MAIN HEAD

The UKHO and electronic charts 

DECK HEAD

The UK Hydrographic Service is putting together an Admiralty ECDIS service, to supply official vector electronic charts to the whole world, backed up by its official raster charts when the ENCs are not available. 

BODY

The UKHO has had a dominant position in the world of paper charts for 200 years, first producing charts based on British surveys for the British Navy, and subsequently publishing hydrographic data from other hydrographic offices around the world as “Admiralty Charts,” a standard feature on most ships. 

As the maritime industry moves towards electronic charts, UKHO is very keen to maintain its position in the charts market, distributing electronic charts, and is soon to launch its Admiralty ECDIS service, currently being trialled on Shell Tankers. 

The electronic chart era could be upon us very soon; C-MAP, which builds software for both type-approved (ECDIS) and non-type approved (ECS) chart display systems claims that 50 per cent of vessels over 10,000 grt have a C-MAP electronic chart display system onboard.

C-MAP claims that it produces operating software for almost every ECDIS and ECS apart from Transas; so taking the vessels running Transas ECDIS and ECS, if the C-MAP claim is true, then the number of vessels in the world with some kind of electronic chart system must already be well over 50 per cent. 

SUBHEAD

Admiralty ECDIS service

This Autumn, UKHO will launching its Admiralty ECDIS service, supplying shipping companies with a mixture of official vector electronic charts, or ENCs, with UKHO’s raster charts (ARCS) charts where the official vector charts are not available.

The service is currently being trialled by Shell International Trading and Shipping, using a PC maritime electronic chart system. 

Subscribers to the Admiralty ECDIS service will automatically receive new ENCs as they become available, and the UKHO is happy with their quality. The shipboard ECDIS will automatically display the ENC when it is available, rather than the raster chart. 

UKHO is building a system which references ENCs and ARCS, so the computer system can be aware if there is an ENC available of the region and if so, display the ENC rather than the ARCS chart.

UKHO will issue weekly updates to all of the charts.

UKHO is working on innovative licensing deals for the charts, which will enable shipping companies for example to purchase all the charts they need for a specific route, or owning a license for a specific time (eg one year). 

Shipping companies will still need to buy paper charts and keep them updated; under IMO legislation, the only chart system which vessels are technically allowed to rely on for navigation are ENCs, not raster charts.

Unless all ENCs are available for the whole route, then shipping companies still need to have the paper charts onboard, fully updated. 

UKHO is working on different purchasing mechanisms to make it easier for shipping companies which need to purchase both electronic and paper charts for the same route. 

SUBHEAD

Why UKHO for ENCs? 

There are plenty in the industry who are not keen to see UKHO dominate the electronic chart market in a similar way, and don’t see any reason why it should.

The proposed service, a one stop shop compiling together ENCs and getting them to ships, will also be provided by companies such as ChartWorld and C-MAP; it will be up to the market to decide. 

But UKHO does have a number of unique factors in its business case as to why it should be the major supplier of ENCs.

One of the strongest factor is the Admiralty Raster Chart Service (ARCS). 

Since ENC coverage is not broad enough for shipping companies to use them completely, apart from a very small number of short shipping routes.

Unless mariners want to move continually between ENCs and paper charts when the ENCs are not available, they will need another electronic chart system to complement the ENCs. 

The other alternative backup chart system is private vector charts, such as those produced by C-MAP and Transas. However UKHO points out that it accepts legal liability for ARCS, which is not available on private vector charts.

The ARCS charts also have a degree of IMO approval, with certain maritime authorities happy to allow shipping companies to use them as their main chart where ENCs are not available, reducing the number of paper charts that they need to carry. 

Another issue in UKHO’s favour is that many shipping companies will like to buy their electronic charts from the same supplier as the paper charts. 

SUBHEAD

Role of distributors

UKHO comments that it has no intention of distributing directly to end users, but it will put together a one stop shop service, which chart agents such as Kelvin Hughes and Thomas Gunn can then sell to shipping companies.


One of the major roles the distributor will play is keeping track of where the vessel is. Much of the chart data will be too expensive to e-mail to the ship and so will be posted by CD-ROM to the next port of call, a process the distributor will take care of. 

The distributors will also be the main point of contact between the ship and UKHO, explaining the service in detail and selling it. 

SUBHEAD

Guide to chart types:

OFFICIAL VECTOR CHARTS (ENCS): The only electronic chart which shipping companies are allowed to rely on for navigation without paper charts, and only then if they have a backup official type approved chart display system (ECDIS) in case the main one fails. The data is in vector format, which means the computer understands what it is displaying (eg lighthouse, rock), and can sound alarms if the ship is about to hit something.

RASTER CHARTS: the UKHO has its own raster chart series of the world, called ARCS (Admiralty Raster Chart Service). The ARCS chart is just the paper chart displayed on a screen; the computer cannot understand what it is displaying and cannot sound alarms if the ship is about to hit something. UKHO accepts legal liability for ARCS (ie it will pay if a ship sinks due to a mistake on the chart). Under IMO legislation ships are not allowed to navigate solely using ARCS; they must have a backup paper chart system, but many maritime authorities do not require that ships keep a complete back-up of paper charts if they are using ARCS.

PRIVATE VECTOR CHARTS: Produced by C-MAP and Transas, these are vector format charts which the computer can understand (ie it can sound alarms if the ship is about to hit something). Although these charts may be of as high quality as the ENCs produced by hydrographic offices (indeed C-MAP does a great deal of work for hydrographic offices) the IMO has ruled that shipping companies can only rely on charts produced by hydrographic offices, and so if they use private vector charts they need a complete paper chart portfolio onboard.

HARRY GILBERT ON E-PROCUREMENT

MAIN HEAD

Harry Gilbert on e-procurement

DECK HEAD

Economic pressure to maximise business efficiency could be the major factor in encouraging shipping companies to use e-procurement, says Harry Gilbert

BODY

“E-procurement in the shipping industry is not working,”commented Harry Gilbert, director of Wallem Shipmanagement, talking at the Seatrade London Procurement and Partnership Workshop,” Sept 16, 2003. 

“The fact is that e-procureement will work in the shipping industry as it can in any other industry given a change. Perhaps economic necessarily is the factor, which will force the shipping industry to embrace change.”

“Most companies are so compartmentalised they don’t realise that by improving information flow between the compartments they will save money,” he said. 

“A good e-procurement system allows unnecessary cost to be taken out of the supply chain. The Wallem system has tripled the number of ships each buyer handles.”

SUBHEAD

Accuracy

The key to a successful requisition is that it should be a complete and accurate as possible when it meets the ship, he said. 

Mr Gilbert told a number of stories about shipping companies who have made embarrassing errors due to mistyping purchase orders. 

“One company I worked for used to retype all the orders,” he said. “One person ordered a 50mm spanner, and then it was transposed to a 500mm spanner. No one noticed until the supplier said it would have to be forged specially.”

“Paul Getty said that people are too busy earning a living to make money. I’ve come to the conclusion ship ownwers are too busy trying to make money to make the most of it.

They are obsessed with bringing down the ships overall operating costs, but forget how much store staff cost.”

SUBHEAD

Selling e-procurement

“The list of dot coms that have merged or gone to the wall is testament to the fact that shipping is no easy sell with information technology– the term fridges to Eskimos comes to mind,” he said. 

“I’ve reached certain conclusions,” he said. 

“When business is going well the last thing anyone wants to do is implement change,” he said. 

“For any strategy to be successful it must be championed by the person at the head of the organisation. Managing change successfully is a major challenge. Paying lip service to a new strategy will not encourage change.”

Mr Gilbert said that some of the problems with convincing shipping companies to use e-procurement comes down to the specific individuals in an organisation.“When selling e-procurement, you have to convince 3 people,” he said. 

“First is the technical director who is normally fairly ambivalent.”

“The first real challenge is the head of purchasing who invariably considers his team to be the best at what they do, they can buy something cheaper than anyone else.”

“Their idea of quality is the ability to squeeze the supplier until the pips squeak.

Some buyers squeeze the supplier and then ask him to deliver to the other side of the world without considering the freight costs. I’ll give you three guesses about how he gets his money back.”

“Then there’s the financial director. Financial directors normally have strong attachments to their own accounting system. 

“People protect themse4vles by developing systems no one can understand,” he said. “Anyone who has tried to change the way the financial department works is in trouble.”

MAIN HEAD

Improving bridge systems

DECK HEAD

The Nautical Institute organised an event at Seatrade London looking at the “human element” to bridge systems, with over 40 serving seafarers present. The conference reviewed how to make navigation technology safer and easier to use. 

The seafarers and other delegates noted the following comments. Note that these comments were expressed by individual delegates, some of them are more controversial and are not the official perspective of the Nautical Institute. 

This is the second conference The Nautical Institute has held on this subject and The Nautical Institute will be noting these and other 

comments. It will be working with many sectors of the industry to promote more effective and efficient use of these systems. 

The Nautical Institue is rung a human factors newsletters sponsored by LR to try to improve awareness of human elemenet issues 8 page quarterly. From Oct 1, the newsletters will be available at www.he-alert.org

“There isn’t enough training for shipboard bridge equipment, and the manuals provided by the manufacturers aren’t good enough.”

“Manufacturers should provide better training for their equipment, which can be made on simulators or onboard ship.” 

“Navigating ships is a different skill to how it used to be, because of the navigation technology which has been introduced. Seafarer training should focus more on teaching seafarers how to use the technology, and less about traditional navigation skills.”

“The sextant is still available on the bridge but no-one knows how to use it anymore.”

“We need to standardise electronic bridge equipment, so it is the same on every ship, so it is easier for seafarers to use.” 

“Can all the ECDIS manufactures get together and set a common standard for buttons.”

“The lighting on the bridge equipment controls does not depend on whether it is day or night. It should be brighter in the daytime and dimmer at night, otherwise it makes it harder to look out of the window.”

“There should be a seat for ship pilots on the bridge.”

“Statistically, very few ship casualties are caused by misuse of information on the bridge. Most seafarers can handle the information available and know how to use the equipment.” 

“There are alarms scattered all over the wheelhouse; they all sound the same, so you never know what the alarm is for.” 

“Integrated bridge systems are safer than bridges made of separate equipment, because they mean that the officers can watch over each other and spot each other’s mistakes.”

“Sometimes people have “redundant equipment”, eg 2 ARPAs on the bridge, but both use the same software, so if one system fails due to the software, the other one fails as well.” 

“Redundant equipment” rarely works as it ought to – you can’t just switch the main system off and the redundant one starts up automatically.” 

“I have seen ships with expensive ECDIS displays, with a GPS from one of the cheapest GPS receivers on the market, which fed the ECDIS with incorrect data.” 

“Sometimes shipboard GPS can be set with the wrong datum, for example if the ship has just come from the other side of the world.” 

“The Americans have put in errors in the GPS of up to half a mile during wars, and don’t tell anybody, so you get a GPS reading which is half a mile inaccurate.”

“The positional accuracy of a pilots’ PPO (portable pilot unit) is probably better than the ships in many cases.”

“Lots of people use systems not according to the rules. That is why we have so many problems integrating the equipment together.”

“The people who decide what equipment to put on a ship haven’t been to sea themselves for 10-20 years.”

“Many more disasters have been caused by poor traffic control, just about every major grounding is caused by that vacuum” (this specific comment was made by Basil Papachristidis, chairman of Seatramp, at a separate conference session at Seatrade)

SUBHEAD

V.Ships

Stephen Kembery, training and planning manager with V.Ships, the largest shipmanager in the world, had some interesting comments.

“We may actually be thinking about completely redesigning the bridge,” he said. “We’re having to training seafarers in a different way of thinking.”

Mr Kembery pointed out that when seafarers get stressed or overloaded with information, they often go back to first principles, for example taking compass readings from the bridge wing, rather than use the computers.

“Its not that they don’t know how to use the equipment – they’ve just got too much of it," he said.

Mr Kembery asked that manufacturers of bridge equipment work more closely with seafarers to try to make the best possible environment on the bridge.
MAIN HEAD

Tankers – can IT help improve quality?

DECK HEAD

Jan Kopernicki, chairman of OCIMF (oil companies industry marine forum), and Basil Papachristidis, chairman of Seatramp (UK) Ltd, were two speakers in a forum about improving quality in the tanker industry: regulation or self-regulation, held at Seatrade London, Sept 17 

BODY

Dr Peter Swift, managing director of Intertanko, introduced the session by saying that many people in the tanker industry believe that they are over regulated. But many people outside the tanker industry, particularly in governments, are calling for stricter regulation, or in other words, more stick and not too many carrots. 

As the tanker industry struggles to improve its safety record, he asked if the parties involved talk to each other, trust each other, and listen to each other enough. 

Speakers were unanimous in that the safety record of the tanker industry needs to be improved, but not unanimous in how to set about it. 

Everybody accepts that there are substandard tankers on the seas, shipowners happy to own them, charterers happy to charter them, brokers happy to broker them, insurers happy to insure them, port state control happy to pass them. Surely something can be improved?

SUBHEAD
Basil Papachristidis

Basil Papachristidis, chairman of shipping company Seatramp (UK), drew comparisions between how the tanker industry functions as a free market, and how the people in it can be trusted to behave in the interest of their society.

Mr Papachristidis pointed out that the maritime industry owes it to its seafarers to show responsible behaviour. 

“Nothing can be more harmful than damaging the morale of seafarers and to the worlds’ seafarers we owe the greatest commitment and solidarity – they hold the key,” he said. “

We should not abandon their fate.” 

However the only way to get the maritime industy to act responsibly was through well founded regulations. 

The tanker market is a prime example of a free market economy, he said, and society has been well served by the competitive nature of the tanker market, in terms of the low prices which is pays for oil transport around the world.

The problem is that if shipping companies spend money on social issues [such as tanker safety and seafarer welfare] there is no economic reward. 

“The market agenda in a free society will not recuperate the expenditure in social issues,” he said. “What we’re asking is if people can be trusted to behave in the interest of their society.”

“Human nature and the competitive way we interact see to it that we cannot be trusted to follow non-material gains and non-material rewards,” he said. 

The tanker industry can apply self regulation (ie agreeing to self-imposed standards), or the regulation can be enforced by an outside regulatory body. 

“We have a very chequered track record when it comes to self-imposed standards,” he said. 

“Shipyards compete as to who can build ships with the lightest scantlings; class societies compete into who can be the most accommodating to the yards; charterers refuse to compensate high quality ships with high freight rates,” he said.

“It would be great is quality and safety could be introduced with financial compensation,” he said, “but no charterers will agree to compensate us for good behaviour. You can’t expect brownie points for anything other than totally safe.” 

The maritime industry is, in a way, regulated by the oil industry, he commented; oil companies set the standards that the tanker industry must meet to attract business. 

However he said he did not believe that oil companies have a high regard for safety. “This is evident in their behaviour in the tanker markets,” he said. 

By consistently trying to negotiate the rates, they encourage shipping companies to cut their costs in order to win the business, effectively encouraging shipping companies to reduce safety expenditure. 

Mr Papachristidis argued that the tanker industry’s accident rate is improving, and far more pollution comes from shore based industry than from ships.

Mr Papachristidis argued that the only way to improve safety in the maritime industry is to set univeral, international rules, through the IMO rather than regional bodies (US Coastguard or the European Union).

In fact, regional legislation actually creates safety problems; for example, if tough regulations in the EU send all the substandard tankers to the other side of the world but does not actually take them off the oceans. 

Mr Papachristidis noted that ships are being built today to much lower standards compared to the 1970s. 

He also said “just about every major” ship grounding is caused by poor traffic control.

He pointed out that part of the ship safety problems were due to the ease in which people can become shipowners. “This is an industry with extremely low barriers to enter. 

Anyone can own a ship and bring it to a shipmanager – there’s always people coming in and going tout of the industry,” he said. 

SUBHEAD

Jan Kopernicki

Jan Kopernicki, chairman of OCIMF (the Oil Copmanies Industry Marine Forum), also vice president of shipping with Shell International Shipping and Trading, talked about the SIRE system, whereby oil companies in OCIMF “vet” tankers to make sure they are up to standard and share the reports between themselves.

However out of 7910 SOLAS tankers on the oceans, only 4787 of them have had SIRE inspections in the last 12 months. At any time SIRE only touches 50-60 per cent of tankers. 

Most of the remaining 40-50 per cent of tankers have not had SIRE inspections because they know they would not pass it, or they have had a SIRE inspection in the past and failed it. The owners of these ships are cutting corners with safety and effectively “stealing the bread of the high quality operators,” he said.

Mr Kopernicki stressed that the fact that a vessel has SIRE report does not prove its quality; the SIRE report is an assessment of the quality of the tanker, and somebody needs to read it in order to reach a conclusion about whether or not to hire a specific vessel. 

However Mr Kopernicki suggested that flag states could make much more use of the SIRE data as a means of identifying possible substandard shipping companies. 

He pointed out that Australia recently increased the number of vessels over 15 years old being inspected from 75 per cent to 100 per cent, and is finding this an effective way of targeting substandard vessels. There is a similar process going on in the US. 

“These are 2 living examples that work,” he said. 

Once these have been identified, they can be targeted with more port state control inspections, in a bid to find out whether or not they are substandard, and if so, force them off the oceans. 

Mr Kopernicki said he thought that if shipowners carry more liability for tanker accidents, they will have a stronger incentive to improve safety, and many ships will be safer.

“Ship owners are key to the discussion even through they don’t want to be,” he said. 

Mr Kopernicki critcised the growing non-international maritime legislation being developed by bodies such as the European Union and US Coastguard, saying that if certain ships are banned from the EU or US, they are just moved to a different part of the world, effectively moving the problem rather than solving it.

SUBHEAD

Charterer – owner relations

Mr Papachristidis said that there as a “battle royale” going on between tanker owners and oil companies, which “manifests itself in behaviour in the spot market [when oil companies try to push down the rates] and issues about pollution liability.” 

Mr Kopernicki questioned why oil companies should carry a share of the liability for tankers, making comparisons with London taxi-cabs. He pointed out that when someone gets into a London taxi, all the insurance is covered by the taxi company and the passenger does not need insurance, the service is well regulated and reliable, and tanker shipping should be the same.

Mr Papachristidis responded that taxi passengers typically do not negotiate the rate when getting into a taxi, suggesting that if oil companies want a similar service from tankers, then the rate should be set by a regulatory body rather than the market. 

Mr Kopernicki said that he thought the relationships between oil companies and carriers was “less of a battle royale than it has been in the past.” 

“I see the groups beginning to come together,” he said. 

Strategic Dataworks moves from half million pounds down to one million up

http://www.strategic.co.uk

Shipbroking software house Strategic Dataworks has moved its financial position from losing one million pounds from Feb 2001 to Feb 2002, to making half a million pounds profit from Feb 2002 to Feb 2003 

“We’ve had a tough 12-18 months, but we’ve made progress on all the fronts,” says CEO Tony Labarro. 

“2002 was a difficult year for us," he said. “The difficulties stemmed from the investment and R+D effort we put into the internet,” he said. “We wasted quite a lot of money and effort.”

“The first of November last year, we decided to terminate all investment in the internet arena," he said. "We wanted to reinvest in our core products which are the source of the revenue.” 

The company has also changed its name from Strategic Software to Strategic Dataworks. 

Strategic Software acquired rival shipbroking software company Dataworks in May 2001, with plans to eventually move all customers onto the same computer platform. 

Changing customers to a new computer system proved difficult, which led to Strategic making the decision to maintain both the Strategic and Dataworks products suites, renaming the company Strategic Dataworks.

It is forming customer advisory boards for both product suites, so that customers can communicate regularly with Strategic about problems and suggestions for improvement. 

SUBHEAD

Customer service

Several customers had strongly criticised Strategic for focussing too much on selling products and not on providing the associated support; ths is something Strategic is very keen to rectify. 

“11 months ago, if I said the word support, all of you would hit me and say what support,” says _____.  “Now we know support is our philosophy.” 

“What we’re doing is offering uses are one stop IT service, anything you need we’ll help you,” says _____. 

Strategic is offering full IT management services to its UK clients, all obtainable from a single telephone number. There is also an online help system, so Strategic can fix simple problems by logging directly onto the customer’s computer without visiting their site.

“We’ll come to your site, do full hardware software audits, make sure its all configured correctly,” says _____. “The biggest department in our company is the support department. We’re there to try to take the headcahce way from you.”

For the first month (September 2003), Strategic Dataworks is offering 50 per cent discount on this support package.” 

The company is also looking at forming sales alliances with other software companies; a recent one was formed with ISM Consult, which produces produces to help shipping companies manage their ISM and ISPS code documentation.
MAIN HEAD

Monitoring ship engine tuning from shore

Ship service company Drew Marine is developing its shipboard engine performance analysers so shore based superintendents can check the tuning of the ship engine

One company already using the service is Frontline, with 250 vessels with managers including Thome and Wallem. Data is e-mailed back to an engineer in shore.

The kind of problems which might be encountered include poor combusion, smoke, air pollution, or just general bad performance; too much fuel for too short a distance covered. 

The  ship superintendent can have a look at the data, and share it with other shore personnel who may have more experience with ship engines than the shipboard engineers. More heads can look at the data and decide if the tuning can be improved. 

Ship engineers have always analysed engine performance, usually with mechanical indicator cards; all ship engineers know how to do it and become experts over the years. Over the past 10 years, this process is gradually moving over to automated systems, which are more efficient and accurate.  

Shipping companies are trying to outsource expertise in all areas, off the ship, out of the company, just pay someone else a cheque. Outsourcing ship engine tuning skills off the ship is a natural progression.

MAIN HEAD

Color Line

DECK HEAD

Norwegian cruise ferry company Color Line is probably the first shipping company to use shipboard software which is hosted on shore

BODY

Norwegian cruise ferry company Color Line has its shipboard software and databases hosted on shore, probably the first shipping company to do so.

Having shipboard software and databases hosted on shore has been a holy grail for shipping company IT managers for years, due to the enormous complexities involved in supporting software which is supported on the ship and synchronising several different databases. The problem is the high costs of the ship-shore data communication. 

Color Line does have VSAT communications on its vessels, which are also used for customer internet cafes and credit card transactions, so the satcoms are under control. But it is an example of how software could work in the future, as satcoms costs fall, shipping companies use more flexible solutions like Inmarsat Fleet MPDS, and work out how to make software which uses an always on connection but doesn’t send so much data. 

SUBHEAD

Star software

The vessels are running the Integrated Purchasing System (IPS) by Star Information Systems, which is used on 9 vessels. 

The software handles nearly all of the administrative functions on board, including work planning, inventory, purchasing, technical and economic reports, safety procedures, event and insurance.

The data is directly accessible by both the shore and the office staff. 

The first task was to harmonise and upgrade all data standards on the vessels, covering financials, technicals, quality and safety data, so the data could all be stored on the same database. 

The first vessel to be converted was M/S Peter Wessel, and the second - M/S Kronprins Harald on the Oslo-Kiel run has recently been completed. The last vessel will be the new building from Kværner Masa-Yards Inc in Finland, - to be delivered at the end of 2004. 

M/S Kronprins has only 18 technical staff altogether, with 9 of them using the system on a daily basis. 

The master concentrates on the safety procedures with all the reports to the flag state and fleet management. The first officer is responsible for the maintenance on deck with all life-saving appliances.

The first engineer is responsible for the daily scheduling of the maintenance and the second engineer for the inventory control and purchase. 

Chief Engineer Håkon Bull, being interviewed by Star Information Systems, said he was happy to change the old fashion system to a friendlier user interface. 

“In spite of the long distance communication from Kiel to Oslo via satellite they don’t notice to much the delay in the operation,” says Star. “They feel safer when all the data is available from the shore database if something happens.” 

The system is faster when the ship is in harbour in Oslo and using shore conection direct to the server in the office, the company notes, typically by plugging a telephone line directly into the vessel. 

For VSAT communications, Star uses an open line with a capacity of 192 Kbytes together with all other systems in Color Line.

The user interace is designed to be similar to the Microsoft Office interface which many seafarers are already familiar with. 

Star claims that ship staff only required 3 days training to learn how to use the system, with the training actually provided by a Color Line shore office staff member, not Star personnel. 
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