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16 Trade Is Rising and so Is 

ship Traffic
 Roiled by a merciless pandemic 

over the last two years, there is 
 no mincing of words on the 

impact the pandemic, has had 
 on global trade and global 

anxieties! But what was once a 
ceaseless run of bad news after 
bad news, a glimmer of hope 
is creasing across the world. It 
may be too soon to cheer but the 
tidings have never been better 
since 2020.  

20 Technology Will save The 
Bacon

 Technological innovations are 
almost certain to save the shipping 
and shipbuilding industry.

 Cutting edge technological 

gizmos are vitally needed. They 
help plan the building of a ship 
in yards through the Internet of 
Things, upgrade ECDIS to help 
ships on their navigational paths, 
and help cruise ships get more 
leeway in their approach to 
berthing etc.

 
28 Philippines shipbuilding: 

another Bite at The cherry
  In March 2022, the Manila Times 

screamed that shipbuilding and 
seafaring have long been part of 
the Filipino heritage. Seafaring 
for all its vaunted promises does 
keep Filipino cash registers 

 ringing! And remittances, save 
for the COVID pandemic of the 
last two years, have always been 
bulging the nation’s coffers. 

coNTeNTs
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Just who can fault for the uptick in dynamic positioning 
vessels of late. It just had to happen. What can ever fill its 
vacuum when it has become a known necessity? 

News reports have been awash with statistics and findings 
of a possible surge in such vessels in years to come. That 
is the actual forecast, and there is plausible reason to 
believe that. 

If the pandemic had not come, the good cheer would have 
been much earlier. And there would not have been a need 
for an article, such as this.

Still, the COVID-19 pandemic was the monkey wrench we 
never needed. Yet it came just like the annoying war now 
being fought in Ukraine, which is the other monkey wrench!

The war has jangled nerves across the world. Tanker owners 
and operators have every reason to fear especially when all 
we hear of everyday, is of sanctions here, sanctions there, 
and a further tightening of sanctions against Russia, the 
principal architect of the crisis. 

Russia is after all the largest exporter of the vitally needed 
commodity which now has the dubious distinction of being 
maligned because an offensive power is using it to defray 
its war effort. 

For all of us, in the marine and shipping industry can we 
ever see a steady realigning of shipping traffic on the ocean 
surfaces? Yes, we can because the pandemic that terrified 
us all is fading.  

A

DYNaMIc 
ToasT…

EditoriAl

With our generation now living in the throes of a climate 
crisis, we never stop hearing of the ravages brought on by 
climate change and other carnages; some of which are 
man-made and yet others that are not.

All the same, just what is there to stop maritime trade. So 
long, as borders remain open, so long as trade pacts are 
forged, so long as economies keep bubbling it would take a 
Doubting Thomas in a fit of midsummer madness to oppose 
the logically inevitable!

And so, we have it. According to press reports the market 
for dynamic positioning vessels will crest. It will reach close 
US$18billion by 2030, thus giving every bit of hope that 
whether war or pandemic, hell or highwater, there is no 
redrawing of old maritime contours. 

But can we do away with dynamic positioning? Not by a long 
shot, until and unless someone invents a viable alternative.

Not missing the point is that the debate between mooring and 
dynamic positioning has been around since the first Toucan 
drillship appeared in 1966. The latter accomplishment was 
celebrated and heralded. 

But 1966, was a half-century feat. The world has come one full 
circle. A new dynamism is raging. Trade and offshore drilling 
wells are gushing with hope, enthusiasm, and new-found 
gusto. Dynamic positioning vessels are here to soar past us. 

Jaya Prakash
Editor

  Photo: Mohamed Nohassi unsplash
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industry news

Singapore HoStS 
FirSt international Seminar on 

United nationS global geoSpatial 
inFormation management

The Maritime and Port Authority of Singapore (MPA) hosted the first International 
Seminar on United Nations Global Geospatial Information Management from 10 
to 12 May 2022. Themed ‘Effective and Integrated Marine Geospatial Information 
Management’, this hybrid seminar was jointly organised by MPA, the United Nations 
Global Geospatial Information Management Section, Statistics Division, Department 
of Economic and Social Affairs, the United Nations Working Group on Marine 
Geospatial Information, the Marine Spatial Data Infrastructure Working Group of the 
International Hydrographic Organization (IHO), and the Marine Domain Working 
Group of the Open Geospatial Consortium (OGC). 

Leading international experts from academic and research institutions in the field of 
marine geospatial information shared their expertise on strategies to address key 
global issues such as climate change, disaster risk management, emergency 
response, as well as environmental management and protection. The plenary 
sessions covered topics including effective governance, policy and legal frameworks, 
financing, data, innovation, and standards for integrated marine geospatial 
information management. 

The International Seminar was held alongside the Third Expert Meeting of the United 
Nations Working Group on Marine Geospatial Information, the 13th meeting of the 
Working Group on Marine Spatial Data Infrastructure of the International Hydro-
graphic Organization, and the 2022 meeting of the Marine Domain Working Group 
of the Open Geospatial Consortium, from 9 to 13 May 2022. 

Senior Minister of State for Transport, Mr Chee Hong Tat, was the Guest of Honour 
at the opening ceremony of the International Seminar. “Having high-quality 
land-sea navigational and seabed data allows us to plan and make policy decisions 
more effectively, so that we can achieve better outcomes such as more efficient 

From left: Deputy National Hydrographer, Co-Chair UN-GGIM Marine Geospatial Information Working Group, UN-GGIM Americas Vice 
President, IHO IRCC Vice-Chair, IHO WEND WG Chair, NOAA, Dr John Nyberg; MPA Chief Executive, Ms Quah Ley Hoon; Senior Minister of 
State for Transport, Mr Chee Hong Tat; Singapore Land Authority, Mr Colin Low; Open Geospatial Consortium Senior Director, Mr Trevor Taylor.

transport routes, reduced fuel consumption and safer 
navigation. It also enables stronger partnerships and opens 
new possibilities,” said Mr Chee.

geoSpace-Sea web portal to be made 
acceSSible to tHe pUblic

A web portal named GeoSpace-Sea provides comprehensive 
and consolidated geospatial information which is used for 
various applications including port, marine and coastal 
planning, and environmental management. The web portal 
allows users to securely upload and download data, and 
will facilitate collaboration among government, industry 
and academia in areas such as marine science research 
and development (R&D), marine conservation and climate 
change adaptation. 

GeoSpace-Sea has also supported national sustainability 
initiatives such as monitoring and understanding the impact 
of climate change. The National Sea Level Programme, 
coordinated by the Centre for Climate Research Singapore 
under the National Environment Agency, aims to deepen 
understanding of how rising sea levels could affect Singapore; 
and the Coastal-Inland Flood Model, currently being 
developed by Singapore and aims to enable holistic flood 
risk assessment and aid in the planning of coastal protection 
measures by simulating the combined effects of extreme sea 
levels and inland flooding caused by intense rainfall.

partnerSHipS to drive innovation 
and collaboration

In October 2021, Singapore launched a partnership initiative 
to harness and develop emerging technologies in the hydro-
graphic domain that support safe maritime navigation and 
protection of the marine environment. In addition, measures 
are afoot to contribute to the work needed for the establish-
ment of MASS navigation data standards, including facilitating 
MASS test bedding in Singapore port waters.

In efforts to drive innovation, Singapore allows for three 
progressive types of use-case testing and fine-tuning namely - 
digital modelling, controlled environment testing using TCOMS 
Deepwater Ocean Basin research facility, and field test-bedding 
in Singapore’s waters. This collaborative development will pave 
the way for safer and more efficient operations of future 
maritime and ocean systems, harnessing synergies across the 
government research and industry sectors.

There is also a framework that defines how to develop 
specifications for digital products and services for hydrographic, 
maritime and GIS communities (e.g. bathymetry, currents, tides, 
weather data, etc.), so that the datasets and technologies are 
interoperable. It will also be able to support a wider variety of 
hydrographic data sources, products and users, and a more 
flexible and dynamic maintenance regime compared to the 
current IHO Transfer Standard S-57.
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Market News 

Dynamic Positioning 
system market 
Poised For Growth

The dynamic positioning system market, according to Allied Market and Markets 
research consultancy,  is estimated to be USD 6.3 billion in 2021 and is projected 
to reach USD 10.5 billion by 2026, at a CAGR of 10.7% from 2021 to 2026. 
The growing seaborne trade and growing cargo shipping industry are among the 
major factors driving the dynamic positioning system market.

To know about the assumptions considered for the study, Request for Free Sample 
Report

coViD-19 imPact on the Dynamic 
Positioning systems market

Dynamic positioning system manufacturers are pushed to 
shut down production operations due to government-im-
posed lockdown to monitor the spread of COVID-19 world-
wide. Ship and its component manufacturers are encoun-
tering operational problems due to supply chain disruption 
caused by the government restriction on transportation in the 
wake of COVID-19 pandemic. One of the major challenges 
faced by the shipping industry is the failure to maintain ves-
sels which lead to operational failure. This results in delays 
and hindrances in the shipping industry due to unexpected 
breakdowns. Travel restrictions due to the pandemic also 
was one of the major challenges for engineers in undertak-
ing regular repairs. During the pandemic, key players such 
as ABB group (Switzerland), Wartsila (Finland), and General 
Electric Company (US) faced decline in revenue as compared 
to the previous fiscal year.

These challenges are being resolved in order to improve the 
current scenario in the industry. The cost of shipping is high 
due to low demand as well as the low availability of vessels. 
This trend is expected to continue till the end of the pandem-
ic. The shipping industry is expected to make efforts to over-
come the challenges caused due to COVID-19 as countries 
are now focusing on maintaining supply chains to enable 
running businesses.

Dynamic Positioning system market 
Dynamics:

Driver: Increase in seaborne trade across the globe

The bulk cargo traded and transported through sea routes 
across the globe has increased over the years, as ships are 
economical as compared to other means of transportation. 
This, in turn, has led to the growth of global seaborne trade. 
For instance, as per the International Chamber of Shipping 
in 2019, 90% of the world’s trade is carried out through 
sea routes as the freight costs are competitive and ideal for 
the transport of heavy goods and goods in bulk. As per the 
publication of the United Nations Conference on Trade and 
Development (UNCTAD), the global seaborne trade reached 
approximately 12.8 billion tons in 2019 due to the rising 
global population, rising global gross domestic product 
(GDP), increasing disposable incomes, especially in Asian 
countries, and rising standards of living. Therefore, goods 
transport by sea is expected to drive the demand for ship-
building, in turn, leading to the rise in demand for DPS.

oPPortunity: autonomous shiPPing 
inDustry

The marine industry has also undertaken ground-breaking in-
novations and is looking forward to enabling implementation. 
Various players in the maritime industry have undertaken sig-
nificant efforts in developing autonomous ships. These projects 
are being developed to provide the scope of transporting cargo 
and passengers from one location to another without human 
intervention on navigable waters in future. Companies such 
as A. B. Volvo (Sweden) have been selected by Grovfjord Mek. 
Verksted (GMV) Shipyard (Norway) to produce a fleet of un-
manned vessels for the commercial market.

challenge: comPlex systems Difficult 
to be oPerateD by unskilleD oPera-
tors

Dynamic positioning systems uses a computer controlled sys-
tem which provides information about the effect of wind on the 
container and the position of the thrusters, which is not easy to 
operate for untrained personnel. DP systems are presently es-
sential parts of operations in the offshore industry and require 
specially trained and highly skilled operators in order to oper-
ate these systems. Operators play an important role as they are 
responsible for the smooth functioning of vessels installed with 
DP systems.

Dynamic Positioning system market 
ecosystem

Prominent companies providing dynamic positioning systems, 
private and small enterprises, distributors/suppliers/retailers, 
and end customers are the key stakeholders in the dynamic 
positioning market ecosystem. Investors, funders, academic 
researchers, distributors, service providers, and industries also 
serve as major influencers in the market.
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next generation Dynamic 
Positioning system segment to 
register the highest cagr During 
the forecast PerioD

Based on type, the next generation segment is projected to 
witness the highest CAGR during the forecast period. This 
segment will majorly be driven by the rise and development 
in the autonomous vessels. Currently, there are countries 
in many regions who are working on project to bring 
autonomous vessels into the commercial market. The 
dynamic positioning systems is essential for autonomous 
vessels because of the minimalistic human intervention. 
Human intervention gives rise to higher chances of error 
that could lead to accidents. Hence, shipowners and OEM 
manufacturers are working on next generation dynamic 
positioning system for autonomous vessels. So, this will be 
one of the major factors to drive growth in this segment for 
the forecasted period.

class 2 Dynamic Positioning 
segment to register the highest 
cagr During the forecast PerioD

By equipment type, the class 2 dynamic positioning system 
segment is expected to witness the highest growth rate during 
the forecast period. Class 2 dynamic positioning system are 
used in various types of vessels such as commercial vessels 
like passenger ferries, cargo ships, dredgers and others are 
the types of vessels in which class 2 dynamic positioning 
system is used. The class 2 dynamic positioning system has 
automatic and manual position and heading control hence 
a single fault in the active system will not cause the dynamic 
positioning system to fail.

asia Pacific estimateD to leaD the 
Dynamic Positioning system market 
in 2020

The dynamic positioning system market is expected to 
witness substantial growth in Asia Pacific during the forecast 

period. The growth of the shipbuilding industry in Asia 
Pacific is one of the most significant factors contributing to 
the demand for ships with increasing seaborne trade in the 
region. Increasing investments in offshore shipping industry 
and increasing recreational water activities in New Zealand 
are additional factors driving the growth of the dynamic 
positioning system market in Asia Pacific.

key market Players

The key players in the dynamic positioning system 
market include Kongsberg Gruppen (Norway), ABB Group 
(Switzerland), General Electric Company (US), Wartsila 
(Finland), Rolls Royce PLC. (UK), A.B Volvo (Sweden), Twin 
Disc (US), L3 Harris (US), Navis Engineering (Finland), Royal 
IHC (Netherlands), Marine Technologies LLC (US), Praxis 
Automation Technology (Netherlands), Norr Systems Pte 
Ltd. (Singapore), Moxa Inc. (Taiwan), Reygar (UK), Comex  
(France), Sonardyne (UK), Alphatron Marine (Netherlands), 
Undheim Systems (Norway), Wartsila Guidance Marine 
(UK), Thrustmaster of Texas (US), Xenta Systems (Italy), RH 
Marine (Netherlands), Raytheon Anschutz (Germany), Japan 
Radio Company Ltd. (Japan)

Be the first to know about our latest 
news, products and announcements

FLYING TO THE NEXT LEVEL
A revolutionary step for electric hydrofoils

At Yinson, we are creating the hydrofoils of the future.   

Our concept vessel embodies the definition of sustainability, elegance, comfort and safety — 
made possible through the implementation of cutting-edge integrated technologies.

HIGH EFFICIENCY,
UNCOMPROMISED COMFORT

SAFETY-INSPIRED 360°
AUGMENTED REALITY

MODERN, 
DIGITALISED COCKPIT

SMART CUSTOMISATION 
TO MATCH YOUR MOODS

SUSTAINABLY 
SOURCED MATERIALS

CONVENIENT,
SWAPPABLE ENERGY
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Market News 

P&I PremIums 
to CoNtiNue risiNg, 

addiNg to shipowNer 
opex woes

Record pool claims and the unprecedented impact of unforeseen events such as 

the Covid-19 pandemic have forced P&I Clubs to further harden their rates over 

the recent 2022/23 renewal round, following sharp rises last year. And Drewry 

anticipates more hardening in P&I premiums over the near term, which will add 

to ship operating cost inflationary pressures, along with rising hull and machinery 

insurance costs 

IG Clubs posted general increases averaging 11.5% across the Group this time 

around, while FD&D rises averaged 10.9%. However, there were wide variances 

in general increases, ranging from 5% to 15%. And the introduction of “target 

increases” in some Clubs indicates that the sector is moving away from a one-

size-fits-all approach. Instead, it is adopting an emerging model that prices 

risk according to each member rather than the strict mutuality that previously 

underpinned Clubs’ approach. This trend is worth watching. While Clubs 

remain mutual, some are clearly moving to a hybrid model of strict mutuality 

and individual risk.

 

Clubs continued to face pressure on claims in 2021, suggesting that they 

are likely to face record Pool claims over the near term, in addition to the 

feed through of claims arising from sectors that continue to be disrupted by 

Covid-19. Loss ratios are still riding high in the sector. Only Gard reported 

a 2021 combined ratio anywhere near the breakeven threshold of 100%, at 

102%. And six of the 13 Clubs saw decreases in free reserves, although they 

all posted a profitable set of investment returns to boost 

flagging underwriting performance. 

Clubs have begun to adjust their response to claims by ex-

amining their deductibles and five of the 13 raised the cost 

to assureds demanded by deductibles. That is a clear sign 

that some Clubs have begun to adjust a greater proportion 

of risk towards their members and will expect them to shoul-

der greater costs when claims are incurred.

 

Underwriting performance is being supported by healthy 

investment returns and gaps are being plugged by adjustment 

of deductibles and increased costs to assured. This situation 

is not sustainable and combined with record Pool claims 

suggests that owners should prepare for further hikes in 

P&I cover. 

 

As anticipated the market is consolidating with North P&I 

and Standard Club announcing merger talks to create a 

group with scale to rival Gard. Once concluded the merged 

group together with Card will have combined market share 

of around 40%, representing unprecedented market power. 

But such scale may better equip the merged group to support 

members through an emerging area of climate change related 

claims, as it has Gard.

 

However, the secondary consequence is that there will be 

fewer Clubs and less apparent choice for owners, but in 

some respects the P&I market has presented some dubious 

false choices in recent years. When most Clubs raise 

general fees in lockstep and more than half appear happy 

to sit on reserves, owners have very little actual choice. 

Drewry’s view is that further consolidation is inevitable as 

the benefits of scale in the face of rising disruption become 

ever more apparent. 

 

Meanwhile, this renewal round may mean that some Clubs 

start to stabilise their positions. But we continue to see this 

as part of a hardening cycle that may take several years to 

play out, especially given the size of emerging Pool claims.

 

The story first appeared in Drewry Mariitme Research.  
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Feature News

It Is tIMe to streNgtheN Your

OnbOard Cyber 
SeCurity PrOCedureS 

While the IMO has given shipowners and operators until 2021 to incorporate cyber 
risk into ships’ safety management systems, cyber criminals are already at work. Data 
is an asset and protecting it requires a good balance between confidentiality, integrity, 
and availability. Cyber security depends not only on how shipboard systems and 
processes are designed but also on how they are used - the human factor.

Shipowners and operators who have not already done so, should undertake risk 
assessments and incorporate measures to deal with cyber risks in their ship’s safety 
management systems (SMS) and crew awareness training. While the IMO has given 
shipowners and managers until 1 January 2021 to incorporate cyber risk into ships’ 
safety management systems, tanker owners and operators that are subject to vetting 
under OCIMF’S SIRE Programme have been addressing cyber security risks in their 
policies and procedures since 1 January 2018.

The newly published third edition of 
the industry cyber risk management 
guidelines, Guidelines on Cyber 
Security Onboard Ships, addresses 
the requirement to incorporate cyber 
risks in the ship’s safety management 
system. This was not included in the 
previous versions of the guidelines. 
Its inclusion reflects the fact that the 
industry has a deeper experience with 
risk assessments of operational technol-
ogy (OT) - such as navigational systems 
and engine controls - and provides 
more guidance for dealing with the cy-
ber risks to the ship arising from parties 
in the maritime supply chain.

Cyber riSkS may nOt be 
eaSy tO identify

Criminals trying to exploit the maritime 
industry, the ships and their crew are 
well organised and continuously evolve 
in the way they operate. This reflects 
the constantly evolving nature of cyber 
risk in general. Approaches to cyber 
risk management need to be company 
and ship specific but must be guided 
by requirements contained in relevant 
national, international and flag state 
regulations.

Senior management should embed a 
culture of cyber risk awareness into 
all levels and departments on board 
a ship. The result should be a flexible 
cyber risk management regime that is 
in continuous operation and constantly 
evaluated through effective feedback 
mechanisms.

The latest cyber security surveys show that 
the industry is more aware of the issue 
and has increased cyber risk manage-
ment training, but there is still room for 
improvement. This has also been con-
firmed by the 2018 Crew Connectivity 
Survey by Futurenautics group, where 
only 15% of seafarers acknowledge hav-
ing received cyber security training, 
and only 33% said the company they 
last worked for had a policy of regu-
larly changing passwords on board.

At Gard we strive to protect the interests of our members and clients in the best 
possible way. Our recommendation is to take a holistic approach to the cyber risks 
to protect the confidentiality, integrity and accessibility of both IT and OT systems 
through measures covering processes, technology and most importantly people. 
The easiest and most common way for cyber criminals to gain access, is through 
negligent or poorly trained individuals.
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reCOmmendatiOn nO.1: fOCuS On 
POliCieS, PrOCedureS, and riSk 
aSSeSSmentS

The latest Guidelines on Cyber Security Onboard Ships 
anticipates that cyber incidents will result in physical effects 
and potential safety and/or pollution incidents. Therefore, 
companies need to assess the risks arising not only from the 
use of IT equipment but also from OT equipment onboard ships 
and establish appropriate safeguards against cyber incidents 
involving either of these.

Company plans and procedures for cyber risk management 
must be aligned with existing security and safety risk 
management requirements contained in the ISPS and ISM 
Codes as included in company policies. Requirements related 
to training, operations and maintenance of critical cyber 
systems should also be included in relevant documentation 
on-board.

The IMO Maritime Safety Committee (MSC) adopted Resolution 
MSC.428(98)

on Maritime Cyber Risk Management in Safety Management 
Systems in June 2017. The resolution states that an 
approved safety management system should include cyber 
risk management in accordance with the objectives and 
requirements of the ISM Code no later than the first annual 
verification of a company’s Document of Compliance after 
1 January 2021.

The Document of Compliance holder is ultimately responsible 
for ensuring the management of cyber risks on board. Where 
the ship is under third party management, the ship manager 
is advised to reach an agreement with the shipowner as to 
who is responsible for this matter. Emphasis should be placed 
by both parties on the split of responsibilities, alignment of 
pragmatic expectations, agreement on specific instructions 
to the manager and possible participation in purchasing 
decisions as well as budgetary requirements.

Apart from the ISM requirements, such an agreement should 
take into consideration additional applicable legislation such as 
the EU General Data Protection Regulation (GDPR) or specific 
cyber regulations in other coastal states. Managers and 
owners should consider using these guidelines as a base for 
an open discussion on how best to implement an efficient 
cyber risk management regime onboard. Any agreements on 
responsibility for cyber risk management should be formal 
and written.

Companies should also evaluate and cover service providers’ 
physical security and cyber risk management processes in 
supplier agreements and contracts. Similarly, coordination 
of the ship’s port calls is a highly complex task being both 
global and local in nature. It includes updates from agents, 
coordinating information with all port vendors, port state 
control, handling ship and crew requirements, and electronic 
communication between the ship, port and authorities ashore.

Agents’ quality standards are important because like all 
other businesses, agents are also targeted by cyber criminals. 
Cyber enabled crime, such as electronic wire fraud and false 
ship appointments, and cyber threats such as ransomware 
and hacking, call for mutual cyber strategies and cyber 
enhanced relationships between owners and agents to mitigate 
these risks.

reCOmmendatiOn nO.2: enSure that 
SyStem deSign and COnfiguratiOn 
are Safe and fully underStOOd and 
fOllOwed

The problem with procedures is that good intentions can 
become paper pushing exercises. It is therefore important to 
ensure that those performing tasks involving cyber security 
understand that the purpose of the procedures is to prevent 
unauthorised access and not simply to satisfy the regulators 
or their immediate superiors.

Unlike other areas of safety and security, where historic 
evidence is available, cyber risk management is made more 
challenging due to the lack of facts about incidents and their 
impact. Until we have such evidence, the scale and frequency 
of attacks will continue to be unknown.

Experiences from the shipping industry and other business 
sectors such as financial institutions, public administration and 
air transport have shown that successful cyber attacks can result 
in a significant loss of services.

Modern technologies may add vulnerabilities to the ships 
especially if there are unsecured networks and free access to 
the internet. Additionally, shoreside and onboard personnel 
may be unaware that some equipment manufacturers 
maintain remote access to shipboard equipment and its 
network system. Unknown, and uncoordinated remote 
access to an operating ship should be taken into consideration 
as an important part of the risk assessment.

Gard recommends that companies should fully understand 

the ship’s IT and OT systems and how these systems 
connect and integrate with the shore side, including public 
authorities, marine terminals, and stevedores. This requires an 
understanding of all computer based systems onboard and 
how safety, operations, and business can be compromised 
by a cyber incident.

Some IT and OT systems can be accessed remotely and may 
have a continuous internet connection for remote monitoring, 
data collection, maintenance, safety and security. These can 
be “third-party systems”, whereby the contractor monitors and 
maintains the systems from a remote location and can be 
both two-way data flow or upload-only.

Systems and workstations with remote control, access or 
configuration functions could, for example, be:

•	 bridge	 and	 engine	 room	 computers	 and	workstations	 on	
the ship’s administrative network

•	 cargo	 such	 as	 containers	 with	 reefer	 temperature	 control	
systems or specialised cargo that are tracked remotely

•	 stability	decision	support	systems
•	 hull	stress	monitoring	systems
•	 navigational	systems	including	Electronic	Navigation	Chart	
(ENC)	Voyage	Data	Recorder	(VDR),

•	 dynamic	positioning	systems	(DP)
•	 cargo	 handling	 and	 stowage,	 engine,	 and	 cargo	

management and load planning systems
•	 safety	and	security	networks,	such	as	CCTV	(closed	circuit	

television)
•	 specialised	 systems	 such	 as	 drilling	 operations,	 blow	 out	

preventers, subsea installation systems,
•	 Emergency	Shut	Down	 (ESD)	 for	gas	 tankers,	 submarine	

cable installation and repair.

Below are some common cyber vulnerabilities, which may be 
found onboard existing ships, and on some newbuild ships:

•	 obsolete	and	unsupported	operating	systems
•	 outdated	 or	 missing	 antivirus	 software	 and	 protection	

from malware
•	 inadequate	 security	 configurations	 and	 best	 practices,	

including ineffective network management and the use 
of default administrator accounts and passwords,

•	 shipboard	computer	networks	lacking	boundary	protection	
measures and segmentation of networks

•	 safety	critical	equipment	or	systems	always	connected	to	
the shore side

•	 inadequate	 access	 controls	 for	 third	 parties	 including	
contractors and service providers.

reCOmmendatiOn nO.3: PrOvide 
PrOPer OnbOard awareneSS and 
training

Today, the weakest link when it comes to cyber security is 
the human factor. It is therefore important that seafarers 
are given proper training to help them identify and report 
cyber incidents.

When assessing cyber risks, both external and internal cyber 
threats should be considered. Onboard personnel have a key 
role in protecting IT and OT systems but can also be careless, 
for example by using removable media to transfer data 
between systems without taking precautions against the 
transfer of malware. Training and awareness should be 
tailored to the appropriate seniority of onboard personnel 
including the master, officers, and crew.

Gard regularly publishes Case Studies for safety meetings 
focusing on the risk assessment process and identification of 
the chain of errors that led to an incident. One of our Case 
Studies addresses cyber security in relation to the crew and 
we encourage masters to use our Case Study for OnBoard 
Safety as part of the training - for comparison, analysis and 
discussion among officers and crew onboard their ships.

Gard’s safety awareness campaign on cyber security

Based on our analysis of cases involving cyber security, Gard 
and	DNV	GL	have	produced	a	loss	prevention	awareness	
video and a presentation with some recommendations 
for how the maritime industry can address the issue. The 
material is not intended to suggest any industry changes or 
rule changes, but rather changes in the way people behave 
and act.

The story first appeared in GARD. This is a reproduction. 
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Trade Is rIsIng 
and so Is

Ship Traffic 

Global trade hit a record high of USD28.5 trillion in 2021, but is likely to be subdued 
in 2022, says the United Nations Conference on Trade and Development (UNCTAD)
The findings from the august body are yet, the surest balm for a planet badly bruised 
by ceaseless lockdowns, trade disruptions and deaths! But now there is a new horizon 
shining over its bow, and it could not be more welcome than it now is.

Rising trade is, without doubt a cause for celebration and jubilation. The last two years 
from 2020 to 2022 had been painful. Finally, it now means more vessels are plying 
the oceans and more ships are being built and ordered than when the pandemic 
had ‘forced and stopped’. 

“Overall, the value of global trade reached a record level of USD28.5 trillion in 
2021,” the UNCTAD report finds. That’s an increase of 25% on 2020 and 13% 
higher compared to 2019, before the COVID-19 pandemic struck.

While most global trade growth took hold during the first half of 2021 progress, 
nonetheless, continued in the year’s second half.

After a relatively timid third quarter, trade growth picked up again in the fourth 
quarter, when trade in goods increased by almost USD200 billion, achieving a 
new record of USD5.8 trillion.

Meanwhile, trade in services rose by USD50 billion to reach USD1.6 trillion, just 
above pre-pandemic levels.

“ roiled by a mercileSS 

pandemic over The laST 

Two yearS, There iS no 

mincing of wordS on The 

impacT The pandemic, haS 

had on global Trade and 

global anxieTieS! buT whaT 

waS once a ceaSeleSS run 

of bad newS afTer bad 

newS, a glimmer of hope 

iS creaSing acroSS The 

world. iT may be Too Soon 

To cheer buT The TidingS 

have never been beTTer 

Since 2020 ” 

Jaya prakaSh fileS ThiS STory.

CoUnTrY rePorTs, asIa

All major trading economies saw imports and exports rise well 
above pre-pandemic levels in 2019, says UNCTAD

But trade in goods increased more robustly in the developing 
world than in developed countries.

Exports of developing countries were about 30% higher than 
during the same period in 2020, compared with 15% for 
wealthier nations.

The growth was higher in commodity-exporting regions, as 
commodity prices increased. Moreover, South-South trade 
growth was above the global average, with a 32% year-on-
year increase.

Except transport equipment, all economic sectors saw a 
substantial year-over-year increase in the value of their trade 
during the final quarter of 2021.

“High fuel prices are behind the strong increase in the value 
of trade of the energy sector,” the report says, “Trade growth 
was also above average for metals and chemicals.”

As a result of the global shortage of semiconductors, trade 
growth in communication equipment, road vehicles and 
precision instruments were subdued.

The Overseas Economic Research Institute of the Export-Import 
Bank of Korea has forecast that the local shipbuilding industry 
will see the volume of orders increase over 100 % from 2020, 
reported Hellenic Shipping News. The projection comes on the 
heels of recovery in the shipbuilding industry globally, as well as 
the growing need to replace old ships worldwide under tougher 
environmental regulations. Understandably, Korean yards 
are chafing to get out of the prolonged and withering recession 
triggered by the pandemic and savour the boom they have 
always been accustomed to.  

South Korea was the frontrunner in global shipbuilding for dec-
ades except when during the global financial crisis hit in 2008. 
The fallout from the COVID-19 pandemic has also caused it 

to suffer. According to U.K.-based global market researcher 
Clarkson Research Services and cited by Hellenic Shipping 
News, South Korean shipbuilders won orders of 8.19 million 
compensated gross tonnage or CGT for 187 vessels in 2020, 
accounting for 43 percent of the global shipbuilding contracts 
of 19.24 million CGT. It means Korea held the largest share of 
the market last year. Korea’s overwhelming lead in high value-
added vessels – on the back of its technological prowess - 
enabled the country to outpace its rivals, China, and Japan.

Last year, China was close behind Korea, with a market share 
of 41 %. But Korea was able to clinch twice as many orders as 
China, in the second half of 2021 to grab the largest market 
share eventually. Korea has a competitive edge in liquefied 
natural gas or LNG carriers and very large crude carriers or 
VLCCs. The last-minute large order intake last year was driven 
by orders for those high value-added vessels.

Trade growth in 2022 is likely to be lower than expected, given 
the macroeconomic trends.

The International Monetary Fund (IMF) has revised its world 
economic growth forecast downwards by 0.5 points, the report 
notes, considering persistent inflation in the United States and 
concerns related to China’s real estate sector.

It also points to ongoing logistic disruptions and rising energy 
prices, saying that “efforts to shorten supply chains and to 

Source: UNCTAD calculations based on national statistics. 
Note: Quarterly growth is the quarter over quarter growth rate of 
seasonally adjusted values. Annual growth refers to the last four 
quarters. Figures for Q4 2021 are preliminary.
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diversify suppliers could affect global trade patterns during 2022.”

On trade flows, the report projects the trend of regionalization 
to increase because of various trade agreements and regional 
initiatives, as well as “increasing reliance of geographically 
closer suppliers.”

Moreover, trade patterns in 2022 are expected to reflect the 
increasing global demand for products that are environmentally 
sustainable.

The report also flags the record levels of global debt, warning 
that concerns over debt sustainability are likely to intensify due 
to mounting inflationary pressures.

“A significant tightening of financial conditions would heighten 
pressure on the most highly indebted governments, amplifying 
vulnerabilities and negatively affecting investments and 
international trade flows,” the report cautions.

china

For all that matters, China must remain at where it had always 
wanted to be: in pole position. Just in the first quarter of 2022, 
it clinched half of the international market share in terms of 
output and new and holding orders, data from the Ministry of 
Industry and Information Technology showed and cited by the 
official China Daily.  

The country’s shipbuilding output hit 9.61 million deadweight 
tonnes (dwt) in the period, accounting for 46.2 % of the 
world’s total, up 2.8 percentage points year on year, according 
to the ministry.

New orders, another major indicator of the shipbuilding 
industry, stood at 9.93 million dwt, with a global market share 
up 1.2 percentage points year on year to 48.6 %.

China’s shipbuilding holding orders totalled 99.1 million dwt 
at the end of March. The volume took up 47.3 % of the market 
share globally, up 2.7 percentage points from the same 
period last year.

malaySia

China is not the only nation with a lofty ambition. Malaysia’s 
Shipbuilding and Ship Repair Industry Strategic Plan 2020, 
envisages the manufacture of a variety of ships as well as 
ship repairing activities, including designing, converting, and 
upgrading vessels, and the manufacture of marine equipment. 

There are approximately 100 shipyards located nationwide are ca-
pable of producing vessels with lengths of up to 120 metres, as well 
as the repair of vessels up to 450,000 deadweight tonnage (DWT), 
with ship lift capability of up to 50,000 DWT. Malaysia is globally 

Malaysia is globally recognised for its wide range of offshore 
and onshore facilities and vessels offering conversion services 
as well as LNG vessel repair and dry docking. Most of the ship-
yards located around Sibu and Miri in Sarawak specialise in 
building and repairing small to medium-sized vessels such 
as tugboats, offshore support vessels (OSVs), barges, anchor 
handlers, and passenger boats. 

korea

Certainly not to be outclassed are the Koreans. South Korean 
shipbuilders received the largest orders in eight years in 2021, 
and the country ranked the world’s No. 1 in terms of the 
construction of high value-added vessels, according to various 
news reports.

Orderbooks totalled 17.44 million compensated gross tons 
(CGTs) last year, more than doubling from the previous year’s 
8.23 million CGTs, according to the data compiled by the 
nation’s Ministry of Trade, Industry and Energy showed.

The South Korean shipbuilders, including Hyundai Heavy 
Industries Group, accounted for 37.1 % of the total global 
orders of 46.96 million CGTs last year, compared with the 
31.2 % share in 2019 and 34.1 % in 2020.

But South Korea retained the world’s No. 1 spot in terms of 
orders for high value-added ships, such as liquefied natural 
gas (LNG) carriers, last year by accounting for 65 % of the 
total orders for such ships.

It also secured the largest volume of contracts for eco-friendly 
vessels in the world by taking up 64 % of the total global orders, 
the data showed.

“South Korea has been focusing on building high value-added 
and eco-friendly ships in line with the global trend,” a Trade 
and Industry and Energy ministry official said.

Of the total fresh orders received by South Korea in 2021, 
high value-added ships and eco-friendly vessels accounted for 
72 % and 62 %, respectively, he added.

The ancillary….

With shipbuilding gathering steam and transboundary trade 
rising, there is every bit of good cheer for the dynamic 
positioning system market. It is cresting to touch USD17.6billion 
by 2030. The market, says Allied Market Research, is growing 
at a Compound Annual Growth Rate (CAGR) of 12.54%. 

Unquestionably, the COVID pandemic has certainly had a 
corrosive impact. It had caused shipbuilding to either stop 
or be delayed by higher fuel prices and probable disruptions 
in steel imports. 

The outbreak of glad tidings coupled with rising newbuilds 
is giving a fillip of another kind: the spike in dynamic 
positioning systems. 

Dynamic positioning (DP) system is a computer operated 
system, installed in ships to control the position of vessel in 
water body. The main components of a dynamic positioning 
system include thruster system, control system, and power 
system. The positioning system comprises of a GPS, which 
monitors the position of vessel. As a vessel moves off its intended 
position, the DP computer starts to calculate the required 
thrust to apply to maintain the position of vessel. Moreover, a 
dynamic positioning system keeps the vessel at a fix position 
and replaces the need for utilising anchors in the vessel.

Increases in global seaborne trade, a rise in number of dynamic 
position ships, such as survey & research vessels, advancements 
in offshore drilling technology, and greater deployment of 
offshore patrol vessels propel the growth of global marine 
dynamic positioning system market. However, complexities 
associated with the system and high maintenance costs are 
factors that restrain the growth of the market. Technological 
advancements, on the other hand, increase the development 
of autonomous ships, and introduction of laser-based dynamic 
positioning systems are factors expected to offer growth 
opportunities during the forecast period.

Nonetheless, “Dynamic Positioning systems”, according to 
an official close to Storm Geo when speaking anonymously, 
to Marine and Offshore, “will certainly see an increase. 
Vessels that produce offshore gas will see a rise in dynamic 
positionings”, he added citing places such as Russia and other 
parts of Asia and with a noticeable rise in DP3 vessels. 

Another area to watch is wind farms,  says Pier Carazzai, 
vice-president, South Pacific Ocean, Global Business 
Development at American Bureau of Shipping. “The wind 
farm vessel will actually open a new market to DP vessels, 

while for Shuttle Tankers, the growth in absolute numbers 
may be limited”.

Amidst all the good tidings, the advent of technologically 
improvised devices will seize operators. It is now a premium 
that DP professionals need to step up and harness the new 
technologies vitally needed to stabilise DP vessels, where oil 
prospecting is needed, surveys are run or where patrol craft 
are running operations. 

An important criterion is safety. The safety of all operations and 
the need for specialised, experienced crew will continually 
play a huge, outsized, role in the operation of DP vessels just 
as would be well-oiled, well-maintained systems on board 
those vessels. Crucial to all of these, are the position reference 
sensors. They give an accurate measure of a vessel’s position 
at any given time. 

An area of concern is the safety of battery hybrid systems and 
the real possibility of a downtime in operations. According to 
the International Marine Contractors Association (IMCA) much 
of the blame lies in the use of lithium ion batteries causes, and 
the sheer difficulty it causes dousing fires.  

Still nothing beats anything better than to cheer that the 
much-awaited glimmer of hope has arrived in the bobbing 
trade of newbuilds and along with DP vessels. 

Shipping is currently responsible for around 3% of global CO2e 
emissions, photo credit from Edie
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Technology news

Technology
Will Save The Bacon

Technological innovations are almost certain to save the shipping and shipbuilding 
industry.

Cutting edge technological gizmos are vitally needed. They help plan the building of 
a ship in yards through the Internet of Things, upgrade ECDIS to help ships on their 
navigational paths, and help cruise ships get more leeway in their approach to berth-
ing etc.

Control strategies for ship thrusters get a fillip too. Apart from most vessels having or 
earmarked to have dual-fuel engines, ship thrusters too, have slowly been gaining on 
the technology front. 

A rather visible device is the SCHOTTEL TransverseThruster (STT) with elastically 
mounted well installation guarantees, greater comfort, and reduces sound emissions 
by up to 11dB. Its sound-optimised STT helps minimise underwater noise. The par-
ticularly low-vibration design of the STT is suitable for vessels of all types and sizes, 
especially for service operation vessels (SOVs) that need to excel in maximum comfort 
and high DP accuracy.

According to its website, well installation brings another advantage: since the propul-
sion unit is not welded to the vessel structure, flexible access to the unit is possible. 
This facilitates maintenance work and eliminates the need for propulsion-related stays 
in dry dock. This allows to keep idle times as short as possible and guarantees high 
availability of the vessel.

The dynamic behaviour of the transverse thruster was compre-
hensively analysed and designed to minimize structure-borne 
noise. Vibration and pressure pulses are further reduced due 
to a low propeller load and the sound-optimised design of the 
five propeller blades.

TRanSveRSe ThRUSTeRS

SCHOTTEL has been manufacturing transverse thrusters since 
the mid-1960s. Decades of expertise in the field of propulsion 
combined with state-of-the-art technologies ensure that the pro-
pulsion systems optimally meet customer requirements. More 
than 100 engineers work hand in hand every day to create prod-
ucts and solutions that prove their reliability and performance in 
practice. The propulsion solutions are manufactured in German 
factories in accordance with the highest quality standards.

A bow thruster is simply a propulsion device located at the bow 
that provides for flexibility and manoeuvrability. Significantly, 
bow thrusters often come as standard equipment on newer 
pleasure boats of over 45 feet, but almost any midsized vessel 
can be retrofitted.

A steerable thruster such as the one developed by Wartsila 
alongside the latest operating challenges for tugs and river 
going vessels ensures optimal efficiency, high hydrodynam-
ic performance, less maintenance, and better accessibility 
for serviceability. With eight thruster types, ranging from 
700 to 3200kW, vessels are able to meet and exceed the 
performance levels required for today’s competitive oper-

ating environment, said the company. 

Many of the benefits include higher hydrodynamic perfor-
mance for high bollard pull or maximum propulsion efficiency, 
compatible with high speed engines (up to 1800 rpm), com-
pact dimensions with a high level of integration, robust design 
for reliable operations, Ice class up to 1B, maintenance friendly 
design to minimise downtime, reduced number of external con-
nections and field bus technology for ease of installation, and 
Wärtsilä ProTouch controls with ergonomic levers and intuitive 
touch screen displays.

A very knotty problem comes when handling a ship in currents, 
gale winds or ‘terrifying’ water tides. These forces of nature can 
shift ships away or precariously of all, cause mishaps on the 
open seas. 

Navigating in inclement weather needs a steady and ex-
perienced hand at the till. Having an installed thruster cer-
tainly alleviates the problem of ship instability and to steady 
berthing, which can go awry if the right kind of thrusters are 
not present. 

Bow thrusters which impart athwartship forces are effective only 
when the speed is on the lower side. When the bow leans lop-
sidedly the bow thruster is run to port or starboard.

When a ship is taken astern, which a ship’s pilot normally does 
when he approaches the jetty, the ship’s stern goes either to port 
or to starboard. As can be imagined bow thrusters are run by 

Image from SCHOTTEL that 
shows one of its thrusters
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motors, therefore causing its power to depend on the power of 
those motors. An 800 to 900 high powered Bow Thruster fitted 
into a vessel can be sufficient. It can easily counter offshore winds. 

Bow thrusters (BT) are the preferred choice, over the use of tugs 
when coming to port. 

They, undoubtedly play an important role, even as a vessel is 
turning. In a congested dock, a vessel is stopped and with the 
help of bow thruster and swung where its directions call, to 
either the port or starboard. 

Bow thrusters, therefore, do play an important role in manoeu-
vring of ships. 

But what is stealing a march has been the introduction of the 
retractable azimuth combi thrusters.  Direct power transmission 
using a vertical top-mounted electric motor eliminates the need 
for special shaft and quick-release coupling arrangements 
when the thruster is lowered into and retracted from the work-
ing position. This solution also eliminates the need for gear-
boxes to connect the prime mover to the thruster – resulting in 
better total efficiency, says Brunvoll.

Its celebrated Retractable Azimuth / Tunnel Thruster which 
can be used as a conventional tunnel thruster, provides 
unique opportunities for innovative and flexible use of thrust-
er functionality.

It can be installed vertically in the thruster compartment, Low-
ered into operating position, and retracted into the hull by 
means of hydraulically operated lifting equipment. When the 
Thruster is retracted, it is me-+chanically locked by means 
of spring loaded locking devices and the hull opening will be 
closed by a flush-plate attached to the bottom of the propeller 
nozzle. 

Delivered with azimuth arrangement as well as retracting ar-
rangement and guiding column in pre-assembled condition 
fitted on the tank top/sea chest integration plate. When in low-
ered operating position the thruster unit is “locked” and pre-
loaded in this position by means of the hydraulic lifting/lower-
ing actuators. When the thruster is in operating position but 
not turning, the azimuth movement is locked by mechanical 
brakes. The stem housing is moving through a combined seal-
ing box and bearing housing which is mounted to the tank top, 
sea chest integration plate. 

Picture from Brunvoll shows its prize catch, the Retractable Azimuth Combi Thruster



Mar to Apr 202224 Mar to Apr 2022 25

POSH
ConsortiuM Wins 

subseA ContrACt Worth 
over us$100 Million; 

Adds vessel to support 
Further subseA opportunities

projeCt neWs 

Over its website, PACC Offshore Services Holdings, otherwise known as POSH 

has commenced work on a major subsea installation and construction project 

off India’s west coast, after securing a contract over US$100 million with its 

consortium partner Seamec Limited.

POSH, in consortium with Seamec, is providing an integrated suite of 

subsea services for the seventh development phase of the Oil and Natural 

Gas Corporation (“ONGC”) Pipeline Replacement Project (“PRP-7”) for 

engineering, procurement and construction (“EPC”) conglomerate Larsen and 

Toubro (“L&T”).

POSH will deploy four vessels including the heavy subsea construction and 

installation vessel POSH Natuna and Dynamic Positioning 2 (“DP2”) Dive 

Support Vessel (“DSV”) POSH Mallard for the project, which is expected to 

run until May 2024. POSH will oversee overall project management, inte-

grated scheduling, and installation engineering aspects as lead partner of 

the consortium.

To further bolster i ts abil i ty to serve the subsea sector, POSH recently 

repurposed POSH Mallard as a DP2 DSV with ABS Class Notation including 

integrated Air and Saturation Dive systems, compliant to 

International Marine and Contractors Association (“IMCA”) 

and International Oil and Gas Producers (“IOGP”) 

standards. Having been retrofitted with 300-metre Saturation 

and Air Dive systems and equipped with a 100T Subsea 

crane that can work in depths of up to 200 metres, POSH 

Mallard is now ready to support all forms of subsea 

work including light to moderate construction, installation 

as well as inspection, remedial and maintenance 

(“IRM”) scopes.

POSH officials were, however, not available for comment 

to answer questions of possible extension of the contract, 

the sophistication of the DP Dive Support Vessel etc.  

But according to POSH’s Chief Operating Officer, 

Ulva Chai, “This contract win demonstrates the strong 

progress made by POSH Subsea in winning and managing 

offshore projects, having performed numerous similar 

projects in the past few years. It solidifies our position 

as a partner of choice in the fast-growing subsea space, 

which is an area of focus for us. We are also pleased 

to add POSH Mallard to our subsea-capable fleet. 

Together, these developments augur well for POSH as 

we continue to accelerate our transformation to become 

a future-ready, sustainable solutions provider for the 

global energy sector.”

Its managing director for SubSeas, Kurush Contractor 

said, “POSH is pleased to be supporting this phase of 

ONGC’s PRP-7 project for L&T. We are confident that our 

quality fleet of vessels, committed team and excellent track 

record will enable us to deliver on this highly technical 

job, and many others to come. We will continue to ensure 

the health and safety of all involved without compromising 

our brand of providing top-class service for our customers. 

We look forward to servicing ONGC & L&T and thank 

them for their continued trust.”

Have you read
our other magazine?

see us on the web at
www.petrominonline.com

Fuels & Power
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PERSONALITY PROFILE

NO MORE A 
 ‘Naughty’ Boy

Marine & Offshore is delighted to profile Sanjay Verma in our Personality segment, 
Sanjay is currently based in Singapore, and is Director Decarbonisation Solutions, 
Wärtsilä Singapore Pte Ltd. He is responsible for market innovation and developing 
sustainable shipping solutions. Goh Tz’en Long files this story.

Can you share with us briefly, your early childhood and education?

I was born in a small town called Sasaram in Bihar, India where I received my 
early education. I have an older sister and a younger brother. After completing my 
secondary education, I moved to another town called Gorakhpur where I completed 
my pre-university studies.

What are your strength and weaknesses, and what does really matter? 

I was always attracted to science subjects and mathematics as these supported my logi-
cal thinking but only could manage passing marks in subjects like history which did not 
work on logic. I liked arts but did not do well in engineering drawings. My engineering 
drawings were always works of art or should I say “Modern Art”, which did not amuse 
the examiners when it came to giving credits.

Who are the people of influence in your life and how did they shape your life and 
career direction?

My mother was always my source of inspiration, and I learnt the value of tolerance 
and patience. I was perhaps the naughtiest child growing up, and she had to live with 

all the complaints that she received from school or neighbours. 
She passed away about 1.5 years ago and my only regret in life 
is that I could not be there with her then.

How did your career start, and how did you end up as a ma-
rine engineer sailing the seven seas?

There was a tourist attraction “Tomb of Shershah the emperor” 
in the small town where I was growing up which attracted 
foreign tourists. I used to go talk to them and collect stamps or 
coins of their countries from them. I was always curious about 
the places they came from and had a dream to visit those 
countries. The opportunity came when I was doing my pre-
university studies. A very close friend of my sister was familiar 
with the shipping profession and advised me to take up the 
entrance examination. This was just the right profession to 
pursue my dream of travelling and the rest is history.

You’ve had a remarkable career at Wärtsilä, what is the secret 
of your success? 

I am a great believer of relationships, both externally with 
customers and other stakeholders, and internally, within the 
company. Our business environment is changing rapidly, and 
we need to keep learning to stay relevant. We learn most from 
our customers. You need to have a genuine concern about 
their needs, and in order to do that you must understand their 
businesses. You must understand the impact of your actions 
on their businesses and act accordingly. I have invested my 
entire career just doing that. I never felt ashamed, of asking and 
learning from my customers, peers or from other stakeholders. I 
will say that this has been my mantra.

Can you tell us about your family life, and what matters most 
to you? 

My wife Neena is very efficient in-house management, and a 
bit of a fanatic, when it comes to cleanliness. After we moved to 
Singapore, she took up teaching Hindi (our national language) 
to the kids in neighbourhood. I have two wonderful daughters, 
Mili and Nisha, who are my pillars of strength. They are 
uniquely different; Mili being my mental pillar, and Nisha being 
the emotional one. Mili did her masters in Shipping Finance 
and is a Chartered Ship Broker while Nisha did her graduation 
in Social Work and is a Child Protection Officer with MSF.

How do you like to spend time with them?

I am a certified foodie and I like to experiment with food. 
Fortunately, both my daughters have the same passion as well. 
We love to cook and talk. With my elder daughter, there are 
also some shop talks, and these days decarbonisation is a 
hot topic. In fact, my younger daughter, who has little to do 
with decarbonisation, also talks about Hydrogen and Ammonia 
amidst the laughter. We talk a lot, and sometimes, the lady of 
the house feels neglected and vetoes our discussions to a stop.

Can you share with us some of the pivotal moments in your 
life? 

I sailed on ships as an engineer, for about 14 years and then 
I was with Lloyds Register as a ship and industry surveyor 
for four years. I thought and worked as an engineer all these 

years. I had joined Wartsila as a Technical Service Manager. 
After working with Wartsila for just three months, an opportunity 
came to do Sales. This was the pivotal moment of my life and 
after joining Sales, I realised that I was meant to be here. I must 
give credit to my mentor, Mr K R Sachar, who provided me with 
the direction, and helped me overcome some barriers, of public 
speaking and stage fright. 

How do you think work life balance can be improved? 

Clear goals and objectives help a great deal in reducing stress. 
Regular informal reviews rather than waiting, for the end of the 
year. Having a hobby, and spending time pursuing that, helps 
reduce stress. Listening to your body, and treating it accordingly, 
helps. Goals and ambitions are fine, but if you and the loved 
ones around you, are getting stressed, because of that; then to 
me these are not worth it.

Can you tell us about the present challenges you face in your 
work life? 

Presently, I am involved in discussing, decarbonisation of the 
shipping fleet, of our customers. This is a very big challenge for 
the industry and the road is not clear. Every ship is unique, in its 
needs, and every owner, has its own investment profile. So, the 
times are challenging for all of us. Choice of future fuel, and 
choice of various energy saving devices, pose additional chal-
lenges. I am trying my best, to guide the industry, to the best of 
my ability.

Some customers still like to solve their decarbonization chal-
lenges by sending out RFQ’s for products. Decarbonization is a 
consultative process and every individual ship has to be treated 
differently depending on their design, installed machinery, age, 
route, profile among others. My present challenge is to com-
municate and make these customers understand the process of 
decarbonization and the importance of energy efficiency in the 
whole decarbonization process.

What matters most about decarbonisation and sustainability? 

Climate change is real and the effects of which, we can see 
very clearly these days. The road of carbon neutrality is not 
clear, but social awareness is increasing. Social media is 
playing a big role. The youths are getting involved, and that 
is the good news. There are many, sitting behind the fences 
today, but the public at large; will make the changes more 
than rules and regulations. Consumers will dictate, and the 
companies, which are reluctant to change, will have their 
assets stranded, very soon. At this time, leadership is very 
crucial and important.

Any interesting anecdotes you would like to share with us? 

Apart from being a compulsive foodie, and a decently good 
cook of north Indian food, I have a passion for travelling and 
discovering new countries and culture. So far, I have managed 
to travel to 127 countries, with a target to reach 150. Covid, 
did impact my quest for new countries, but I am still hopeful to 
reach my milestones. I came across a quote, when I was very 
young but somehow it found a place in my heart and is some-
thing that I truly believe in: “There are no strangers in this world, 
they are the friends you have not met yet.”
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PhiliPPines 
shiPbuilding:

Another Bite At the Cherry 

In March 2022, the Manila Times screamed that shipbuilding and seafaring have 
long been part of the Filipino heritage. Seafaring for all its vaunted promises 
does keep Filipino cash registers ringing! And remittances, save for the COVID 
pandemic of the last two years, have always been bulging the nation’s coffers. 

Now, however, the time has come to shift focus to its shipbuilding after the 
razzmatazz following the ascension of Bong Bong Marcos to the presidency. 

To be sure, the nation dissects one of the world’s most active maritime lanes, with 
Korea and China to the north-west and Japan to the north. 

That places the archipelago of over 7,000 islands just smack in the global value 
chain (GVC). From a global perspective, the Philippines has been the fourth 
largest ship producer (based on gross tonnage) since 2010. 

Joseph Del Mar Yap, the Philippine ambassador to Singapore told Marine & 
Offshore, “Shipbuilding is one of the priority sectors for inward investments in the 
Philippines”. Under the slogan of ‘Make It Happen in the Philippines’, shipbuilding 
has been touted as one the initiative’s featured sectors. To meet its long-term 
ambitions the nation has prepared its long-term plan through the Maritime Industry 
Development Plan (MIDP), as its roadmap for the accelerated development of the 
Philippine Maritime Sector for the years 2019-2028.

It embodies the aspirations of the government to propel the maritime sector into 
reaching its full potential. One of the specific objectives in the next 10 years laid 
out in the MIDP is to increase domestic production capacity in ship building and 
ship repair based on global and domestic demand for shipping, fishing, and 
maritime tourism.

SPeCiAL FeAtUre

The Philippines has identified 8 priority programs. These 
include upgrading of domestic shipping in support of the 
nautical highway development, development of shipping 
services for maritime tourism; development of Coastal and 
Inland Waterways Transport (CIWT) system; strengthening 
of safety standards of Philippine-registered fishing vessels; 
development of global maritime hub; enhancement of 
maritime safety in the Philippines; modernisation of maritime 
security in the Philippines; and the establishment of a maritime 
innovation and knowledge centre. 

The Globally Competitive Shipyard Development is ostensibly 
designed to meet Foreign Demand for Shipbuilding and 
Ship Repair and Ship Recycling. This project will result 
in the increased number of local shipyards capable of 
building/ repairing ships of 2,000grt and above, increased 
investments for shipyard expansion and modernization, 
increased productivi ty of shipyards, and increased 
employment opportunities.

Also included in the grandiose plans are steps to upgrade 
and expand local shipyards. When that comes to pass, 
there will be an increased number of local shipyards capable 
of building and repairing ships of 2,00grt and above. Into 
the bargain is increased investments for shipyard expansion 
and modernization, increased productivity of shipyards, and 
increased employment opportunities.

If all these plans do indeed come to pass, it will mark the 
beginning of a new, promising, and soaring start for the 
nation of 110million. Shipbuilding development will not just 
create employment but meet the commercial, economic, 
strategic and security concerns the nation periodically faces. 

There is nonetheless a caveat. Philippines does not have a free 
trade zone that can give fillip to exports. Having duty-free raw 
materials residing in a trade zone and namely in steel imports 
– a vital ingredient in shipbuilding – could well turn the Make 
It Happen In The Philippines, a step closer to reality. 

Picture from Tsuneishi yard website shows of the kind of ‘experiments’, Manila is keen to work on in the coming years as it plods along 
to build shipbuilding portfolio. 
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EVENT REVIEW 

2nd M&O 
COngress 2022: 

Fires Up debate

Buoyed by its theme of ‘Navigating Maritime 4.0’, it encapsulated all the 
deliberations the present era of decarbonization behooved on the maritime 
and shipping industry. 

The keynote address for the event was from the CEO of Singapore’s port 
regulatory body, Ms. Quah Ley Hoon. In her address, Ley Hoon identified 
three challenges facing Singapore, namely decarbonization, innovation and 
talent development. On decarbonization she was succinct to where Singapore 
should be headed to. Renewable energy, a recurring theme in many jurisdic-
tions, was also what and where Singapore is angling at. 

Ley Hoon’s point on supply chain disruptions struck a clarion chord when she 
called for resiliency namely in “how the global supply chain can be more ef-
ficient and resilient” amidst the looming threat of international trade turning 
more regional, than global. 

Not to be upstaged was the honourable ambassador of the Philippines, Mr. 
Joseph Del Mar Yap, who delved into the maritime potential of his nation 
when giving the opening address. Audiences listen in rapt attention to the speeches by Ambassador Joseph Del Mar Yap and Quah Ley Hoon.

“ THE 2ND MaRINE aND 

OffSHORE CONgRESS OPENED 

IN SINgaPORE’S MaRRIOTT 

HOTEL ON THE 26TH Of aPRIL. 

BuOYED BY RazzMaTazz aND 

gLITzY INTRODuCTIONS THE 

wITHERINg wINDS CHILLED 

BY THE COvID PaNDEMIC 

HaRDLY HaD aNY CHaNCE TO 

BLOw aNY awaY ITS RuNawaY 

SuCCESS. ” 

The CEO of the Maritime Port Authority (MPA), making the pitch for decarbonisation.

Philippine Ambassador Joseph Del Mar Yap making his last-ever speech in Singapore on shipping. He implored of the opportunities 
in his country.
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LegaL WaTCH

Here, is THe Word on 

Bills of lading

A Bill of Lading (“B/L”) is perhaps the most important shipping document given 
that it facilitates the transfer of title to the cargo. While the B/L is generally 
considered to have three functions (Receipt, Evidence of a contract of carriage 
and Document of title), there are other possible functions including the Statement 
of Factsi. The question is who is entitled to issue a B/L? In the article, Freight 
Forwarder’s Bill of Lading: Are They Bills of Lading? Dr Kasi argues that a Bill of 
Lading can only be issued by “a sea carrier in his capacity of carrier”. Dr Kasi cites 
both the scholarly article of Schmitthoff and the case of The Julia and concludes 
that B/L’s issued by NVOCs are an anathema and have caused severe commercial 
problems and should be statutorily controlled. We do not quite agree with his 
comments and would instead prefer for the shipping market to arrive at the solution 
by themselves.

Assuming that “B/L’s” issued by non-sea carriers (say NVOCC’s) are not considered 
B/L’s, then such carriers could easily avoid the application of the compulsorily 
applicably cargo conventions such as The Hague or The Hague Visby Rules given that 
Art 1(b) of The Hague / The Hague Visby Rulesvi only apply to contracts of carriage 
covered by a bill of lading or any similar document of title. Given that these B/L’s, 
as argued by Dr Kasi, are not documents of Title, the cargo interests would then 
be worse off than the present situation. We believe that this is detrimental to the 
development of trade and instead submit that if a document fulfils the three functions 
of a B/L, then it is a B/L basis the well-known elephant test – it is difficult to describe 
it, but you know it when you see it.

The way the trade has developed is that Owners used to initially operate their ves-
sels in various markets (including Liner and Tramp). As time went by, some Own-
ers ceased operating their own Vessels and instead preferred to charter it off to 

“ IN OuR LATEST EDITION 

OF LEGAL WATCH, WE BRING 

A LEGAL pERSpECTIVE ON 

BILLS OF LADING. ” 

others, who may well be other Owners/Operators involved 
in the Liner Trade. While the Operators could issue Owners 
Bills of Lading for the shipments (as is generally the case for 
Bulk shipments), they preferred to issue their Own Bills of 
Lading to ensure better marketability of their Liner services. 
These Bills of Lading had a Logo/Symbol together with the 
name of the Carrier. This led to the development of the 
House Bills of Lading (“HB/L’s). On the other hand, when it 
was not necessary to issue such HB/L’s such as in the Bulk 
trade, charterers preferred that the Owners issue their B/L’s 
or instead issue such B/L’s as agents of the Owners. These 
B/L’s issued were “neutral” in nature i.e., they had no logo 
given that Owners were not selling any specific service to 
the market.

Owner operators also preferred to own/register their vessels 
as different entities to ring fence their assets. Additionally, 
some Operators would enter into vessel sharing arrange-
ments with other operators such that they seldom have the 
control necessary such as propounded in Dr Kasi’s article i.e., 
possession. This being the case, we submit that there is no 
actual difference between a Shipping Line who is a VOCC 
and a NVOCC. In fact, in some trades/sectors, all the liner 
vessel operator’s act as NVOCC’s given that they all use third 
party feeders.

Given the above, we submit that it is rarely possible for car-
go interests to arrest a vessel to pursue their claim, unless 
the loss is caused by the fault/negligence of the vessel and 
in which case some jurisdictions do entitle a direct right of 
action against the vessel. Instead, the cargo interests would 
have to pursue the carrier in a competent jurisdiction. A 
common comment often repeated is that cargo interests 
would have more comfort with a big Container Operator, 
a Liner Operators who operates vessels (such as the big 
shipping lines) instead of NVOCC’s. The fact is that size is 
not an indication of reliability for example, big Container 
Operators have also collapsed, such as Dongama, Hanjin 
Shipping and will continue to do so as this is a result of 
market forces. We submit that the the reason why cargo 
interests choose NVOCC’s (or say small container operators) 
is because of the flexibility and the service offerings which 
is not provided by the bigger operators. The choice should 
therefore always be with the users as to whom they wish to 

engage instead of focussing on “size”. If a cargo interest is 
not comfortable to engage a NVOCC, they have the choice 
to choose say a VOCC.

It is often common practice to refer to Bills of Lading issued 
by Shipping Lines as Master Bills of Lading (“MB/L”) and 
those issued by Forwarders/NVOCC as HB/L. As explained 
in 3 above, any B/L which displays a Logo is a HB/L (as it 
promotes their House). Given that Shipping Lines themselves 
load their containers on board feeders, they would them-
selves be receiving B/L’s from the feeder operators. While 
Shipping Lines may prefer to make a distinction in terminology 
by calling their B/L as Master B/L’s, say for better marketing 
purposes, the fact is that for a cargo interest, there is 
no difference as the document issued as a B/L issued by a 
VOCC or a NVOCC would fulfill all of their requirements. 
Accordingly, it would be preferrable to call the various B/L’s 
as overlying and underlying B/L’s, with the crucial difference 
being that the underlying B/L’s would be fulfilling all of the 
three functions i.e., Receipt, Document of Title and Evidence 
of contract of carriage.

To conclude,

We admit that the development of the B/L has been market 
driven. Accordingly, it would be best for the market to continue 
further development instead of tinkering it, say by legislation, 
and which may stifle both creativity and flexibility.

It would be preferrable to give the same respect to B/L’s 
issued by NVOCC as those issued by Vessel Operators. We 
believe that there are enough examples of bad apples 
occurring both at the NVOCC’s and VOCC’s. If the market 
has any specific concerns with any of the NVOCC’s or for 
that matter any VOCC’s, the market should correct this by 
taking action, and which may include absence of support.

participants in the shipping business are not naïve and there-
fore if they choose to engage NVOCC and VOCC’s without 
conducting any background search, then they should do at 
their peril. 

The article first appeared in the NAU newsletter. This is a 
reproduction. 
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The ColuMn

Shipping Should operaTe like 

Santa ClauS
Just how wonderful chaos in the shipping industry really is?

Chinese ports were in a lockdown recently. And Sri Lanka not wanting to be outclassed did 
the same, because as some say that is what prima donnas do to their nation on the altar of 
whatever they aim at! 

Last year at the height of the pandemic we heard of vessels getting clogged at U.S. ports. 
That is chaos isn’t it as well as being a crisis. We have all imagined that the U.S. had the 
best and most efficient way of dealing with whatever crisis that stares at them. Not by a long 
shot it now seems.

At the time of writing, they recorded a whopping 1 million COVID deaths! Can anybody 
believe that – 1million deaths, a figure that far outstrips any of the fatalities that the US has 
fought in wars over the last century?

Maybe it is something of a spectator sport in their nation apart from all the crazy wrestling 
we see on TV, with fake jumps, fake slamming of opponents and the usual dressed up 
commentaries!

On both land and at sea, the entire supply chain is in a mess. Isn’t that something to savour? 
From Ukraine to Sri Lanka and elsewhere, it is roiling in chaos giving freight forwarders 
every bit of an opportunity to raise terminal charges, crewing companies to charge 
exorbitantly and many more. Welcome to the world of Global Order of Chaos!

Why can’t shipping simply operate like Father Christmas – deliver all the goods in a single 
day or night and cause no unhappiness! 

But an opaque system that is hardly noticed will continue to be in chaos for nothing more 
than it being away from the public eye. For as long as living memory has remained, the 
COVID has been the favourite whipping boy. Celestial shipping rates have left goods linger-
ing at sea and shop shelves empty. And the usual cry from politicians is that all these ‘will 
go away soon’. But it is not going away. It has remained and remained for the long-haul. 

If the pandemic had chose its victims, shipping could have escaped! There are labour 
shortages not just in shipping industries but also in food and beverage and even banks 
which has dispensed away with non-essential staff. 

China’s bull-headed policy of zero tolerance have done nothing to its ports, except to show 
the effects of a bull-headed push into nothing. The spread of the high transmissible Omicron 
and its sub-variants makes a real hash of China’s push for more bull-headed steps. 

But the most significant impact of the pandemic as how The Economist argues, has been to 
ignite demand for goods from self-isolating shoppers, particularly Americans eager to buy 
Chinese products using stimulus money. The value of merchandise goods exported from 
China to America was 5% greater in the first six months of 2021 compared with 2019, 
before the pandemic. 

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
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POWERFUL HERITAGE. BRIGHT FUTURE.
With the founding of SCHOTTEL in 1921 and the invention of the rudder propeller in 1950, 
Josef Becker laid the foundation for SCHOTTEL‘s development into one of the world‘s 
leading manufacturers of marine propulsion systems. Decades of expertise in the field of 
propulsion combined with state-of-the-art technologies enable SCHOTTEL to offer a wide 
range of innovative and forward-looking products and services.
Your local contact since 1973: SCHOTTEL Far East 
www.schottel.com | info@schottel.com.sg
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