing region in the forecast period.

Photo: Fincantieri   Shipyard Monfalcone

In February 2020, Titan Acquisition Holdings, a bicoastal leader 
in ship repair and modernisation and complex fabrication 
services for the defence industry, acquired Huntington 
Ingalls Industries for an undisclosed amount. This acquisition 
creates opportunities to better serve key defence customers, 
economies of scale, expanded scope, and performance 
optimization. Huntington Ingalls Industries, a US-based 
company, engages in the designing, building, overhauling, 
and repairing military ships.

The ship repairing market covered in this report is segmented by 
vessel type into oil and chemical tankers; bulk carriers; general 
cargo; container ships; gas carriers; offshore vessels; passenger 
ships and ferries; mega yachts and other vessels, and by ap-
plication into general services; dockage; hull part; engine 
parts; electric works; auxiliary services.

The COVID-19 pandemic affected ship building and ship 
repair facilities globally to a great extent. The pandemic has 
disrupted almost every area of the shipping industry, after a 
promising 2019. All levels of operations were affected by yard 
closures, logistical challenges and survey delays, while scrubber 
retrofitting also declined sharply. For instance, in March 2020, 
the Italian shipyard Fincantieri initially suspended manufacturing 
in its shipyards for two weeks due to the coronavirus crisis, which 
was then extended for more than a month that has impacted 

the business. Therefore, the impact of COVID 19 is expected to 
hinder the growth of the ship repairing market.

Major companies in the ship repair sector are concentrating on 
the development of advanced technology services for ship repair. 
For example, in February 2020, Maindeck, a modern SaaS for 
the ship maintenance and repair industry, with a particular 
emphasis on dry-docking projects, launched a mobile inspection 
app from which they can delegate access to specific sections 
of the project. The app operates offline and immediately uploads 
when internet access is detected.

The increasing seaborne trade is anticipated to drive the 
growth of the ship repairing market. Seaborne transport, which 
plays a key role in the development of a country, involves ports, 
inland water systems, ship repair, shipping and ship building. 
According to the United Nations Conference on Trade and 
Development (UNCTAD), international seaborne trade volume 
increased from 10.7 billion tons in 2017 to 11.0 billion tons in 
2018 and is projected to expand at an average annual growth 
rate of 3.5% during 2019-2024. According to the Indian 
Ministry of Shipping, approximately 70% of India’s value trading 
and 95% of India’s volume is handled by seaborne transport. 
Upswing activities in sea-borne trade activities increase the need 
for regular maintenance and repairs. This scenario is expected to 
augment the demand for the ship repairing services.
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industry news

OXALIS: 
sHiP rePAir it rePOrt 2021

After 6 years of developing software for the Maritime industry, specifically around ship 
repair organisations, oxalis.io’s founder Jon Malanche and Director of Product Micah 
Waldstein have released the company’s first industry report, assessing the current and 
future state of ship repair organisations and the technology that supports them. 

“Technology will be a competitive advantage for shipyards, and winners will be those 
who can effectively and rapidly bring that advantage to bear”, the report states.  

The most apparent gap revealed in the report is the industry’s lack of agile practices 
that could help shipyards shorten feedback and communication cycles between 
contractors and subcontractors, thereby speeding up the ship repair process by 
days at the execution level and months at the planning level. Each saved day results 
in wrapping up jobs faster, allowing for more projects over the course of the year. 

“This is not a new idea for the ship repair industry,” said Oxalis founder Jonathan 
Malanche. “But, ship repair organisations have been duped and neglected by 
project management software time and time again. We wanted to write this report to 
demonstrate the value management technology brings, and so they know they’re not 
neglected anymore.”

The report also features an interview with Ryan Smith, CEO of Fincantieri Marine 
Systems North America. Smith explained challenges on the deckplate, from COVID 
precautions to an aging workforce to technology resistance. “I don’t think there has 
been an industry leader that has adopted some sort of technology proving that it’s the 
way to go,” Smith said about the industry’s lack of adoption. “Someone needs to prove 
the savings costs are significantly outperforming, and outperforming the competition.”

Photo: Fincantieri     Ship repair and conversion

“ ThE REPORT ExAMINES 

ThE STATE OF ThE ShIP REPAIR 

INDuSTRy AS IT hAS BEEN, 

AS IT IS CuRRENTly, AND 

WhERE IT NEEDS TO gO TO 

kEEP uP WITh INCREASINg 

DEMAND.  ” 
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industry news

FINCANTIERI AND AWS: 
diGitisAtiOn And COMPetitiVeness 

OF ITALY WITH CLOUD COMPUTING

Fincantieri and Amazon Web Services (AWS), have signed a cooperation agreement 
to accelerate the digital innovation and technological development of Italy, essential 
for the growth of the country.

The two companies will support the implementation of “Digital Italy 2026”. This 
plan defines the specific objectives and priorities of the country’s and of the Public 
Administration’s digitisation, that is part of National Recovery and Resilience Plan 
(PNRR). The companies will support this plan by collaborating in the creation of 
a series of joint projects and by raising awareness as well as fostering education on 
cloud technologies and their potential for the country’s growth.

In particular, the two companies emphasise the strategic importance of cloud 
computing as the engine that will power the digital transformation of the country 
thanks to its reliability, efficiency, sustainability, security and scalability. The 
companies will cooperate in the creation of an ecosystem to provide technological 
and infrastructural solutions to institutions, public administration, citizens and 

Photo: Fincantieri   Shipyard Ancona

“ CooPeRATioN To 

develoP The digiTAl 

TRANsfoRmATioN of 

iTAly’s eCoNomiC, 

iNsTiTuTioNAl ANd soCiAl 

fRAmewoRks ” 

companies, strengthening the country’s National Cyber secu-
rity Perimeter and digital sovereignty.

The collaboration will leverage fincantieri group’s skills 
in defence, electronics, advanced systems, information 
technology and cybersecurity, and Aws’s proven experience 
as the backbone of institutions, large companies, smes and 
start-ups that are powering their innovation processes through 
the use of cloud.

AWS has a long history of investment in the country. In April 
2020 AWS launched data centres in Italy with the opening of 
the Aws europe (milan) Region. The Aws Region in italy meets 
the highest levels of security, compliance, and data protection, 
and allows customers with data residency requirements to store 
their content in Italy with the assurance that they retain complete 
ownership and sovereignty over their data and it will not move 
unless they choose to move it. Additionally, customers can further 
ensure complete control over the location of their data through 
hybrid and customised cloud solutions.

max Peterson, vice President of world wide Public sector at 
AWS said: “We are proud to start this collaboration with the 
fincantieri group, a symbol of the italian excellence”. Peterson 
added: “The AWS cloud infrastructure we launched in Italy last 
year allows public governance located on Italian soil as well 
as making it even easier for Italian organisations to reinvent 

and evolve customers’ and citizens’ experiences. Together with 
fincantieri, our goal is to power italy’s digital transformation 
and its economic growth through the use of the most advanced 
cloud technologies”.

giuseppe Bono, Ceo of fincantieri, commented: “we consider 
this collaboration an extremely important one. By teaming up 
with Aws – a leader in the global iT revolution –, our group 
will implement new technologies even more extensively, by 
testing the more innovative solutions and decisively accelerating 
its digital transition process”. Bono added: “moreover, together 
we will have the chance to offer our wealth of expertise, 
experience and training to support government-promoted 
initiatives, among which are those concerning the modernization 
of the public administration sector, cybersecurity and artificial 
intelligence. This will allow us to actively provide a contribution 
as part of the collaborative process that pools together the best 
productive forces in the Nation to achieve some of the crucial 
goals in this recovery stage”.

millions of customers—including the fastest-growing start-
ups, largest enterprises, small and medium businesses 
and government organisations—trust Aws to power their 
infrastructure, become more agile, and lower costs. AWS 
arrived in Italy for the first time in 2012 and continued its 
commitment to the country with the opening of the new AWS 
europe (milan) Region in 2020.
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SABRINA CHAO 
eLeCted BiMCO President

BIMCO, the world’s largest shipping association, has elected Sabrina Chao of Wah 
Kwong Shipping Holdings Limited as President at the organisation’s online general 
meeting on Thursday 20 May 2021.

Sabrina Chao takes over as the 45th President of BIMCO, the fifth President to be 
based in Asia and the third to be based in Hong Kong. She takes over from Şadan 
Kaptanoğlu, managing director of Kaptanoglu Shipping, who has completed her 
two-year term.

“I am honoured to be offered this opportunity by an organisation that is trusted world-
wide with a membership representing over half of the world cargo fleet,” says Chao.

“Over the next two years, one of my key priorities is to use this opportunity to help 
increase awareness of our industry and our seafarers. The pandemic has exposed 
the lack of knowledge by policy makers about the important role we play in society, 
causing inaction when it comes to solving urgent issues including the crew change 
crisis and piracy. We need to keep raising our voice outside of our industry,” Chao says.

Sabrina Chao has been in the shipping industry since 2001 and joined the family 
business – Wah Kwong Maritime Transport Holdings Limited in 2002. Chao held the 
position as Chairman of the group from 2013 until August 2019 and from 2016, she 
served a two-year term as Chairman of the Hong Kong Shipowners Association.

“I also see my appointment as a great opportunity to help strengthen BIMCO’s position 
throughout Asia, growing our voice and visibility through engagement with members 
and with regulatory bodies,” says Chao.

Chao takes over after a 2-year period as President Designate, and at the general 
meeting, Nikolaus H. Schües, CEO of German-based Reederei F. Laeisz, was elected 
as President Designate.

“We need strong industry bodies more than ever, as we face a tremendous amount 
of regulatory pressure from governments. We must work together to find solutions to 
decarbonise while assuring a level playing field. I am honoured that I will take part 
in this journey with BIMCO,” Chao says.
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industry news

ØRSTED AND POSCO 
COLLABOrAtes On OFFsHOre 

wind And renewABLe HydrOGen

Ørsted and POSCO Group have announced the signing of a Memorandum of 
Understanding (MoU) to expand their relationship. POSCO and its affiliates will 
apply the group’s joint capabilities to support the development of Ørsted’s 1.6 
GW offshore wind projects off the coast of Incheon City. Moreover, Ørsted and 
POSCO will conduct feasibility studies on potential collaboration on renewable 
hydrogen.

Photo: Ørsted Virtual ceremony in which POSCO and Ørsted signed an MoU.

Korea has set an ambitious target of installing 12 GW 
offshore wind capacity by 2030. In September 2020, 
Korean President Moon Jae-in further announced the Green 
New Deal which targets net zero emissions by 2050. With 
this MoU, Ørsted takes another significant step, in addition 
to the company’s flagship Incheon projects, in pioneering 
renewable energy development in Korea and supporting 
Korea in the country’s transition to clean energy.

Ørsted has a well-established relationship with POSCO, 
whose steel business has been one of the strategic global 
suppliers and a trusted partner supplying over 100,000 
tons of steel for Ørsted’s Hornsea 1 and three other 
offshore wind farms. In December 2020, POSCO Group 
joined the Korean government’s decarbonisation declaration, 
announcing its ambition to become a leading renewable 
hydrogen company and reaching carbon neutrali ty 
by 2050.

Jung-son Chon, POSCO Group Senior Executive Vice 
President, said, “POSCO has placed its hydrogen 
business as one of our growth engines for the group and 
is working to discover renewable hydrogen business 
opportunities. We hope to see our renewable hydrogen 
business pick up speed through this business collaboration 
with Ørsted. Combining the operational know-hows of 
Ørsted, a global company in the field of offshore wind 
and renewable hydrogen, with the business capabilities 
of POSCO Group, which includes construction and energy, 
both companies will be able to create synergies for a 
win-win collaboration.”

Mads Nipper, Group President and CEO of Ørsted, says: 
“With a vision of creating a world that runs entirely on 

green energy, Ørsted transformed from a fossil-fuel intensive 
utility to the world’s most sustainable energy company. 
We are determined to be a global catalyst for systemic 
change and to help countries and companies undertake 
their green transformation through scaling existing green 
energy solutions such as wind and solar and developing 
and scaling new green solutions such as hydrogen. It is 
wonderful that we could announce the MoU with POSCO 
during the P4G summit in Korea, which gathers global 
thought leaders and decision-makers to work towards 
achieving Sustainable Development Goals and creating a 
more sustainable world.”

Matthias Bausenwein, President of Ørsted Asia-Pacific, 
says: “This MoU is a major step for Ørsted to deepen 
our collaboration with POSCO, which shares our mindset 
of taking responsibility for reducing CO2 emissions. We 
look forward to bringing in our experience and insights 
to support Korea in achieving its energy transition and 
decarbonisation goals. With the Danish state as our 
majority owner, Ørsted is committed to working with 
local partners and suppliers across the value chain to build 
a vibrant Korean offshore wind industry through our 1.6 
GW Incheon projects and potential more buildouts in 
other regions of the country. In addition to greening the 
electricity mix, offshore wind can become the feedstock 
for renewable hydrogen which can help decarbonising 
sectors that cannot be directly electrified such as trans-
port and heavy industry.”
 
Ørsted recently started construction of its first renewable 
hydrogen demonstration project H2RES in Denmark and is 
involved in nine renewable hydrogen projects in Denmark, 
Germany, the Netherlands, and the United Kingdom.
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industry news

TSUNEISHI: 
AiP FOr LnG duAL-FueL 

BULK CARRIER

Tsuneishi Shipbuilding has received Approval in Principle (AiP) from Lloyd’s 

Register for its LNG / fuel oil dual-fuel bulk carrier KAMSARMAX GF.

Photo: Tsuneishi Keiichiro Sho, General Manager, Ship Sales Dept., Tsuneishi Ship-
building (R), Hideo Natsui, Lead Surveyor, Lloyd’s Register (L)

The GF in “KAMSARMAX GF” stands for Gas Fuel. This 

eco-ship combines the versatility of KAMSARMAX with the 

high environmental performance of LNG fuel. Designed to 

use LNG as its primary fuel, it has achieved a reduction of 

carbon dioxide (CO2) emissions by 40% or more compared 

to the EEDI reference line and meet the reduction rate by 

a large margin for EEDI Phase 3 that will take effect in 

2025. In addition, sulfur oxides (SOx) and nitrogen oxides 

(NOx) have also been greatly reduced.

By obtaining AiP from the Lloyd’s Register, which established 

and certifies technical standards, it has enhanced the 

specificity of basic design and enabled smooth development 

into detailed design.

Sachio Okumura, President of Tsuneishi Shipbuilding 

commented:

“With the needs for environmental performance of ships 

increasing year by year, Tsuneishi Shipbuilding has 

been accelerating its research and development into 

environmentally-friendly technologies. The “KAMSARMAX 

GF” plays an important role in the transition from heavy 

oil-fuelled ships to next-generation ships fuelled by hydrogen, 

etc. We will continue our efforts at sales activities so that our 

ships can help solve the problems of many customers who 

are dealing decarbonisation challenges.”

Seiji Hamanaka, Technical Support Office Manager of Lloyd’s 

Register commented:

“We are proud to support Tsuneishi Shipbuilding with its 

ongoing decarbonisation efforts by awarding Approval in 

Principle for its LNG dual-fuel bulk carrier design. Since its 

creation in 2005, Tsuneishi Shipbuilding has been further 

enhancing its KAMSARMAX design to align with everchanging 

regulations and requirements, and this is the next step 

towards meeting the IMO’s GHG emission targets.”

Taking the opportunity of acquiring the AiP of KAMSARMAX 

GF, Tsuneishi Shipbuilding will continue to reduce the 

environmental burden by driving both the development of 

zero-emission ships and the shift to LNG fuels for other 

ship models as well.

Photo: Tsuneishi 
The LNG / fuel oil dual-fuel-operated bulk carrier “KAMSARMAX GF” that acquired the AIP
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HMM CONSORTIUM
tO eXPLOre Green AMMOniA 

suPPLy CHAin

HMM has signed a memorandum of understanding (MoU) with LOTTE Fine Chemical, 
Lotte Global Logistics, POSCO, Korean Register (KR), and Korea Shipbuilding & 
Offshore Engineering (KSOE) to seek feasible solutions on the green ammonia 
supply chain.
 
Under the terms of the MoU, each member pledged joint efforts to form the end-to-end 
supply chain for ammonia bunkering, including production, storage, and transportation 
of green ammonia.
 
More specifically, Korea Shipbuilding & Offshore Engineering (KSOE) plans to develop 
an ammonia-powered ship, which will be certified by Korean Register (KR). HMM and 
Lotte Global Logistics take charge of testing and operating the vessel. Once POSCO 
produces green ammonia overseas, LOTTE Fine Chemical will transport the fuel and 
perform a bunkering operation.
 
As an environmental initiative, in 2019, HMM unveiled its target of reaching carbon 
neutrality by 2050 for its entire fleet. As part of achieving the target, HMM has been 
seeking multiple sustainable energy sources, including biofuels, LNG, hydrogen, and 
green ammonia.
 
An HMM official said, “We simply can’t decide and select one single carbon-neutral 
fuel at this moment, considering commercial viability, availability, and scalability. HMM 
will spearhead an effort to promote the use of a range of alternative fuels in cooperation 
with top-rated industrial players with experience and expertise.”

Photo: HMM (From L to R) Jong-chul Choi (Executive Vice President, HMM), 
Hyung-chul Lee (Chairman & CEO, Korean Register), Sung-joon Kim 

(Senior Executive Vice President, KSOE), Kyung-Moon Jung (CEO, LOTTE 
Fine Chemical), Byeong-Og Yoo (Senior Executive Vice President, POSCO), 

Chan-bok Park (CEO, Lotte Global Logistics)

“ HMM HaS SiGNEd 

MOU WiTH FivE KOREAn 

PaRTNERS TO CONdUCT a 

STUdy, aiMiNG TO ESTabLiSH

A COMPREHEnSivE SUPPLy 

CHaiN FOR GREEN aMMONia 

FROM PROdUCTiON TO 

bUNKERiNG” 

SHIpbUIldINg: 
CHinA BuiLds And BuiLds….

Unsurprisingly, it was not unexpected. 

China’s shipbuilding industry, says the official China Daily, saw a strong performance 
in the first quarter of 2021 while maintaining a large global share in terms of 
completion volume, and new and holding orders. 

The completion volume of shipbuilding in China, rising 39.8% year-on-year to 9.79 
million deadweight (dwt) tons  in the first three months of 2021, accounted for 
43.4% of the global market share, according to the nation’s Ministry of industry 
and information Technology (MiiT).

new shipbuilding orders surged 251.7% from the same period last year to 17.2 
million dwt, taking up 47.4% of the global market share.

The volume of holding orders, down 1.4 percent year on year to 78.48 million dwt 
by the end of March 2021, accounted for 44.6 percent of the global market share.
Simply by looking at how China has stopped the COviD1-9 pandemic in its tracks 
does offer lessons for some hard-headed introspection. The Economist citing a 
report from the Massachusetts institute of Technology and the Federal Reserve 
and quoting from a paper headlined as, “Pandemics Depress the Economy, Public 
Health interventions Do not”, aptly concluded that cities that acted early and force -
fully had the best economic outcomes. 

in the publication’s words, those that delayed such measures could not escape the 
pandemic’s shadow: people still curbed their consumption and businesses capped 
their investment. Cities that imposed strict controls, by contrast, limited the damage 
to public health and were able to bounce back sooner.

“ JUST a NOvICe 

SOMe TweNTy yeaRS 

agO, CHINa HaS SURged 

paST THe lIkeS Of kORea 

to become the world’s 

leadINg SHIpbUIldeR. 

THaT pHeNOMeNON HaS 

CaUSed SeOUl TO SMaRT, 

aS TO JUST HOw waS THe 

MIddle kINgdOM beeN 

able TO wHIz paST HeR. 

beijing’s lead is not just 

IN abSOlUTe NUMbeRS bUT 

alSO IN THe TeCHNOlOgICal 

kNOw-HOw CHINa HaS 

beeN adOpTINg. ” 

Jaya pRakaSH RepORTS.

COuntry rePOrt: CHinA

Photo from China Daily shows a cruise ship under construction 
at Dalian Shipbuilding Industry Company in Dalian, 
Northeast China’s Liaoning province, Jan 13, 2016.
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that the city is working to upgrade its shipbuilding and ma-
rine engineering industries with luxury cruise ships and high-
end equipment at its core, which requires many advanced 
products from Finland.

China State and Shipbuilding Corporation (CSSC) accepted 
more than 73 vessel orders in the first half of 2020. Ship-
building has been at the forefront of scientific and techno -
logical innovation. It was, as described by the CSSC,“as the 
backbone of China’s shipbuilding industry and the leading 
force in marine equipment development”. The body’s chair-
man Lei Fanpei, even was reported by The Naval Architect 
as saying, ‘Innovation drives development to provide strong 
momentum for building a world-class shipbuilding group.’ 

Back in May 2021, CSSC launched the world’s largest ma-
rine dual-fuel low-speed engine, WinGD X92DF, which had 
been developed by CSIC subsidiary, WinGD, and built by 
Shanghai CSSC Mitsui Shipbuilding Diesel Engine Co. 

In July, CSSC signed a strategic agreement aimed at strength-
ening the country’s transportation and maritime sectors, in 
cooperation with China’s Maritime Safety Administration of 
the Ministry of Transport. The agreement targets the devel-
opment and acceleration of high end-marine equipment in 
China, including equipment for cruise ships, large-scale LNG 
vessels.

And in March 2021, China’s Marine Design and Research 
Institute (MARIC) obtained an approval in principle certificate 
from Italian class society RINA, for a dual-fuel, 157,000 dwt 
crude fuel oil tanker with the vessel featuring two four-stroke, 
dual-fuel engines, and an electric power demand system. 

Such an accolade marks a milestone in Chinese technologi-
cal innovation. Now, it is a given that such engineering and 
technological feats can be duplicated across the board to kit 
out all manner of vessels from liners, LNG tankers or even 
cruise vessels, etc. 

But even as those feats may ‘awe and shock’ they did not 
occur in a vacuum. 

AUTONOMOUS SHIPS 

That, however, is not where China, is now. Unbeknownst 
to many, Beijing is quietly and surely stealing a show few 
thought possible.

Thetius, a research and innovation consultancy, reports that 
there are massive research & development efforts now un-
derway in China, with academic institutions and private 
companies registering thousands of patents relating to the 
technology.

Author Nick Chubb says globally, there are nearly 3,000 
patents registered for autonomous surface vessel technology. 
By far and away the most active country for patent applicants 
is the People’s Republic of China. 96% of all patents related 
to the technology are registered in China, with a small 
group of universities and two private companies making 
the biggest contributions.

The massive amount of patent activity [in China] indicates 
that significant R&D funding has been made available 
to researchers building the next generation of maritime 
autonomous surface shipping (MASS) technology. Further, the 
Chinese government is highly supportive of the sector, having 
recently set up a 300 square mile autonomous shipping 
testbed in Guangdong.

Mainly on account of China’s research programme, patent 
registrations for MASS technologies have grown exponentially 
in the last five years. There were 55 patents registered in 2014, 
compared with 824 registrations in 2018. Because most of 
the research is being conducted in academic institutions, we 
expect a lag of around five years before the inventions are 
launched as commercial solutions, said the author. 

This comes at a time when the wider Chinese economy is 
moving away from low value manufacturing in favour of high-
tech manufacturing and software development. Additionally, 
China has a thriving domestic shipping market and is the 
largest supplier of seafarers in the world.

The combination of the massive R&D programme, a supportive 
regulatory environment, and the size of China’s shipbuilding 
and operating markets means that the Asian country will 
undoubtedly, overtake European and American competitors 
by 2025.

There is little doubt that China is incapable of doing, what 
Europeans have hitherto not been able to. According to 
Malaysian maritime analyst Nazery Khalid when speaking to 
Marine and Offshore,

“This after all, was a nation that had sent a mission to Mars”, 
lending by his inference that a nation with enviable scientific 
and technological prowess cannot be outclassed by a simple 
inability to build autonomous vessels. 

“China’s success in autonomous ships can lend her first 
mover experience”, stressed Khalid, meaning that her feats 
will almost certainly win her international audiences across 
the world. 

But drawbacks remain and may remain for the long haul. 
“The question”, according to Khalid, “is if this technology 
will catch on”, asked the noted maritime scholar rhetorically. 

The article then elaborated that the economists will pore 
over data from the COVID-19 shock for years to come. 
But China’s GDP figures for 2020 have validated those 
findings. After its early fumbles in managing the novel 
coronavirus outbreak, China imposed stricter lockdowns than 
just about any other country. The new data confirm that it 
was one of a handful of countries to register any economic 
growth at all last year. Its GDP for 2020 says Statista was 
US$14.72trillion. 

One of the few items China cares assiduously about, 
is shipbuilding. Ships are vital for its merchant fleet. 
They transport the goods and manufactured wares the nation 
wants to export to other nations. They are used to earn useful 
foreign exchange. And they establish independence from ship 
management companies that gnaw at those foreign exchange. 

Thus, it does not become hard to understand why China simply 
needs to import iron ore – that quintessential, raw material to 
make steel, for shipbuilding – from Australia, even as bilateral 
tensions have shaken the relations between both powers. 
(Anatha’s use of ‘shaken’ is an incorrect adjective)

In 2019, Australia was China’s biggest supplier of iron ore, 
accounting for around 62.2 percent of the total iron ore 
import tonnage to China. China’s National Bureau of Statistics 
of China said the nation imported approximately 1,064.12 
million metric tons of iron ore in 2018.

Such colossal amounts do point that shipbuilding in China, 
can neither shrink nor stop.  It must continue. As after all, it is 
a national priority and the vessels China builds, means more 
than just tonnage. 

For years and indeed decades, China seemed to have 
perfected the art of shipbuilding. 

“They (meaning Chinese) have been learning from the 
outside world and have forged international collabora-
tions”, said a source who spoke anonymously to Marine 
and Offshore. 

Just in December 2020, nearly 70 Finland and Nantong-based 
companies, including Wartsila, MacGregor, Konecranes, 
Nantong COSCO KHI Ship Engineering Co, COSCO 
(Nantong) Shipyard Co, and China Merchants Heavy Industry 
(Jiangsu) Co, held a discussion in East China’s Jiangsu 
province to seek cooperation opportunities in the shipbuilding 
and marine engineering sectors, reported China Daily. 

“Nantong is the second largest shipbuilding and marine 
engineering base in China and a very important market 
for Finland,” said Pasi Hellman, consul general of Finland 
in Shanghai.

Cao Haifeng, director of the Nantong bureau of industry 
and information technology, agreed with Hellman, stating 

Picture from China Daily shows a shipbuilding dock of Jiangsu New Yangzi Shipbuilding Co, a subsidiary of Jiangsu Yangzijiang Shipbuilding 
Group, in the Jiangyin-Jingjiang industrial park of Jiangsu province, China.
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(CSIC) is enlarging its focus areas to develop high-end ships 
like floating hospitals, 20,000 twenty-foot equivalent unit 
container vessels, ocean farms, as well as dual-fuel ships and 
gas-powered ships with smart systems and latest wind-power 
technologies, said its vice-president, He Jiwu. CSIC says, its 
goal is to catch up with global rivals in the field.

Dalian Shipbuilding Industry Co Ltd, a subsidiary of CSIC, 
delivered the world’s first intelligent VLCC named New Journey 
to China Merchants Energy Shipping Co Ltd late last month in 
Dalian, Liaoning province.

Built over a period of three years, the VLCC is 333 meters 
long and 60 meters wide. Its dead weight is 308,000 tons. 
It is the first VLCC in the world that obtained the i-ship 
(intelligent) symbols from the China Classification Society.

As China continues to build all classes of vessels from liner 
vessels, bulkers, Aframaxes, LNG and very possibly cruise 
vessels, there is nothing out there to stop the shipbuilding 
giant in aspiring to what she wants to be. 

Guan Yinghua, deputy technical director at Dalian Shipbuild-
ing, in announcing the delivery of New Journey underlines 
the need to develop large intelligent ocean-going vessels.

“Currently, all countries in the world are actively promoting 
intelligent navigation and developing intelligent technology 
for ships, which plays an important role in improving 

maritime traffic safety, energy saving and emission reduction, 
as well as economic efficiency,” she said.

Guan also said with the top-level design of network and 
information platforms, the oil tanker has the functions of 
autopilot navigation, intelligent cargo management, integrated 
energy efficiency management, equipment operation and 
maintenance, and communication between ship and ashore.

“For example, the intelligent cargo management system collects 
information from more than 600 monitoring points, then 
analyses it to give reasonable feedback for decision-making,” 
she said, in a commentary to China Daily, the official mouth-
piece of the Chinese Communist Party. 

If anything, China’s growth was no happenstance. A nation 
rooted in ancient maritime trade, its mandarins had long 
realised that whoever commands the seas, commands the vital 
commercial arteries to its growth. 

With that strategic focus in mind, is it any wonder that ship-
building is heavily subsidised. That said, the industry employs 
millions, and is worth every cent and dollar for the gargantuan 
investments the state always ploughs into technologies and 
its human capital. 

If, that surprises anybody, it should not be. For as how 
Beijing has made it known, she wants to be the world’s 
leading shipbuilder. 

Kai Zheng, CSIC’s gigantic tanker with a tonnage of 308,000 metric tons, launches in Dalian, Liaoning province, on June 23. 
[Photo by Lyu Wenzheng / For China Daily]

Though China’s autonomous vessels are a ‘new wonder’, the 
burning question is if they can safely transport chemicals and 
highly inflammable substances?  The jury is out on that, add-
ed Khalid, as a tough regulatory regime is vitally needed to 
police autonomous ships.

Just looking at how the COVID pandemic has panned out 
to destroy lives and livelihoods, must have surely been a 
welcome and desired move by China. Though autonomous 
ships will not roll out until 2025, such craft are one of safest 
ways to beat the next pandemic by reducing seafarers to the 
dangers of respiratory induced illnesses. 

Aside from the benefits of such vessels, it will be plain short 
sightedness to view such vessels in isolation. Just how do such 
vessels insulate against cyber and pirate attacks has never 
actually been posited.

Professor Stephen Turnock from Maritime Robotics Lab at the 
University of Southampton in speaking at a roundtable event 
said, “If you take an autonomous ship, you can’t just look at 
the vessel, you’ve got to look at the control station. We have 
seen very high profile, phishing attacks against very large 
shipping companies. The world of autonomy is got to be as 
efficient if not more given how autonomous ships rely on tech-
nology in a variety of senses”. 

MOVING WITH THE TIMES 

Still there is nothing to say that China is letting loose. In news 
carried by CCTV, Beijing has built the Xiangshan Marine 
Scientific & Technology Port in Zhuhai, in Guangdong province. 
It will go on to creating an innovation platform for the design, 
research and testing of unmanned marine systems and 
intelligent equipment.

The base will help develop the industrial chain of unmanned 
ships and foster research on advanced equipment manufac-
turing as well as new generation of information technology.

Another news from the Ministry of Industry and Information 
Technology (MIIT), said China’s shipbuilding saw a strong 

performance in the first quarter of 2021 while maintaining a 
large global share in terms of completion volume, and new 
and holding orders, official data shows.

The nation’s leading shipbuilder, Yangzijiang, was effusive 
about the technical skills it employs. The builder’s chairman Ren 
Yuanli proudly claimed of the yard’s exemplary innovations 
in safety, customised steel plates, and outfitting; a coefficient 
based on a Japanese standard. Importantly, Yangzijiang 
has adopted the 4E design concept added the chairman. It 
upgraded its ship type, internal structure, sewage treatment. 
And by improving on the vessel’s loading capacity, energy 
efficiency, its working efficiency improved compared with 
the similar ships in the market.

Chinese know all too well of the global push towards sustain-
able living, the need to protect the environment at whatever 
cost, and to be on the right side of history. 

China Classification Society (CCS) has been actively advo -
cating green shipping and green shipbuilding. It strove to 
promote the application of energy saving and emission re-
duction technologies, and the development of green shipping 
and ecological shipping. 

During the 12th Five-Year Plan period, CCS released to the 
industry the Rules for Green Ships, which are the first in the 
world, and have been steadily promoting the development 
and application of green energy efficiency, energy saving 
and emission reduction technologies. At the end of 2019, 
the Rules for Green-Eco Ships (2020), as integrated rules 
for ships with green characteristics, were developed and 
released to improve the green ecological level of shipping.

According to the green eco-ship indicator system, CCS is able 
to comprehensively evaluate a ship’s greenness, and provide 
the green ecological class notations for ships with high energy 
efficiency, low emission, and low pollution. Up to now, more 
than 300 ships engaged in international navigation or domestic 
navigation have been assigned with green ship class notations. 

That is not all. China Shipbuilding Industry Corporation 

Picture above taken from Yangzijiang website shows the general layout of its yard.
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SHIPBUIlDING
OVERVIEW & OUTLOOK 2020-21 

As of August 2020, the total orderbook for dry bulk, container and tanker ships has 

massively slowed reached its lowest point in 17 years as COVID-19 has massively 

slowed contracting (-50%) while deliveries of new vessels proved more resilient (-2%).

The orderbooks for dry bulk and container ships in particular have fallen sharply. 

At 63.4m DWT, the dry bulk orderbook is at its lowest level since April 2004 and 

34.7% smaller than twelve months ago. Similarly, the orderbook for container 

ships has fallen 10.3% in the past 12 months to its lowest level since September 

2003.

The fall has left the orderbook to fleet ratio at its lowest level in many years at 

just 7.7%. This is however not a reason for a flurry of new contracting activity. 

The larger fleet means that even this lower ratio represents a significant amount 

of tonnage especially given the poor outlook.

DRY BUlK CONTRACTING DOWN BY 6M DWT

The contraction in the orderbook has in particular been driven by the scarcity 

of new orders as the trade volumes have dropped and road to recovery seems 

long. In the first seven months of 2020, contracting for dry bulk vessels was 

down 65.6% from the start of the year and orders for new container ships were 

down 37.7%.

SPECIAL FEATURE

The pandemic has had a surprisingly limited effect on total 

deliveries which were down 1.7% in the first seven months 

of the year at 46.4m DWT. Deliveries of dry bulk ships were 

in fact considerably higher than the preceding year: 31.8m 

DWT in the first seven months of 2020 compared to 22.6m 

DWT in the same period in 2019. In contrast, deliveries of 

container ships were down 39.5% from the same period in 

2019, but as deliveries outpaced new orders, the order-

book had contracted. 2020 deliveries include nine ships 

above 23,000 TEU.

“Contracting activity has been quick to feel the effects 

of the pandemic with owners and investors showing little 

appetite for new ships,” says Peter Sand, BIMCO’s Chief 

Shipping Analyst.

SMAllER DEClINE FOR TANKER ORDERBOOKS

The tanker shipping industry also recorded a fall in its 

orderbooks, though not as sharp as the falls in dry bulk and 

container shipping books. This was primarily because the 

tanker orderbook had been at a much lower level than that 

of dry bulk and containers in the past two decades. The 

orderbook for crude oil tankers stands at 36.3m DWT and 

for the oil product tanker fleet at 12.1m DWT, down 4.2% 

and 12% from 12 months ago respectively.

In fact, product tankers was the only segment to have seen 

higher contracting in 2020 than the last, up 2.9% in the 

first seven months of the year at 3.2m DWT, though orders 

for new crude oil tankers have fallen 41.3% in the same 

period, a drop from 10.1m DWT last year to 5.9m DWT 

this year.

Deliveries fell by 39.1% for crude oil tankers and 46.1% for 

oil product tankers while total tanker deliveries in August, 

2020 amounted to 10.1m DWT compared to 17.2m in the 

same months the preceding year.

DEMOlITION ACTIVITY ROSE AS YARDS 
REOPENED

The decline in appetite for new ships came at a time when 

many owners were keen to get rid of their existing ships. As 

major demolition nations around the world eased their lock-

downs and once again opened their yards, June and July 

saw a strong uptick in demolitions. Total demolition activity 

in July totaled 1.8mDWT, up by 1.2m DWT from July 2019, 

an almost 400% increase from demolitions in April 2020.

In particular dry bulk and container demolitions increased, 

up 80.9% and 26.3% respectively, while 8.8m DWT of dry 

bulk capacity and 152,770 TEU of container ships were 

sent for demolition since the start of the year.

“The sharp uptick in demolitions following the reopening of 

yards is entirely expected due to the demand shock from the 

Covid-19 crisis and expectations of a long road to recovery 

ahead of us. This is reflected in both the higher demolition 

numbers, with owners pushed to act on older and substandard 

ships that they had kept sailing until now, as well as the 

drop in contracting as the outlook for the next few years has 

become much gloomier than it was at the start of the year,” 

said Peter Sand.

Demolitions of product tankers have also risen, although 

not by as much as container and dry bulk demolitions. Up 

10.9% between January and July compared to 2019, eight 

product tankers have been demolished totaling 0.5m DWT.

In contrast, demolitions of tanker ships have been much 

lower. In fact, only two crude oil tankers were demolished 

in the first seven months of the year, both Suezmaxes. This 

translated into a 77.1% drop in crude oil tanker demoli-

tions compared with the same period in 2019, coming in at 

only 374,643 DWT.
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Although July demolitions in 2020 were already considerably 

higher than in 2019, they were in fact still lower than what 

was recorded in June, 2020 when total demolitions had 

reached 2.7m DWT. The largest part of these were dry bulk 

ships, accounting for 1.9m DWT.

Overall, in the first seven months of 2020, demolitions 

were up 35.3% from the same period in 2019, totaling 

11.6m DWT. Of this, 75.3% were dry bulk ships and 17.1% 

were container ships, with the remaining 7.6% attributable 

to tankers.

NEVERTHElESS, THE FlEET GREW

Despite the rise in demolitions and decline in deliveries 

in many sectors, the fleets continued to grow because in 

volume terms, deliveries were much higher than demolitions. 

The dry bulk fleet exceeded 900m DWT for the first time 

(901.67 as of 3 August 2020), with the fleet growing by 2.6% 

since the start of the year. The crude oil and oil product tanker 

fleets experienced the next highest fleet growth of the four, at 

2% and 1.7% respectively, with the container shipping fleet 

bringing up the rear by growing 1.2% since the start of the year.

“The continued increase in the supply of ships, despite higher 

demolitions and lower contracting, cannot be ignored as 

the volume of world trade was set for a considerable drop 

in the year ending 2020, and not forecasted to return to 

pre-pandemic levels until at least 2022. While the decline in 

contracting will result in slowing fleet growth in the coming 

years, balance in the shipping markets may prove elusive 

for many years to come,” says Peter Sand.

 

CONTAINER SHIPS DRIVE 119% JUMP IN 
TOTAl NEW ORDERS

Total orders of dry bulk, tanker and container ships in the 

first five months of 2021 have jumped 119.7% compared 

with the same period in 2020, primarily driven by record 

high container ship contracting, as investors in this segment 

find themselves flush with cash.

So far 43.6m DWT of orders have been placed at ship-

yards, towering above the 19.8m DWT at the start of 2020, 

when order levels were lower due to uncertainty at the start 

of the pandemic. In all of 2020, 49m DWT was ordered, 

a level which is only 5.5m DWT above the level reached in 

just the first five months of 2021.

Although not matching the staggering growth in container 

ship contracting, demand for new crude oil tankers has been 

strong, up 47.4% from the first five months in 2020, despite 

the freight market being much more profitable than currently. 

Oil product tankers on the other hand have seen a fall 

in contracting, whereas dry bulk contracting, despite the 

strong freight and S&P markets, was only slightly above 

last year’s level.

“The vast amount of money pouring into container shipping 

is finding its way into the shipyards, with the current tightness 

in the supply of ships incentivising some owners to expand 

their fleets. Although also making good money in the current 

market, dry bulk owners have been more reluctant to order new 

tonnage, with the second-hand market proving more popular,” 

said BIMCO’s Chief Shipping Analyst, Peter Sand.

“The tanker market is split 

in two. We are seeing a rise 

in contracting for crude 

oil tankers, as owners who 

filled their coffers during the 

height of the market last year 

are betting on a better market 

when the ships are delivered, 

whereas oil product tankers 

are proving less popular,” 

Sand said.

MONEY FROM THE 
CONTAINER FREIGHT 
AND CHARTER 
MARKETS POURING INTO SHIPYARDS

It has been a truly record-breaking start to the year for 

containership contracting, with 2.2m TEU being ordered. 

This is more than 12 times higher than the 184,254 TEU 

ordered in the first five months of 2020 and more than 

60% higher than the previous record dating back to the 

start of 2005.

The most popular ship type, measured in TEU as well as number 

of ships, had been Ultra Large Container Ships (ULCS) having 

a capacity of 15,000 TEU or higher. 89 of these have been 

ordered with an average capacity of 16,622 TEU. This however 

masks the fact that no ships between 16,000 and 23,000 have 

been ordered, with demand polarised between 15,000 and 

16,000 TEU ships on one side and 24,000 TEU+ ships on the 

other. In fact, there were 14 orders for ships between 24,000 

and 24,100 TEU, larger than the biggest ship currently in the 

fleet which has a capacity of 23,964 TEU. Far more popular 

had been 15,000 to 16,000 TEU ships of which 75 have been 

ordered, totalling 1.1m TEU.

“The biggest of the ULCS are proving less popular with 

carriers seeing the 15-16,000 TEU ships as a better option. This 

is because they still offer solid savings from economies of scale 

while not putting the same limits on flexibility as the 20,000+ 

TEU ships have in terms of trading patterns,” said Sand.

The three big shipbuilding nations were the only ones to 

have cashed in on the high containership contracting, with 

China winning the most 

deals (145), South Korea in 

second place (63) and Japan 

rounding out the trio (21).

The vast  major i ty  of  the 

tonnage ordered so far this 

year will be delivered in 

2023, which, according to 

BIMCO estimates, will see 

1.5m TEU delivered. This 

would make it the busiest 

year  for  conta iner  sh ip 

deliveries since 2015.

VlCC ORDERING MORE THAN DOUBlED

Despite the much poorer market conditions in the first 

five months of this year compared with the start of 2020, 

ordering of VLCCs have risen 125% to a total of 8.2m DWT, 

up from 12 ships to 27. After just five months, VLCC ordering 

is now only 4 ships (1.1m DWT) shy of total ordering 

in 2020. The rise in VLCC contracting has been enough 

to make up for the fall in contracting of smaller crude oil 

tankers. Ordering of Aframax and Suezmax tankers have 

fallen 44.5% to 1.5m DWT between January and May 2021 

compared to 2020.

The bigger ships are also the most popular in the dry bulk 

market. Contracting for Panamax and Capesize ships have 

risen by 40.9%, but the 56,5% fall in new orders for Handy-

size and Handymax ships meant total dry bulk contracting 

activity had risen by only 3.6% to 8.6m DWT.

In contrast, in the oil product tanker market, the bigger Long-

Range ships have proven less popular than MR tankers of 

which 28 have been ordered, totalling 1.4m DWT, all with a 

capacity of 40-50,000 DWT. For LR2 tankers, only five orders 

have been placed so far this year, and none for LR1 tankers.

On June 1 and 2, BIMCO has published its quarterly Shipping 

Market Overview and Outlook covering the dry bulk, container 

and tanker markets as well as global macroeconomics. 

*Article contributed by BIMCO.
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Shipbuilding: 
Who Will leAd? 

From the shores of Korea to Japan, to China, shipbuilding has a way of assuming 
a larger-than-life, life. No puns intended!

For some like Korea, Vietnam, and China the industry has grave strategic over-
tones. China needs to bank heavily on shipping because it is a major goods 
manufacturing and exporting nation. It cannot let shipping slip. 

Korea fits into the same kettle of fish. 

Yet as can be averred at most times, there is also a huge economic overtone over 
why these Asian nations will not let shipbuilding slip through their fingers. Ship-
building is where their bread is always buttered, which is not surprising in the 
case of Korea where hundreds of thousands of people are employed in not just in 
shipbuilding but, also in its supporting ecosystems. 

Still there is no shortage of good tidings.

According to Mordor Intelligence the shipbuilding market was valued at USD 
126 billion in 2020 and is anticipated to reach USD 167 billion by 2026, at a 
Compound Annual Growth Rate (CAGR) of more than 4%, during the forecast period 
(2021 – 2026).  Mordor Intelligence identified, South Korea, China, and Japan 

SPeCiAl FeATURe

as being the three major shipbuilding countries within the 
ship-building industry. The global market share of the 
Korean shipbuilding industry has crossed more than 40%. 
In 2017, Korean Trade, Industry and Energy Vice Minister 
Jeong Marn-ki addressed concerns in the shipbuilding 
industry and to plot ways to fire up Korean technological 
wizardry in shipbuilding. 

As it now is, the global market share of China’s shipbuilding 
industry is around 25%; whilst the Japanese portion grew to 15%. 

That said, it is the least bit surprising that the Asia-Pacific 
region is expected to dominate. China is the largest shipbuilder 
in the world. According to its Ministry of Industry and 
Information Technology (MIIT) of China, the country had a 
share of 43.1%, 48.8%, and 44.7% of the global market, in 
terms of delivery orders and order book.

Local shipyards not only cater to the local demand but are also 
winning orders from other major players. For instance, in 
November 2020, Proman Stena Bulk, a joint venture with Proman 
Shipping and Stena Bulk, agreed to build a methanol-powered 
Stena Prosperous. In the past, the joint venture signed a deal 
with Guangzhou Shipyard International (GSI) in China to build 
two IMOIIMeMAX methanol-ready 49,900 DWT vessels. These 
new vessels will be powered by MAN dual-fuel engines that 
feature water and fuel emulsion technology, which reduces NOx 
emissions without the need for catalytic conversion technology.

Similarly, in September 2020, the world’s first 23,000 20-foot 
equivalent units (TEU) container ship construction was completed 

by Hudong-Zhonghua Shipbuilding Co, a subsidiary of CSSC. 
This was a part of contract signed by CMA CGM, a French 
container transportation and shipping company and CSSC. 
Under the contract, additional eight 23,000 TEU container 
ships will be co-built by Hudong-Zhonghua Shipbuilding 
in collaboration with Jiangnan Shipyard Co. (CSSC subsidiary), 
declared Mordor Intelligence. 

pOlE pOSiTiOn

Ever if there is a cue to be taken for the spurt of yard orders, 
what has been instructive was how Korean yards were able to 
outfox their Chinese and Japanese rivals. 

According to Yonhap News Agency, South Korean shipbuilders 
outpaced their Chinese rivals to regain the top spot in global 
new orders of ships, Though Chinese yards are advanced, they 
according to a source close to the Singapore-based, branch of 
the American Bureau of Shipping (ABS) are “not as advanced 
as Korean or European yards”.

As can be quite accurately observed, shipbuilding is not just a 
highly prized industry. Governments with a vested interest, such 
as Korea ensure it is heavily subsidised. 

South Korean shipbuilders led by Hyundai Heavy Industries Co. 
obtained new orders of 40 ships, or 1.42 million compensated 
gross tons (CGTs), beating their Chinese rivals with 37 ships, or 
880,000 CGTs, according to the order book data provided by 
global market researcher Clarkson Research Service.

Chinese were followed by Japan’s shipbuilders, which won 
orders for five ships, or 110,000 CGTs. During the five-month 
period, South Korean shipbuilders bagged orders for 212 
ships, or 8.32 million CGTs, with Chinese shipbuilders 
winning orders for 321 ships, or 8.92 million CGTs, added 
Yonhap. Significantly, South Korean shipbuilders won orders 
for 31 ships propelled by liquefied natural gas (LNG), 
taking up 46 percent of 67 LNG-powered ships ordered this 
year. That now means the future of orderbooks lies squarely 
in the technological and energy efficiency make-up of vessels, 
thus effectively marking a complete move away from pollutant 
emitting bunker fuel which has been widely excoriated by the 
global shipping community. 

It was to escape that kind of censure that dual fuel engines 
have been starring in Korean shipbuildings. The bulk of new 
orders Korean shipbuilders brought home in 2021, have been 

Chinese shipyard Yangzijiang Shipbuilding Group Ltd has built 
a large ore carrier for Kukje Maritime Investment Corporation 
(Kmarin) of the Republic of Korea, the Chinese shipbuilder said. 
[Photo/Yangzijiang Shipbuilding Group daubed over ChinaDaily) 
24?)
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in multi-fuel engines capable of running on, either bunker C oil 
or liquefied natural gas (LNG) or liquefied petroleum gas (LPG), 
declared PulseNews.

Premier builder Daewoo Shipbuilding & Marine Engineering 
took orders for 20 dual fuel vessels making up for 80 percent of 
the new orders bagged in 2021. Dual fuel ships also accounted 
for 40 percent, or 43 of new 107 ship orders for Korea 
and Shipbuilding & Offshore Engineering and 36 percent 
for Samsung Heavy Industries.

“LNG-powered ships made up about 20 percent of the global 
order book, of which a majority sought dual fuel. The shift 
is exceptionally fast,” said Daewoo Shipbuilding & Marine 
Engineering CEO Lee Sung-keun at the P4G Seoul Summit.

“Since a vessel has a lifespan of 20 to 30 years, the shipping 
industry is increasingly opting for dual fuel propulsion ships 
that emit 20 percent less carbon than bunker C oil-powered 
ones to meet the goal of achieving carbon net zero by 2050,” 
Lee explained.

It, therefore, leaves nothing to be said about where the new 
trends, in shipbuilding is now headed. They belong to the classes 
belonging to the new age of environmentally friendly vessels 
and perhaps, also by extension into the good books of the IMO!

Dimitris Belbas, managing director and head of shipping 
finance in SEAFIN and when weighing in, on the new 
phenomenon and speaking exclusively to Marine and Offshore 
said, “environmental, social and corporate governance (ESG) 
is becoming very important for all shipping banks and capital 
providers. Most, if not all shipping banks globally, evaluate ship-
financing transactions and the underlying vessels, from a Green 
shipping / fuel efficient perspective. Furthermore, all shipowners 
and capital providers are closely monitoring and following 
the latest environmental regulations and guidance set by the 
International Maritime Organisation.”

Just over the last six months, “we have definitely seen an 
increase in ship financing worldwide and especially for the 
Greek ship owning community, the biggest in the world.”

Belbas attributed the spurt in shipbuilding in his native 
Greece on the back of the strong freight rate environment 
(in the Dry Bulk and the Container sectors), the Greek 
shipowners have been particularly active in the Sale & 
Purchase market, as buyers of second-hand vessels. 

According to him data compiled by Allied Shipbroking, 
from the start of the year up to May 23rd, 2021, Greek 
shipowners ranked 1st in the acquisition of second-hand 
vessels. They bought a total of 187 vessels with a total 
capital commitment of about US$ 3 Billion. The acquisitions 
involved 111 Bulkers, 48 Tankers and 20 Containers. China 
ranked 2nd with acquisitions of 148 vessels with an estimated 
value of about US$2 Billion.

During the first 5 months of 2021 Greek shipowners were 
also active in the newbuilding market placing newbuilding 
orders, in Chinese, Korean and Japanese shipyards. More 
specifically, according to Clarksons they placed a total of 67 
newbuilding orders (11 Bulkers, 25 Tankers, 4 LNG, 13 LPG 
and 14 Containers).

All this increased activity, of the Greek ship owning community, 
has been supported by international shipping banks and 
capital providers.

Amongst the technological changes seizing the shipping 
community, according to Li Xin, vice director of Innovation 
Center, Shanghai Merchant Ship Design & Research Institute 
(SDARI) when speaking at the ShipBuilding Market Outlook, 
was lower speed navigation. Equally, advanced computational 
fluid dynamics (CFD), improved hull coatings, air lubrication 
systems, wind assistance and highly efficient machinery with 
the anticipated arrival of alternative fuel solutions will yet be 
the other harbingers of note. He added more improvements 
in efficiency can be gained from smart ships and to enabling 
smart decision making for operations. To make the most of this, 

Picture above shows a Fincantieri Palermo Shipyard located in 
Mediterranean close to Greece. Greece is the European ‘Korea’. 
Photo Credit: Fincantieri. 

data barriers onboard ships and between ship and shore need 
to be broken down to make the most of operational data and 
opportunities for automation, outlined Li. 

iS ThERE A REnAiSSAnCE? 

A revolution of sorts is indeed taking place and there is 
little to naysay where Asian shipbuilding will begin and 
end. From the looks of it, it will be right in Asia proper 
and nowhere. 

It has been a long time coming for Asia to arrive at where 
it is. The continent’s shipbuilding push was led by Japan 
and China, having had watched what her neighbours were 
achieving, stepped up to the plate in no time. According 
to Sumanta Panigrahi, Managing Director and Head, Asia 
Pacific, Export & Agency Finance, Treasury and Trade 
Solutions at Citi and in a sponsored statement headlined as 
Asian ShipBuilding, A Dynamic Market, yards from Japan, 
South Korea and China are the largest players in each of the 
four major market segments: tankers, bulk carriers, container 
ships and offshore vessels (such as floating production and 
storage platforms and LNG regasification vessels). The 
principal inputs for each segment – and therefore the 
foundations for Asia’s success – are identical. Each requires 
steel: rapid growth in steel production capacity in Japan, 
South Korea and China facilitated the growth of shipbuilding 
in these markets.

Undoubtedly, shipbuilding is complex, competitive, and 
hugely capital intensive. Because technology may quite 
conceivably supplant expensive labour, many of Asia’s 
shipbuilding leviathans have started to invest heavily in it. 
China, for its part has learned that lesson on the draw. 
She now produces better ships in more complex segments 
such as ultra-large container ships of 12,000-14,000 
20-foot equivalent units (TEU). China is also now making 
inroads into the fast-growing LNG segment. A fourth input 
that drives shipbuilding is government support where like 
Korea, Chinese yards get huge dollops. 

In South Korea shipbuilding is concentrated among the 
chaebol (industrial conglomerates), such as Samsung Heavy 
Industries and Hyundai Heavy Industries, which receive 
strong support from policy banks and a significant proportion 
of South Korea’s export credit agency (ECA) funding, added 
Panigrahi. In China, government support includes access to 

capital from government agencies and policy banks and 
programmes to support buyers. It is focused on larger ship-
building companies such as China Shipping Development 
Company and China State Shipbuilding Corporation. One 
final factor that has driven Asia’s shipbuilding dominance 
is the growth of the offshore segment, prompted by the 
deep-sea drilling boom. Demand for Arctic Class semi-
submersible ships, which can cost up to US$1bn each, has 
soared. While the sophisticated drilling equipment on Arctic 
Class ships is manufactured in Norway, the hulls (which 
represent 70%-80% of the total cost) are built in either China 
or South Korea. Similarly, the dramatic boom in shale gas 
in the US and Australia has spurred an increase in spending 
on LNG vessels of almost 40% between 2008 and 2012, 
declared Panigrahi, in his analysis. 

Yet as matters stand, there is nothing to second-guess where 
China is headed. For a nation that beat down COVID long 
before everyone else in the world did, its prospects cannot 
be anything but more rosier than it now is. 

Martin Stopford, a maritime academic in views carried by 
Wartsila, said, “China has recovered quickly”, obviously not 
just in her economic heft but also in shipbuilding prowess. 
Stopford foresees rising building orders, adding, “We will 
also see a spike in new building in the 2030s to replace the 
ships from the previous shipbuilding boom 25 years ago. It 
would be a mistake to replace these ships with old technology, 
so we need to get new developments going. It is urgent to 
begin putting this new technology on the water, so we are 
ready for the next generation of ships. I don’t just mean new 
engines, but whole new platforms for ships.”

Crucially, the anticipated ‘new wave’ of orders says Stop-
ford will be in the “propulsion system of the ships built in 
the coming decade. The problem is that no zero-carbon pro-
pulsion system is available for commercial ships. Meeting 
the carbon challenge will take one step at a time, in which 
design innovation is introduced in three technology waves.

That pins the nail just into where it just needs to be in, 
technological wizardry. Wizardry in not just ship designs, 
but also in some of the crucial areas of a vessels such as in 
its propulsion systems, metallic paint and other areas like in 
the funnel that at one time used to emit soot. 

It is a new era indeed, and owners must not despair!
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Technology news

BALLAST free 
shIP DesIgn

Ballasting has been essential for the safe and efficient operation of steel-hulled vessels. 
Ships take on ballast water for stability when they’re not carrying cargo. They discharge 
ballast when they load freight, expelling tons of water and anything else that’s in it — 
from pathogenic microbes to molluscs and fish. This poses an ecological, economic 
and health threat because of the increased number of species that could be moved 
from one place to another. The spread of invasive species is recognised as one of the 
greatest threats to the ecological and economic well-being of the planet. 

With the entry into force of the IMO’s Ballast Water Management Convention in 
September 2017, all ships constructed (keel lay date) on or after this date, to which the 
convention applied, is required to be fitted, at delivery, with a ballast water treatment 
system. The ballast-free concept means that the vessel will not need to install a ballast 
water treatment system and it also removes the need to comply with the Performance 
Standard for Protective Coatings for ballast tanks and related regulation, enabling 
maintenance costs savings.

CHrONOLOGY Of CHANGeS

Back in 2008, University of Michigan researchers were already investigating a radical 
design for cargo ships that would eliminate ballast tanks, the water-filled compartments 
that enable non-native creatures to sneak into the Great Lakes from overseas.

At least 185 non-native aquatic species have been identified in the Great Lakes, and 
ballast water is blamed for the introduction of most—including the notorious zebra and 
quagga mussels and two species of gobies.

The U.S. Saint Lawrence Seaway Development Corp. implemented new rules designed 
to reduce Great Lakes invaders. Ships are required to flush ballast tanks with salt water 
before entering the Seaway, a practice corporation officials describe as an interim 
measure, not a final solution.

Meanwhile, Congress considered legislation that would force freighters to install costly 
onboard sterilisation systems to kill foreign organisms in ballast water. The systems 

used filters, ultraviolet irradiation, chemical biocides and other 
technologies, and can cost more than US$500,000.

The U-M ballast-free ship concept offered a promising 
alternative that would block hitchhiking organisms while 
eliminating the need for expensive sterilisation equipment, said 
Michael Parsons, professor of naval architecture and marine 
engineering and co-leader of the project.

“There is no silver bullet. But the ballast-free ship has the 
potential to be an economic winner while addressing the 
ballast problem in a serious way,” Parsons said.

Instead of hauling potentially contaminated water across the 
ocean, then dumping it in a Great Lakes port, a ballast-free 
ship would create a constant flow of local seawater through a 
network of large pipes, called trunks, that runs from the bow to 
the stern, below the waterline.

“In some ways, it’s more like a submarine than a surface ship,” 
Parsons said. “We’re opening part of the hull to the sea, creat-
ing a very slow flow through the trunks from bow to stern.

“You’re continuously sweeping water through the ship and 
out,” he said. “So you’re always filled with local sea water, not 
hauling water from one part of the world to the other.”

The U-M ballast-free ship concept was conceived in 2001 and 
patented in 2004.

With funding from the Great Lakes Maritime Research Institute, 
Parsons and his colleagues built a 16-foot, $25,000 wooden 
scale model of an oceangoing bulk carrier to test the concept.

The work was carried out at the U-M Marine Hydrodynamics 
Laboratory’s towing tank, the oldest facility of its kind that is 
owned by a US educational institution.

In addition to helping fine tune the design, results from the lat-
est round of tank tests and computer simulations suggest the 
ballast-free ship would deliver an unforeseen benefit. The de-
sign appeared to provide significant savings – possibly as much 
as 7.3 percent – in the power needed to propel the ship.

For a 650-foot bulk carrier hauling 32,000 metric tons of cargo 
from the Great Lakes to Europe and back, that translates into a 
roundtrip fuel savings of roughly US$150,000. A report on the 
test results, including their economic implications, were pub-
lished in the Transactions of the Society of Naval Architects and 
Marine Engineers.

In upcoming towing tests, naval engineers would try to 
confirm and explain the unexpected power savings. Most of 
the improvement is likely due to the fact that water expelled 
from the stern-end of the trunks “smooths out the flow” 
into the propeller, allowing it to operate more efficiently, 
Parsons said.

“It’s a huge power reduction, a hard-to-believe improvement in 
power, and we have to convince ourselves that all of it is real,” 
he said.

Building an oceangoing bulk carrier could cost US$70 million. 
The added construction costs of the ballast-free design for extra 
hull steel, trunk-isolation valves, piping and welding would 
be more than offset by eliminating the filtration system and the 
ballast tanks.

The researchers then concluded that the new design would re-
sult in a net capital-cost savings of about US$540,000 per ship. 
Combined with the expected fuel savings, total cargo transport 
costs would be cut by US$2.55 per metric ton.

“It seems that, compared to other ballast treatment systems, it’s 
a viable alternative,” SUNY Maritime College engineer Miltiadis 
Kotinis said of the ballast-free ship concept.

“We have proven that the technical part is feasible and that 
it can be applied to new vessel construction,” said Kotinis, a 
collaborator on the project and a U-M alumnus. “And we have 
also shown that, regarding the economics, it can reduce the 
operating cost and reduce or even eliminate the introduction 
of non-indigenous aquatic species.”

BALLAST free: A STeP CLOSer

Approval in principle was awarded to a ballast-free LNG carrier 
design in December 2017.

GTT and Dalian Shipbuilding Industry Co. Ltd (DSIC) received 
approval in principle (AiP) from Lloyd’s Register (LR) for 
their 30,000m³ B-FREE LNG carrier design in a ceremony at 
Marintec China.

The innovative design could provide a ballast-free shipping so-
lution and has several advantages over conventional designs 
(based on Type C cargo tanks and using ballast). It combines 
environmentally friendly features with increased efficiency as 
well as predicted lower build and operating costs.

Savings in build cost are expected through the avoidance 
of fitting a ballast water treatment system (BWTS) and not 
having to comply with the Performance Standard for Protective 
Coatings (PSPC) for ballast tanks, ballast piping, pumps and 
values. Operational savings should be seen from not having 
to, for example, run and maintain a BWTS, ballast systems 
and maintain ballast tank coatings. Initial predictions have 

AiP award ceremony, from Lloyd’s Register (LR) for a B-FREE LNG 
carrier design
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also shown lower fuel consumption compared to 
‘standard’ designs as well as lower LNG boil-off 
due to the GTT membrane tank, compared to a 
Type C tank.

Ma Yingbin, Vice Chief Engineer, DSIC, commented: 
“While we are still in the initial stage of the project 
and the design is subject to changes, the initial 
results are indicating that we will meet our goal 
of having a ballast-free ship that is equal to, or 
better than existing conventional designs. The 
cumulative improvements in operating costs coming 
from the combination of the various innovations and new ideas 
applied to the design are better than we anticipated, although 
we should be mindful that this is only the preliminary results 
phase and we need phase two to further refine and validate 
the design, we are hopeful this will result in more efficient 
small-scale LNG carriers.” 

He added: “Interest received from owners and operators 
so far has exceeded our expectations. We have been 
consulting some experienced owners for their thoughts 
and feedback.”

David Colson, Commercial VP of GTT, said at the occasion: 
“The ballast-free was an old idea that GTT had in mind several 
years ago and we are excited to see it now materialised in a 
conceptual design thanks to the excellent work from DSIC R&D 
institute and the very strong support and advice of LR. The good 
teamwork between the three parties in China enabled us to 
move forward with the design to this stage. The first results show 
that this ballast-free design has also introduced complimentary 
advantages such as a reduction in the number of cargo tanks, 
handling equipment, engine power, and more. We are excited 
to move forward with the next phase.”

Nick Brown, LR Marine & Offshore Director, commented: 
“We are privileged to be working on this truly innovative 
design that could bring many benefits to the industry as well as 
offering a potential solution to one of our most challenging 
environmental concerns. It is an honour for us to have been 
once again selected to support DSIC. This work builds on the 
JDP we had together for a low-ballast VLCC and also follows on 
from the work LR did in supporting DSIC to prepare for building 
LNG carriers using GTT membrane technology.”

BALLAST free LNG 
BUNKerING

In February 2018, Hyundai Mipo Dockyard (HMD) delivered 
the then world’s first ballast free LNG bunkering vessel. 
The 7,600m³ vessel was ordered by Germany-based 
Bernhard Schulte Ship management in late 2016 and was 
constructed to LR class at HMD’s Ulsan shipyard.

HMD was looking to address the problem associated with 
ballasting, through the development of a vessel without the 
need for a ballast water treatment system.

To apply the ballast-free concept to this vessel design, HMD 
gave careful consideration to the special hull form with dead-
rise; forward ‘engine room and deckhouse’ and a twin 
propulsion system with azimuth thrusters so that the vessel 
could retain its damage stability and easily control the trim 
and heel without ballasting.

HMD’s first obstacle was the speed management by dead-
rise. In general, dead-rise is known to help improve the 
ship’s stability, which is critical to this ballast-free vessel, 
but it is also likely to deteriorate the vessel’s speed 
performance. To counteract this, HMD focused heavily on 
the hull form optimisation and successfully developed a 
better performing dead-rise hull form, confirmed through 
the wet model test.

Another key feature of this vessel that enables it to be ballast-
free is the twin propulsion system with two azimuth thrusters. 
The smaller diameter of propellers fitted in the azimuth 
thrusters enables the vessel to achieve full immersion in all 
operational conditions.

LNG will be stored in two independent IMO type C tanks 
which are designed to contain the LNG with a minimum 
temperature of minus 165° C and maximum vapour pressure 
of 3.75 bar(g), and can be transferred to an LNG-fuelled 
vessel at the rate of about 1,250m³/hour through the 
cryogenic flexible hoses without ballasting and/or de-ballasting 
operation. Additionally, the natural vaporising gas from 
the bunkering vessel and the returned boil-off gas from 
the LNG-fuelled vessel will be compressed up to 220 
bar(g), stored in two sets of 40 feet container and used for 
propulsion fuel and electric.

Seung-Ho Jeon, SVP of HMD Initial  Planning Division, said: 
“The ballast-free concept will be made a reality by the 
technology expertise of HMD. We aim to stand out in the 
field of eco-friendly business practice.” 

Jin-Tae Lee, Ph.D, LR’s Korea Chief Representative & Marine 
Manager, a great supporter of technical innovation, said: “We 
are delighted to work with the shipyard helping the marine 
industry bring innovative designs to the market. We believe 
that this design is another remarkable development for 
HMD to realise the industry’s need for safe, efficient and 
clean requirements in the shipping industry worldwide.”

Technology news

Can RobotiCs 
sAve shIPbuIlDIng? 

As it can be clearly imagined shipbuilding is a complex process explaining why 
the industry is only monopolised by a few nations in the world. 

Right from the time naval architects begin designing vessels, to procurement and 
processing of material, hull construction, the installation and testing of sophisticated 
control such as the funnel and propellers and propulsion systems, with enormous 
steel structures it is without the slightest bit of doubt, a ‘painfully’ long and drawn-
out process. The actual building of a ship depends on the yard and that yard’s 
specialty and its expertise in vessel types. 

It is a given that yards, use construction technique with unit sizes that are determined by 
the capability and capacity of available handling and other equipment. The units come 

“ not sinCe the fiRst 

steam ship set sail, have 

shipbuilding evolved 

with the times. now 

ships aRe not just made 

laRgeR and stuRdieR, 

they also now 

RepResent the new faCe 

of what the industRy is 

poised to heRald.  ” 
jaya pRakash RepoRts.

Picture above from Peoples’ Daily Online shows a domestically built Chinese 
ship. Yards such as the one above, are almost certain to switch to the new era in 

shipbuilding and embrace technology to power their building prowess.
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“Technology is bringing so much of efficiency to yards”, 
pointed out Arjun Batra, group managing director in 
Singapore’s Drewry Maritime Services to Marine and 
Offshore. And that, according to him, results in huge 
savings for yards, something all builders seek, like the 
proverbial Holy Grail.

One of the key areas where technology ‘dazzles’, says Batra, 
is in the conceptual design stage. The ‘ace weapon’ in 3D 
printing technology, is that it makes possible to construct 
real objects from virtual 3-D objects.  This process is carried 
out by cutting virtual object in 2-D slices and printing the 
real one slice by slice. 

The other innovation, seen in yards, is where steel cutting 
and welding have become streamlined that it neatly fits the 
hull structure and all materials into a single unit. 

The advent of technology has certainly projected to be a 
boon for Japan which has been battling a falling birth 
rate and reeling under the strains of a labour crunch. It is a 
phenomenon that Batra characterises as having a ‘stabilising 
effect’ on the nation. 

Just as significant, is the growing popularity of liquefied 
natural gas (LNG) as an alternate marine fuel. In LNG engines, 
CO2 emissions are reduced dramatically whilst NOX and 
SOX, and particulates are almost drained off completely.

Major engine makers are actively pursuing LNG-fuelled 
engines and classification societies have lined up behind 
them.  And along with it, is the integrated electric propulsion 
technology which is now making revolutionary waves. 

Gas turbines and diesel generators both generate three-
phase electricity which in turn power electric motors that 
turn propellers.  A key advantage of that technology is 
the freedom of where to place the engines, it creates less 
noise and there is considerable weight reduction. 

Picture above from China Daily Ships shows a ship under 
construction at the Heniu Shipping Limited Company shipyard. 
China is poised to lead the world in shipbuilding.

WILL TECHNOLOGY REALLY BE 
THE BUZZWORD? 

I t need not be said, that ships harnessing the right 
technological mix of emissions control and keen digitalisation 
contrivances may just steal the day for the yards that built 
those type of ships!

“Cutting edge propeller design by Japanese yards”, have 
endeared some Japanese yards to owners, said Nazery Khalid, 
a maritime analyst from Malaysia.  Observed Khalid, the 
key challenge is if smaller yards and the much bigger and 
established yards, can all act in unison to embrace the change 
now underway for yards, from conceptual to detail design.

As can be expected there “will be resistance” explained 
Rachit Jain, managing director of Safe Lanes Consultancy, 
within the context of cost and value of the total incorporation 
of technology. Jain, conceded that shipping is an area where 
the industry needs to progress, comparing it with aviation 
and adding of the need to “bridge the gap”. Continued Jain 
“definitely we (meaning the shipping industry) have to bring 
in technology”. And technology will also help in fostering 
safety, he said. 

Yet if there is something larger than of all that is unfolding 
before the world it is just what the International Maritime 
Organisation (IMO). Right from its double hull ruling to 
MARPOL rules on sulphur content in fuels, the urgency has 
been to fit out vessels meeting the carbon challenge.

Zero carbon propulsion vessels are the buzzword but, as 
is the fragmented nature of shipping and yards, nothing as 
of now is quite certain if owners could quite afford the very 
expensive overlay that comes with the ultra-modern ship 
propulsion systems. 

The eventual aim is to have electric ship engines on the back 
of hybrid ones. And advanced digital systems that give a 
‘makeover’ to the present ECDIS and ORCA type of artificial 
intelligence for navigation may just be what the world yearns 
for; but they may not be available either for lack of drive 
to have them implemented because shipping, as was 
mentioned, is fragmented and disparate, or, they simply they 
are too expensive. 

Then, there is the issue of ‘legacy’ when builders confronted 
with the idea of having to migrate data may find such an 
exercise costly. That creates something of a double-edge sword 
kind of a scenario; that of having the technology but with no 
skilled expertise to man and manipulate such systems and 
compelled by force of such circumstances to revisit the old and 
laborious system that predated the installation of the new!

Fixing requires more money but the temptation to use two 
systems creates its own challenges. So the talked about robot 
revolution must have to take a back seat until the fragmented 
nature of shipping sorts itself out. 
 

from flat plates and sections cut to size and welded together 
to form a variety of sub-assemblies and assemblies, which are 
subsequently joined together. Outfitting is where most of the 
labour-intensive stage of the process is using a while suite 
of tradesmen. 

Such being what it ordinarily is extracts huge building costs, 
not to mention manpower. The price of a container ship 
some ten years ago was USD10million, whilst a bulk carrier 
can cost something beyond USD25million in today’s prices. 
It is much more these days, especially when many owners 
are now seeking hybrid engines. Most of the prices are 
determined by the price of steel, rudder installations, 
anchor, bow, keel, propeller etc. Overheads too, exact a 
heavy price depending on the location of the yard and the 
price of land that is to be used for shipbuilding. 

The use of manpower has without question, been somewhat 
of a bane for yards grappling with building costs. Cost is 
not the only determinant. Specialised skill is rare, few and 
far between and that means just only selected individuals 
from specific nations can be hired. All of these is over and 
above bureaucratic tangles yard owners need to confront 
with authorities.

Unions and constant haggling for wages in parts of Korea, 
Japan Greece, and Turkey, have naturally been an unwelcome 
bugbear in the total matrix of shipbuilding; all because 
they add to costs. That just explains why technology has 
been all the rage. Just in ceramic welding alone, especially on 
shell platings and block connections, it becomes easy for 
welders effectively shortening the production period. Now 
yards aiming for bigger vessels use robots for welding. This 
increases quality, production capacity and decreases the 
planning times and production periods.

Slowly but surely, shipbuilding is evolving, and technology 
is the reason for it along with cost pressures. 

Clearly, it is in artificial intelligence where the changes have 
been most profound. In Daewoo Shipbuilding & Marine 
Engineering in Korea, artificial intelligence for hot processing a 
robot system that combines technology is applied.

The Korean behemoth has developed an artificial intelligent 
hot processing robot ’Goknuri’ able to produce high-quality 
products even with the people employed are not without 
nominal skills. 

The robot ’Goknuri’ works by a process of data storing and 
using data on techniques. The stored data is then used for 
the construction of other ships using artificial intelligence 
technology in the future.

Additionally, it improves the working environment of workers 
exposed to noise and musculoskeletal diseases. The Korea 
Herald says it is the  AI robot for metalworking in the 
construction of ships for the first time in the world. The new 

device is also used to shape steel plates into curved ones at 
the front and the rear of a steel hull in Daewoo Shipbuilding’s 
shipyard in Geoje Island, about 400 kilometres south of 
Seoul, South Korea’s leading shipbuilder said.

Hot working is the metalworking process carried out above 
800 C to curve steel plates in the construction of vessels. 
Hot working requires little force to produce curved surfaces 
compared to cold working, but it is difficult to uniformly heat 
the steel plate, so there is a difficulty in having to rely mainly 
on the experience of a skilled high-tech person to maintain 
steady quality.

The innovations and experiments do not just stop there. 
Engineers will, increasingly in the years ahead, use artificial 
intelligence (AI) to design ships by integrating all kinds of 
requirements and parameters. Generative design is a design 
method in which the output, image, sound, architectural 
models, animation, are generated by a set of rules using 
a computer program, making it easier to design structures 
and saving on costs. The digital twin concept will soon 
be billed as being crucial as it will allow for a full digital 
replica of a ship to be created and application profiles to 
be simulated.

Robotic technology is the other ‘big thing’ in shipbuilding. 
Hyundai Heavy Industries has devised a system that will 
automatically shape a vessel’s 3D curved surface at its Ulsan 
yard. In Hyundai’s estimation, it will raise productivity by 
three times. 

Just not to be outclassed is Daewoo, the household name 
in LNG vessel building. It is using robotics technology to 
build key sections of container ships. It has been using a 
16kg robotic arm to weld parts of its ice-breaking liquefied 
natural gas carriers. Named ‘Caddy’ by the company, these 
arms can work on the hull to fuse steel structures together in 
a confined space.

And it is not just in the shipbuilding alone that automation has 
come in handy. In Ireland, an unmanned craft is behind the 
patrolling of sites and to effect repairs to marine renewable 
energy facilities. 

Signs and signals are everywhere that a robot revolution 
is afoot. The touted Industry 4.0 welds together physical 
production with smart digital technology and machine 
learning, to create a better-connected ecosystem for companies. 
And in the process ignites a robotised production platform, 
promising greater efficiency, shorter production cycles and 
a tighter, streamlined performance. 

And if oil prices continue to be volatile, there is the possibility 
that increased automation will help control costs and create 
a more sustainable business model. 

It appears there is no doubting the extent and benefits 
technology brings to yards. 
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PERSONALITY PROFILE

IndonesIa
ShIPPINg REFAShIONEd 

Carmelita Hartoto cuts a fine figure and holds the dual distinction of being 
both the incumbent President of INSA (Indonesian National Shipowners’ 
Association) and President Director and CEO of Andhika Lines.

She is reputed to possess a warm and effusive personality, one that belies her 
strong skills at the negotiation table and uncanny business instincts.  

“ A SuLtry LADy AND 

A wELL-kNOwN fIgurE 

IN tHE INDONESIAN 

SHIPPINg INDuStry AND 

LOCAL gLIttErAtI CIrCLES, 

CArmELItA HArtOtO IS 

tHE EPItOmE AND fEmININE 

fACE Of mODErN 

INDONESIAN SHIPPINg. ” 
gOH tz’EN LONg fILES tHIS StOry.

Carmelita, who believes in professionalism and strong 
family values, and runs a family business in the shipping 
industry, readily acknowledges that her parents have 
been instrumental to her life and career and have been a 
great influence.

Despite a demanding schedule and punishing routines, 
Carmelita manages to find time for her personal life and 
yet be able to manage association activities, to which she 
is deeply committed, and heavily involved in. 

“these are classic questions to a career woman. Like 
other career women, I always try to find quality time 
for gathering with my family, of which I could manage 
a balance between personal life, business and partici-
pate in association. moreover, I hired some professionals 
to manage my shipping business…”, says Carmelita.

Carmelita leads a fine and eclectic life and has varied 
personal interests and hobbies. “I am interested in 
social life, travelling and enjoy culinary flavours and 
epicurean delights.”

the lady has a burning passion to do more for the 
shipping industry. She adds: “well, I always dream that 
Indonesian shipping will be returned to its’ glory time in 
1980, where we may find Indonesian flags in many parts 
of the world.”

On the effect that recent developments such as the 
Covid-19 pandemic has had on the shipping industry. 
Carmelita agrees that Covid 19 has impacted the livelihoods 
in the shipping industry. 

“In the first and early stages, cargo and passenger 
throughput fell significantly. And up till now, the numbers 
of travellers have been reduced significantly due to social 
distancing. Seafarers as front liners live in danger. the 
ImO has categorised maritime workers as important per-
sons. therefore our government designated some main 
ports as legal and safe ports for repatriation and crew 
change with a safe health protocol...”

when asked, whether digitalisation and technology can 
play a role in alleviating the pressure points, Carmelita 
has this to say: “Some parts yes, digitalisation and the 
role of technology may solve some problems like working 
from home, online shopping etc. But other sectors could 
not be touched by digitalisation. repair, maintenance of 
ships still needs a personal feel, although the presence of 
supervisors may be reduced.”

On the topic of what Indonesia can do to reduce its 
carbon footprint within the maritime sector and how it 
can work towards achieving net neutrality and carbon 
zero by 2030 or 2050: “As a member of ImO, Indonesia 
has to ratify ImO regulation, All though, operational 
costs will increase. But always subject to the availability 
of fuel supplies. Of which we rely towards Pertamina State 
owned enterprises.”

Carmelita holds the affirmative and unapologetic view 
that cabotage should continue. Cabotage is not just only 
to regulate that the cargo traffic within Indonesia should 
be carried by Indonesian vessels. But cabotage is also 
the sovereignty of the country. She says, “Indonesia is as 
wide an archipelago as it is a country. we should safe-
guard sovereignty in economy and sovereignty in security. 
who will protect our country against disaster or war? It 
should be Indonesian flagged vessels.”

Asked about the value of foreign investments and the role 
played by investors in the marine sector, Carmelita shares 
the following insight: “Actually, foreign investments in the 
marine sector does not make benefits for Indonesian people 
as compared to manufacturers. the investment is only on 
the ship, which may be deployed at anytime whenever the 
investor wants it. However, for higher technology vessels that 
are not yet available in Indonesia, there are opportunities 
for foreign investors to cooperate with Indonesians with the 
maximum share of 49%.” 

Carmelita acknowledges that opportunities exist in the offshore 
sector for foreign investors. However, clean energy and 
renewables might not be a solution for Indonesia, just yet.

She says, “for marine industry? I think it still too far 
to go there. there are thousands of ships running with 
conventional energy. we need longer time to modernise 
our fleets. the nearest and most achievable is bio solar as 
renewable energy.”

there are challenges to the shipping industry in the fore-
seeable future…

Carmelita sees low competitiveness against foreign 
shipping as one of the key challenges in the Indonesian 
shipping industry.

“Our fiscal and monetary policy doesn’t support the 
shipping Industry. we need policy equal to what another 
country [is doing] supporting their shipping industry… 
Soft loans and free tax policies.”
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CorporAte profile

As sAfe As 
You Get!

Just looking at the company’s illustrious record since its inception in 2004, it 

is not hard to realise that this is a company that knows its stuff, to strut them 

with equal acclaim. 

It won the International Standardisation Organisation (ISO) certificate from 

the United Kingdom Accreditation Service (ISO: 9001: 2015) from UKAS 

and SAC. That was followed by the Business Innovation Award and the Next 

Business Generation Award from Lloyd’s List and cap it all off, the Intelli-

gence Safety Innovation Award again from Lloyd’s List. 

And all of these were achieved in such a short span of time. And it was over 

and above when competition had demonstrably, been at a larger, wider, 

and heavier clip. Hence that is what the DNA of the company is all about: 

whatever the competition, it is unfazed.

Since its formation, it has made it as its ‘mission’ to develop a simplified 

management systems that are written in simple English, process based, and 

which, importantly , complies with regulatory processes and systems of the 

land they operate in, where Safe Lanes maintains offices, be it in Greece, 

Hong Kong, or India .  

“ ON THE wEBSITE Of 

SAfE LANES CONSULTANTS 

PTE LTD, ONE CANNOT HELP 

NOTICING THEIr MISSION 

STATEMENT, wHICH IS “TO 

PrOvIDE AN ECOSySTEM 

Of HIGHLy SyNErGETIC 

MArITIME SOLUTIONS 

EMPOwErING CUSTOMErS 

TO MANAGE THEIr ASSETS 

wITH THE UTMOST SAfETy 

AND EffICIENCy”. ” 

with an army of trained auditors, Safe Lanes assesses 

and audits management systems across the shipping and 

offshore, terminal operations and STS service providers. 

It runs vessel audits (ISM, ISO, MLC and ISPS along with 

navigation cargo mooring, engine-room mechanics, 

safety, environmental and OwS audits. further, it also 

carries out remote vDr analysis and pre-purchase and 

vessel condition inspections.  

Additionally, is the provision of advanced analytical on-

line platform to provide one with capability to set, moni-

tor and measure your company KPIs and other aspects of 

your company operations. 

All of these come with the expertise of qualified investi-

gators who perform investigations using human perform-

ance fundamentals. The proven analytical techniques 

are used to identify root causes of events, resulting in 

effective recurrence-preventing control actions.

when Safe Lane began operations, it was with an aspi-

ration to bridge the gap between Oil Majors and Ship 

Owners / Managers, on mutual expectations and under-

standing.

Over time it enhanced its expertise in recognising the 

bottlenecks associated with processes; devising work-

able plans to optimize performance, and most important 

of all, monitoring their effective execution for ensuring 

success.

The company started its operation from Singapore with 

the offering of one service type. Through years, the com-

pany expanded its operation from Singapore to world-

wide, and from one service offering to capture the entire 

spectrum of quality assurance.

Safe Lanes has now become “the one stop shop” deliver-

ing quality assurance services to the Oil & Gas industry.

Its Singapore office is helmed by a Managing Director, 

rachit Jain, an astute tanker industry professional with 

extensive knowledge of ship management, marine op-

erations, and quality assurance.

A Master Mariner, his previous work experience includes 

stints with oil majors ExxonMobil and BP, in a variety of 

roles including vetting, incident investigations, inspec-

tions, and Quality Assurance.

rACHIT commenced his shipping career at sea in 1996 

and has sailed for 11 years on a variety of tanker ves-

sels up to the rank of Master Mariner.

Have you read
our other magazine?

see us on the web at
www.petrominonline.com

Fuels & Power
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The Column

IT Is sTIll The 

Oldest 
PrOfessiOn…

Unless  you are not from the other oldest profession, you can be excused.

Just over a course of months, the world has been seized. First, there was the 

Ever Given incident in the Suez Canal. Something that technology ought to 

have prevented, was did not.

Then there was the case of the X-Press Pearl, a ship that caught fire and sank 

off the Sri Lankan coast. 

Both incidents typify what technology could have or could not have wrought.  

Ever Given  has been the case of ceaseless debate as to why its navigational 

aids were not able to pinpoint, that it was heading to a sand bank composed 

of huge, unmovable mounds of earth and sand; all crystalised into an embankment 

that formed right smack in a place where it should not have been. 

And where the X-Press was concerned, it was reported 

that slovenly packed nitric acid in one container was mixing 

around with other chemicals and were being carried 

onboard. When a fire broke out the next day, there was 

no signal of that incident to authorities onshore in the 

neighbouring nations of South Asia. 

When high winds began fanning the flames, the situation 

soon spiralled out of control. Now all that is left, is an 

environmental catastrophe of untold proportions, the scale 

of which Sri Lanka has never seen!

Only if there had been a technological gizmo to quickly 

signal and warn the relevant authorities, could such a 

tragedy have been averted. But that was not to be, 

despite innumerable instances of ships catching fire in 

the open seas or elsewhere, over the last few years and 

indeed decades! Just whatever happened to fire alarms 

that must indeed have been on board? Why were they not 

able to quickly send out distress signals? 

Just look at the case of ferries that constantly capsize or, 

catch fire in the seas of Asia. If only ferries could be made 

of fireproof material or have an alarm system that warns 

authorities onshore of overloading, could the shipping 

community have saved itself of disasters upon disasters, 

that should never have been. 

Yet mishaps and serious tragedies are happening unlike 

in the other oldest profession that people have commonly 

come to be associated with. There are no technological 

devices, nor international moratoriums or conventions to 

abide by in that unspoken profession. It is a straightforward 

transaction between the customer and the retailer. There 

absolutely is no haggling whatsoever. 

So, just what is wrong with the profession that is viewed 

as an indispensable cog in the wheel of international 

trade? Plenty.  Ostensibly, there is very little investment or 

inducement to investment, governing safety and security, 

as maybe the case with ferries. Perhaps the time has come 

for banks to deny financing to owners not showing an 

appreciable effort to either inculcating a safety culture or to 

taking radical steps to that end. 

Or, it could plainly have been a lax attitude towards safety 

and security. If nitric acid was indeed slovenly packed, a 

serious implication can well be in store. 

And if navigational aids were not in place to forewarn a 

vessel of a huge sand mound visible even to underwater 

divers, it signals a serious shortcoming. Ships, after all 

do have transponders and just what happened to the Ever 

Given’s transponders? They could have told neighbouring 

maritime authorities in the Middle East of the danger of 

the vessel getting beached like a whale!

None of these seizes the other profession if you have 

guessed what that profession is. 

Oddly, enough mankind needs both of them however 

distasteful the other is.  
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NomeNclAture 

BELOW IS A GLOSSARY OF TERMINOLOGIES 
ORDINARILY USED IN THE 

SHIPBUILDING INDUSTRY

Direction and Positions Fore and aft: relative to the ends of the ship; fore is 

located at the front and aft is located at the back. Athwartships: across the ship, 

relative to the sides, perpendicular to the keel.

Amidships: the middle of a vessel, either longitudinally or transversely. 

Hull: A hull is the watertight body of a ship.

Bow: refers to the forward section of a hull. The point that is most forward when 

the vessel is underway specifically from the point where the sides curve inwards.

Bowsprit: a spar projecting forward from the bow Its purpose is to provide an 

anchor point for the forestay (a piece of standing rigging which keeps a mast 

from falling backwards), allowing the foremast to be stepped farther forward 

on the hull.

Stern: is the rear or aft part of a hull.

Sternpost: a vertical or upward curving timber, or assembly of timbers, that are 

stepped into or scarfed to the after end of the keel, or heel, at the stern. Stem or 

stem post: a vertical or upward curving timber or assembly of timbers, scarfed 

to the keel or central plank at its lower end, into which the two sides of the bow 

are joined. The prow is also the name given by seamen to the beak or pointed 

cutwater of large ships. The upper part of the prow is usually furnished with a 

grating platform.

“ IN THIS ISSUE, WE 

ARE GLAD TO NOTIFY A 

NEW SET OF TERMS THAT 

WERE UNcOvERED IN 

UNEScO (HTTP://WWW.

UNEScO.ORG/NEW/

FILEADMIN/MULTIMEDIA/

HQ/cLT/IMAGES/630X300/

APPENDIXB.PDF) AND OTHER 

SOURcES. THE TERMS 

ASSIGNED BELOW ARE 

cOMMONLY USED IN THE 

SHIPBUILDING cOMMUNITY. 

IT IS kNOWLEDGE THAT 

IS MOST BENEFIcIAL FOR 

THOSE WHO ARE NOT 

WELL-vERSED WITH THE 

MENTIONED TERMS. ” 

Transom: one of the athwartship (transversal) members, 

fixed to the sternpost that shaped and strengthened the 

stern t is the surface that forms the stern of a vessel. Tran-

soms may be flat or curved and they may be vertical, raked 

forward or raked aft. Chinese ships usually have a flat 

transom at the stern.

Starboard: refers to the right side of a vessel, as perceived 

by a person on board, facing towards the bow.

Port: refers to the left side of a vessel, as perceived by a 

person on board the ship, facing towards the bow.

Bilge: the area of the hull’s bottom on which it would rest 

if grounded

Flat bottom/chine: the bottom of a ship may be round, flat 

or flat floored, with a single or double chine, and with a 

slight or sharp deadrise. The chine is the ‘angular junction 

of the bottom and side of a vessel’ can also refer to the 

longitudinal timber located just inside the junction. The 

deadrise is the angle at which the bottom planking lies to 

the horizontal. Most flat-bottomed boats, such as most 

traditional Chinese vessels, have no keel.

Bulwark: the extension of the ship’s side above the level of 

the weather deck.

Freeboard: height of the ship’s sides above the waterline

Bulkheads: A bulkhead is an upright wall within the hull 

of a ship.

Deck: is a permanent covering over a compartment or a 

hull of a ship.

Quarter deck: extends forward from the stern to the 

main mast.

Rudder: is part of the steering apparatus of a boat or ship 

that is fastened outside the hull, usually at the stern. 

Helm: is a term that usually includes the tiller, the steering 

wheel and the actual rudder.

Rigging: is the whole apparatus through which the force of 

the wind is used to propel sailing boats or ships forward. 

Length Overall: often abbreviated as (LOA, o/a, o.a. or 

oa) is the maximum length of a vessel’s hull measured par-

allel to the waterline.

Loaded Waterline Length (LWL): or the waterline length, is 

the length of the vessel at the point where it sits in the water.  

Breadth or beam: the width at the widest point.

Displacement: is the ship’s mass when it is loaded to its maxi-

mum capacity, generally expressed in metric tonnes or long 

tons. 

Net tonnage: often abbreviated as NT, N.T. or nt. Is a cal-

culated representation of the internal volume of a ship’s 

cargo hold.

Draft and drag: the draft is the depth to which the hull 

is immersed, while the drag is the difference between the 

draft of a vessel’s stern and it’s bow.

Nautical mile: 1 nautical mile = 1.85 km

Ballast tank: is a compartment within a boat, ship or other 

floating structure that holds water, which is used as ballast 

to provide stability for a vessel.

Plimsoll line: is a reference mark located on a ship’s hull 

that indicates the maximum depth to which the vessel may 

be safely immersed when loaded with cargo.
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Your Feedback 
MeAns everything

Unless if you are living in an autocracy or dictatorship where your opinions do not 
matter the least bit, you can ignore this page.

But please do not ignore, even as there may not be the midnight knock on your 
door, as had always been the case in places and nations which do not respect the 
right of free speech, opinions and comments meant to elevate our sense of collective 
responsibility, and how the dissemination of alternative viewpoints are all about 
raising collective and responsible debate.

So, ‘Yes’, with a big capital Y. We welcome your views; wholly, substantially, and not 
incrementally. Those views must generate a deeper understanding of the issues at play 
such that debate, knowledge and wisdom is concurrently, elevated.

It is that key differential separating the world of free choice from the world of no 
choice. It is choice that a learned citizenry continually needs such that it never stops 
learning, never stops informing and is always informed in the best possible way 
possible that its learning continues the journey of discovery upon discoveries.

Even so, let us also not forget that Free Speech is forever Free! It has never been and 
never will be because as always has been the case, being free comes with a measured 
degree of responsibilities that sometimes can rightly or wrongly, manifest as societal 
disapproval, a legal injunction or worse still, even as both.

Neither of that is desireable, meaning societal disapproval and legal injunctions. 
For all too often, what would count as innocuous opinions may not just receive 
the same rendering in a wholly different setting. It becomes fodder for open debate. 
And debate is what this column of our publication is all about.

It is for you to agree, disagree, agree to disagree, disagree about agreements, argue, 
counter argue, posit a thesis, posit an antithesis, posit a synthesis, and love to hate 
what some would keep loving. So, this is for you. A page and a place for you to air 
views and opinions and agree or disagree with us on what you feel about the 
articles that you read or wish to read.  

All you need to do is drop me a line at editor@mediacomz.com and I will be so 
very morally obliged.

CoMMenting Aloud

Organized by:

Fireworks Trade Exhibitions &
Conferences Philippines, Inc.

Hosted by: Supported by:

2021 2021

2021 2021
2021
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This information is supplied ‘as is’. While every attempt has been made to ensure the 

accuracy of such information, the publisher does not accept responsibility for any loss or 

damage attributable to errors or omissions. Organisers are advised to check the information 
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readers. To have your conference or exhibition listed please post, fax or email details to Mary 

at mary@mediacomz.com. For latest information. Log onto www.petrominonline.com & 

click on ‘Events Calendar’.

cAlendAr of events

ADVERTISING SALES OFFICES 

MEDIACOMz INTERNATIONAL PTE. LTD.
8@TradeHub 21, 8 Boon Lay Way #09-10

Singapore 609964
Tel: 65-6222 3422  Fax: 65-6222 5587

Contact person: Yvonne Yap

Email: marketing@mediacomz.com

SEPTEMbER 2021

Philippines Marine 2021

1 – 3 September, 2021

Contact: Abigael Lamparas

Email: Abigael@asiafireworks.com

Tel: +639178198830

Website: www.philmarine.com

Oil & Gas Philippines 2021

1 – 3 September, 2021

Contact: Abigael Lamparas

Email: Abigael@asiafireworks.com

Tel: +639178198830

Website: www.oilgasphil.com

 

DECEMbER 2021

Oil and Gas Asia (OGA) 2021

7 – 9 December 2021

Kuala Lumpur Convention Centre 

(KLCC), Malaysia

Contact: Mr Derrick Yeow

Tel: +6018 969 1420

Email: Derrick.Yeow@informa.com

Ms Susan Lee

Tel: +44 79 76 887 032

Email: Susan.Lee@informa.com

Website: www.oilandgas-asia.com 

OuR 2021 wEbINAR

Green Shipping 2021

2nd Marine & Offshore Congress 

2021

6th LNG & Clean Marine Fuel 

Forum 

10th Dynamic Positioning Asia 

Conference & Exhibitions 2021 

12th RAMPS 2021 

4th Tank Terminal Tech Asia 

2021

Contact: Mary

Tel: +65 6222 3422

Email: mary@mediacomz.com

Website: www.mediacomz.com
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