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40 charting a New course
 The world has never been in 

such difficult times. With the 
COVID -19 pandemic not 
showing any let-up, the impact 
on shipping has never been 
more dire than it was otherwise 
thought. But is it really? 

51 If Drones could Do It, 
 can ships Too Be a 
 Wonder craft? 
 When drones first shot into the 

global eye, it was met with awe 
and wonder. For, in a battlefield 
such a craft would make all the 
difference between winning and 
losing. And when autonomous, 
self-driven cars made their debut, 
they were also met with awe. 
Now we have autonomous ship.  

54 Turning Dreams Into Reality 
 Responsibility and integrity. These 

two words are key to Dorcas Teo, 
Executive Director, Nordic Group 
Limited and CEO of Nordic Flow 
Control. Her bubbly personality 
and effervescent spirit have 
helped her weather many an 
industry storm. 

56 Digitalising ship Design 
 Hervé Lours, VP Marine, AVEVA, 

shares insights on the Marine 
sector and the company’s 
capabilities amidst the changing 
landscape.

58 sanctions and ship-To-ship 
Transfers

  A party involved in a seemingly 
innocuous ship-to-ship transfer of 
cargo or bunkering, whether as 
a vessel owner, charterer or STS 
service provider may suddenly 
find themselves facing criminal 
prosecution or being frozen out of 
the US Dollar money system due 
to unknowing sanctions violation.

coNTeNTs

Photo: Juxtaposed image with main picture by Andrew Neel on Unsplash
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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]

Has there ever been a time in history such as what we now 
have? 

Since its outbreak in China in December 2019, the COVID-19 
pandemic has breached not just borders, but every conceivable 
hurdle, possible. It has allowed for the Olympics with some 
saving grace but that may just be the only ‘soothing balm’, the 
world may have for now. 

Long after it is over, historians will not stop wondering if it 
may happen again. The prognosis is that it probably would, 
on the back of not a cure but of a virus that has mutated into 
many forms!

But its single ‘greatest’ damage is its overarching reach. 
COVID’s tentacles are everywhere. And on the supply chain 
dynamics it has cast anew as to which ports ships can visit 
– causing delays in consignment – to new charter party 
requirements, stipulations that have ‘ailed’ this month’s edition. 

BIMCO, has sought to review its infectious or Contagious 
Diseases clauses for time and voyage charterparties. Is that a 
step just for these times, or for posterity? 

Presciently, it says, ‘The global nature of the COVID-19 
pandemic has caused potential difficulties with the existing 
clauses and terms such as “Affected Area”, which were originally 
drafted to provide a contractual solution for epidemics. In the 
current pandemic the term “Affected Area” could arguably now 
be applied to the whole world”. 

How painfully corrosive, a feeling that really is? For the first time 
in the history in the world, we are all in the same boat, save 
for the Spanish Flu of more than a 100 years ago when there 

In the 

saMe BoaT?

edItOrIal

was no vaccine, no cure, no hope for anybody – and certainly 
nothing about charter party dynamics and interpretations - and 
only deaths which painfully and poignantly crossed to over, 
more than 50million at a time when the world’s population 
was, so much smaller. 

Will the world turn a corner? Certainly not, or at least, not yet. 
BIMCO’S aim for the new clauses is that they will be suitable 
for, and applicable to, both future epidemics and pandemics 
and will also find an appropriate balance between the interests 
of owners and charterers. Inferentially, BIMCO has seen the 
long-term potential to shape and redefine shipping, as we 
have known it. 

It is now an appropriate balance that owners, charterers, cargo 
owners and P&I clubs are now labouring under. Just what 
could conceivably be the ‘new balance’? When will it appear 
to chart a brand, new paradigm? Will it entail tighter and more 
stringent obligations and rules? Or will it complement harsher 
penalties? Everything that is hashed about, is out there for 
analysis, debate, judgement, and resolution. 

So, the jury, as they say, is still out. Not because we wanted 
it that way, but because we are facing an ‘enemy’ that is as 
frustrating as it is invisible. 

That is what is making these twist in fortunes that are very 
‘painfully frustrating’. For the first time in history, everything 
is up in the air with clearly no visible way forward for owners 
and charterers alike. And the world as we know of it, is in the 
same boat!

Jaya Prakash
Editor
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UPDATES

POSCO imPlEmEnTS 
ESG mAnAGEmEnT 

by inTrODUCinG

‘Carbon-neutral lnG’
 

POSCO (CEO Jeong-Woo Choi) has decided to actively implement ESG 

management by introducing “Carbon-neutral LNG.” The newly introduced 

64,000 tons of carbon-neutral LNG offset about 35,000 tons of carbon dioxide 

generated in the production and supply process. 35,000 tons equals to the 

annual carbon absorbed by 5.3 million 30-year-old pine trees and is equivalent 

to reducing carbon emissions from 15,000 cars annually.

Carbon-neutral LNG is green gas produced in the process of offsetting carbon 

dioxide emissions with carbon credits earned from afforestation industries, 

renewable energy projects, and environmental conservation projects.

“ IntroduCes 

64,000 tons of 

Carbon-neutral lnG 

from rWe of Germany, 

reduCInG Carbon by 

35,000 tons. ”

Photo: Posco  Carbon-neutral LNG is being unloaded at the Gwangyang 
Steelworks LNG Terminal

In order to actively participate in global carbon reduction 

efforts, POSCO plans to purchase carbon-saving products 

not only for self produced goods but also external purchase 

fuel. As a result, POSCO recently purchased a cargo of 

carbon-neutral LNG (about 64,000 tons) from RWE,a 

German gas supplier via POSCO International subsidiary 

in Singapore. Carbon-neutral LNG, which departed from 

Australia and arrived at POSCO Gwangyang Steelworks 

LNG Terminal on March 19, will be used for POSCO 

steelworks’ factory operation and electricity power supply 

in the future.

LNG is considered an eco-friendly energy that replaces coal 

because when it is used as an energy source, greenhouse 

gas emissions are half less than half of coal and fine 

emissions are only 10%. However, LNG also generates 

carbon during the production and supply process. Carbon-

neutral LNG has had only 9 cargoes of worldwide transactions 

as additional costs have been incurred to offset carbon and 

the transactions have not been activated yet.

POSCO began to negotiate with RWE to introduce 

carbon-neutral LNG to achieve “2050 Carbon Neutrality” 

declared in December while enhancing ESG management, 

agreed to receive a cargo first. POSCO became the second 

Korean company that introduced the carbon-neutral LNG 

following GS Energy in July 2019 and the 10th company 

in the world.

POSCO’s Carbon-neutral LNG purchase was considered 

to have contributed to the global efforts to achieve 

carbon neutrality even though it was not counted as “carbon 

cuts” in Korea. POSCO expects to purchase even more, 

if carbon credit trading system reforms in Korea considers 

the introduct ion of carbon-neutral  LNG as carbon 

reduction performance.

Meanwhile, POSCO is pushing ahead with energy 

efficiency improvement and adoption of economic 

low-carbon fuel sources as a first action plan to achieve 

2050 carbon neutral goal.

 

Have you read
our other magazine?

see us on the web at
www.petrominonline.com

Fuels & Power
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UPDATES

ADNOC 
LOgiSTicS AnD SErvicES 

cOnTinUES STrATEgic 
ExPAnSiOn

ADNOC Logistics & Services (ADNOC L&S), the shipping and maritime logis-

tics arm of Abu Dhabi National Oil Company (ADNOC), today announced the 

acquisition of two additional Very Large Crude Carriers (VLCC), bringing the 

total number of VLCCs added to its fleet in 2021 to eight. 

The VLCC fleet expansion plays a significant role in supporting ICE Murban 

Futures, which is expected to boost trading of the UAE’s flagship Murban crude 

oil, enabling it to reach new customers and markets around the globe. The 

launch of Murban Futures contracts will also allow ADNOC L&S to further im-

prove its vessel capacity utilization in the crude oil sector. 

The growth of ADNOC L&S’s VLCC fleet supports AD-

NOC Group’s commitment to increase its crude oil pro-

duction capacity by 25% to 5 million barrels per day 

(mmbpd) by 2030. 

The new acquisitions include a new-build VLCC, equipped 

with dual-fuel technology, which is expected to be delivered 

in Q1 2023, and an existing vessel that is scheduled to 

join the fleet in Q2 2021. These latest acquisitions mean 

that ADNOC L&S has now added a total crude oil cargo 

capacity of 16 million barrels this year. 

Captain Abdulkareem Al Masabi, CEO, ADNOC Logistics 

and Services said, “The acquisition of these VLCCs further 

consolidates our highly competitive offering, which 

covers the full spectrum of the oil and gas value chain. 

Following our strategic vessel acquisitions in 2020-2021, 

and combined with our integrated logistics and marine 

solutions, we are confident that our customers will gain 

a significant edge in terms of time and cost savings for 

their upstream and downstream operations, including 

ADNOC Group entities.” 

ADNOC L&S, which is the largest integrated maritime 

logistics and shipping company in the GCC, and owner 

and operator of the largest shipping fleet in the UAE, has 

been pursuing a smart fleet expansion program, driven 

by increased demand from its affiliates, in particular 

ADNOC Trading and ADNOC Global Trading, and 

favourable asset prices for crude vessels. In 2020, ADNOC 

L&S grew its fleet with 16 deep-sea vessel acquisitions. 

As a result of the additional fleet capacity, ADNOC L&S 

can further improve cost efficiencies while providing a 

comprehensive service to its customers. 

The company is developing one of the most sustainable, 

modern crude fleets in the world. The vessels added are a 

blended mix of new orders (four new builds on order) and 

modern existing vessels (four recently acquired). 

The latest acquired vessels have a length of 336 meters 

with a deadweight of 300,000 metric tonnes. The existing 

vessel is equipped with a scrubber, which is an exhaust 

gas cleaning system that removes sulphur oxides from the 

ship’s engine, improving its environmental performance.

The new build vessel, made by Daewoo (South Korea), 

is fitted with a propulsion dual-fuel engine, providing a 

more environment-friendly operation. 

The VLCC adds to ADNOC L&S’ existing fleet of 140 

owned vessels and 100 chartered vessels, which includes 

deep-sea shipping, offshore support and marine services 

vessels. The ADNOC L&S international trading fleet trans-

ports crude oil, refined products, dry bulk, containerized 

cargo, LPG and LNG on its owned and chartered vessels, 

supporting ADNOC’s operations locally and facilitating 

the shipment of commodities to global markets.
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induStry newS

new teCHnOLOGieS, 

GREENER SHIPPING

The IMO Council, meeting for its 125th session (28 June-2 July), endorsed the theme 
following a proposal by IMO Secretary-General Kitack Lim.

“IMO actively supports a greener transition of the shipping sector into a sustainable 
future, and showcases maritime innovation, research and development, and the dem-
onstration and deployment of new technologies,” Mr Lim said.

“In order to achieve these objectives, partnerships are key, as they allow all parties 
involved to share and distribute information on best practices and to access resources 
and general know-how in support of the transition of the maritime sector into a green-
er and more sustainable future. This theme will allow for a coordinated outreach and 
communications campaign by all stakeholders to highlight IMO initiatives to make 
shipping greener,” Mr Lim said.

The theme will allow for a range of activities to delve into specific topics related to pro-
motion of inclusive innovation and uptake of new technologies to support the needs 
for a greener transition of the maritime sector, especially in the context of developing 

Photo: IMO    New theme reflects the need to support a green transition

“ New TeChNOLOGIeS 

fOr GreeNer ShIppING IS 

The TheMe fOr wOrLd 

MarITIMe 2022. ThIS refLeCTS 

The Need TO SuppOrT a 

GreeN TraNSITION Of The 

MarITIMe SeCTOr TO a 

SuSTaINabLe fuTure.  ” 

countries, and in particular the small island developing States 
(SIdS) and least developed countries (LdCs).

The theme is linked to the united Nations Sustainable 
development Goals (SdGs), particularly SdGs 13 and 14 
on climate action and sustainable use of the oceans, seas 
and marine resources; SdG 9 on industry, innovation and 
infrastructure; and SdG 17, which highlights the importance 
of partnerships and implementation to achieve these goals.

IMO’s department of partnerships and projects (dpp) was es-
tablished in 2020 to serve as the gateway for developing part-
nership opportunities with a wide range of external partners, 
including IMO Member States, uN agencies, financial institu-
tions, NGOs, IGOs and the private sector.

decarbonisation, marine plastic litter and biofouling are 
among the topic areas already being addressed by the 
major projects of IMO, including GMN, Glofouling partner-
ships, GreenVoyage2050 and GloLitter partnerships. all of 
these projects aim to support and promote innovation and 
green technologies.

WORLD MARITIME DAY PARALLEL EVENTS

In view of the current restrictions and uncertainties caused by 
the COVId-19 pandemic, the Council agreed that the planned 
2021 world Maritime day parallel event be postponed to 2022 
and that all future events be also postponed by one more year. 
as a result of this decision, the world Maritime day parallel 
event would be celebrated in South africa in 2022; the Islamic 
republic of Iran in 2023; the russian federation in 2024; and 
the united arab emirates in 2025.

for previous world Maritime day parallel events, please visit: 
https://www.imo.org/en/about/events/pages/wMdparallelev-
ents.aspx

CELEBRATION OF 2021 WORLD MARITIME 
DAY

The 2021 world Maritime day will be celebrated on 30 
September 2021. details will follow in due course, please 
read more on the 2021 theme here:  https://www.imo.org/en/
about/events/pages/world-Maritime-Theme-2021.aspx
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induStry newS

INMARSAT SHOWS 
tHe wAy FOr 

Future MAritiMe SAFety 
witH uniQue dAtA

Inmarsat, the world leader in global, mobile satellite communications, has 

published a new report based on an exclusive analysis of Global Maritime 

Distress and Safety Services alerts from ships.

Drawing on distress calls sent free at the point of use via the Inmarsat network 

from vessels worldwide between 2018 and 2020, The Future of Maritime Safety 

report published by the Inmarsat Research Programme, has been written by 

the team at Intent Communications.

“We believe that the creation of an online anonymised data lake of safety 

information will allow us to identify weak spots and solutions, allocate resources 

and measure progress towards enhanced safety,” said Peter Broadhurst, 

Senior Vice President of Safety & Security, Inmarsat Maritime. “Where safety 

is concerned, data should be shared to create a level playing field for the 

entire industry.”

The new report also includes significant contributions from Kitack Lim, 

Secretary General of the  International Maritime Organization; Guy Platten, 

Secretary General, International Chamber of Shipping; Ashok Srinivasan, 

Manager, Maritime Safety and Security, BIMCO; Kuba Szymanski, Secretary 

General, Intermanager; and Stuart Edmonston, Director, Loss Prevention, UK 

P&I Club.

“ InMARSAT’S nEW 

REPORT AnALySES ThREE 

yEARS OF GLOBAL MARITIME 

DISTRESS CALL DATA TO 

IDEnTIFy TRUE AREAS FOR 

COnCERn AnD TO FOCUS 

On AnD DEVELOP A VISIOn 

FOR ShIPPInG’S FUTURE 

SAFETy. ” 

With the commercial vessel fleet growing by 4.1 per cent 

in 2019, the report logs 834 distress calls made by Inmar-

sat GMDSS service users in 2020, compared to 761 in the 

previous year. In capturing the broadly stable relationship 

between ships in service and distress call numbers, the 

report nonetheless highlights specific areas for attention.

Detailed analysis of the three years data shows tankers 

overtaking fishing vessels to generate the highest number 

of GMDSS alerts (122 calls in 2020). The high frequen-

cy of alerts from coastal waters is interpreted as relat-

ing to the operation of older tonnage. Alerts from deep 

sea tankers are relatively scarce, where charterers require 

higher standards and younger tonnage is deployed. Fish-

ing distress calls remain frequent, indicating that there 

is still a lot of work to do in this sector to raise overall 

safety for fishermen and fishing vessels under individual 

flag state control.

The number of distress calls from bulk carriers and 

container ships remained largely consistent over the period, 

although the former witnessed a distinct cluster in the 

yellow Sea between China, north Korea and South Korea, 

while the latter saw a spike in East Asia as Covid-19 

unfolded in 2020.

“This report establishes significant trends that merit 

close scrutiny by all stakeholders and offers a powerful 

example of the potential for analytics and new technology 

to  prov ide  the  bas i s  fo r  a  da ta-dr i ven  and more 

proactive safety,” Broadhurst continued. “Today, a ship’s 

captain can often be seen as a single point of failure. 

This is in stark contrast to the ‘Swiss-cheese’ model of 

risk maritime regulators now accept, and the goal-based 

and proactive approach that puts rapidly evolving 

technology at the heart of better supporting the safety 

of life at sea.”
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CLIMATE CHANGE:
A deCAde OF ACtiOn 

The International Maritime Organization (IMO) is marking a decade of action on 
cutting greenhouse gas emissions from shipping, since the first set of international 
mandatory measures to improve ships’ energy efficiency was adopted on 15 July 
2011, as part of the International Convention for the Prevention of Pollution from 
Ships (MARPOL).

To support the implementation of the measures and encourage innovation, IMO 
has been implementing a comprehensive capacity building and technical assistance 
programme, including a range of global projects. These include the GEF-UNP-IMO 
GloMEEP Project (now concluded), the European Union funded global network 
of maritime technology cooperation centres (GMN project), the IMO-Norway 
GreenVoyage2050 project and the IMO-Republic of Korea GHG SMART Project.  

IMO Secretary-General Kitack Lim said, “In July 2011, the first set of mandatory 
measures to improve the energy efficiency of new build ships was adopted, 
fundamentally changing the baseline for the performance of the incoming global 
fleet in terms of emission reduction. The pace of regulatory work to address GHG 
emissions from shipping has continued within the framework of the IMO Initial 

Photo: IMO IMO: Decade of action on reducing GHG emissions from shipping

“ 2021 MARKS THE ENd 

OF A dECAdE OF ACTION 

SINCE IMO AdOPTEd THE 

FIRST SET OF MANdATORy 

ENERGy EFFICIENCy 

MEASURES FOR SHIPS. ” 

Strategy for reducing GHG emissions from shipping, and most 
recently with the adoption of further, key short-term measures 
aimed at cutting the carbon intensity of all ships - new build 
and existing ships - by at least 40% by 2030, compared to the 
2008 baseline, in line with the initial strategy ambitions.”

“The package of mandatory measures combined with 
implementation support sets shipping on a pathway to 
decarbonisation. There is more work to do, but we have solid 
foundations, which is contributing to the global fight against 
climate change” Mr. Lim said.

IMO has issued an infographic outlining key regulatory and 
implementation support steps.

REGULATIONS TO CUT EMISSIONS FROM 
SHIPS

The issue of controlling air pollution from ships - in particular, 
noxious gases from ships’ exhausts was discussed at IMO as 
early as the 1970s, but drew more attention in 1988 when the 
Marine Environment Protection Committee (MEPC) agreed to 
include the issue of air pollution in its work programme. 
In 1991, IMO adopted Assembly Resolution A.719(17) on 
Prevention of Air Pollution from Ships. The Resolution called 
on the MEPC to prepare a new draft Annex to MARPOL on 
prevention of air pollution.

The Kyoto Protocol, which was adopted in december 1997, 
was a major step in the fight against climate change. It 
operationalised the United Nations Framework Convention on 
Climate Change by committing industrialised countries and 
economies in transition to limit and reduce greenhouse gases 
(GHG) emissions in accordance with agreed individual targets.

In response, in the same year at the 1997 MARPOL 
Conference, IMO adopted MARPOL Annex VI on regulations 
for the prevention of air pollution from ships. This resolution 
invited the MEPC to consider what CO2 reduction strategies 
might be feasible in light of the relationship between CO2 and 
other atmospheric and marine pollutants. The resolution also 
invited IMO, in cooperation with the UNFCCC, to undertake a 
study of CO2 emissions from ships for the purpose of establish-
ing the amount and relative percentage of CO2 emissions from 
ships as part of the global inventory of CO2 emissions.

The MEPC developed operational and technical measures and 
IMO agreed to include a new chapter on “energy efficiency” 
in MARPOL Annex VI.

On 15 July 2011, MARPOL Annex VI Parties adopted 
mandatory energy efficiency regulations for ships – Energy 
Efficiency design Index (EEdI) for new ships, Ship Energy 
Efficiency Management Plan (SEEMP) for all ships.

This represented the first set of mandatory energy efficiency 
measures for any transport sector.

Since their adoption, further amendments have been adopted 
to strengthen the EEdI requirements, particularly for certain 
ship types.

In 2016, IMO adopted the mandatory IMO data Collection 
System (dCS) for ships to collect and report fuel oil 
consumption data from ships over 5,000 gt. The first calendar 
year data collection was completed in 2019.

In April 2018, IMO adopted the Initial Strategy on the 
reduction of GHG emissions from shipping, a policy frame-

Photo: IMO  Key regulatory and implementation support steps.
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work which sets key ambitions, including annual greenhouse 
gas emissions from international shipping by at least half 
by 2050, compared with their level in 2008, and working 
towards phasing out GHG emissions from shipping entirely 
as soon as possible in this century and reducing the carbon 
intensity of international shipping (to reduce CO2 emissions 
per transport work), as an average across international 
shipping, by at least 40% by 2030, pursuing efforts towards 
70% by 2050, compared to 2008.

The Initial Strategy includes a commitment to assess the 
impacts on States (particularly Least developed Countries 
(LdCs) and Small Island developing States (SIdS)) of any 
measure proposed for adoption.

The initial GHG Strategy will be revised by 2023.

In June 2021, IMO adopted key short-term measures 
aimed at cutting the carbon intensity of all ships by at 
least 40% by 2030, in line with the ambitions set out in the 
IMO Initial Strategy.

These measures combine technical and operational 
approaches to improve the energy efficiency of ships. All ships 
will have to calculate their Energy Efficiency Existing Ship Index 
(EEXI) and ships over 5,000 gt will establish their annual 
operational carbon intensity indicator (CII) and CII rating.

In other words, ships will get a rating of their energy efficiency 
- A, B, C, d, E - where A is the best.

This is the first time IMO has established a formal rating 
system for ships. This sends a strong signal to the market: 
Administrations, port authorities and other stakeholders as 
appropriate, are encouraged to provide incentives to ships 
rated as A or B. A ship rated d for three consecutive years, or 
E, is required to submit a corrective action plan, to show how 
the required index (C or above) would be achieved.

MARPOL Annex VI has 100 Parties, representing 96.65% of 
world merchant shipping by tonnage.

IMPLEMENTATION SUPPORT

IMO’s mandatory measures are supported by capacity 
building, technical assistance and technology cooperation.

Shipping will need new technologies, new fuels and innovation 
to meet the GHG targets. For this, investment in R&d, 
infrastructure and trials is needed.

A range of IMO-executed projects are focusing on 
supporting developing countries to implement the MARPOL 
Annex VI energy efficiency measures and promote trials 
and training. 

Some examples include:

•	The	GEF-UNDP-IMO	Global	Maritime	 Energy	 Efficiency	
Project (GloMEEP) that assisted a number of lead pilot 
countries to initiate legal, policy and institutional reforms 
and build the related capacity to start implementing the 
MARPOL Annex VI at national level.

•	The	European	Union-funded	Global	Maritime	Technology	
Cooperation Centre Network (GMN) project has 
established five regional centers of excellence and 
several pilot projects are ongoing. One in the Pacific 
has installed solar panels on a ferry - leading to fuel 
savings of 32% in operation and 87% reduction in GHG 
emissions at anchor. Other examples include collecting 
and analysing ship fuel consumption data; helping to 
improve ship trim optimisation; developing technology 
needs assessments; and carrying out port energy audits. 
data from pilot projects is shared to facilitate scaling up 
and roll out elsewhere.

•	The	 Global	 Industry	 Alliance	 (GIA)	 to	 Support	 Low	
Carbon Shipping has developed a Just in-Time guide.  
Watch the video animation https://greenvoyage2050.
imo.org/video-library/

•	The	GIA	has	launched	a	free	to	access	E-Learning	course	
aimed at seafarers and anyone interested in this aspect 
of shipping. Access the course here: https://greenvoy-
age2050.imo.org/e-learning/Course: Introductory Course 
on Energy Efficient Ship Operation (unccelearn.org).The 
self-paced course, ‘An Introduction to Energy Efficient 
Ship Operation’ is intended as a first glimpse into how 
GHG emissions from ships can be addressed.

•	The	GreenVoyage2050	 project	 has	 launched	 a	work-
shop package on ‘Alternative fuels and energy carriers 
for maritime shipping’ – download here - Workshop 
Packages: https://greenvoyage2050.imo.org/work-
shop-packages/

•	The	GHG	SMART	project	is	assisting	the	Least	Developed	
Countries and Small Island developing States in their 
capacity building efforts through training courses over a 
four-year period. 
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DIGITAL TwIN
OF FLOAtinG OFFSHOre 

wind turBineS

AS Mosley, along with consortium partners, Fugro and Strathclyde University, has 
been awarded funding from The Carbon Trust, to develop new technology for 
monitoring Floating Offshore Wind Turbines (FOWT).

As one of eight projects to benefit from a share of £1m from The Carbon Trust, the 
project will see the development of a highly efficient method for measuring fatigue 
and detecting anomalies in real-time for the renewable energy sector. The system has 
the potential to vastly reduce operating costs by lowering – or potentially replacing – 
the need for subsea visual inspection of mooring lines for FOWT.

The funding was won as part of a competition run by The Carbon Trust, with the 
objective of accelerating the development and commercialisation of floating offshore 
wind technology, with particular emphasis on mooring systems and Operations & 
Maintenance (O&M).

AS Mosley will work alongside its project partners to develop the system, which will 
take around 12 months to design.

david Bolger, Principal Engineer at AS Mosley, comments: “We are really excited 
about this project and are looking forward to the challenge of developing a digital 
twin for these impressive offshore floating wind systems. The new method could 
potentially be rolled out across the renewable sector, bringing with it improved 
efficiency, safety and substantial savings for energy companies. We’re also looking 
forward to working alongside project partners, Strathclyde University and Fugro.”

Photo: AS Mosley Detecting anomalies in real-time for the renewable energy sector
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CGG
LAunCHeS GeOSOFtwAre 11.0 

inteGrAted POrtFOLiO FOr 
reSerVOir CHArACteriSAtiOn

CGG GeoSoftware has launched version 11.0 of its extensive portfolio of 

reservoir characterisation and petrophysical interpretation software solutions. 

GeoSoftware 11.0 is a milestone achievement, integrating all of GeoSoftware’s 

industry-trusted solutions, including Jason, HampsonRussell, PowerLog, RockSI, 

InsightEarth and VelPro, so that they can now work together on a single plat-

form. This advanced integration features flexible cross-product workflows 

to improve E&P project performance and provide a better understanding of 

reservoir properties.

Photo: CGG GeoSoftware  HampsonRussell equips geoscientists to interactively delineate fluid effect and perform AVO analysis.

Continuous innovation leveraged in GeoSoftware 11.0 

includes enhanced cloud and machine learning capabilities, 

optimised computing performance and a superior user 

experience.

GeoSoftware 11.0 runs on both Amazon Web Services, 

Inc. (AWS) and Microsoft Azure cloud platforms. Cloud 

elasticity, the ability to scale access to cloud compute 

resources, allows geoscientists to unleash the full power 

of cloud computing to explore more scenarios with 

increased model complexity and generate tens to hundreds 

of geostatistical inversion realisations concurrently. The 

new cloud-enabled Jason Multi-Realisation capability benefits 

E&P companies by dramatically and cost-effectively 

reducing the project cycle time while geoscientists can 

use the additional geostatistical simulation data to 

improve reservoir characterisation and risk assessment.

Enhanced machine learning capabilities in version 11.0 

include WellGen, a new HampsonRussell application, 

that facilitates deep learning workflows linking geological 

and geophysical interpretations for more accurate 

reservoir property estimates in complex reservoirs. 

Improved automation and analytics in PowerLog significantly 

reduce log editing time so that petrophysicists can focus 

on interpretation. 

Advances in computing performance include Jason AVO 

Inversion which provides multi-threaded QCs and sensitivity 

testing for greater confidence in reservoir characterisation. 

HampsonRussell GPU processing speeds up run time, 

reduces cycle time and enables geoscientists to work 

with larger, more detailed models.

Other GeoSoftware 11.0 innovations significantly 

improve the user experience, boosting efficiency and 

usability. HampsonRussell automated multi-well correlation 

affords fast well-ties and QC analysis for hundreds of 

wells, saving time in projects with large well data sets. 

HampsonRussell also improves depth-time domain 

conversion, velocity modeling and depth synthetic 

modeling, enabling the integration of seismic assets with 

geological and petrophysical depth domains. Interactive 

AVO Fluid Factor crossplotting adds sophistication and 

faster interpretation of reservoir properties. Automated 

parameter setting in Jason also enables geoscientists to 

get results faster, while an intuitive new interface and 

templates in AVO Inversion provide easier parameter 

testing and QC of inversion results. A new rock physics 

tool in RockSI equips users to better investigate the fluid 

substitution effect on reservoir elastic properties. 

Kamal al-Yahya, Senior Vice President, GeoSoftware & 

Smart Data Solutions, said: “GeoSoftware 11.0 is the 

culmination of five years of intense software development 

to deliver an integrated GeoSoftware platform linking 

geophysics, geology and petrophysics for optimum work-

flows that drive greater reservoir understanding. With 

our continued investment in technology we are deliver-

ing more benefits from our digitalisation roadmap that 

help elevate subsurface knowledge and increase the 

E&P success of our clients.”
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NEXT STEPS FOR 
reGuLAtinG MAritiMe 

AutOnOMOuS SurFACe 
SHiPS (MASS)

The Maritime Safety Committee (MSC) of the International Maritime Organization 

(IMO), at its 103rd session in May 2021, has completed a regulatory scoping 

exercise to analyse relevant ship safety treaties, in order to assess how Maritime 

Autonomous Surface Ships (MASS) could be regulated.  

The completion of the scoping exercise represents an all important first step, 

paving the way to focused discussions to ensure that regulation will keep pace 

with technological developments. 

Photo: IMO     Clarifying the meaning of the term ‘master’, ‘crew’ or “responsible 
person” has been identified as a high priority.

The scoping exercise was initiated in 2017 to determine 

how safe, secure and environmentally sound MASS 

operations might be addressed in IMO instruments.  

The exercise involved assessing a substantial number of 

IMO treaty instruments under the remit of the MSC and 

identifying provisions which applied to MASS and prevented 

MASS operations; or applied to MASS and do not prevent 

MASS operations and require no actions; or applied to 

MASS and do not prevent MASS operations but may need 

to be amended or clarified, and/or may contain gaps; or 

have no application to MASS operations. 

Varying degrees of autonomy were considered: crewed ship 

with automated processes and decision support (Degree One); 

remotely controlled ship with seafarers on board (Degree Two); 

remotely controlled ship without seafarers on board (Degree 

Three); and fully autonomous ship (Degree Four).  

The safety treaties assessed include the SOLAS Convention 

and various codes made mandatory under SOLAS 

(Casualty Investigation, Enhanced Survey Programme 

(ESP), Fire Safety Systems (FSS), Fire Test Procedures (FTP), 

Bulk Chemical (IBC), Gas Carrier (IGC), Solid Bulk Cargoes 

(IMSBC), Dangerous Goods (IMDG), Carriage of Irradiated 

Nuclear Fuel (INF), Intact Stability, International Safety 

Management (ISM), Ship and Port Facility Security (ISPS), 

Grain, Polar, Recognized Organizations (RO)); collision 

regulations (COLREG); Load Lines Convention and 1988 

Protocol; Convention on Safe Containers (CSC); STCW 

Convention and Code, as well as STCW-F Convention; 

search and rescue (1979 SAR Convention); tonnage 

measurement (Tonnage 1969) and the Code of Safe Practice 

for Cargo Stowage and Securing (CSS Code) and  IMO 

Instruments Implementation Code (III Code). 

The outcome of the regulatory scoping exercise was 

discussed and completed by the MASS Working Group 

which met during MSC 103. 

For each provision, the exercise identified whether MASS 

could potentially be regulated by: equivalences as provided 

for by the instruments or developing interpretations; 

and/or amending existing instruments; and/or developing 

a new instrument; or none of the above as a result of 

the analysis. 

The outcome highlights a number of high-priority issues, 

cutting across several instruments, that would need to be 

addressed at a policy level to determine future work.  

These involve the development of MASS terminology and 

definitions, including an internationally agreed definition 

of MASS and clarifying the meaning of the term ‘master’, 

‘crew’ or “responsible person”, particularly in Degrees Three 

(remotely controlled ship) and Four (fully autonomous ship).  

Other key issues include addressing the functional and 

operational requirements of the remote-control station/centre 

and the possible designation of a remote operator as seafarer.  

Further common potential gaps and themes identified across 

several safety treaties related to provisions containing manual 

operations and alarms on the bridge; provisions related to 

actions by personnel (such as firefighting, cargoes stowage 

and securing and maintenance); watchkeeping; implications 

for search and rescue; and information required to be on 

board for safe operation.  

The Committee noted that the best way forward to address 

MASS in the IMO regulatory framework could, preferably, 

be in a holistic manner through the development of a 

goal-based MASS instrument.  Such an instrument could 

take the form of a “MASS Code”, with goal(s), functional 

requirements and corresponding regulations, suitable for 

all four degrees of autonomy, and addressing the various 

gaps and themes identified by the RSE. 

The Committee invited Member States to submit proposals on 

how to achieve the best way forward to a future session of 

the MSC.  

The outcome of the MSC’s regulatory scoping exercise, as 

approved by the Committee, including the full analysis of 

treaties, can be found as an annex to the report of MSC 

103 (MSC 103/21/Add.1, annex 8) and can also be found 

in circular MSC.1/Circ.1639 (Outcome of the Regulatory 

Scoping Exercise for the use of Maritime Autonomous 

Surface Ships (MASS)). 

IMO’s Legal and Facilitation Committees are currently also 

in the process of conducting regulatory scoping exercises on 

conventions under their purview.
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SHIPPING INDUSTRY 
urGeS GOVernMentS 

tO ACt On uSd 5 BiLLiOn 
deCArBOniSAtiOn Fund

The shipping industry has welcomed the growing momentum for a USD 5 billion 

R&D Fund for shipping, but is calling on governments to act in line with their 

climate commitments and not waste more time in moving forward with decisive 

action to support the decarbonisation of the industry.

Photo: IMO                     MEPC 74 meeting held at IMO headquarters in London on 13-17 
May 2019.

At the recent UN IMO meeting (MEPC 76), the world’s 

governments agreed to continue work on the IMO-

supervised USD 5 billion R&D Fund programme, to 

be led by a new International Maritime Research and 

Development Board (IMRB), with many nations stepping 

up to support the proposal.

The USD 5 billion R&D programme is designed to accel-

erate the development and introduction of zero-emission 

technologies and fuels for maritime transport, which are 

vital for allowing the industry to decarbonise.

“The R&D fund has been thoroughly developed over 

the past three years. It is the only concrete proposal on 

the table and can be agreed and put in place by 2023. 

Governments rightly call for innovation and for decar-

bonisation to happen now. This is now, and we need IMO 

member states to move forward and allow us to accelerate 

the R&D needed without further delay,” the industry 

organisations said.

The IMO has set targets to cut total shipping emissions by 

at least 50 per cent by 2050, with the United States and 

the EU now calling for zero emissions shipping within the 

next 30 years. To succeed, the industry needs zero-car-

bon ships, capable of trans-oceanic voyages, available 

by 2030. However, technologies for operating deep-sea 

vessels on zero-carbon fuels are not yet available and 

current R&D efforts are not sufficient.

“We urgently need to expand and accelerate R&D around 

zero-carbon technologies and fuels. But innovation does 

not come for free. To catalyse innovation, the industry 

is willing to provide guaranteed funding of 5 billion USD 

at no cost to governments, giving all nations equitable 

access to the work and the technologies the fund 

advances. So, what are we waiting for?” the shipowner 

organisations said.

It is encouraging to see support for the R&D programme 

from additional nations. Now more engagement is needed 

for concrete regulatory and technological progress. UN 

IMO General Secretary Kitack Lim has made it clear: 

“Failure is not an option”. The world is watching, 

and it will be watching even more closely at MEPC 

77 and COP26.

“The R&D fund proposal is mature and ready for 

approval, and the industry has already committed to 

doing the work needed to establish the fund, a payment 

system, and the funding necessary. We can do this now, 

and for the sake of our climate and future generations, 

we must.”

We urge governments to approve the proposed 

amendments to Annex 6 of MARPOL at MEPC 77 in 

November as the first concrete step forward in making 

the IMRB a much-needed real i ty  to reduce GHG 

emissions from shipping.

 



Sep to Oct 202124 Sep to Oct 2021 25

induStry newS

CYBERSECURITY
PrOteCtiOn On-BOArd 

OwnerS’ VeSSeLS

Su-Nav ship management has installed a cybersecurity device called the Navis 
Arca on board the managed vessels in its fleet. The move has been driven by a 
dramatic increase in the number of cyber attacks on shipping lines worldwide.

“As digitisation gathers pace within the shipping sector, there has been a dramatic 
increase in the number of technological devices and applications used within the 
industry. There are also more vessels being automated than ever before, this has 
led to a significant rise in the risk of high intensity cyber attacks onboard vessels,” 
said Su-Nav CEO Sachit Sahoonja. 

Su-Nav has collaborated with Necurity Solutions Network Security Pvt Ltd in India 
to install Navis Arca on board the ship manager’s growing fleet of vessels; the 
technology can detect and neutralise cyber security threats.

Navis Arca is an IOT based cyber security solution for ships across the world. It 
allows the cyber security experts to remotely connect to the vessel’s network and 
perform vulnerability assessment and penetration testing without being physically 
present in the vessel. The remote audits are in compliance with IMO 428 Resolution.
 
The device ensures maritime cyber security through pre-loaded customized 
vulnerability tools which helps to identify all types of existing electronic attacks 
globally. Acting as the maritime cyber security partner of the ship, the device 
handles all digital and on-line security issues through its unique features.

The device is a small box designed and developed in-house by Necurity solutions, 
adapted specifically for the marine environment. The Necurity team made multiple 
visits to vessels managed by Su-Nav to launch the right product fit for use and 
suiting the threats posed to the vessels.

“ MOvE dRIvEN by 

SuRgE IN CybER ATTACkS 

wORLdwIdE ANd vESSELS 

SEEN AS wEAk LINk fOR 

SECuRITy bREAChES. ” 
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ABS CONSULTING 
LAunCHeS CyBerSeCurity 

OFFerinG tO COMBAt 
inCreASinG GLOBAL AttACKS 

AbSg Consulting Inc. (AbS Consulting), a leading global operational risk management 
company, has launched an integrated cybersecurity service designed to help 
organisations monitor, manage and reduce the growing threat of Operational 
Technology (OT) cyber attacks.

“The digital front line is expanding to the OT environment, impacting today’s industrial 
systems and equipment critical to high performing operations, business reputation and 
safety,” says Ian bramson, global head of Cybersecurity from AbS Consulting. “This is 
a new area with low maturity and high risk. As digitalisation expands so do the risks of 
a system breach or cyber attack.”

The solution is designed to deliver effective support to a wide range of industry sectors, 
including power plants, wind farms, oil rigs, platforms to ships, pipelines and industrial 
manufacturing. The new Cybersecurity Managed Services developed by AbS Consulting 
helps companies reduce cybersecurity risks across multiple facilities and assets by 24/7 
monitoring of critical infrastructure and OT networks for cyber threats.

bramson says: “OT cybersecurity requires specialised skills and experience. Traditional 
Information Technology (IT) solutions do not work in these environments. Our service is 
a native OT solution designed specifically for industrial networks. Most organisations do 
not have adequate visibility into these systems to understand cyber vulnerabilities and 
activity. Our managed services solution gives them both visibility and control over these 
increasing risks.” 

The service offering improves awareness and supports decision making for industrial 
control systems and networks by delivering insights across a company’s digital ecosystem 
using OT domain expertise, and IT/OT integration included in a single user platform, 
which proactively monitors and manages a range of key issues:

•	Enables	cybersecurity	risk	capabilities	to	identify	systems,	assets	and	data	–	capabilities	
that, when disrupted, pose risks to people, operations and the environment.

•	Implements	risk	control	processes	and	measures	to	assist	with	contingency	planning	
and continuity of operations.

•	Detects	a	cyber	event	at	any	time.	Technology	that	never	sleeps.
•	Provides	cybersecurity	resilience	to	programs,	operations	and	services	critical	to	

business success and performance.
•	Supports	the	fast	restoration	of	an	organization’s	systems	for	safe	operations	in	line	

with a company’s disaster recovery plans.

“Services are tailored to a customer’s operation, and our cutting-edge technologies 
and a state-of-the-art Industrial Security Operations Center (ISOC) allows us to identify 
and mitigate attacks in real-time,” says dennis hackney, AbS Consulting’s director of 
Cybersecurity Product development. “we can tell you where there’s a threat and where 
the bad guys are breaching your systems, and even how fast they are penetrating the 
gaps in a system. we can tell you what changes they are making and provide immediate 
remedy to the threats.”

“ AN INTEgRATEd 

SINgLE SOLuTION 

dESIgNEd by OT ExPERTS 

fOR INduSTRIAL 

NETwORkS MANAgES, 

MONITORS, dETECTS 

ANd dEfENdS AgAINST 

gROwINg CybERSECuRITy 

ThREATS ThAT TARgET 

OPERATIONS. ” 
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ABS
LeAdS eMSA COnSOrtiuM 

StudyinG ALternAtiVe FueLS 
And teCHnOLOGieS

A consortium led by ABS, along with CE Delft and Arcsilea is to perform six studies on 
alternative fuels and decarbonization technologies for the European Maritime Safety 
Agency (EMSA).

It’s a four-year project to study key aspects of the decarbonisation of shipping, includ-
ing biofuels, ammonia, hydrogen, wind-assisted propulsion, air lubrication and other 
promising technologies. The initiative is part of EMSA’s mission to provide technical 
assistance to the EU Commission and member states in the promotion of sustainable 
shipping and support the shift to low- and zero-carbon operations.

“This will be a monumental study that will provide an unprecedented degree of guid-
ance and clarity with regards to the maritime application of alternative fuels and ener-
gy-saving devices,” said Georgios Plevrakis, ABS Director, Global Sustainability. “ABS 
understands that no one company has the solution to shipping’s decarbonisation chal-
lenge and only by working together will the industry meet our sustainability ambitions. 
That is why we are engaged in projects all over the world with leading industry players 
to develop practical solutions and support their safe adoption by the industry. We are 
proud to work with CE Delft and Arcsilea in this important series of studies.” 

“It is important for regulators and shipping companies alike to understand the sustain-
ability, availability and economics of the emerging fuel options. CE Delft is proud to 
contribute to these comprehensive studies,” said Anouk van Grinsven, CE Delft Direc-
tor, Sustainable Transport Fuels.

“The alternative fuel and propulsion landscape is changing rapidly, and Arcsilea is 
pleased to be able to contribute to ensuring that the regulatory framework keeps pace 
with developments,” said Edwin Pang, Arcsilea Founder. 

The studies will analyse the industry’s use of each fuel or power technology, including 
availability, life-cycle emission characteristics and economic aspects. Project partners 
will also review the current regulatory framework, identify any gaps and include safety 
assessments for the application of each fuel and power source to cargo as well as pas-
senger vessels.

“ SIx STUDIES ExPlorE 

BIoFUElS, AMMonIA, 

HyDroGEn, WInD-ASSISTED 

ProPUlSIon AnD AIr 

lUBrICATIon. ” 
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EMGS: 
new FrAMewOrK COntrACt 

FOr MuLti-CLient dAtA

Electromagnetic Geoservices ASA has entered into a framework contract with 
an existing customer for licensing of multi-client data from the Company’s 
international multi-client library.

There are no minimum licensing commitments for the customer under the frame-
work contract. However, based on the information currently available, EMGS 
believes that the contract will result in late sales during 2H 2021 with a total value 
between USD 2.5 and USD 3.0 million.

EMGS, the marine EM market leader, uses its proprietary electromagnetic (EM) 
technology to support oil and gas companies in their search for offshore 
hydrocarbons. EMGS supports each stage in the workflow, from survey design 
and data acquisition to processing and interpretation. The Company’s services 
enable the integration of EM data with seismic and other geophysical and 
geological information to give explorationists a clearer and more complete 
understanding of the subsurface. This improves exploration efficiency and reduces 
risks and the finding costs per barrel.

Photo: Electromagnetic Geoservices ASA Multi-client data from library
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SHIPPING CHarter aGreemeNtS: 

MOVES & 
INDICATIONS

Shipping industry veterans are well familiar with the terms of a “charter-party” 
contract, for example, or the need for a contract of affreightment. The different types 
of charter agreements such as voyage charter, time charter, and bare boat charter 
matter, whether to shipper, charterer or vessel owner, as are the terms of demurrage 
and dispatch, layday and laytime.

The prolonged pandemic has wrought disruptions and disturbances to the practice 
and operations of crew and management changes, and wreaked havoc with supply 
chains and demand and supply scheduling, resulting in a drop in the profitability of 
ship owners, vessel operators and shippers.

Photo: Chris Pagan on Unsplash Shipping industry moves have included MoUs and 
signing of long-term charter agreements

Increasingly, vessel owners have tied up with charterers and 
financiers in industry moves that have included MoUs and 
signing of long-term charter agreements, as a way to ensure 
financial resilience and a stable situation for business operabil-
ity, and to weather the erratic up and down swings of a global 
pandemic crisis.

Industry players have not stayed still but have been at work 
negotiating and renegotiating deals and ship charter contracts 
to ensure business continuity and financial viability as going 
concerns. Marine & Offshore could scarce not notice some 
of the recent and very innovative deals struck by seasoned 
players and industry movers, who have not sat on their laurels 
to wait out the crisis. These industry developments have set the 
standard for industry to follow. 

TUG, BARGE AND “FLOATING HOTEL”

BIMCO has extended its library of offshore industry standard 
contracts with the adoption of ASVTIME – a time charter 
party for accommodation support vessels. Updates of 
BIMCO’s ocean towage agreements – TOWCON and 
TOWHIRE – have also been adopted along with a new edition 
of its charter party for hiring unmanned barges – BARGEHIRE.

The four new contracts were adopted by BIMCO’s 
Documentary Committee at its meeting held earlier in the year.

ASVTIME is the first offshore contract written by BIMCO 
designed to meet the needs of two distinct sectors - oil and 
gas sector and renewables. The charter party is based on the 
widely used SUPPLYTIME form and was developed with input 
from renewable majors Ørsted and Siemens Gamesa together 
with the Italian oil company Eni. Wagenborg Offshore, Deme 
and Floatel International providing owners’ perspective, with 
legal and shipbroking input from Wikborg Rein and Hagland 
Shipbrokers. The contract provides a choice of optional 
services in addition to accommodation – these include the 
use of motion compensated gangways, cranes, offshore 
bunkering, and the use of daughter craft.

“Although the market for these ships is relatively small, 
ASVTIME will fill an important gap in BIMCO’s suite of 
offshore contract,” says Edwin de Vries of Wagenborg 
Offshore, who chaired the drafting group.

Revised editions of three of BIMCO’s most well-known offshore 
contracts – TOWCON, TOWHIRE and BARGEHIRE – were 
also adopted. It has been 12 years since these standard forms 
were last updated and so the new editions reflect changes in 
commercial practice and legal developments. The appeal of 
these contracts is their simplicity, brevity and familiarity. Every 
effort has been made to retain these characteristics while 
improving and clarifying the clauses.

New features of TOWCON include a provision for mid-voyage 
bunkering on longer tows, and a mechanism for calculating 
compensation due to slow steaming or deviation. The revised 
BARGEHIRE introduces much clearer wording dealing with 
off-hire surveys, repairs and redelivery – which has often been 
a source of dispute in the past.

“We have modernised BARGEHIRE and clarified the wording 
in clauses that are known to have caused disagreements in the 
past – particularly in relation to repairs on redelivery. The 
result is a much improved version of BARGEHIRE which I 
believe is a worthy successor to BAGEHIRE 2008,” says 
Dirk Kwantes of LKL Oceantrade, who chaired the two 
subcommittees, who revised the tow and barge contracts.

Dirk was assisted in the revision of TOWCON and TOWHIRE 
by Boskalis, Ostensjo Rederi, Boluda Towage, Clarksons, Gard 
and the Standard Club. The revision of BARGEHIRE involved 
Heerema, Subsea 7, Ugland, Cashman Equipment Services 
and the Shipowners’ Club.

SLEW OF NEW CONTRACTS AND CLAUSES

Projects for standard contracts and clauses covering almost 
every sector of the shipping industry will be reviewed by 
BIMCO’s Documentary Committee (DC). The gathering of over 
70 documentary experts from around the world will take place 
online for the first time and two new contracts and two clauses 
are set to be approved for publication in 2021.

With only one meeting taking place this year due to the 
coronavirus, the Committee has a very full agenda. For 
the tanker sector, there is a new gas voyage charter party 
developed together with the Association of Ship Brokers and 
Agents (ASBA), New York. ASBAGASVOY has been adapted 
from the widely used ASBATANKVOY and tailored for the 
specific needs of the gas trade.

On the ship finance front, BIMCO continues to build its 
portfolio of standard terms sheets; this time with a new sale 
and leaseback term sheet, SHIPLEASE. The new form is a timely 
response to an increase in sale and leaseback arrangements, 
as owners seek greater liquidity and flexibility.

Both ASBAGASVOY and SHIPLEASE are set to be approved 
during the Committee meeting.

Also, sanctions remain a primary focus in the industry. 
BIMCO is steadily building a library of sanctions clauses 
to be used with different types of contract. The latest 
edition is a sanctions clause for container vessel time 
charter parties. The new clause is a nuanced version of the 
time charter clause published last December which deals 
with how sanctions should be addressed contractually in 
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the multiple cargo interest and multiple scheduled ports 
of loading/discharging environment that characterises the 
container sector.

Law and arbitration also get a new clause from BIMCO 
with the addition of Hong Kong as the fourth named venue. 
The new clause is much shorter than its predecessors in that 
London, New York, Singapore and Hong Kong have all agreed 
a ‘unified’ wording rather than four separate subclauses. The 
clause also contains new and useful provisions relating to the 
serving of notices.

OFFSHORE INDUSTRY IN THE SPOTLIGHT

Another important project to be discussed at the meeting is 
the first review of a brand new BIMCO Ship Sale Agreement. 
Standard forms of S&P agreements have changed little over 
the past decades. The new S&P agreement from BIMCO is set 
to buck that trend with an innovative and modern approach. 
Once the DC has commented on the first draft, it will be 
released for industry consultation.

The revision of the industry’s most widely used dry cargo 
voyage charter party, GENCON, is an ongoing process. It 
is a major task to update a very popular standard form that 
is the bedrock of so many voyage charters. Close consultation 
with the industry plays a vital part in developing a new 
version that will be readily adopted. The DC will hear a 
progress report on the project.

As the offshore industry is currently facing a number of 
challenges, it is important to make sure that the contracts they 
rely on remain relevant and up to date. BIMCO is currently 
working on five offshore-related projects. Updates to ocean 
towing agreements – TOWCON and TOWHIRE – are well 
underway together with an update of BARGEHIRE. A new 
contract for time chartering accommodation support vessels 
is also close to completion, while SUPPLYTIME 2017 will 
gain another new “special task” annex when work on a 
crane operations annex is completed.

The impact of events such as the COVID-19 pandemic on the 
performance of contracts is being addressed through the 
development of a force majeure clause for various types of 
agreement. A standard wording for a shipbuilding refund 
guarantee is also being prepared.

CAST IN TIME

Castor Maritime Inc, a diversified global shipping company, 
announces that the M/V Magic Argo, a 2009 built Kamsarmax 
dry bulk carrier, following completion of its previous 
employment contract, has been fixed on a time charter 
contract earning a daily gross charter rate of $33,000, 

which commenced on June 23, 2021, with a term of about 
100 days.

The Company also announces that on June 22, 2021, it took 
delivery of the M/T Wonder Formosa, the 2006 Korean-built 
MR1 tanker it had agreed to acquire as previously announced 
on April 30, 2021. The M/T Wonder Formosa has been entered 
into Scorpio’s Handy Plus Pool, specialising in the employment 
of MR1 tanker vessels. The M/T Wonder Formosa acquisition 
was financed in its entirety with cash on hand.

TIME CHARTER FOR M/V ISMENE

Diana Shipping Inc, a global shipping company specialising 
in the ownership of dry bulk vessels, announced that, through 
a separate wholly-owned subsidiary, it has entered into a time 
charter contract with Tongli Shipping Pte. Ltd., for one of its 
Panamax dry bulk vessels, the m/v Ismene. The gross charter 
rate is US$16,500 per day, minus a 5% commission paid to 
third parties, for a period until minimum October 15, 2021 up 
to maximum December 15, 2021. The charter is expected to 
commence on March 7, 2021. The m/v Ismene was chartered, 
as previously announced, to Phaethon International Company 
AG, at a gross charter rate of US$10,800 per day, minus a 5% 
commission paid to third parties.

The “Ismene” is a 77,901 dwt Panamax dry bulk vessel built in 
2013. The employment of “Ismene” is anticipated to generate 
approximately US$3.60 million of gross revenue for the 
minimum scheduled period of the time charter.

PETRONAS SIGNS 12-YEAR TIME CHARTER 
PARTY FOR TWO NEW BUILD LNG VESSELS

PETRONAS through its subsidiary, PETRONAS LNG Ltd (PLL) 
recently signed a 12-year Time Charter Party (TCP), with 
an option to extend for another 12 years, with a renowned 
Japanese shipowner, Kawasaki Kisen Kaisha, Ltd (“K” Line) 
for two mid-sized new build LNG vessels of approximately 
79,960 cubic metres each in capacity.
 

Signatories and witnesses from PLL, “K” Line and Hudong-Zhonghua 
Shipbuilding following the Time Charter Party and Shipbuilding 

Contract signing ceremony. The ceremony was held at the Malaysian 
Petroleum Club, PETRONAS Twin Towers.

During the signing ceremony, PETRONAS Executive Vice 
President and Chief Executive Officer of Gas & New Energy, 
Adnan Zainal Abidin commended the pace of the procurement 
and chartering of these vessels which were concluded within 
four months, thus setting a new standard in the industry.
 
This long term TCP is in line with the signing of the shipbuilding 
agreements between “K” Line and Hudong-Zhonghua 
Shipbuilding (Group) Co Ltd whereby these vessels will be 
constructed in Shanghai, China, and expected to be delivered 
in the second quarter of 2022. These identical vessels will be 
dedicated to serving PETRONAS’ long term LNG delivery com-
mitment to Shanghai under the new LNG supply agreement 
with Shenergy Group Company Limited (Shenergy).
 
The vessels known as Wuhaogou-Max (W-Max) are specifically 
built to fully optimise the delivery of LNG cargoes to Shenergy’s 
Wuhaogou LNG terminal in Shanghai. The vessels are capable 
of delivering fully laden cargoes within the channel’s permis-
sible limits without exceeding the port’s draught limitation.
 
The signing of the respective agreements between PLL and “K” 
Line for the TCP, together with the shipbuilding contracts 
between “K” Line, Hudong-Zhonghua Shipbuilding (Group) Co 
Ltd and China Shipbuilding Trading Co Ltd were witnessed by 
PETRONAS President and Group Chief Executive Officer, Tan 
Sri Wan Zulkiflee Wan Ariffin.

BAREBOAT CHARTER: CTV IN OFFSHORE 
WIND INDUSTRY

NYK and Northern Offshore Services AS (NOS), a subsidiary of 
the Sweden-based Northern Offshore Group AB (NOG), have 
concluded a bareboat charter contract for a crew transfer 
vessel (CTV) to service offshore wind farms.

The CTV, which is named “Energizer,” is owned by NYK and 
will be chartered to NOS through a 10-year bareboat 
charter contract to transfer crews to offshore wind power 
stations, mainly in Europe, under the operation of NOS.

NYK has additionally agreed to dispatch its engineers to NOS 
to participate in operations and ship management in Europe, 
a leading region in the offshore wind power business, in 
preparation for the development of the CTV business in Japan.

NOG operates over 60 CTVs in the offshore wind power 
market in Europe, and NYK and NOG signed an MoU in 
December 2019 to explore a CTV business related to 
offshore wind power generation. This bareboat charter 
contract is a partial development of that MoU and will be 
the first CTV owned by NYK, which will continue its efforts to 
contribute to the spread of offshore wind power generation 
through the CTV business in cooperation with NOG.

Energizer is a state-of-the-art CTV developed by NOS. 
It is equipped with a large-capacity battery that can be 
recharged from a power generation facility and can be 
switched to hybrid mode to reduce fuel consumption and 
emissions, thus contributing to a reduction of the vessel’s 
environmental impact.

The Japanese government has set a goal of reducing green-
house gas emissions to zero by 2050. In particular, offshore 
wind power generation is one of the areas where market 
expansion is most expected, with the aim of installing stations 
capable of producing 30–45 million kilowatts by 2040 as an 
important source of future electricity. A CTV would fulfil the 
important role of transporting workers between offshore work 
site facilities and onshore locations during the installation and 
operation of offshore wind turbines.

The CTV is an aluminum catamaran of about 20 to 40 meters 
in length, used to transport technicians safely and comfortably 
to and from sites during offshore wind power construction 
and maintenance.

The vessel is built for high-speed operation and comes 
equipped with stability equipment that allows crews to safely 
transfer to and from offshore wind farms.

SAIPEM: BAREBOAT CHARTER OF A LATEST 
GENERATION DRILLSHIP

Saipem signed a bareboat charter contract with the Samsung 
Heavy Industries Company yards for a new drillship, the 
Samsung Santorini which will be delivered in November 
2021. The bareboat charter of about two years duration 
allows Saipem to strengthen the competitiveness of its 
fleet without investing in new assets, but by leveraging its 
consolidated expertise in the selection and management of 
technologically advanced vessels. The contract with Samsung 
still provides for the option to purchase the ship, which can 
be exercised at the discretion of Saipem depending on the 
trend of demand.

Photo courtesy of NOG  Crew Transfer Vessel (CTV)
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The Samsung Santorini is a seventh-generation drillship 
equipped with two 7 cavities anti-eruption devices (Blow Out 
Preventer – BOP), the highest standard for ultra-deep water 
drillships. The high-performance craft is capable of operating 
at water depths up to 12,000 feet (over 3,500 meters). The 
vessel holds the latest solutions in the field of digitalisation and 
automation that guarantee high standards of safety and 
respect for the environment that place it at the top of the offer 
in terms of technology for ultra-deep-water projects.

Marco Toninelli, COO Drilling Offshore commented: 
“Samsung Santorini enters the Saipem fleet with an innovative 
rental agreement and expands its offer with one of the best 
latest generation drillships, capable of carrying out operations 
with the best safety standards and protection of the surround-
ing marine environment. Santorini increases our production 
capacity and allows us to meet the demand for new contracts 
at a stage in which Saipem’s current offshore drilling fleet has 
almost full contractual coverage for the next few months”.

SHELL: LONGER TERM CHARTERS

Shell Tankers (Singapore) Private Limited (“Shell”) has agreed 
long-term charter contracts for six newbuild liquefied natural 
gas (LNG) carriers.

Shell has signed separate agreements for two LNG ships each 
with affiliates of Knutsen LNG, Korea Line Corporation, and 
ICBC Financial Leasing and institutional investors advised by 
J.P. Morgan Asset Management.

The state-of-the-art 174,000 cbm LNG ships will be built 
by Hyundai Heavy Industries and Hyundai Samho Heavy 
Industries. They will all be equipped with efficient dual-fuel 
X-DF engines, boil-off management plants, air lubrication 
systems and shaft generators for auxiliary power. The design 
and addition of energy efficiency technologies will give these 
ships the best emissions performance in their class.

“These ships will deliver a 60% reduction in carbon emissions 
compared to 2004 steam turbine LNG carriers,” said 

Grahaeme Henderson, Head of Shell Shipping & Maritime. 
“Shell’s ambition is to be a net-zero emissions energy business 
by 2050 or sooner and highly efficient ships like these are one 
of the ways that we are reducing emissions in our operations. 
As we work together to develop new zero-carbon fuels at scale, 
we believe that LNG can play a fundamental role in providing 
a cleaner supply chain right now for the goods and energy that 
are shipped around the world every day.”

The ships will be integrated into Shell’s time-chartered 
trading fleet and staggered delivery is expected to take place 
from mid-2023. Shell announced the long-term charter of 
eight ships of the same class in December 2019.

ZIM AND SEASPAN: LONG-TERM 
CHARTERING AGREEMENT

ZIM Integrated Shipping Services Ltd and Seaspan 
Corporation, a wholly-owned subsidiary of Atlas Corp, 
announced a new strategic agreement for the long-term 
charter, with monetary value in excess of $1.5 billion, of ten 
7,000 TEU liquefied natural gas (LNG) dual-fuel container 
vessels, to serve across ZIM’s various global-niche trades. In 
addition, in February 2021, ZIM and Seaspan announced 
a long-term charter agreement for ten 15,000 TEU LNG-
fueled vessels. 

 Eli Glickman, ZIM President & CEO, stated: “We are very 
pleased to once again partner with Seaspan as we strategically 
enhance our operating fleet to further facilitate our long-term 
strategy. With this second long-term chartering agreement, 
we are securing access to our core fleet, while maintaining 
operational agility with respect to the total number of vessels 
we operate. Since going public, and further evidenced by 
this transaction, we remain committed to deploying capital 
prudently and enhancing shareholder value.”

Mr. Glickman continued, “Keeping with our commitment to 
reducing our carbon footprint and preserving our oceans, we 
are investing in state-of-the-art ‘green’ vessels that use the 
cleanest technology currently available. We are proud that this 
transaction will further improve our carbon intensity standing 
among the global liners.”

Bing Chen, Chairman, President and CEO of Seaspan, added: 
“We are very proud to further ZIM’s leading environmental 
initiatives with advanced designs, competitive pricing, and 
valuable deliveries. Together, our teams developed a creative 
and competitive solution by leveraging Seaspan’s decades 
of environmental expertise, newbuild experience, integrated 
platform, and trusted partnerships with shipyards. Our 
growing partnership and the twenty LNG-fueled newbuilds to 
date signify both ZIM’s and Seaspan’s commitment to carbon 
reduction and sustainable growth for our industry.”

Photo: Shell Staggered delivery is expected to take place 
from mid-2023.
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The envirOnmenT:

Time To 
Come Clean 

Maritime shipping drives some ninety per cent or more, of global trade. Billions 

of containers, and liquid and bulk cargo crisscross oceans and national boundaries 

to ensure global living standards do not fall through the floor!

Still there is a flip side, and a fairly a big one at that!  For, too long and for most 

of the time, the worrying fear was, and always been if shipping could escape the 

wrath of the international community. For the very admirable work it has been 

doing lifting living standards, ports have defiled the air, disrupted, and hurt 

livelihoods and caused hand wringing of an unimaginable kind. 

In a report from Cable News Network (CNN), maritime pollution in Hong Kong 

is blamed for most sulphur dioxide-related deaths within the region. A report 

jointly compiled by the Civic Exchange and The University of Science and 

Technology said Hong Kong had 385 deaths caused by the hazardous chemical, 

for which shipping is to blame.

And, poor air quality, according to Transport and Environment, a movement that 

campaigns for zero emissions, cited international shipping as being responsible 

for nearly 400,000 premature deaths per year worldwide, as well as an annual 

cost to society of more than USD684billion. Through chemical reactions in the 

“ ‘one of The firsT 

CondiTions of happiness 

is The link beTween man 

and naTure shall noT be 

broken’ – leo TolsToy. ” 

by Jaya prakash

COUnTrY rePOrT

Photo: Jia Wei Ng on Unsplash
Gaomei Wetlands, Taiwan

air, SO2 and NOx is converted into fine particles, sulphate, 

and nitrate aerosols. In addition to the particles directly 

emitted by ships such as black carbon, these secondary 

particles arising from ship pollution increase the health 

impacts on peoples. Tiny airborne particles are linked to 

premature deaths. Even so, the particles are small enough 

to pass through the tissues and enter the blood. They can 

then trigger inflammations which can eventually cause 

heart and lung failures. Ship emissions, lo and behold, may 

also contain carcinogenic particles. 

It, therefore, is a very dicey situation. Shipping is not only 

a boon, but is also a bane at least according to respected 

news organisations.

Sulphur emissions, undoubtedly, triggers environmental 

degradation and the science wholly supports it! IMO 2020 

has decreed that carriers use less than 0.5% sulphur oxide 

by mass such as very low sulphur fuel oil (VLSFO) and 

marine gas oil (MGO).

Since 1992, the United Nations Framework Convention 

on Climate Change has built a global response to climate 

change and its impacts, with the most recent multilateral 

response outlined in the 2015 Paris Agreement. 

an arduous Task

Yet, Doubting Thomases notwithstanding, handling, manag-

ing, and eradicating emissions are indeed, very arduous 

tasks. The Organisation for Economic Cooperation and 

Development (OECD) says one reason for it, is the lack of 

a global framework for addressing environmental impacts 

of international shipping, making it difficult for individual 

countries to take action that would “internalise” the climate 

change impacts (e.g. by putting in place a carbon tax on 

bunkers). Another reason, the body adds, arises from the 

difficulties involved in monitoring and enforcing such actions 

(for example, a tax on the real SO2, NOx, or noise emissions 

from each ship).

Emissions control, according to DNV Maritime CEO Knut 

Ørbeck-Nilssen, [is] “the grand challenge of our time.”

“Choosing the right fuel today for operations tomorrow 

is a daunting task that all owners must face up to,” said 

Ørbeck-Nilssen. “The business environment is changing 

in line with the natural one, leading not just to increased 

regulatory requirements, but also to new cargo-owner and 

consumer expectations and more rigorous demands from 

capital investors and institutions.

At the heart of the problem is the toxicity created by 

fumes from ships. And within an existing problem is the 

question of what to do, with the sulphur that is found in 

bunker fuel. It now does appear that without the wide-

spread prevalence of hybrid ship engines capable of 

allowing ships to switch from high sulphur fuel to low 

sulphur fuel oil, the problem as we now have, will remain 

for the foreseeable future. 

Using liquefied natural gas (LNG) may be an option. But 

LNG releases methane into the air, and that is ‘toxic’.

One option, perhaps owing to the lack of hybrid engines, is to 

retain scrubbers if they are necessary. By being able to remove 

harmful elements from exhaust gases, scrubbers can for the 

interim be geared towards reducing sulphur until and when a 

truly, viable marine fuel alternative can be found. 

But as economies slowly crawl back into their usual ‘operating 

grid’ – Singapore is showing signs of opening – it is a virtual 

given that demand for marine fuel will soar and indeed 

perhaps even skyrocket. 

Broadly, that would mean making available a whole host 

of fuel alternatives from fuel cell technology, hydrogen fuel 

cells, LNG, shore power, or ammonia and hydrogen. 

……. baTTeries 

Though batteries are not in use yet, advances in science 
and technology may just make that possible. As it stands 
now batteries are only suitable for short voyages. According 
to the International Chamber of Shipping (ICS), ferry 
conversions and offshore support vessels using hybrid 
propulsions to optimise efficiency and reduce consumption, 
are already in store. The potential to use batteries is 
immense. There are already reports that the Japanese 
may use lithium-ion batteries for some of their craft. Asahi 
Tanker said two tankers, slated for service in Tokyo 
Bay will achieve zero emissions CO2, NOx, SOx, and 
particulates thereby, dramatically reducing their environmental 
impact. In addition, their reduced noise and vibration 
will create a more comfortable work environment for the 
crewmembers and limit noise pollution in the bay and its 
surroundings. Adoption of various automated equipment 
and digital tools including Internet of Things (IoT) will 
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reduce crews’ onboard workload and increase the ship’s 
operating efficiency.

Still as how ICS warns, large batteries can be expensive thereby 
posing a financial burden for most owners. And even so, there 
is the question of the availability of sufficient rare materials 
to manufacture batteries with necessary power. And adopting 
pure battery power operations – including more frequent port 
calls to permit recharging – will require radical adjustments to 
how ships are operated and careful route management. 

Malaysia which does not have battery operated vessels, does 
however, take its international obligations seriously. Nazery 
Khalid, an adjunct professor in an email interview said, “The 
Malaysia Maritime Enforcement Agency (MMEA) has stepped 
up efforts to curb anti-pollution, illegal and unregulated 
fishing, illegal ship-to-ship transfer of hazardous cargos 
and other activities that could be harmful to its marine 
environment. Marine Department Malaysia, an agency under 
the Ministry of Transport, and has also beefed up its capacity 
to enhance navigation safety in Malaysian waters. In addition, 
the Department of Environment (DOE), an agency under the 
Ministry of Environment and Water, regularly monitors air and 
water pollution, haze, and hotspots.

“Of particular interest to Malaysia is ensuring its coastal 
zone is free from pollution”, adds Khalid. The seas, 

according to him, provide a source of food and livelihood 
to many Malaysians, while shipping and port operations 
are crucial facilitators of its trade-dependent economy. 
With shipping traffic growing in the seas surrounding 
Malaysia and with vessel size getting larger, the risk of 
incidents involving shipping traffic is rising. Should there 
be any major incident causing blockade or pollution in the 
busy shipping lanes bordering its coast, the repercussion 
to the marine environment and shipping traffic would be 
severe and Malaysia’s reputation as a maritime hub with 
good navigation safety would also be dented.

Malaysia has a negligible ship inventory that, according to 
UNCTADStat, amounts to just a little over 1,700 vessels of 
all types.  Says a source close to Drewry Maritime Advisors, 
that with such a small fleet any deleterious environmental 
impact from Malaysia is negligible!

are ammonia and hydroGen 
alTernaTiVes?

Still if there is anything worth extrapolating in the new era, 
it is the direction of alternative marine fuels and the urgent 
need to combat greenhouse gas emissions. 

The key alternatives commonly touted, are ammonia and 
hydrogen. Charles Haskell, in writing for Lloyd’s Register 

Picture above from Asahi Tanker’s website shows, for illustrative purposes, a battery-operated tanker.

said that for “the shipping sector to decarbonise and shift 
away from reliance on fossil fuels, ammonia is looking 
like an attractive alternative”.  

Yet challenges remain even if the world votes with its feet. 
Declared Haskell, “It is clear no single fuel will solve all of 
shipping’s zero carbon needs. In the future, shipowners will 
equip vessels for the fuel most appropriate to a ship’s type, 
route and cargo”.  

The case for ammonia is more explicatory, as, Continues 
Haskell, “Ammonia is a compound of nitrogen and hydrogen. 
As ammonia contains no carbon it does not emit any CO2 
when used to fuel an internal combustion engine. This creates 
the potential for truly zero carbon propulsion. An additional 
small quantity of pilot fuel is required for combustion how-
ever, which should also be zero carbon. However, what must 
be considered is that most ammonia today is produced from 
natural gas and so from a lifecycle perspective it is not zero-
carbon, which is something the industry needs to address if 
ammonia is pursued”. 

The single biggest draw for ammonia is its volumetric 
density making onboard storage economically feasible. 

And this is over and above, ammonia requiring less 
cooling, and which can be stored at temperatures of 
around -33°C. 

As well as ammonia being a useful option, there is also 
no denying of how hydrogen acquits in the grand scheme 
of competing marine fuel alternatives. Hydrogen is a viable 
alternative. But the sophisticated cooling equipment makes it 
an expensive option, though some of the costs of transporting 
it can be dramatically reduced by manufacturing ammonia 
from hydrogen at the source. 

safeTy: a naGGinG ConCern

Safety never escapes scrutiny. Prolonged exposure to 
anhydrous gases causes caustic burns, as declared by ICS, 
leading to possible death. Some types of fuel cell stack are 
incompatible with ammonia, so that even very small quantities 
of ammonia remaining after reforming into hydrogen could 
seriously affect performance. 

Even as ammonia is not highly inflammable, concentrations 
in air as low as 0.25% causing fatalities, makes the fuel 
highly toxic. 

Photo:  Valmedia              Picture shows an Anhydrous Ammonia Tank. The risk ammonia poses to human health and life is well documented.
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Even as residual and distillate fuel present a reduced risk 
than ammonia, what is vitally needed, is the building up a 
safety regime followed by the redesigning of fuel systems to 
maintain the safety of crew and port staff. 

Whilst ships are built to standard configurations in which 
engines and fuel systems are often in confined spaces on 
lower decks, highlights Haskell, different requirements of 
ammonia could alter ship layouts or could even lead to 
complete redesigns.

Still the challenges do not just simply end there. Handling 
ammonia onboard ships requires a completely new set 
of skills and safety procedures coupled with the need to 
understand the potential negative impacts on human lives, 
water, and soil in case of a leakage or accidents, and how 
to mitigate these types of risks. Because shipping has no 
experience of ammonia as a fuel and given the safety 
challenges, a rigorous process of risk assessment of fuel 
handling and propulsion systems is required. 

a messaGe from indonesia

With the large part of the world transfixed on the fuel 

of choice, just how much of the new narrative rubs on 

maritime jurisdictions has and will always be, a matter for 

intense discussion.

Singapore, the world’s veritable maritime power, has the 

largest known slew of ship management companies. But 

indigenously owned shipp owning companies are few and 

far between in Southeast Asia. The city-state excels in port 

management, offshore business operations – with Keppel 

being the leading ‘star’ – and is also one of the world’s 

leading maritime arbitration centres.

Yet given the paucity of native ship owners and the lack of 

owners stepping forth to partake and shape the narrative 

on alternative marine fuels has become conspicuous. 

 

For that reason and more, Singapore acquits itself more 

as a forum for the veritable titans in the world to meet and 

talk shop.

It is, perhaps, Indonesia that bears the closest scrutiny. The 

world’s largest archipelago of 17,000 islands, spanning 

three time zones, has close to 250 yards.  Even so, there 

are not that many owners as compared to Asian ‘giants’ 

like Korea, Japan or China. That has been compounded 

by shipbuilding being highly complex and, as was seen 

during the 2008 financial crisis, when many owners took 

to converting container vessels into bulk carriers, amongst 

others, just to stay afloat. All of these are major considera-

tions in the life cycle of a vessel as would be its age, its 

class certification seaworthiness and its adherence to de-

carbonisation moves now underway in the world. 

One of the most noteworthy news to break out this year 

is of Indonesia’s selection for the Tokyo MOU’s WhiteList 

criteria. The Tokyo MoU, according to the Jakarta Post, aims 

to reduce the operation of substandard ships through 

cooperation with member states. Each ship is required to 

apply International Maritime Organization (IMO) and Inter-

national Labour Organizations standards, including safety, 

maritime environmental protection, working conditions and 

living standards.

The new upshot is a boon for Indonesian shipping which 

for years has laboured under sub substandard levels.  Over 

at an international plane, it now means greater recognition 

for Indonesian registered vessels such that they can muster 

the skills to be ‘on par with world-class ship safety inspection 

standards’, highlighted the Jakarta Post. 

Such a recognition has had been a far cry from times when 

the average age of Indonesian vessel was 25 years, when 

single tank hull tankers were still in operation, emission 

reduction efforts moved slowly and finally, when its OECD 

risk rating placed the nation at 3 out of 7. 

Just before the move to the WhiteList, “Ninety-five percent 

of ship owners in Indonesia are small with less than 10 ships. 

Indonesian shipowners can be characterised as operating 

in cabotage or regional markets. A significant number of 

the small shipping companies may not have strong parent 

company.’, said, Jayendu Krishna, director in Drewry Maritime 

Advisors, during a presentation on the 2nd of September 

2021. And “these”, Krishna adds of the vessels, “may not 

have strong corporate governance practices. 

Not exclusive to Indonesia alone, is how the new era 

of fuel alternatives may shape up and for owners to 

factor in cost considerations. “The cost of alternative 

marine fuel will dramatically vary depending on how the 

fuel is produced, energy content, technology used, scale 

of production etc. Given the wide variation in cost of 

alternative fuel it is unlikely that shipping industry will be 

able to absorb high fuel cost. Therefore, it is imperative 

to have market-based measures to induce the shipowners 

to switch to alternative fuel”. 

That, therefore, places in a nutshell, to where and how 

the maritime environmental protection begins and ends. If 

marine fuel prices are too high, there will be industry-wide 

reluctance to adapt. If it is too low, there will be another 

kind of reluctance; this time from fuel operators to have 

the commodity sloshing around! An equilibrium is therefore 

needed and needed quick, as the jury on that is unfortunately 

still out. 

According to IMO estimates, ships carry some 3 billion tons 

to 5 billion tons of ballast water globally each year. “The 

International Convention for the Control and Management 

of Ships’ Ballast Water and Sediments, 2004” (Ballast 

Water Management Convention) was adopted in 2004 with 

the aim of protecting the marine environment from the transfer 

of harmful aquatic organisms in ballast water carried by 

ships. And the BWM Convention entered into force on 8 

September 2017.

Ballast water management for ships need to be made 

in accordance with the following Standards under this 

Convention.

According to North P&I, there are several treatment systems 

for ballast water management systems. These include:

•	 Filter	and	ultraviolet: systems filter the particulates 

and bigger organisms followed by UV disinfection.

•	 Filter	and	electrolysis:	systems filter the particulates 

and the bigger organisms followed by injection of 

active substances generated from the electrolysis.

•	 Filter	 and	 chemical	 injection: systems filter the 

particulates and the bigger organisms followed by 

injection of a chemical solution.

•	 Ozone:	disinfection through injection of O3.’

Inert	gas	and	ultrasonic: diffusing inert gas directly into the 

ballast tank to deoxygenate the water and using ultrasonic 

shockwaves to treat anaerobic organisms and bacteria.

It is not just the regrowth of marine organisms later going 

on to become invasive species that is at the heart of the 

issue. Crew training and delays in retrofit installation are 

just some of the problems behind the slack to adequately 

managing ballast water management.    

Problems range from operational to testing and more. 

Instances have abounded of crew discharging untreated 

or partially treated ballast water into the environment and 

that creates problems not just for the ship, but for the 

port and P&I clubs. A poorly functioning ballast water 

management systems is another issue that has been 

much overlooked. 

Testing is something that has cropped up as another issue. 

It is important for shipowners that they have a functioning 

Ballast Water Management System. Concrete evidence 

showing that shipowners are fully apprised is scant. 

Training is a vexing issue. Crew are hardly trained and 

that is a huge contributor to ballast water management 

control systems in vessels across the world in general and 

Southeast Asia in particular. 

polluTanTs will remain 

Managing environmental degradation will for the long-haul 
drive at the heart of almost all maritime concerns in South-
east Asia. Plainly by having biocide onto the metallic paints 
on ships causes a stir, not to mention the slow adaptation 
of ammonia, hydrogen as alternative marine fuels. The 
effects of sediments from ballast water as well as agents 
for the growth of invasive species are undoubtedly major 
concerns. Close to 80% of Southeast Asia’s human population 
live in coastal areas and shipping traffic through the Malacca 
Straits has been exponential even during the COVID-19 
pandemic. As Research Gate has observed Southeast Asia 
encompasses approximately 34% of the world’s reefs and 
between a quarter and a third of the world’s mangroves, 
as well as the global biodiversity triangle formed by the 
Malay Peninsula, the Philippines, and New Guinea, the need 
to reduce the impacts of marine pollution in this region is 
more critical. 

With pollutants threatening to be in Southeast Asia, Leo Tolstoy 
may have to rephrase what the meaning of happiness now 
is. He probably is not a happy camper.
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Charting a 

New Course

Long before, the word ‘quarantine’ worked into lexicons over this year and last, it 
was neologised in the 14th century. That was when ships long suspected of carrying 
the ‘Black Death’ were prohibited from sailing. But it was 700 years ago. Ships 
have not stopped sailing since and what seemed like fait accompli has come one 
full circle! At least that is what it seems. Quarantine now means more than just 
banning ships. Entire peoples’ and communities are in lockdowns, presumably 
from a cousin of the ‘Black Death’: the COVID-19 pandemic!

No exact date can be found to when ship chartering, began. One fact, however, is 
for sure: it helps ship owners manage their wares and outsource the entire business 
of seaborne transportation to those who have the expertise.

Ship chartering can be heady business. They come with legal implications and 
risks that are sometimes unforeseen such as when a vessel suddenly sailing into a 
war zone, a natural disaster, sudden industrial strife at a seaport causing cargo to 
be delayed, or when a pandemic such as what we now see in COVID-19.

“  The world has 

Never beeN iN suCh 

diffiCulT Times. wiTh The 

Covid-19 paNdemiC NoT 

showiNg aNy leT-up, The 

impaCT oN shippiNg has 

Never beeN more dire 

ThaN iT was oTherwise 

ThoughT. buT is iT really? 

from New Cargo To 

risiNg freighT raTes, iT 

all looks like huNky-

dory for owNers aNd 

CharTerers alike. Jaya 

prakash reporTs whaT The 

siTuaTioN oN The grouNd 

reads.” 

SPECiaL FEatUrE

Photo: william william on Unsplash

Since the start of the current pandemic – the worst since World 
War II – it appears most of what we now know, is a known 
truism. Shipbuilding is not just moving apace. Freight rates are 
red hot and cargo continues to move across boundaries.

Just this year alone Nordic Group, based out of Singapore has 
seen a spike in containers thus putting to pay all the unfounded 
narratives the pandemic would hurt businesses. “We have seen 
a spike in boxes. This year alone we took in 20 container 
vessels” enthused its executive director, Dorcas Teo when 
speaking to Marine and Offshore and who attributed 
technology as one of the key movers pushing cargoes.

Just as well is the logistics of cargo movements. Transparency 
in cargo statues now means, that “transparency is visible” 
especially when charterers have ready access to Bills of 
Lading, observed Vinay Gupta, managing director of Union 
Marine Management.

“It is going in the right direction”, he told emphatically, 
adding that in the past, negotiations were done behind 
the opaque walls of closed-door sessions. Now, that “is no 
more”.  “These measures (in reference to present practices) 
give the correct information”, he explained.

Just by looking what Neptune has been projecting, does and 
should become cause for glad tidings. Says SPGlobal Platts, 
‘Containership charter fixture rates eclipse previous record 
highs as tonnage market bull-run escalates.’

“After sinking to multi-year lows in June 2020, a result of bleak 
carrier outlook and premature returning of chartered vessels in 
the face of demand destruction brought on by the coronavirus 
pandemic, containership charter rates have broken through to 
fresh all-time highs, Harper Petersen & Co data showed. Time-
charter rates for a ship with a capacity of 8,500 twenty-foot 
equivalent units registered at $65,000/d June 4, a jump of 
more than 330% from the year-ago assessment of $15,000/
day. Time-charter rates for a ship with a capacity of 8,500 
twenty-foot equivalent units registered at $65,000/d June 4, 
a jump of more than 330% from the year-ago assessment of 
$15,000/day.”, said SPGlobal.

Notwithstanding the tenuous times, the pandemic, says Nina 
Sturhmann of BIMCO, has had an impact. “The recent 
pandemic has certainly [had] an impact on the way charter par-
ties are negotiated. There [now] is an increased focus on delays 
resulting from imposed restrictions or delays in operation. Fur-
ther, certain charterers wish to include certain specific clauses 
allocating the risks related to COVID to the owners”.

As can be imagined ‘unfamiliarity’ is now the new normal. 
Says Jack Brabban, managing director in Marine Link 
Consultancy, “doing audits remotely and not getting access 
to vessels and managing costs have loomed as the major 
factors”, highlighting by his observation, the true significance 
of problems wrought by the pandemic.

If desperation does call for desperate moves, charterers may 
then have to confront with something that COVID-19 had 
nothing to do with. Right from the times when nations broke 
international protocols on human rights took liberties with 
political practices, the use of economic sanctions has always 
been a convenient or the only way, to rein in erring nations.

In such situations, unsuspecting and in some of the more 
egregious cases, vessels caught tripping up can expect the 
heavy axe of penalties falling mercilessly on them.

Continued BIMCO’s Sturhmann adds, ‘In most cases, compa-
nies also have due diligence procedures in place to ensure that 
there are no sanctions violations. In case there is a sanctions 
problem, the parties exercise their rights under the clause. Only 
if the other party believes that the party has exercised its rights 
wrongfully – the matter will be solved in accordance with the 
governing law and jurisdiction clause of the charter party.”

Such a stipulation cuts straight at the very heart of compliance. 
Are ship managers always compliant? Has there never been 
a violation of a sanctions’ regime?

The most beguiling problem is of ships turning off the 
Automatic Identification System (AIS); something charterers 
may knowingly or unknowingly abet when wanting to trade 
with nations slapped with economic sanctions. But if it is done 
deliberately as in some cases, the charter arrangement would 
be terminated without question. Or as otherwise, would be the 
case when vessels transport sanctioned cargo.

But, as the case maybe, nothing in the current operating 
environment could have quite adequately prepared vessel 
operators and owners for the new era of how, and what, the 
the COVID pandemic has unleashed. The vexing issue is about 
visiting ports where the COVID virus remains untamed. That 
creates a situation of what to do with cargo destined for such 
a port in such a jurisdiction? Whether one discharges or loads 
cargo the situation promises to be potentially chancy, be it from 
charter party perspective or otherwise, in the injunctions that 
COVID-19 warrants.
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It is a known fact that during the COVID-19 crisis almost 
none of the mariners who kept the world fed, warmed, and 
entertained were allowed on shore. At any given moment 
some 1.2million of them are in cargo vessels on the high 
seas, as The Economist observed in its June 2020 edition. 
Since then, changes have only been cosmetic and the very 
people charterers need to keep their businesses oiled, have 
slipped down into obscurity and getting scant mention of 
the trials they have had endured, in silence!

Just how the pandemic has been changing a once ‘settled’ 
game, is gradually turning into an open book.

According to BIMCO, a court or tribunal is likely to approach 
the question of the safety of a port in the following way: if 
crew members catching the COVID-19; and /or, the ship 
becoming subject to blacklisting or, of the ship suffering an 
inordinate delay.  Under English law, a port will be “unsafe” 
unless, during the relevant period, the ship can reach it, use 
it and return from it without being exposed to danger in the 
absence of some abnormal occurrence, which cannot be 
avoided by good navigation and seamanship.

Safe port issues typically involve a threat of safety to the 
vessel or its cargo due to a feature or characteristic of that 

port. Most (but not all) charters contain a warranty from the 
charterer that the port will be prospectively safe, i.e., safe 
at the time of the arrival of the vessel. However, in the event 
of an infectious disease outbreak such as COVID-19, the 
concept of safety may be extended to the crew, and it has 
been suggested that such health risks to those on board the 
vessel can render a port unsafe. 

Under a time- charter regime the implicit decision to head to 
a port hinge solely on what owners, charterers and masters 
perceive as a threat of risk and danger. 

The position [however], according to BIMCO is not as clear 
under voyage-charters. Unless supported by a deviation clause 
in the voyage charter party, owners’ failure to proceed to a 
named port may constitute a breach of contract or repudiation, 
thereby entitling charterers to claim damages. If the charter 
party is for one voyage only, deeming the port as unsafe may 
frustrate the contract and the charter party can be terminated 
free of liabilities to either party, unless the voyage charter party 
includes transhipment or lightering clauses. 

Yet there is no dearth of news as encouraging as what Alpha-
liner - the database that compiles the shipping industry’s daily 
and weekly ship movements - tells. In its report on 23rd August, 
it showed the world’s top ten shipping companies had raised 
their charter inventories from 34% to almost 69%. 

Still as matters stand, the pandemic has indeed recast 
practices and challenges unseen and never foretold.

forCe maJeure looms….

What has been ailing is the question of performance. Just 
who must ‘perform’ and who is excused from performance 
have been the gnawing questions governing charter party 
agreements. 

Crucially, it has mostly been the question of force majeure 
– the provision that indemnifies owners and charterers 
alike from claims of damages and liabilities. Force majeure 
has been variously used in many jurisdictions and in many 
unseen situations. But just how it applies depends largely 
on the contractual and legal interpretations, such as when 
a port’s right to claim force majeure protection when it 
suffers from a cyber attack.

Still the crux of the matter as it stands, deals with how to handle 
the pandemic of our times. Without any doubt and judging 
from the millions of peoples killed worldwide, COVID-19 is 
as dangerous as it gets.  Put it simply, it is infectious. And 
infectious diseases that do not have a proven cure is a danger 
to the health and wellbeing of everybody, everywhere.

Photo: Andy Li on Unsplash  Cargo destined for a port.

Unless, otherwise force majeure must be specified in sales and 
contract agreements for it to be effective under English law. 
Generally, the event or situation must be unforeseeable such 
as a cyber attack on a ship’s ECDIS or a port’s terminals, 
be beyond the reasonable control of party relying on the 
discharge of cargo such as inclement weather or the sudden 
outbreak of war where the destined cargo is headed to, etc. 

There is little to question that the pandemic has wreaked 
‘havoc’. As is known, English law does not recognise “force 
majeure” as a standalone concept. Such term is, instead, 
used to describe contractual clauses (commonly referred to 
as “force majeure clauses”), which are expressly included 
in many commercial contracts. Force majeure clauses 
excuse or suspend one or both parties’ performance of the 
contract under certain defined circumstances, as opined 
by Campbell Johnston, Clark (CJC). According to CJC, it 
relates to “whether the particular obstacle to performance 
falls within the definition of force majeure events under 
the contract. Such events can either be broadly defined (eg 
“events which are outside a party’s reasonable control”), or 
specifically listed (e.g. “epidemic or pandemic”), or, more 
commonly, a combination of the two”. 

Such a stipulation clearly applies to the on-going COVID-19 
pandemic considering the scale of its ‘destruction’ across the 
globe. The sweep of its ‘rout’ has only been matched by the 
equally disastrous 1918 Spanish flu. 

Yet on the flip side of it all, is a much less talked about problem 
the pandemic has unleashed. Global supply chains and 
seaports have continued to reel since early 2020. In August 
2021, the world’s third largest port of Ningbo in China shut 
for two weeks after a worker was tested positive for the Delta 
variant. Just as, Shenzhen docks also suffered the same 
outcome following the discovery of some cases. 

That has caused not just port congestion – when it is least 
needed – but also a bearing on charter party agreements. 

legal ‘parlour TriCks’

In the words of CJC, if “for example, if a clause refers 
to performance having been rendered “impossible”, the 
existence of alternative means of performance will likely 
prevent its application notwithstanding that such performance 
may be more onerous or expensive. Moreover, in most cases, 
it is not the COVID-19 pandemic itself which would have 
prevented or hindered performance, but its knock-on effects, 
such as Government restrictions imposed, enforced port clo-
sures or, say, seizures of goods following sanitary inspections 
but, even then such clauses must be expressly covered by the 

force majeure exceptions and must be causative of the 
impossibility and/or delay in performance as appropriate”.

It, therefore, leaves nothing to be said that the pandemic 
is ‘transmogrifying’ shipping in more ways than remotely 
imaginable. If ever matters to a logical conclusion, Force 
majeure clauses will be narrowly construed by a Court or 
Tribunal applying English law. A list of expressly named 
events may be treated as exhaustive continues, CJC. 

Still, legal nuances and interpretations hold the ring. Article IV, 
Rule 2 of the Hague, and Hague Visby Rules provides that a 
carrier will not be responsible for loss of, or damage to, cargo 
arising or resulting from, “a) quarantine restrictions; b) strikes 
or lockouts or stoppage or restraint of labour from whatever 
cause, whether partial or general; c) any other cause arising 
without the actual fault or privity of the carrier.” These excep-
tions will primarily be relevant to a shipowner’s liability towards 
cargo interests under a bill of lading. But as and when rules 
are incorporated into a charterparty, such protection can also 
extend to claims by the charterers in connection with the cargo.

The 2015 BIMCO Infectious or Contagious Disease Clauses 
for time and voyage charterparty represent a readily available 
solution for owners and charterers who may be willing to enter 
a contract but need a clear pre-set allocation of costs and 
liabilities between them for doing so. In short, the clauses allow 
the owner/Master simply to leave or refuse to go to a port/area 
in which, in their “reasonable judgement, […] there is a risk 
of exposure to the Vessel, crew or other persons on board to 
the Disease and/or to a risk of quarantine or other restrictions 
being imposed in connection with the Disease”.  The very wide 
discretion granted to the owner is a clear sign that the purpose 
of the clause is the safekeeping of the crew but the fact that 
“any additional costs, expenses or liabilities whatsoever” are 
allocated to the charterer may make the clause less popular 
than it could be. 

The future as often the saying goes, is what we make of it. 
Never in human history, has a pandemic caught the world 
unawares and held it in its ‘awe’ through a very merciless rout 
of peoples’ and economies. 

It is an uncanny rule for charterers and owners alike. Most have 
never been in a situation such as this one, where a single crew 
on a ship or in a port, could be the trigger for potential legal 
claims or worse still the upending of claims. 

Quarantines and lockdowns are new to shipping. They have 
jolted supply chains and caused havoc never seen and all that 
remains for now is hope – a hope that the pandemic ceases 
and cargoes moves without let or hindrance.  

Photo by Timelab Pro on Unsplash  Port safety may 
be called into question.
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CSM
ENERGY AND HYDRUS 

ENGINEERING JOIN FORCES 
TO MAKE OSVS GREENER

pROJECT NEwS 

offshore installations and operations, turning them into 

hybrid ships powered by battery and fuel.

The upgraded vessels will use significantly less fuel, reducing 

emissions and cutting maintenance costs for the diesel 

generators that power the ships.

Retrofitting existing vessels will be far quicker and much 

more cost-effective than building greener OSVs from 

scratch, according to a joint CSM and Hydrus Engineering 

statement on the expected demand for greener ships in the 

offshore sector.

“Building new vessels with a substantial or even an 

all-green profile will be significantly expensive and take 

several years before they are ready for service,” said 

Kyriakos Tsangaris, Technical Director at CSM Energy.

Lambros Nakos, Partner at Hydrus Engineering, added: 

“The current order book for new OSVs has declined since 

2016, with fewer than 50 vessels ordered since the beginning 

of 2020. Given that OSVs already in operation will likely run 

for another 25 years, retrofitting them is the best option 

for ensuring vessels in the offshore wind farm sector are 

eco-friendly.”

The OSV market has struggled in recent years because 

of the oversupply of vessels and the declining need for 

oil. But demand for these ships is expected to grow 

as investment in the offshore wind market – now worth 

US$65bn compared to the offshore oil and gas sector, 

which is valued at $45bn – continues to rise.

“The offshore wind market is driven by moving away from 

fossil fuels and, as such, the green profile of the stakeholders 

involved is critical,” Mr Nakos said.

“Thus, in several cases, OSV market growth is closely 

related to the environmental profile of the vessels deployed 

for such services, especially for the offshore wind farm 

projects, where the need for green vessels operating on 

alternative fuels is solidified.”

Commenting on CSM Energy and Hydrus’ partnership, 

Mark O’Neil, CEO of Columbia Shipmanagement and 

President of InterManager, said: “This cooperation 

targets delivering innovative turn-key bespoke services for 

upgrading the green profile of the existing fleet servicing 

the offshore industry.”

Mr Nakos added: “The portfolio of services includes all steps 

required to assess and implement such a project, from the 

preliminary assessment up to the detailed engineering 

and retrofitting work. Through this process, the operator is 

given a holistic overview of the available options and justified 

guidance to optimum solutions.”

Services include a feasibility assessment, pre-financing 

evaluation, budgeting and procurement control, engineering, 

retrofitting, supervision and commissioning – which, Mr 

Tsangaris said, met the partners’ goal to “deliver a valuable 

asset in a rapidly growing market”.

“Columbia Shipmanagement and Hydrus Engineering offer 

a clear roadmap and safe passage through a challenging 

decision-making process for services that are tailored to 

the conditions and needs of each vessel,” leaders of both 

companies said.

 
Making ships that service the offshore wind sector greener and more eco-friendly 

is the catalyst for the cooperation between maritime company CSM Energy and 

technical consultant Hydrus Engineering.

CSM Energy (member of the Columbia Group) and global engineering firm 

Hydrus will assess and retrofit offshore support vessels (OSV) involved in 

 Photo: CSM Energy    CSM Energy and Hydrus will assess and retrofit offshore 
support vessels.
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prOject NewS

FLYING DRONES 
cONDUct AUtONOMOUS 

INSpectION OF VeSSeL HOLDS

Mitsui O.S.K. Lines, Ltd (MOL; President & CEO: Takeshi Hashimoto) and 

Autonomous Control Systems Laboratory Ltd. (ACSL; President & COO: Satoshi 

Washiya, PhD; Headquarters: Edogawa-ku, Tokyo) have jointly announced a 

successful demonstration test using a made-in-Japan flying drone to inspect the 

hold of an MOL-operated coal carrier in May.

Coal iron vessels have spacious holds to load massive amounts of cargo and 

some holds height reach 20m from the bottom of holds. It is difficult for crews 

to access upper parts of the holds for inspections, but the use of drones has 

the potential to address this issue. Many industrial drones detect their position 

information by receiving signals from the Global Navigation Satellite System (GNSS). 

However, the drones cannot access the GNSS radio frequencies for enclosed 

space such as inside of cargo holds with hatch cover closed and they have to be 

operated manually onboard by a skilled pilot.

MOL and ACSL completed a successful autonomous flight of an ACSL made 

drone, ACSL-PF2 equipped with LiDAR SLAM technology, which was able to 

estimate its own position in holds with hatch cover closed. Usually, upon completion 

Photos: MOL/ACSL                 Figure 1: ACSL-PF2

of cargo loading, hatch covers are closed and the vessel 

will sail to its unloading port. In this demonstration test, 

there was no cargo in the holds with hatch cover closed.

MOL and ACSL developed a wired connection via optical fibre 

cable linkage with such a drone, which ensures more 

safe autonomous flight under non-GNSS environments. 

Furthermore, MOL and ACSL succeeded in shooting higher-

Figure 2: Unit used for demonstration test (LiDAR sensor in red circle)

Figure 4: Video stills of hold internal walls

definition inspection images even in dark areas by mounting 

a high-resolution camera as compared to ones used previously 

for inspection of holds.

MOL and ACSL will continue to develop user-friendly 

drones for crews to operate autonomous flights and carry 

out inspections in enclosed, dark spaces and locations such 

as that of, ballast tanks and various type of holds.

Figure 3: Simultaneous localisation inside hold using LiDAR
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prOject NewS

MARINVEST
BOOStS DIGItALISAtION 

prOceSS AND cUtS 
FUeL cONSUMptION

Kongsberg Digital has signed a contract with Marinvest, a private ship management 

company based in Sweden, to install Vessel Insight on five of its fleet of 10 oil 

and chemical tankers. By installing Vessel Insight, Marinvest will collect vital data 

for vessel performance optimisation and emissions reduction. The installations 

have already commenced.

Photo: Kongsberg Digital  Vital data for vessel performance optimisation and 
emissions reduction.

Marinvest have been using Kongsberg Maritime’s Autochief 

600 propulsion control system for five years, leveraging 

its Fuel and Speed Pilot functions to aid fuel and speed 

optimization. Vessel Insight, which builds on KONGSBERG’s 

long-standing history as a system integrator and leading 

provider of automation and information management 

systems, will work in tandem with the Fuel and Speed Pilot 

applications to facilitate vessel performance optimisation 

by measuring emissions that are not currently monitored. 

This integrated approach – enabled by Vessel Insight – is 

expected to deliver significant savings, in addition to giving 

Marinvest a common infrastructure for all critical data 

signals and making them ‘digital-ready’ for integration 

with future software applications.

“We are delighted to be chosen to assist Marinvest in their 

digitalization journey,” says Andreas Jagtøyen, EVP of 

Digital Ocean, Kongsberg Digital. “As the importance of 

cutting emissions and fuel consumption increases, we are 

happy to see that so many shipowners realise that digital 

transformation is a pathway to achieve this goal and to 

meet international standards put forward by the IMO. Our 

team will cooperate with Marinvest to implement the latest 

software technology available, ensuring that they remain in 

the competitive vanguard towards 2023, 2030 and beyond.”

LEVERAGING DIGITALISATION

Amid rising regulatory pressure to combat global warming, 

the shipping industry is adopting measures to become 

more energy efficient in an effort to meet requirements 

such as those set by Energy Efficiency Existing Ship Index. 

With Vessel Insight, Marinvest plans to expand their 

digital approach to the challenge, collecting critical 

data to measure and reduce emissions through increasing 

ship efficiency.

Vessel Insight provides vessel-to-cloud data infrastructure, 

capturing and aggregating quality data in a cost effective 

and secure way for vessels and fleets. By providing instant 

and easy access to critical data from all data points on 

a vessel through one common infrastructure, the service 

reduces the complexity of data gathering from ships. Issues 

presented by having several vendor systems onboard, such 

as price and lack of data for contextualisation to gain 

optimal insight into processes, is thereby eliminated. 

In addition, Vessel Insight subscribers gain access to 

the Kognifai Marketplace, where they can download 

top-ranked software applications, already integrated with 

Vessel Insight.

“To have intimate knowledge of the performance of our 

ships, over a wide range of speeds and conditions, lays a 

solid foundation for efficient day to day operations,” says 

Fredrik Stubner, Director Ship Management, Marinvest. 

“Marinvest has in the past conducted several speed and 

consumption related projects which has resulted in our fleet 

consistently improving and staying competitive, irrespective 

of market conditions and bunker prices. We believe that 

our new agreement with KONGSBERG will help us further 

improve our performance, and we look forward to this 

collaboration.”

The contract between Kongsberg Digital and Marinvest was 

signed on February 10, 2021, and Vessel Insight is expected 

to be installed on all five vessels by September 2021.
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“  Statement of 

technology maturity iS 

a Key Step to commercial 

application of fuel 

cellS at Sea.  ” 

aBS
VERIFIES BLOOM ENERGY’S 

FUEL CELL CONCEPT

PROjECT NEwS 

Fuel cell technology from Bloom Energy Corporation (Bloom Energy) has been 

awarded a Concept Verified Statement of Maturity by ABS, a key step on the path to 

commercial application.

ABS engineers have reviewed Bloom Energy ’s technology and verified its 

potential application as an alternative fuel source for vessels, part of the ABS New 

Technology Qualification (NTQ). The NTQ offers guidance on early adoption and 

efficient implementation of new technologies – demonstrating their level of maturity – 

and that potential risks have been systematically reviewed.

“ABS is actively supporting the development of fuel cell technology with leading part-

ners all over the world. This experience means we understand its potential to make a 

real contribution to shipping’s decarbonisation ambitions. So, it is great to be able to 

highlight the progress of Bloom’s technology on the road towards operations at sea 

as part of our commitment to support the industry with the safe adoption of fuel cells,” 

said Patrick Ryan, ABS Senior Vice President, Global Engineering and Technology.

“After 20 years of experience and more than 700 sites powered by Bloom 

Energy on land, we are working to bring our Energy Servers to the sea,” said Tim 

Schweikert, senior advisor, market development, marine solutions, Bloom Energy. 

“We value working with ABS for their industry-recognised commitment to safety and 

effectiveness, and their focus on the advancements needed to meet new industry 

regulations addressing climate change.”

ABS NTQ is based on the ABS Guidance Notes on Qualifying New Technologies, 

giving vendors and end-users a clearly defined approach to confirm new technologies 

perform intended functions in accordance with defined performance requirements.

TEChNOLOGY NEwS

if DroneS 
COULd dO IT, CaN ShIPS 

TOO BE a wONdER CRaFT?  

Are autonomous ships really what, they are cracked up to be? As can be 
expected, the jury on that is out, and not in, at least for now. 

Without any naysaying, it is perhaps one of the best technologies the maritime 
world has had. From the removal of deckhouses and accommodation structures 
and owing to the reduction in weight and air resistance, autonomous vessels can 
achieve fuel savings, says Applied Sciences in a review. That is the economic 
imperative for autonomous vessels. 

But what about the environmental dimension in autonomous craft? If ships are 
indeed electrified, there will be zero emissions. Yet another spinoff is when 
autonomous ships begin replacing diesel truck journeys that are known to 
contribute to reducing emissions. And autonomous ships might also be safer 
as 58% of accidents in the shipping industry have been and continue to be 
attributed to human factors. 

Weighing in on the findings, was Allianz Insurance. It says, “Analysis of almost 
15,000 marine liability insurance claims shows that human error is behind 75 
percent of the value of all claims analysed, equivalent to $1.6 billion. Given 
the role of human error in maritime incidents, it is assumed unmanned vessels 
would be safer. At the same time, the risks inherent in having a crew, such as 
injury or loss of life, will be significantly reduced or even eliminated”.

An added benefit, according to Allianz, is the introduction of designated auto-
mated shipping lanes. Such a provision would and could make logistics easier, 
increasing the reliability of cargo transport. It has even been suggested that auto-
mation could result in a decline in piracy incidents as no crew will be available to 
be used as leverage for ransom. However, the piracy threat is ever evolving and 
there already is evidence that pirates have been abusing holes in cyber security 
to target specific cargoes, so the cyber security threat could increase in future. 

“ When DroneS firSt 

Shot into the gloBal 

eye, it WaS met With 

aWe anD WonDer. for, 

in a BattlefielD Such a 
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Winning anD loSing. 

anD When autonomouS, 

Self-Driven carS maDe 

their DeBut, they Were 

alSo met With aWe. noW 

We have autonomouS 

Ship. reaction to it haS 

not Been aS rapturouS aS 

it WaS for the firSt tWo 

inventionS. ”Jaya praKaSh fileS thiS Story.  
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within the industry, something Gross likens to a puzzle.

Another collision avoidance tool is being developed by Fujitsu 
Laboratories., says Innovation NewsNetwork. In collaboration 
with the Japanese Coast Guard, Fujitsu are testing AI-based 
technologies to calculate the risk of collision and near-misses 
from traffic control rooms. “Using risk values calculated by 
Fujitsu’s technologies, operators can proactively detect vessels 
at risk and prioritise them. This will help in preventive planning 
while offering accurate information to vessels,” says Hiraku 
Fujimoto, manager of systems division IV, social systems unit 
at Fujitsu Limited.

ARE AUTONOMOUS SHIPS TRULY 
A SAVIOUR?  

If autonomous vessels are what it has been touted to be, 
then why are they not being used by owners? As after all, 
it has proven fuel saving capabilities and is able to avoid 
collisions and mishaps at sea!

O’Brien argues that despite the operational savings, there will 
be a large capital expenditure in initially investing in the tech-
nology, especially in the early stages of its development. This 
is not just for the ship itself, but also the setting-up of onshore 
operations to monitor fleet movements. There may also be 
incompatibilities between the current marine infrastructure 
and an unmanned vessel. Further, the lack of crew will make 
maintenance of moving parts incredibly difficult on long 
voyages and breakdowns could result in significant delays.

“In our opinion, there is no viable economic benefit for 
a completely autonomous (AL6) ocean-going ship in the 
immediate future”, deduces O’Brien. He adds that, “despite a 
belief in the technology, there will always be value in a human 
presence on board overseeing operations, the safety of the ship 
and the safety of the cargo. There will be an application with 
small inland and coastal craft, but in a 20,000 TEU trans-
Atlantic container ship we are only likely to see the lower levels 
of autonomy to aid the crew in navigation”. 

Without a clear regulatory framework let alone of the IMO 
itself, giving autonomous ships its backing, it may conceivably 
take a long time even if its vaunted advantages are well 
known. So where can we use autonomous vessels?

Probably, for voyages hewing close to the proximity of its 
port of discharge. 

“Mainly for short sea voyages” was what Rachit Jain, managing 
director of Safe Lanes Consultancy told Marine and Offshore, 
expressing by his assessment that though autonomous vessels 
may be a welcome innovation, it may just be too soon to 
have it on major ocean floors. 

Then there is the question of cybersecurity. Autonomous vessels 
are easily to prone to cyberattacks and if that means that 
hijackers can control of the Electronic Charting Display and 
Information System (ECDIS), they can also have what is called 
‘virtual control of the vessel’, declared Jain. 

Such nightmarish scenarios are certainly not what owners 
and charterers want to play with. According to lawyer, 
Murali Pany, a managing partner in Joseph Tan, Jude Benny 
LLP, “Autonomous vessels pose a high risk, especially in the 
context of collisions. So, owners and charterers will have to 
ensure a very high level of protection against cyberattacks 
for these systems and cover themselves sufficiently with 
insurance”.  And such insurance can turn astronomical; 
something that neither owners nor charterers would readily 
welcome with open arms, even if they could have had made 
savings in their operational outlay. 

Such hard-headed thinking raises even more questions 
than answers. Observed Heather Maxwell, a senior claims 
executive in the Technology Bulletin, of the Standard Club, 
“There is work to be done from a P&I perspective too. Should 
a remotely operated ship, controlled from on shore, be 
considered equivalent to an ROV operated from aboard a 
traditional ship and therefore excluded from pooling? Our view 
is that autonomous ships would not fall outside the definition 
of ‘eligible vessels’ for pooling purposes, nor would they 
be distinguishable from conventional manned ships for the 
purposes of the risks and liabilities excluded from cover”. 

That assertion from Maxwell, clearly the compelling need to plug 
a gaping loophole in inaugurating a regulatory framework. A 
key loophole, highlights Maxwell, is the Convention on the Inter-
national Regulations for Preventing Collisions At Sea (COLREGS) 
which outlines the ‘rules of the road’, providing navigation in-
structions for ships to follow to prevent collisions at sea. “But” she 
says, “specifically only apply when ‘one ship can be observed 
visually from the other’. Rule 5 (Lookout) insists above all on 
perception and judgement to assess the ‘special circumstances’ 
and to make a full appraisal of the risk of collision. Whilst it is 
feasible that a ship remotely operated or monitored from ashore 
could satisfy these conditions, it is difficult to see how a fully 
autonomous ship ever could. Not least because the UN 
Convention on the Law of the Sea 1982 requires (under Article 
94) that each ship must have a master who is always ‘in charge’. 

But as can be readied and well imagined, that whilst the global 
shipping community welcomes the dawn of the new era of 
shipping innovation, are we all that immeasurably keyed up 
over an innovation that has a plethora of issues that have been 
left unanswered? Probably not, is what may be the nem con.  

Autonomous craft are not quite the wonder craft for now.  At 
least not yet.

Yet what is an absolute ‘no-go’ area is that autonomous 
ships in the era of the ongoing pandemic dramatically 
reduces the possibility of human contact, thus creating huge 
savings for ship owners who may otherwise, be required to 
pick up the tabs for stricken sailors. Autonomous ships can 
also reduce human error, decrease crewing costs, increase 
the safety of aquatic life, and raise fuel efficiency. 

Maritime vessels, says Innovation NewsNetwork, are known 
to constitute ninety percent of all international trade. There-
fore, autonomous innovation in shipping could revolutionise 
the sustainability and efficiency of the trade sector.

Globally, there are approximately 3,000 marine collisions 
each year, costing companies upwards of $20bn. Studies 
show that three quarters of collisions are due to human 
error – which current collision avoidance methods are not 
compensating for. With the introduction of autonomous 
shipping technologies, collisions will dramatically be reduced 
and potentially eliminated entirely.

Machine learning avoidance systems can collect data 
based on position, speed, and route to suitably assess the 
risk of collision. Tel Aviv-based Orca AI is developing a 
collision avoidance system that is currently being piloted 
by several shipping companies. The technology combines 
Artificial Intelligence (AI) and data collection to create an 

awareness system that predicts hazards, alerting operators 
of impending collisions. 

Saving on the near and clear prospect of collisions lifts a 
huge burden off the shoulders of owners and charterers. 
It also saves immense time that is used in poring over the 
details and minutiae of insurance contract details. 

Callum O’Brien, a deputy underwriter at the Standard Club 
predicts “a saving of over USD7m over a 25-year period 
per autonomous vessel in fuel consumption and crew 
supplies and salaries”.

Whilst freeing up space in a vessel is something that is 
always welcomes, autonomous vessels do allow for a more 
efficient use of space in ship design.

Perhaps one of the most conspicuous advantages of autonomy 
in ships is the Orca AI – a new navigation system which offers 
increased sight in the toughest conditions. 

“Designed specifically for the maritime environment, this inno-
vative system is the first of its kind for the commercial shipping 
industry and is helping build the foundation for the future of 
autonomous shipping,” according to Yarden Gross, CEO and 
co-founder of Orca AI. The introduction of such a system is 
timely, given the growing desire for autonomous capabilities 

Photo: Arie Boer                                              In a milestone moment slated to prove that the world’s waterways are primed and ready for 
autonomous technology, Sea Machines will circumnavigate Denmark on a multi-week 1,000 nautical 

mile remotely commanded commercial voyage. Sea Machines’ autonomous tugboat Nellie Bly.
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PERSONALITY PROFILE

TURNING DREAMS INTO 

REALITY

She feels that when a customer has entrusted her with an order, she is 
responsible to deliver the work, must have the integrity to fulfil the trust that 
the customer has placed in her. 

Despite the worst of the first Covid-19 pandemic wave, Nordic Flow Control 
had improved on its performance in 2019, at the end of 2020. 

“ ReSpoNSibility aND 

iNtegRity. theSe two 

woRDS aRe key to DoRCaS 

teo, exeCutive DiReCtoR, 

NoRDiC gRoup limiteD 

aND Ceo oF NoRDiC 

Flow CoNtRol. heR 

bubbly peRSoNality aND 

eFFeRveSCeNt SpiRit have 

helpeD heR weatheR maNy 

aN iNDuStRy StoRm.” 
goh tz’eN loNg FileS thiS StoRy.

when Nordic was having problems finding human 
resources, Dorcas’ sales team, and support staff came to 
the fore, and their commitment moved her. they donned 
coveralls, went down to the production floor to take over 
the production workers’ role in assembly.

“the Chinese have a saying that when there is an adversity, 
there is also an opportunity,” says Dorcas. She has obviously 
made it a personal trait to look for such opportunities.

one of the key things that Nordic did throughout all of 
2020 was to focus on cost and innovation. “Fortunately 
for us, we scaled down our operations in China, brought 
back production to Singapore. the overall marine industry 
had shrunk, both in Singapore and China. So, we consolidated 
our resources in Singapore, and that was a good decision 
for us.”  

She motivates herself by telling herself that there is still 
potential in the marine industry as long as there is cargo 
that planes would not carry.

“what is the greatest challenge that we are facing in 
Singapore? i think first and foremost is the overall market 
size. Singapore was the world leader, in jackups and 
semi-submersibles. when the announcement came from 
keppel that they were not going to do the offshore business 
itself – that meant a lot to Smes like us, because we are 
their supporting backyards,” says Dorcas.

one issue faced is that the size of the market is getting 
smaller. Secondly, the local yard is also finding it hard 
to compete with the neighbouring shipyards. She says, 
“i believe this would be the main issue that the Sme is 
facing, other than the shrinking of the market size. to 
add on, an issue that the Sme is facing is with the human 
resources - the workers.”

“there are certain situations that we have to admit, such 
as the fact that Singaporeans may not be interested in 
the labourers’ kind of work, which has been filled by the 
foreign workers.” 

another problem faced is, of engineers. She believes that 
the greatest challenge over the near term is to find the 
real skillsets of marine people that can support the market 
in the next 10 years.

Digitalisation…. 

Dorcas used to have a recurrent dream when she first 
joined Nordic. one of the dreams that she used to have 
was that of a ship with a ring above it. She has often 
approached her R&D staff to explain the meaning behind 
that dream.

this is the insight she has gained. when it comes to 
‘digitalisation’, the ‘ring’, stands for “cloud services”. 
equipment on board, Dorcas explains, if it is not able to 
communicate with this ring, would eventually be phased 
out of the market.

Nordic’s R&D team developed the system they are 
currently using.

“we don’t need to send our service engineer on board 
the vessel. yet, we can still commission the system, and 
this came in a very timely manner because of covid. it is 
exceedingly difficult for the engineers to travel on board, 
or across the country,” says Dorcas.

Dorcas relates that when Nordic had vessels that needed 
to be upgraded, one in turkey and one in China, the 
engineers were unable to travel from Singapore. Nordic’s 
team of engineers were actually in their Singapore 
office, locally commissioning the system with a minimum 
workforce on site.

She says, “the local engineers there were sending the 
information to Nordic in Singapore, and we helped them 
to troubleshoot.”

the benefit of digitalisation is, according to Dorcas, “any 
lady engineer should be able to join me. because you 
don’t need to be going on board anymore. you can still 
do your software and everything, in the office. and all 
this is possible because of digitalisation.” 

She says enthusiastically, “we are a system integrator 
of control systems, as long as you want to automate 
your system, we have a solution to offer. whether it 
is a jack up, or a marine vessel like bulk carrier, or 
container vessel or chemical tankers; we have some-
thing to offer, because we oversee the valve Remote 
Control Systems!”  
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IntervIew

DIGITALISING 
SHIP DeSIGn

Once lagging in technology adoption, today’s marine industry is undergoing a multi-
faceted transformation. Increased regulations, ageing assets, and high operational 
costs have led to challenging market conditions for remaining competitive at sea.

Adoption of digital technologies such as the digital twins, has enabled marine leaders 
to protect margins, automate manual processes, improve safety, accessibility, drive 
process and maintenance optimisation, and improve operational efficiency. 

“ Hervé LOurs, vP 

MArIne, AvevA, sHAres 

InsIgHts On tHe 

MArIne sectOr And tHe 

cOMPAny’s cAPAbILItIes 

AMIdst tHe cHAngIng 

LAndscAPe.” 
gOH tz’en LOng fILes tHIs stOry.

Hervé Lours attending on behalf of Schneider Electric, parent company and strategic partner 
of AVEVA, the inauguration ceremony of the Jacques Saadé from CMA CGM in China

Can you tell us briefly about AVEVA and what it does?

Hervé Lours: AvevA is a global software company covering the 
full lifecycle, from design and simulation to operations. We 
enjoy good relations with largest shipyards worldwide as we 
hold a 60% market share in the engineering and design soft-
ware market. We are also highly active in  shipping, and there 
are more than 3000 ships using our software. Our strategic 
partner, and also a shareholder, is schneider electric that gives 
us access to its extra-large installed base. AvevA, a leader in 
simulations of complex thermodynamic processes, together with 
schneider electric, leader in energy management, together of-
fer software solutions that are efficient in cutting down emissions 
to our clients and assist the industry to meet IMO regulations. 

So software can help shipowners to manage their 
emissions….

Hervé Lours: yes, while a lot has to be decided on the 
regulations side, the path that we have to go down is very 
ambitious. We believe that digitalisation is a good way to 
meet this challenge. cutting emissions and reducing energy 
is about innovating new ships; advances in engineering 
design can help in improving the operations onboard, along 
with monitoring and control software from AvevA. It is the 
key to understanding the way ships are operated and where 
improvements can be made. Asset management solutions 
provided by AvevA are necessary in getting short-term and 
long-term gains from all along the lifecycle. so yes, we believe 
we can be highly relevant in this area. for example, we have 
proposed a few energy monitoring solutions that will deliver 
the capability to understand where the gaps are, and where 
improvements can be made. this will empower you to set 
uptargets; track your progress and identify emission gaps.

And the digital twin technology?

Hervé Lours: I believe the digital twin will be the main market 
driver over the next few years.

the digital twin is the intersection between data, analytics and 
multiple visualization tools. the data is coming from the 
engineering, the design of the ship – for example the 3d model 
and also from the operations of the ship all along the life cycle. 
Analytics is necessary to contextualize and transform the data 
into useful information or recommendation. Last, multiple visu-
alization tools make this information available to all users in the 
company, whether they are managers or maintenance operator.

digital twin is key for replacing and updating the numerous 
2d drawings of the ship, for monitoring its operational 
performance, for implementing condition based maintenance 
strategies that integrates sophisticated analytics and machine 
learning and for training the crew before onboarding. 

ship-Owners have of course identified the significant value 
in such digital twin. shipyards are also investing there for 
monitoring the operations of the ship delivered on behalf of the 
owner, generating some additional revenues with such a digital 
service and maximizing the chances to capture the maintenance 

and dry docks. With such service, the yard will also have the 
opportunity to understand the improvements opportunities in 
the current designs and improve the future ones.
 
Have there been cybersecurity concerns?

Hervé Lours: safety and security of data is our top priority. 
the idea is to ensure the strictest security compliance possible 
during software and solutions development, or before it is 
installed onsite. Once it is installed onsite, we provide the 
client with the ability to keep the software up to date, all the 
time. We continuously monitor the changing security landscape 
of cryptography and cybersecurity. And we constantly monitor 
our software in the cloud, as well.

We have heard about AVEVA’s acquisition of OSIsoft… and 
PI (Performance Intelligence) offerings? 

Hervé Lours: OsIsoft is proposing to the industry the well-
known PI system. PI is an enterprise data infrastructure solution: 
it collects and manages data and ensures the right operational 
data governance for all assets from all vendors from the full 
fleet. We are convinced it is the world’s best operational data 
management system. PI avoids data not acquired with sufficient 
resolution, not retained long enough, difficult to access without 
expertise and very importantly for a ship Owner, it avoids data 
held in disparate systems and managed in silos by different 
vendors, which is very often the case. vendors are usually 
collecting data from their own equipment, make some analysis 
and provide the sO with some recommendation, but they 
usually do not share their data with anybody else. PI organizes 
this data sharing and the data governance. 

the complementarity with legacy AvevA is obvious as PI 
operational data infrastructure solution perfectly complements 
the analytics capabilities and the successful visualization layers 
from AvevA and if you consider on top of that the engineering 
& design software, our clients will have access to the perfect 
digital twin. 

In times of the covid pandemic where crew changes 
and management are facing many restrictions, how has 
digitalisation been helpful?

Hervé Lours: covid has highlighted the fact that there is a need 
for the capability to work remotely. And it is also necessary to 
work in a collaborative way and share work between 
various users. It should be said that AvevA solutions, including 
our cloud strategy, enables such a setup. so there has not been 
any major disruption, due to covid, in the digital work done 
by our users. the time has come for knowledge sharing in a 
company.  And, of course, we have understood that knowledge 
capitalisation and knowledge sharing go with digitalisation. 

so I believe the pandemic has shown that the strategies AvevA 
has designed and implemented were the right ones. Moving to 
the ‘cloud’, giving opportunity to workers to work remotely, and 
providing to clients the capability to implement “digital twins” – 
these were choices made by AvevA, and confirmed to be the 
right ones by the pandemic.
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LegaL Watch

SaNctIONS aND 
ShIP-tO-ShIP

TRANSFERS 

A party involved in a seemingly innocuous ship-to-ship (“STS”) transfer of cargo 
or bunkering, whether as a vessel owner, charterer or STS service provider may 
suddenly find themselves facing criminal prosecution or being frozen out of the 
U.S. Dollar money system due to unknowing sanctions violation. 

SANCTIONS

Sanctions are decisions that are part of diplomatic efforts by countries, multilat-
eral or regional organizations against states or organizations either to protect 
national security interests, or to protect international law, and defend against 
threats to international peace and security. 

These decisions can be manifest in either political or economic terms, or even 
both. Economic sanctions are commercial and financial penalties applied by one 
or more countries against a targeted self-governing state, group, or individual. 

There are generally two types of sanctions, multi-lateral and unilateral sanctions. 
Unilateral sanctions are applied by single countries whilst multilateral sanctions 
are enacted by a group of countries such as the United Nations (“UN”) (in the 
form of UN Security Council Resolutions) or smaller blocks such as the European 
Union (“EU”). 

Unilateral sanctions can be far-reaching and effective if applied by an economically 
powerful country such as the United States. In the United States, the Office of 
Foreign Assets Control (“OFAC”) is the agency responsible for administering and 
enforcing such economic and trade sanctions.

By Murali Pany

RELEVANCE TO STS TRANSFERS

STS transfer is a method of transferring bulk cargo between 
ships out at sea. However, STS transfer is a red flag for a 
possible sanctions violation as it is a recognized go-to method 
for countries or entities seeking to work around sanctions.
 
STS transfers, especially at night or in areas determined to be 
high-risk for sanctions evasion or other illicit activity, are 
frequently used to evade sanctions by concealing the origin or 
destination of surreptitiously transferred petroleum, coal, and 
other material. Some of the notable countries which utilize STS 
transfers to circumvent sanctions are Iran and North Korea.

Since 2018, Iran has been the target of a suite of United 
States sanctions due to its nuclear weapons programme. A 
major target of these sanctions is Iranian crude oil exports. 
Iran has since relied on STS transfers to sell sanctioned 
crude oil abroad. For example, Iranian vessels were reported 
to have turned off their Automatic Identification System 
(“AIS”) transponders when crossing the Suez Canal to hide 
their positions before offloading cargo (via STS) to other 
small tankers bound for Syria and Turkey. Closer to home, 
STS transfers were also reported off the coast of Malaysia/
Indonesia between Chinese and Iranian tankers.

The supply of bunkers to vessels trading with Iran is also 
affected by U.S. sanctions. Under OFAC rules, the provision of 
bunkering services to an Iranian flagged vessel, or a vessel 
operated directly or indirectly by an Iranian company could 
be sanctionable. Similarly, providing bunkering services to 
a non-Iranian vessel transporting sanctionable goods to or 
from Iran (i.e., petroleum products, petrochemical products, 
etc) may also be subject to sanctions.

The effectiveness of such sanctions is that they prohibit U.S. 
companies (including their subsidiaries) from taking part in 
or facilitating any transaction with a sanctioned entity. The 
effect on U.S. financial institutions means that payments 
made in U.S. dollars may be blocked/rejected.

Generally, non-US companies who “materially” assist, support 
or trade with sanctioned entities risk being placed on OFAC’s 
Specially Designated Nationals and Blocked Person’s list (“SDN 
list”) and run the risk of losing access to the U.S. financial 
system/ability to trade with U.S. companies.  

NORTH KOREA

North Korea has been the target of UN Security Council 
resolutions since 2006 because of its nuclear and ballistic 

missile programs. To place pressure on North Korea and 
to cut off its revenue streams funding such programs, the 
UN Security Council placed a cap on North Korea’s import 
of refined petroleum imports (diesel, petrol) as well as its 
export of coal and sand.

To circumvent these sanctions, North Korea took to various 
methods which include the use of STS transfers, some of 
which included the use of floating crane platforms. If caught 
up in these transfers, STS transfer service providers may 
find themselves in breach of various multilateral and/or 
unilateral sanctions. 

For example, pursuant to UN Security Council Resolution 
2375 (2017), Singapore prohibits, inter alia, a person in 
Singapore (including a Singapore incorporated company) 
and a citizen of Singapore outside Singapore from 
facilitating or engaging in any STS transfer to or from a 
vessel flagged in North Korea or of anything that is supplied, 
sold or transferred to, or by a person in North Korea. The 
penalty includes a fine, jail term, or both. While there have 
been no reported cases relating to STS transfers, people 
have been jailed in Singapore for breaches of such 
UN-related sanctions.

MANAGING THE RISK - IGNORANCE IS 
NOT AN EXCUSE

As standard practice, “Know-Your-Client” due diligence 
should always be conducted. This involves not only 
researching the direct transacting parties but also the vessels, 
vessel owners, and operators involved in the transaction. 
Since sanctions can come from various sources (i.e. UN, 
U.S., EU, etc), the sanction regimes that will likely be 
relevant should be identified.

As a self-help resource, the sanctioning authorities (i.e. UN, 
OFAC (U.S.)) often provide tools and information on their 
websites. OFAC, for example, maintains an online search 
function that allows one to search through the list of vessels/
entities designated on OFAC’s SDN list. 

There are also certain red flags to look out for, such as 
trade to or from sensitive regions (i.e. Iran, North Korea, 
etc), dealing with vessels that constantly change flags or 
ownership, and vessels whose AIS often go “dark”. Another 
alternative is to invest in compliance software or engage a 
compliance firm specializing in sanctions.

The writer, a lawyer is a managing partner in Joseph Tan 
Jude Benny. 
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The COlumn

SHAKEN,
nOT STIRReD! 

Everybody is talking about the environment these days, the environment and safety… 
especially after wave upon wave of Covid-19 restrictions have come down upon 
an anxious populace. What is there to be concerned about, especially when, we have 
determined that the way to go is ‘herd immunity”, hopeful that the pandemic will 
become an endemic situation, when a sufficiently high percentage of the population 
has been vaccinated.

So, what about the environment. Well apparently, it seems… we could have stirred a 
proverbial hornet’s nest. There is plenty to be concerned about. When we talk about the 
environment, most naturally, we are concerned with the “green” lobby, especially as it 
relates to the shipping and maritime industries. The concerns are low carbon fuels such 
as LNG and its replacements such as ammonia, hydrogen and other kinds of biofuels 
such as methanol.

There is much to be think about because caring for the environment and safety 
relates to crew conditions, deployment and management. Even the declaration of 
“force majeure” in situations where natural disasters, inordinately high figures 
of runaway viral casualties, cybersecurity breaches, etc all weigh in on regional 
free market economies. It has oft been said that there exist opportunities in the face 
of adversities. There is no better time to launch autonomous vessels than at a time of 
‘frustrated’ crew management and resource situations. This is ‘autonomy’ at sea, and 
navigation by remote control.

Desperate times, desperate measures. Perhaps it is time to call in Commander Bond. 
But before James can ask for a “Vodka Martini” we learn that port operators in South 
Africa have declared “Force Majeure”, owing to a cybersecurity crypto ransomware 
hack known as “Death Kitty”. Feeling “frustrated”, perhaps? But no, especially when 
we learn that “Force Majeure” can be declared in the event of ‘disasters’ such as the 
“Colonial Pipeline” incident in the US. As we well know, Bond is but a figment of the 
imagination of a certain intrepid WW2 naval intelligence officer in the employ of HMSS, 
and cannot come to our rescue. 

Hence ship owners and charterers need to protect themselves adequately with well-
considered and drafted charterparty contractual clauses to reflect the new realities. 
And this is what organisations such as Bimco and Intertanko have been doing for the 
shipping industry in the wake of the Covid crisis. They have been reviewing, revising 
and adding clauses to standard contract forms to ensure that the risks of a new post 
Covid seafaring reality have been considered and adequately covered.

Performance, or non-performance? Charterparty contractual clauses take the guess-
work out of the equation. It appears that Commander Bond has been given a run for 
his money. And we are not talking pennies either. Ms Moneypenny would be pleased. 
Covid, or no covid situation, it is certainly no time to die!

nOmenClaTuRe 

NomENclAturE

Some common terminology are summarised as follows:

Affreightment - The hiring of a ship in whole or part

Ballast - Heavy weight, often sea water, necessary for the stability and safety of a ship 
which is not carrying cargo.

Bareboat charter - Owners lease a specific ship and control its technical manage-
ment and commercial operations only.

cFr - Cost and Freight

cIF - Cost, Insurance & Freight. Seller pays all these costs to a nominated port or 
place of discharge.

coA - Contract of Affreightment - Owners agree to accept a cost per revenue ton for 
cargo carried on a specific number of voyages.

charter Party – An agreement between a vessel owner and a charterer which pro-
vides for the terms under which the charterer may use or employ the ship.

Demurrage – Damages paid to the shipowner for the failure to complete loading 
and/or discharge within the time allowed in the charter party.

FoB - Free on Board. Seller sees the goods “over the ship‘s rail” on to the ship which 
is arranged and paid for by the buyer

laydays -  Days allowed by the shipowner of Carrier to the voyage in which to load 
and/or discharge the cargo without incurring demurrage charges.

laytime – Amount of time provided by the shipowner or carrier to the voyage char-
terer in which to load and/or discharge the cargo.

Force majeure - Clause limiting responsibilities of the charterers, shippers and re-
ceivers due to events beyond their control.

time charter - Owners agree to hire a particular ship for a set length of time

tEu - Twenty Foot Equivalency Unit - Standard 20‘ Container

Voyage charter - In a voyage charter, the charterer pays for the use of the ship’s 
cargo space for one or more voyages.

A full glossary can be found at the website: https://www.bbc-chartering.com/
fileadmin/user_upload/Media_area/Guides/BBC-Shipping-Chartering-Guide-
26-11-2019-small.pdf
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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
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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 

and to notify the magazine of any such errors or omissions. If email is available, please 

also provide e-mail address. This listing is a free service to Petromin Marine & Offshore 

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’.
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