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Digital Ship Hong Kong assembled around 90 shipping company IT, safety, technical and fleet managers in Hong Kong to talk about electronic purchasing, developments in satellite communications, using IT to improve safety and transparency

PHOTOS – all on www.thedigitalship.com/presentations.htm - go to Hong Kong photo album – then I will send you the ones in higher resolution

INCLUDES WALLEM CHANGES

DOESN’T INCLUDE PANOS CHANGES
BODY

Rajaish Bajpaee, managing director of Eurasia Group, pointed out that the discussion about IT in shipping is moving on a bit now.

People are no longer talking about how to get the cheapest radar or satellite airtime, but talking about how to generate the most value from the evolving networked communities. 

The ship purchasing session discussed the best ways to integrate all buyers and suppliers together so people can seamlessly jump from one system to another, like roaming on mobile phones.

Some people thought we needed a better electronic communications standard for purchasing, other people thought the problem is more different purchasing procedures in different companies, for example, who is able to change an order and when.

It does seem that Bill Gates’ famous quote about how technology changes things – that things change slower than you predicted but in more profound ways than you predicted – certainly applies to e-commerce.

As some companies, such as WorldWide Shipping, are only starting to think about e-procurement now, whilst Wallem Shipmanagement can already see how electronic purchasing will “radically” change the ship supplies industry itself over the next few years.

A highlight was the discussion about broadband in shipping – should shipping companies pay $1900 to $5000 a month now for global broadband VSAT access (including equipment lease) – normally committing themselves to a 3-5 year contact.

Or they can wait 2 years for Boeing’s 5mbps data service to ships at costs “the average Inmarsat user will find compelling” or wait 4 years for Inmarsat’s new B-GAN service. 

On the transparency topic, Patrick Slesinger from Wallem talked about the electronic tools his company has developed to share all information about a ship over its lifetime electronically and securely to the right people, including photographs, such an enormous improvement from paper reports which are written and forgotten.

Nishit Kapoor, superintendent safety & quality assurance at Wallem Shipmanagement, and deputy DPA/company security manager, said that in his view shipping is forced to reveal far too much information which might be useful for terrorists. “If your line of work is terrorism – we’ve made it as easy as possible for them,” he said.

The maritime IT and electronics industry still leaves a lot to be desired, with Anglo Eastern saying it had never installed a radar without needing a technician to visit the ship during the guarantee period and software applications in general not being very sturdy. 

Fleet Management was so pleased with the quality of software applications on the market that it decided to develop its own system from scratch handling maintenance, crewing, purchasing and reporting to shipowners for just $1m. 

Doris Ho, president of Magsaysay Lines, the largest employer of seafarers in the world, explained how Philipinno maritime training colleges use technology to improve the quality of Philipinno seafarers coming onto ships. 

But she stressed that for shipping overall to improve its game and public relations, the developments in technology would need to go side by side with improvements in management and quality of life of seafarers, because without this, nothing can really improve.

SUBHEAD

Arthur Bowring, HKSOA

Arthur Bowring, predicted that the importance of information technology in shipping would grow. However he stressed that face-to-face communication is still the main way of building trust between parties. 

"Perhaps the greatest challenge - one major obstacle to the broader use of IT is that of trust. 

“How do you know that the person on the other end of a broadband connection is actually holding the goods he is attempting to sell you, or is passing on correct, not misleading or fraudulent, information?  

“You have to know your business partner, and perhaps the only way to do this is to meet face to face.

Mr Bowring had plenty of criticisms with his experience with information technology.

"Perhaps the limited patience that comes with age has made me frustrated with the computer, the domination of Microsoft and the difficulties of finding suitable work-arounds for frequent software errors," he said. 

Mr Bowring explained the big changes in information, with far more information available and big changes to the way it is used. “There is a complete change in the way that we think, process data, store data and access data,” he said. 

“Of course, any change is not without its challenges, and the downside is that we are presently submerged in data, mostly irrelevant.  But I know that you will find a solution to that problem in the very near future.”

“Technology, in my limited experience, seems to be well ahead of our vision on how best to utilise it,” he said. 

“Perhaps we really don't yet know what we want to do with it, and perhaps it is only our wildest dreams that give us some hint as to what we can expect.”

“We need to continually question what we are doing, and how we might make it easier, more logical, more accurate and more complete, so that the decisions we make are made after we have reviewed all the available and relevant information,” he said.
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Quality of operations
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Information technology can do a great deal to improve quality of shipping operations, including communications with shipowners, communications with the ship, safety of navigation

SUBHEAD

Pradeep Chawla, AESM

Pradeep Chawla, director, Quality Assurance and Training, Anglo Eastern Shipmanagement, explained how Anglo Eastern looks at IT as a quality assurance tool. 

"IT was a tool for managers to help prove they are better than shipowners," he said. "We had to find efficiency and productivity increases all the time."

"We have been pretty much in the front of adapting IT technology over the years,” he said. “IT has kind of taken over our world.”

But there is still a long way to go. “I think shipmanagement is pretty much a teenage in this industry,” he said.

""We started with planned maintenance system applications,” he said. “We had the first DOS based crew management system in 1992. We had purchase tracking in 1994. We put a lot of money into getting all our offices connected up."

"By 1996 we offered our clients the first client information system. It was euphoria."

"In the mid nineties we had a bit of in-house programming - then a defect tracking system."

“The important thing was what we could do with this information - follow up technical defects.” 

“We didn't really discover much - we knew slips and falls were the main focus of accidents to seafarers. But it helped focus the company on improving this."

"We looked at training as an area where we thought we should invest a lot on IT," he said. "It was a strategic decision where we thought we should invest a lot of money."

"We made custom made simulations for every equipment on the market. We were probably the first people to go in for electronic charts. We bought the first TRANSAS simulator in 1994," he said. 

"We invested in an ARI simulator and we graduated onto full cargo simulators."

Anglo Eastern changed its IT philosophy around the year 2000, he said, moving from trying to provide staff with as much useful information as possible to helping them manage the information.

"Now we have a knowledge management system,” he said.

Anglo Eastern wanted to put together an integrated communications system for the whole company, he said.

"We used Globe Wireless system. The shipboard part is Globe - the rest is non-proprietary software."

For purchasing, Anglo Eastern uses the ShipServ system, which is already providing to save the company large amount of money, he said. 

The company has installed a very sophisticated emergency response system. 

All the ships have Inmarsat -B, mini-M and Inmarsat -C communications, to back up each other; there are systems to communicate all information about any emergency to everybody in the company within minutes. "The aim is to get the team ready in 20- 30 minutes," he said. 

SUBHEAD

Problems

The biggest concerns Mr Chawla had related to the quality of information technology products he was being sold.

"Most of the software systems being sold have been written for one major [shipping] company," he said, with further functionality being built as add-ons.  "Most systems fall apart when you look at them as an enterprise system."

Mr Chawla estimated that only 30 per cent of all ships currently have good shipboard software systems and only 10 per cent have enterprise resource systems, 

Software companies should think more about making their products more reliable, he said. "I don't find software applications very sturdy," he says. "Lets say I'm not very happy about everybody."

"Its different with an office," he said. "What do you do on a ship when its planned maintenance system doesn't work. This is something that has not been considered too well with most of the solutions on the market." 

The reliability problems also apply to much of the shipboard electronics on the market, he said. 

"We've evaluated most of them. None of the electronics being sold to us is of a decent quality,” he said. 

"I have yet to come across one ship where you have not had to call a radar technician within the guarantee period. We don't want a $40,000 radar to work just for a month. There is insufficient knowledge of systems onboard.”

"Technical support from most manufacturers of equipment is pretty poor," he said.

Another problem was keeping spares. "Suppliers are not obliged to keep spares for sufficiently long," he said. "Quite a few old radios don't work because it is difficult to find spare parts."

"There is insufficient testing," he said. "This is a weak area."

Captain Chawla picked up on one specific problem, that there is no acknowledgement from the weekly GMDSS test that its ships make, so the company never knows for sure that the message has been received.

Responding to questions about whether Anglo Eastern would like to use IT tools to give seafarers more autonomy over how the ship is run, Captain Chawla said that running the ship is the responsibility of shipmanagers. “If the owners wanted the masters to run the ship - they wouldn't give us the ship for management,” he said. 

Captain Chawla said that Anglo Eastern has an officer retention rate of 92 per cent over the past 10 years. “Good officers don’t' tend to leave you,” he says. “They see more opportunities as the company is growing.”

SUBHEAD

Capt Karandikar, Fleet Management

Capt. Arvind M. Karandikar, general manager, quality and safety with Fleet Management, talked about his company’s “PARIS” system (Planning and Reporting Infrastructure – Ship) which enables masters onboard ship to have access to have the same level of information about their ship which the staff on the shore do.

The shipboard system looks like the master is accessing the company intranet over a broadband connection – but he isn’t, the data relevant to the ship is stored on the ship shore computer, with the ship and shore databases regularly replicated.

Capt Karandikar said he thought that his company has developed the “best web based system in the shipmanagement industry.”

From onboard the ship, the master can review all the crew onboard, both currently and historically, and their wages – he can review plans to bring seafarers on or off, maintenance tasks outstanding, future inspections, records of all e-mails sent between ship and shore, details about ship purchases, information provided to shipowners, and other information about the ship.

The events calendar enables seafarers to log on and see exactly what maintenance tasks need to be completed by different dates and what inspections are scheduled. 

The software runs on LINUX onboard the ship, which Fleet Management believes is much safer than Windows. “Most viruses are written to attack Microsoft products,” Captain Karandikar says.

The maintenance system takes about 10 days to set up on a new vessel, he says.

It was designed partially to reduce the problem of seafarers feeling overburdened by paperwork, and also to develop a system which required very little shipboard maintenance. 

It replaces a system where masters sent messages to shore using a coded message system, sending messages by e-mail – a system which was time consuming, prone to error and with a number of different formats being used by the company, 

The system connects with Fleet Management’s web based IT system, which was developed in house. Fleet has built a very sophisticated IT system which provides document management, maintenance management, crewing information, logs of inspections, tracking vessel position and other services. 

The system was principally designed to provide the right information to shipowners, free of charge to them; it also acts as the company intranet, enabling staff to retrieve all necessary information about the ships they are managing, reducing the headache of ships continually going into and out of management. 

It includes large numbers of digital photographs, including photographs of individual seafarers and photos of the vessel.

“The owner wants to know everything about the ship at any time,” says Captain Karandikar. “The shipowner has control and access to ships.”

“We feel our vessels are better managed today - we have improved our customer confidence over 10 years.”

The company put a lot of thought into whether to build its own software or buy it in and ultimately decided to build it, he said.

“We could get exactly what we wanted,” he said. “It's easy to make changes.”

“If you buy- you get systems which you don't need.”

The system has a sophisticated vessel positioning / emergency response system. In a ship emergency, it would be able to immediately show up all relevant information and contact details for the right people. 

“The biggest challenge with our system was to keep it simple and keep it affordable,” he says. “We wanted a system which was easy to use.”

SUBHEAD

Mark Womersley, BMT Asia Pacific

Mark Womersley of BMT Asia Pacific talked about his project info@SEA, a collaboration between BMT Asia Pacific, the Maritime and Port Authority of Singapore (MPA) and DHI Water and Environment, a Danish consultancy company.

The group is aiming to build and infrastructure to provide information to shipping companies using the port of Singapore, starting off by providing current, wind and wave information. It is thinking about developing systems which predict level of shipping traffic in different areas. 

The service should go live at the end of this year, and the consortium is looking for funding to make the service free of charge for the following year. 

The consortium has put together a banking standard IT architecture, to provide the data to ships, and is now looking for applications to run on it. The infrastructure is planned to be as open as possible, with the possibility that software applications from other companies could be run on it. 

“We want shipping companies to test it,” he says. “We need feedback from users in the maritime sector to develop services.”
BMT also thinks that some of the data could be provided to ships at sea, once more ships have broadband communications. Another possibility is that data could be provided over the AIS network. “There's a lot of debate going on about the how to transfer information to vessels.”
The current information will be available for every 25 square metres of sea; BMT anticipates that with better current information it will be possible to use berths more efficiently, rather than often not allow ships into berth due to uncertainties about the current.  

Mr Womersley said that people looking for current information, for example involved in moving oil rigs, often spend a lot of time surfing the web for current information, which they find in many different places. The BMT system keeps it all in one place. 

A shipmaster in the audience, who had taken many ships into Singapore, raised concerns about how much use additional information would be to masters taking ships into the port, because the navigation demands their full attention as it is.

“You have very little time to respond,” he said. “It could be information overload.”
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Ken Chih, OOCL
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Ken Chih, chief information officer of OOCL, one of the world’s largest container shipping lines, talked about OOCL’s online customer interface CargoSmart which currently has 9700 companies and 15,000 individuals using it. 

BODY

“We wanted an early start in transforming our business processes,” he said. “We want to be profitable in the good days and a little bit profitable in the bad days.”

OOCL is using web services to integrate all of the different communities it works with together, including shipper / consignees, depots, terminals and truckers. 

“Web services is definitely the trend - broadband, personalisation of content,” he said. “Only certain people can see certain privy information. You have automated customer care and visibility.”

An interesting recent development is SchedulingSmart, providing customers with real time information about when vessels will arrive and leave, giving them updates if vessels are for example re-routed due to a hurricane. 

“They don't want to book on a schedule and then the ship doesn't arrive,” he said. “They want real time schedules so they can book, pick a voyage which fits their production schedules.”

Currently the process is for everybody to update their systems manually for any update – for example, the shipping line notifies the terminal of a change, the terminal spends 24 hours to update its own system, then the shippers can be informed.

OOCL can side step this problem by providing information to shippers directly. 

“Whenever there's a schedule change, eg with a typhoon, it can take 3 days to notify everyone,” he says. “Its no wonder our customers complain, they can't even get real time schedules.”

Shipmasters supply information directly into the SchedulingSmart system about their vessel expected arrival times. 

“The goal is to get everything within one hour latency,” he said. 

OOCL is now trying to integrate its feeder shipping lines into the system so they can also notify shippers of any changes.

“From the vessel operator's point of view - you don't go through the whole spaghetti process,” he said.

SUBHEAD
saving money

OOCL quotes 2001 figures that say that the cost of dealing with customer enquiries is $32.04 by phone, $9.04 by e-mail and $1.17 by web – when taking into account the average 8 enquiries involved in a single container, this means typical cargoes cost $294.66 to manage by phone and $10.53 to manage by self service.

Since 2001, Mr Chih said, the costs of manual work have gone up and the cost of IT has gone down, so the real figure is probably more extreme. 

“To summarise - simplification, standardisation and automation,” he said.
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Do you need broadband? Can you justify the costs? Worldwide Shipping and Univan are delighted with their Iridium services, but there are new broadband services around the corner from Connexion by Boeing and Inmarsat
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Geoff Arnold, head of fleet management systems with WorldWide Shipping, talked about his company’s use of Iridium for ship shore communications. Currently 70 per cent of the WorldWide Shipping fleet has Iridium phones.

The move to Iridium began when the company’s Inmarsat –A communication failed during two emergency response drills in 2001, so WorldWide decided it needed a back-up system.

The Inmarsat failure was due to problems when the ship is on the boundary between two different Inmarsat satellites – a problem, he said, which had been fixed with later Inmarsat services (-B and Fleet).

“When [the Inmarsat -A failure] happened a second time, we looked for a secondary means including mini-M and GSM,” Mr Arnold said. “We decided to test a couple of Iridium units.”

“We chose ECI units - they were fairly robust.”

WorldWide was particularly pleased about the way an Iridium phone could be set up simultaneously with seafarers paying for their calls in advance (with calling cards) and shipping companies paying for their calls after they made the call, both on the same phone.  The master has a special code number, which means his calls are billed to the shipping company.

He noted that when Inmarsat decreased its rates with super quiet time, some vessels and crew went back to using Inmarsat; although Iridium gives them cheap rates at any time, not just at off-peak. 

Initially, WorldWide had problems with Iridium’s voice quality which was generally worse than Inmarsat –A, he said. “Some families complained, they thought the crew were under the influence of alcohol. It really was bad.”

“The first units started to lock-up and freeze.”

“By powering them down and up, that seemed to fix it. We worked closely with Stratos and Iridium - we sent them regular update reports from vessels. They solved the locking up problem. All the units were subsequently replaced.”

Since 2001, voice quality over Iridium has definitely improved, he said. “This has delighted the ships' crews - they realise their loved ones are not drinking all the time.”

WorldWide has set up an Iridium hub in its office, enabling calls to the ship to be made Iridium to Iridium, rather than being routed through its normal Singapore land line network – this has led to a reduction in call costs of 30 per cent, he said.

WorldWide is now investigating using Iridium for data, and he says it has already proven to have a much shorter handshaking time than Inmarsat –B.

Handshaking is the time between connecting the call and being able to send the data, when the user is paying for the phone call but not actually gaining any value out of it.

WorldWide is using the Rydex e-mail system. 

“If people have Sat -A, its worth considering using Iridium,” he said. 

SUHEAD

G A Shankar, Univan

G A Shankar, IT officer with shipmanagers Univan, talked about his company’s use of Iridium phones for ship shore communication. 

Univan claims to be Iridium’s biggest maritime customer, with 73 vessels using Iridium onboard; it claims to have saved 75 per cent off its Inmarsat –A airtime costs by using Iridium and 30 per cent off Inmarsat –B. 

The company uses 30,000 minutes of Iridium airtime across its 90 vessel fleet per month, at a cost of around $300 per vessel per month.

“This equipment is cheaper than any other in the market,” he said.

“You get all in one voice, data and SMS. It took about 30 minutes to install. Ship staff can do the installation. They cannot connect it wrongly.”

Like WorldWide Shipping, Iridium has found that the handshaking time for sending data on Iridium is much shorter than with Inmarsat –B. “We don't lose much money on handshakes,” he said.

“Voice quality [with Iridium] is sometimes inferior,” he said. “There is a bit of delay in the voice.”

Horizon Mobile, Univan’s Iridium supplier, replaces any Iridium handsets with problems free of charge, he said. 

SUBHEAD

Piers Cunningham, Inmarsat

Piers Cunningham, marine market manager with Inmarsat, talked about Inmarsat’s plans for a new generation of satellites, the Inmarsat 4s, the first of which will be launched at the end of this year and the second early next year.

The satellites will initially be used to boost the current satellite services, but by 2008 a new maritime service will be launched, “maritime B-GAN”, with data speeds of 64 kbps to 432 kbps in the GPRS radio packet data protocol.

Soon after the satellite launches, Inmarsat’s current communications will be moved onto the new satellites, although the users will not notice any difference. Soon after, the current spot beam services (mini-M, Fleet 33 and 55 data) will become global.

Inmarsat will not lose track of its initial purpose of providing a safety communications service to ships, he said; its service reliability is the factor which differentiates Inmarsat from its competitors.

The new satellites have a central payload the size of a double decker bus, with a solar array the size of a cricket pitch. There will also be a new network control centre. “Inmarsat 4 signals a big shift in how we do business,” he said. 

Other services under development including a broadcast service, where data can be sent to a number of different ships at once.

There will also be a “push to talk” service, where the superintendent’s voice can be heard on the ship bridge without anyone picking up a telephone, similar to a taxi cab listening to his dispatcher.

There are currently over 3,500 Fleet terminals operational, he said, with a recent major order of 40 Fleet 77 terminals from Shell.

SUBHEAD

Pål Jensen, Sealink


Pål Jensen, vice president Telenor satellite services, Sealink, talked about Telenor’s plans to build on its VSAT services.

The company is probably already the largest maritime VSAT supplier in the world with services on 300 vessels. 

It is aiming to build up its “off the shelf” package, charging a flat fee of $3,000 per month for regional and $5,000 per month for global VSAT communications including equipment lease.

It is also building up its shipboard VSAT services, in collaboration with Maritime Communications Partner (MCP) a company it has a shareholding in. MCP aims to provide GSM communications onboard cruise ships and ferries, charging prices close to what passengers are already used to paying for GSM roaming.

Telenor is the public telecom company of Norway and its enormous scale is beneficial to its maritime services. It is currently buying up GSM companies around the world, has been the largest single shareholder in Inmarsat, and owns three broadcasting satellites itself, Thor I, II and III.

“5 years ago, we said, if we're going to be the main provider in the market we have to have a strategy,” he said. 

A major recent deal was to fit VSAT on all the vessels in the Anders Utkilens fleet, a Norwegian operator of 16 chemical tankers under 16,000 dwt trading in the North Sea and Mediterranean.

“We had been talking to them for years about when they could enter the threshold for getting VSAT,” he said. “Their communication was increasing. I think the close co-operation we had with them for years was very important.”

All Utkilens seafarers have their own private e-mail account, and seafarers have crewphones with scratchcards at very competitive prices. 

The company also likes the way its costs for ship shore communication are fixed. “They have one person in charge of IT and outsource the rest,” he said.

SUBHEAD

Connexion by Boeing

Sean Schwinn, vice president of strategy and business development, Connexion by Boeing, talked about his plans to offer maritime satellite communications at a cost ‘Inmarsat users would find compelling,’ covering areas of intense maritime activity mid next year, and covering areas similar to mini-M spot beam coverage by 2006.

The service was originally developed to provide internet access on aeroplanes; Connexion by Boeing has been leasing Ku band satellite transponder power around the world, gradually building up coverage. However it believes the service will also be viable for the maritime industry.

On the aviation side, Connexion by Boeing has a service on 13 Lufthansa planes flying between the US West Coast, Europe and Japan, with a further 8 airlines and 160 aircraft committed to installing the service. 

It finds that 2 to 8 per cent of air travellers are currently using the service, which it hopes will increase to 1 in 3 as the service becomes more widely known about. 


A maritime trial is planned with tanker major Teekay, to check the service works well on ships. “We want to confirm reliability and availability. We're looking for some bad weather.”

The Teekay trial was first announced in June this year and is scheduled to start immediately. 

The ship is fitted with a 0.6m antenna and should carry 5mpbs data to the ship and 256 kbps return, sending data and voice using IP protocols.

The coverage area has been planned using AMVER position reports, as a gauge of where most ships are at any time. 

Mr Schwinn could not give any firm indication about how much the service would cost, both hardware and airtime, but said it would be priced at a level where users would want it, with an announcement towards the end of this year. 

“We're going to listen to the market,” he said. “We’ll have a price a typical Inmarsat user will find compelling.”

“I am confident people will find amazing things to do with the capacity when it arrives.”

Mr Schwinn said he was not in a fight to the death with Inmarsat, but believed there was room in the market for two major maritime satellite communications providers.

“We honour the service Inmarsat provides, particularly with safety at sea,” he said. 

Mr Schwinn said that Boeing has not worked out its distribution strategy for selling the service to shipping, but noted that “Boeing is quite easy to find.”

SUBHEAD

Broadband Maritime

Mary Ellen Kramer, CEO of Broadband Maritime, talked about her service to provide always on 64 kbps maritime VSAT services to ships at a flat rate of $1900 per month including equipment lease and maintenance, if they commit to a 5 year contract, or $2100 per month for a 3 year contract. 

Ms Kramer stressed that shipping companies should not simply compare their current satcoms costs with Broadband Maritime’s when deciding whether to install the service because there are plenty of other business benefits shipping companies can achieve by having it.

In particular, she said, users of the system find that the amount they need to spend on vessel visits for technicians is reduced because many problems can be fixed over the satcom link. They can also manage the shipboard computer systems from shore. 

Shipping companies which use the system will also find it easier to retain seafarers, she said. 

Also shipping companies can manage their purchasing more efficiently and do not have to keep so many spares.

Telephone calls over the system cost 10¢ a minute, to cover the cost of the terrestrial (land) communication between satellite dish and final destination. Broadband Maritime has developed a system of pre-pay for seafarer calls, providing electronic calling cards.

Broadband Maritime has developed a number of add-on services; this includes MapMaster, providing the shipping company with continuous vessel location information, with speed and heading; also it streams radio service through the satellite with a choice of 16 different channels. 

Dimitris Theodossiou, managing director of Danaos Management Consultants, talked about his use of the service on the Danaos fleet; Danaos has fitted all 11 of its vessels with the service. 

On 7 of its vessels, there is no database at all onboard; the system connects directly to a database on shore. This includes all the safety management documents and crewlist. 

SUBHEAD

Shengwei Qian, Xantic

Shengwei Qian, sales manager Hong Kong, Xantic, noted that shipping companies using Inmarsat Fleet are often reluctant to use MPDS, but can actually save money by sending data on Fleet ISDN.

The biggest problem with MPDS, he said, is shipping companies forgetting they are connected and ringing up large bills. 


”With MPDS you see charges of 30¢, 50¢ and then $150,” he said. “Its not comfortable, you never know what’s happening.”

With ISDN is that data can be sent in both directions at once, he said, only paying once.

Shipping companies commonly request that Xantic blocks access to the internet onboard ships using Inmarsat Fleet, just allowing e-mail. 

A future e-mail development from Xantic will be a tool to enable masters to just download the headers of e-mails, not the whole thing, so they do not waste money downloading spam.

Subhead

John Sherwood, Stratos

John Sherwood, product manager with Stratos, talked about his new StratosOne service, which automatically scans messages to the ship for spam and viruses.

Stratos uses the most up to date spam filtering software, and always has up to date virus definitions.

This avoids the problems of shipping companies having to manage virus software and updates onboard ships themselves, and also filtering out spam using crude methods like keywords.

“About 35 per cent of traffic through our hubs is spam,” he said.

Another tool Stratos has developed is remote mailbox administration. IT managers can log onto the ship’s mailbox and check how much mail is waiting and when the ships logged on last.

It will shortly launch pre-pay e-mail and SMS services.

SUBHEAD

Broadband discussion

The most complex debate of the day was whether or not shipping companies should invest in broadband communications, with a consensus being that the choice is so complex it really comes down to personal preference of the shipping company satcoms decision maker. 

Nicholas Li, manager of Enterprise Resource Planning with Eurasia, said that it was difficult to see how the company would use large bandwidth effectively. “What is the right bandwidth,” he asked. “And it seems that – we are still not too sure what the cost is of doing that.”


Geoff Arnold, manager of fleet management systems with WorldWide, said, “ there is a place for both high and low bandwidth. Some companies prefer to use a low bandwidth system – other companies require a lot more.”

“This new development with Boeing that really seems exciting.”

Mr Arnold noted that with all the talk from suppliers about how much money shipping companies could save with broadband, it was time they actually demonstrated it. 

“It comes down to a personal choice depending on the operator,” said Piers Cunningham from Inmarsat. “But there needs to be a better understanding about the different types of technology.”

Sean Schwinn of Connexion by Boeing said “I look at shipping and think, what an innovative industry – you’ve developed all these systems with very expensive satellites.”

“If we can get prices down to a level we’re comfortable with, you can develop an entirely different way of operating your vessels.  We have to develop and we have to try to get terminals that anyone can afford.”

Dr Panagiotis Nomikos, president of AMMITEC, said that in his view the applications would need to be developed which help shipping companies make better value from broadband. “I haven’t seen any software which takes advantage of the increased bandwidth,” he said. 

John Mah from Teekay Shipping said that the reason his company is trailing the Connexion by Boeing service is because “broadband has the potential to change the way the ship is run. 

“You don’t need people onboard to do IT troubleshooting,” he said. “You don’t have to worry about maintaining data on the vessel.

“It’s a bit of a mindshift and it has the potential to move the maritime industry forward.”
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Bill Gates once said that developments with technology always happen slower than you predict but more profound than you predict. Maritime e-procurement seems to be true to this
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Digital Ship hosted a three way discussion about elec​tronic purchasing involving buyers from Wallem, Anglo Eastern and WorldWide Shipping, suppliers from Alfa Laval and FAMM, and IT providers from ShipServ,Xantic, MTS and ShipNet.

Some companies, including WorldWide, are still at the stage of evaluating the e-commerce players and haven‘t really got their feet off the ground short of sending pur​chase orders by e-mail which were previously sent by fax. 


On another level, it seems possible that e-commerce can substantially change the business of both ship suppliersand ship buyers.


There is, dare we say it, possibly a subtle but extremely important battle going on - with both suppliers and buy​ers trying to force the market in a direction which suits them. 


Buyers, it seems, would prefer a ship supply market where they can see exactly what products cost what where, and which suppliers have provided substandard products in the past, maximizing their power to bargain ship suppliers off against each other until they erode each other‘s margins, without being able to get away with adding on big delivery charges or offloading shoddy goods, as they maybe have done in the past.


Suppliers on the other hand would prefer more complex broader relationships with shipping companies – maybe where shipping companies commit all their supplies toone company.


The company to watch is MTS, which was founded by a ship supplier, Unitor, and is now backed by several other ship suppliers, including Alfa Laval, Hellman WorldWide Logistics, Jotun and BP Marine. However suppliers would like the ship supply business to develop, you can be sure that MTS will reflect it. 

Mark Haslett, Wallem 
Mr Haslett said it was his belief that the world of ship supplies would change radically in the next few years, facilitated mainly by the change in how shipping companies do business with them electronically. 

“It is about taking cost out of the supply chain, not moving it around and allowing suppliers to use their core skills.”

The biggest problem for a shipping company buyer, he said, is fairly obvious œ —Waste, or the wrong quality of the wrong item in the wrong place at the wrong time for the wrong price,“ he said. “Its usually about ignorance œ not having the correct data available.“ 

In Wallem‘s electronic purchasing system today, no data is re-entered anywhere in the system. Wallem knows exactly what is happening in its supply chain.  It can also carry out historical analysis to see which suppliers are “Playing The System”.

On the ship, the purchasing system integrates directly to catalogues and product data sheets, to provide masters and engineers with the best possible information to make the right choice. 

We‘ve tried to make the system so that seafarers can use it the way they want to,“ he said. Whatever makes the master and chief engineer happy, that‘s the way you should do it.“ 

Ship staff have full details on everything that has been ordered for them so they know what to expect œ they can also report substandard products easily. 

“The shipboard staff can write back and say œ actually this stuff you‘ve given us is rubbish,“ he said. “We can pass this back to the supplier. This information is no bad thing for a supplier to know.“ 

There is functionality for superintendents to make com​ments on orders from internet-enabled computers any​where in the world, approve orders and share their expe​rience with other superintendents. 

All costs are equalized into US dollars and calculated at the exchange rates of the day. Principals (shipowners) can access all information for a full audit trail, seeing who said what to whom. 

If the goods are received and invoiced correctly, the supplier is auto​matically paid - the superintendent does not have to see or sign the invoice. 

Wallem is currently building deep integrations with its suppliers as fast as it can. It already has a gateway with Fuji Trading, who said that the system saved the supplier about 3 man-years of work through reduced manual handling of data. 

“I couldn‘t promise that he‘d given us an extra discount for that but we are trying,“ he said. 

Wallem is trying to make some sense out of all the notes on orders saying that they are urgent. 

“In 2002, over 90 per cent of all requisitions we received, said urgent, desper​ately urgent, yesterday, today,” he said.  “Either we weren’t planning correctly or they (the ships) weren’t requisitioning ordering correctly.”

“Our system has mandatory fields so if a ship asks for something urgent then they also need to give the date that the goods are actually required.”

The Wallem system demands complete transparency of delivery costs at the request for quote stage, avoiding a problem of suppliers sneakily adding in a hefty delivery charge later on. “We had one supplier charging an aver​age of 8 per cent of packing and delivery œ for local deliveries,“ he said. 

The biggest problem Wallem faces is suppliers trying to get away with delivering substandard goods. “I have a real problem with suppliers giving substandard stores,“ he said. “We do buy on price - but that itself provides an incen​tive for suppliers to give substandard products.“ 

“If the supplier gives substandard, the supplier says he will change it, it hasn‘t cost the supplier anything,“ he said. “Wallem will shortly impose $1000 fines on compa​nies for undeclared substandard items.“

Present development includes an automatic handling system, so that every user logs on and sees exactly what tasks they need to do, while the system automatically and efficiently chases overdue quotations, goods ready etc.

Mr Haslett said that Wallem did not experience as many problems as expected with goods deliveries, because of the ISPS code and people wanting to make sure that terrorists were not delivering bombs onboard in ship supply parcels.


“I panicked before July 1 and sent notes to buyers saying you will do this etc,“ he said. 


“But it really only comes down to planning - make sure you talk to all the parties.“


Responding to questions about how well he knew if the right parts had been delivered, he said that logistic firms could confirm that the supplies had reached the ship, but not that the right parts were in the box.


However if Wallem did start asking its logistics compa​nies to inspect the boxes there could be problems with goods being mislaid, and also with ISPS compliance. 


SUBHEAD

Geoff Arnold, World Wide

Geoff Arnold, manager of fleet management systems with World Wide Shipping in Singapore, said that the company has not yet started e-procurement.

It has an AMOS (Xantic) purchasing system which sends out automatic e-mails to suppliers, which they can answer manually, and the answers are automatically input into the purchasing system.

“There are problems with that – suppliers have to process the e-mails,” he said.

The reason WorldWide has not developed e-procurement yet just comes down to the time taken to put all these systems in place – the company has only just finished installing its maintenance system.

Bergesen, which is part of WorldWide, has an automated connection with the Unitor system. “I wonder if that’s the way to go,” he said. 

WorldWide is currently trying to choose an e-procurement system. “We are actively looking to find the best solution,” he said. “There are a lot of solutions out there.”

“A lot of companies don’t know which way to go at the moment. A lot of suppliers are talking to us at the moment – but we haven’t made up our mind.”

“I think the main advantage of e-procurement is a seamless information transfer back and forward with no manual input,” he said. “It enables the purchasers to do a lot more with the job. It does save time and save money.”

“E-procurement has changed everybody’s lives to a certain extent for the better,” he said. “The suppliers are going to be held to account a lot more.”

“We have a white list and a black list of suppliers. We had a case recently of over $1m – it was the wrong bolts being supplied,” he said. 

Mr Arnold called for a standard purchasing system, or for all the systems developed to be integrated better. “Shouldn’t we have a standard system? At the moment there’s no actual standard system,” he said. 

SUBHEAD

Joe Bahadur, Anglo Eastern

Joe Bahadur, superintendent with Anglo Eastern Group, said his company is already using ShipServ on four of its ships.

“We have found it very useful,” he said. 

“The order goes directly to the purchase officer and out to suppliers. We can confirm the order on ship and see the order. Directly it goes to accounts. Accounting knows what has been received. Retyping has been completely eliminated. Typing on the ship and in the office has been reduced.”

“The biggest benefit has been the saving in time,” he said. “Now they just click from one screen to another.”

One functionality Anglo Eastern would like to see from ShipServ is a tool to enable the shipping company to talk to the ship about supplies, which the supplier is not able to see. 

SUBHEAD

Stephen Ma, FAMM

Stephen Ma, head Asia Pacific with Fuel and Marine Marketing (FAMM), said he did not see e-commerce as a platform for negotiation between shipping company and supplier, more a tool to improve communication quality. 

Most price negotiation between shipping companies and suppliers is based around long term contracts, which are generally too complex to do electronically, he said. 

FAMM is putting all of its product information into a database, to make it easy for suppliers to access, which avoids error with information being retyping. “If you are requesting a product, you can verify the data before you place your order,” he said. 

Mr Ma said there were problems with every shipping company using a different system, making it a nightmare for suppliers to integrate with them all. “Its more easy to use the platform, more efficient,” he said. 

Mr Ma noted that in China, internet connections are still very slow and this is an inhibitor to the development of e-commerce. “We wait half an hour and no pages show up,” he said. 

“We need to make things simple – with more service providers building up the system – it will make things more complex,” he said. 

“Operation excellence – it’s the crucial thing that we focus on,” he said. “When the buyer places the order they make the right order.

SUBHEAD

Hubert Lee, Alfa Laval

Hubert Lee, regional manager (China) with ship equipment supplier Alfa Laval [a partner in electronic purchasing service Marine Transaction Services] acknowledged that e-procurement makes it easier for buyer to compare prices of different suppliers and said he thought this was a good thing. 

Mr Lee said that 2/3 years ago, Alfa Laval thought it had to do something for e-commerce, so it built a system which it tried to lock buyers into using. “As you can imagine there wasn’t a good result,” he said.

“We can’t force buyers to lock into systems,” he said. “If we are going to plan a set up, we must choose something, this is what we prefer.”

Instead it is now working with MTS, originally developed by ship supplier major Unitor, which it considers to be a neutral 3rd party. 

Mr Lee noted that the Alfa Laval supply business is very complex, with spare parts still being supplied for 20 year old system. “Its not like click and you can find the parts,” he said. 

SUBHEAD

Dr Panagiotis Nomikos, AMMITEC

Dr Panagiotis Nomikos, president of the shipping company IT managers association (AMMITEC) talked about AMMITEC’s proposed initiative to improve purchasing systems, in particularly new items not listed correctly in the catalogues, variations in packaging and consignment sizes around the world, and some mistakes. 

Mr Nomikos stressed the fragmentation of shipping, its suppliers and its software companies, which makes it very hard for integration to take place.

In particular, he said, there are about 200 shipping companies, most which have developed software for one company – there are only 5 software companies with over 100 customers. So very few companies have the scale to develop an industry wide standard or system. 

SUBHEAD

Lionel John, Xantic

Lionel John, managing director of Xantic in Singapore said that Xantic has supported the development of standards so far, and the Xantic purchasing system integrates well with ShipServ and MTS. “You just have a plug in and there you go,” he said. 

The big problems for buyers are last minute orders and poorly described parts, he said. “What buyers want from suppliers is reliability, convenience, service, dependability,” he said. 

SUBHEAD

Linda Ho McAfee, ShipServ

Linda Ho McAfee, head of ShipServ Asia, said that ShipServ is very committed to developing standards. 

“We have such a complex industry,” she said. “The industry can pull together to simplify some of these processes.”

“Lets all get that standard better,” she said. “Lets get our act together and get everything integrated. Lets just make it all happen instead of going around in circles all the time.”

“If we all go for one standard and invest money in it, we can improve it.”

ShipServ has put a great deal of focus on helping ship suppliers become e-enabled, and has a ladder of different products for suppliers they can work their way up, dubbed StartSupplier, Start SupplierPlus, Smart Supplier and Integrated Supplier.

ShipServ has deep integrations with ship suppliers MAN B&W, Fuji Trading, SevenSeas and Lagaay, with integrations with a further 7 under development and a further 18 under negotiation.

On the shipping company side, it has 9 integrations with shipping companies using ShipNet, 5 with Logimatic, 5 with Xantic, 3 with Star, 1 with ABS, 1 with BASS, 2 with Consultas and 2 with homegrown systems. It can supply a system to shipping companies which do not already have their own purchasing software. 

ShipServ will launch its electronic invoicing platform in December this year and a tool for buyers to monitor supplier response times. 

Ms McAfee noted a growing awareness in the market for the role of third party e-commerce intermediaries such as ShipServ, due to the effort involved in every shipping company connecting directly to every supplier they use. 

Ms McAfee said that e-commerce should be seen as a journey, not a destination, and people are wasting too much time waiting for the perfect system rather than getting on with it. “As Voltaire said, perfect is the enemy of good,” she said.

Ms McAfee said that the whole “dot com thing” with e-commerce had set a negative tone 4 years ago, but that was a period which had passed and things are now much more sober. “There was a huge period of education,” she said. 

SUBHEAD

Brynjar Gevelt, MTS

Brynjar Gevelt, managing director of Marine Transaction Services (MTS) said he was quite critical of the development work on electronic communication standards made so far.

It has aimed to work out a common development standard for electronic communications between buyer and supplier, which is good but not quite good enough, he said.

For example the integrations MTS has made with ShipNet, AMOS [Xantic] and ShipServ are all slightly different, although they all use MTML, he said. 

In any case, connecting different software systems is not that difficult because it is quite easy to write a program which converts a message automatically from one format to another, he said.

A bigger problem was aligning the different purchase processes of different companies – for example at what stage in the purchase procedure the order can be changed. 

“Is it legal to change the products- some buy side systems allow that, some don’t,” he said.

Mr Gevelt’s vision for integration would be something like roaming on GSM, where buyers can seamlessly move from one supplier using the same system. 

Mr Gevelt said that MTS would be willing to support any further development of the standards financially, and he thought AMMITEC could be a good facilitator for further development of MTML. 

MAIN HEAD

Transparency in shipping

DECK HEAD

Everybody agrees that transparency in shipping is a good thing but there is no consensus on what transparency is and how it relates to information technology – we tried to develop one

SUBHEAD

Patrick Slesinger, Wallem

Patrick Slesinger, chief information officer and director of Wallem Shipmanagement, said that transparency could be looked at in several different ways.

“Is it asking for more information, a way to catch the other party out? Or a pain? Or a way to enable and ensure all parties are working together for a common goal?” he asked.

“It costs money to generate, store and analyse data.”

“The data must be in the correct format. And you’re not going to share information if you believe that it’s going to go to competitors.”

Mr Slesinger talked about what Wallem is doing to use IT to improve transparency.

It has developed a project called TransparentSea to share vessel condition reports electronically, rather than using paper documents.

The system enables all data generated along the life of the vessel to be kept and made available to whoever needs it, not stored in a paper report somewhere that not everybody know it exists. 

The electronic system is also tamper proof, he said.

There are systems to enable any subjective comments made by the inspector to be re-assessed by other parties, for example with photographs of any damage put in the report, not just a description of it. 

“The idea world was to have a report from the time the keel was laid over a vessel’s lifetime,” he said. 

Mr Slesinger said that transparency should be seen as a journey, not a destination. “Its an ongoing process, not a tick in the box. 

Rajaish Bajpaee, managing director of Eurasia Group, chairing the session, said that shipping has traditionally been a very secretive industry but things are slowly changing.

“You have to speak to the analysts, you have to speak to the press,” he said. “Without transparency we cannot improve the image of shipping.”

SUBHEAD

Jan Maynard, Securicor

Jan Maynard, senior consultant with Securicor in Hong Kong, talked about the work he has been doing to help shipping companies become ISPS code compliant and how this relates to transparency.

“The ISPS code set in place a new infrastructure,” he said. “We’re looking at securing the whole supply chain – the supply of components to manufacturers.”

“The work was led in most cases by the US government, recognising that there are new and intense threats to us personally. Its taking time for businesses to get used to these new threats.”

“Many companies are looking at ways to reduce their exposure,” he said.

The initiative is about improving the overall integrity of the supply chain, making sure cargo is secure from the point of manufacture to the customers.

People are starting to look at container shipping supply chains as global conveyor belts, with everything just in time, he said.

There are initiatives to give containers which have been through certain security audit procedures a “fast lane” authorisation, enabling them to receive preferential treatment when they reach the US. 

There are also developments of “SmartContainers” with sensors to record if the container door is opened and maybe the location of the container.

“Screening of crews is increasingly necessary,” he said. “With ILOs new move to a smart card, that will go a long way to enabling employers to determine that thy will have a secure crew.”

Types of container threats - stowaways, dirty bombs, chemical release, conventional explosives, biological terror, terrorist infiltration and support.

Mr Maynard said he thought that the ISPS code done a lot to make ports more secure around the world.

“Many companies say all ports and ships they deal with must be ISPS compliant,” he said. “Insurers and financiers are saying you must be ISPS compliant.”

“It is seen as facilitating a more secure transport infrastructure.”

SUBHEAD

Transparency discussion

Deepak Honawar, director Safety, Insurance and Quality Assurance at Wallem Shipmanagement, and DPA/company security manager, said that in his view transparency could certainly help safety, but there were areas were transparency and security don’t go hand in hand, with AIS being an obvious example.

“It started as an anti-collision aid, and somehow its become a security tool,” he said. 

Nishit Kapoor, superintendent safety & quality assurance at Wallem Shipmanagement, and deputy DPA/company security manager, said that in his view shipping is forced to reveal far too much information which might be useful for terrorists. “If you’re line of work is terrorism – we’ve made it as easy as possible for them,” he said. 
Dr Panagiotis Nomikos of AMMITEC said that in his view, transparency could be seen as tool to make companies more robust. “Companies which expose things find their weaknesses- so they are stronger in the long run,” he said.

Rajaish Bajpaee, chairman, said that in his view transparency was a good thing, but it is important to be careful about whom you tell things to, rather than just broadcast information to anybody, as AIS does. 

“Transparency is good to improve image and decision making, but it must be on a need to know basis,” he said. “Information can be used recklessly –it’s a balance that has to be achieved.”

Jan Maynard from Securicor said that shipping companies regularly get asked by customers and insurers what infrastructure they have in place, so they can be checked for their security, but it can be dangerous for shipping companies to reveal too much of this information.

“We don’t have to show them anything,” said Nishit Kapoor from Wallem. 

MAIN HEAD

Doris Magsaysay Ho
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Doris Magsaysay Ho, president of Magsaysay Lines of the Philippines, probably the largest employer of seafarers with 15,000 to 18,000 on ships at any time, talked about initiatives to improve quality of seafarers from the Philippines and how this relates to IT

BODY

Shipping is such an extraordinary industry, as old as man’s curiosity to explore the world and the unknown beyond. 

But with our intimate satellite knowledge of the globe, and with modern and sophisticated equipment, shipping in a sense has lost the mystique that made it so intriguing. 

Gone are the days when courageous heroic figures commanded ships as explorers and conquistadors. 

Today’s explorers are people like us in this room who are searching the unknown for ways to make ships safer, management more competitive and transport more efficient. 

Much of this exploration has become possible because of technology. 

Technology is giving owners statistical information to make decisions that transcend intuition. It is allowing ship managers to become liberated from the drudgery and daily grind ..  in a sense a thankless job… to have the freedom to use their expertise and brilliance to work in an increasingly difficult and demanding environment. 

For me, most exciting is that technology is enabling a ship operator to expand his role from being a mere “porter” carrying goods, to offering customers the most complex and sophisticated solutions for their logistics supply requirements. 

SUBHEAD

Respect for seafarers

Even technology and the most modern engineering still need people who face the same challenges as the earliest navigators: the deafening silence of a moonlit sky in the open sea; the intense loneliness of being far away from loved ones; the fear of a raging storm; a handful of men responsible for ship and cargo in the midst of an endless ocean.  

On top of this, modern seafarers are not given honour for their profession and in today’s restrictive environment even face the risks of criminalisation in the event of accidents. 

Those of us who are deeply involved in the human resource industry for shipping, are acutely aware of the great value that technology has brought to all of our business endeavours. However technology can only be as good as the people who use it.  

The knowledge base and compliance requirements by today’s ship owner, operator, manager and seafarer has reached such unprecedented standards never experienced before. 

These new global standards being regulated by Port State Control Authorities in nearly every important port is bringing about an urgent need for everyone to assess, review and re-engineer the way things are being done. 

Day by day, new quality, safety, environmental protection, governance and security regulations are being imposed on the vessel, operator, manager and crew. 

Each crew, regardless of rank, each person in management, regardless of position, each owner, regardless of size, needs to understand what compliance with these standards mean in relation to the success or failure of the overall enterprise. 

The great challenge facing us today is to change management and leadership styles to create a culture of excellence which includes as a priority instilling in the seafarer a much higher level of understanding that goes beyond what technology can provide. 

This involves empowering the seafarers with knowledge and respect to boost their confidence and courage to be true professionals. New management methodologies must encourage open communication between office and ship, including higher levels of inclusion in the decision-making processes. 

To achieve these will require investment in and changes to education and the system as whole to develop a seafarer with the know-how to adapt to and embrace these new global standards. 

Speaking English is no longer enough.  Knowing maritime terminology is no longer sufficient.  Reading the manuals is not adequate.  Applying traditional management techniques is no longer applicable.  

The unforgiving demands for excellence and compliance will require training and education beyond skills. What we need is to develop the Seafarer of the Future who is mature, responsible, well-rounded, has a fundamental strength of character, is empowered and aware of how his actions impact the whole.  

Officers and crew need to think of how to protect the enterprise and must learn how to communicate.  Therefore, ship managers need to know how to draw information from the crew and must not shoot the messenger of bad news.

SUBHEAD

Philippines

In the Philippines, we are focusing on several projects. 

Aside from the Philippine Maritime Training Council’s on-going accreditation of maritime schools, the industry is working with colleges to focus more clearly on specialization and standards.  

We are introducing an Entrance Examination into Maritime Colleges that will identify the best and the brightest students with the ideal character profile for Marine Transportation and Marine Engineering degrees.  

The screening will also help colleges place other prospective students into special degree programs aimed at developing excellent ratings and superior service personnel for cruise industry.  

An assessment performed after the second year, will give students the opportunity to shift career paths.  

This structure will allow colleges to focus and enhance their core competencies depending on their resources.  

Colleges that do not have the capability to develop excellent marine and engineering graduates can channel their resources to two-year courses for ratings.  Or they can shift to offering specialty degrees in other disciples like cooking, hospitality, music etc. that are required by the cruise industry.

We will make publicly available reliable statistics on the worldwide job demand for officers, ratings and other service personnel to enable schools to plan and refine their curricula.  This data shall also help student candidates know where there are job opportunities.  

The industry will provide schools with descriptions of responsibilities and special skills required by a job, as well as nice to have “added value” skills that we will derive from evaluations and customer surveys.  

For example, colleges that are feeder schools for Japanese principals should offer Japanese language and cooking courses so that students applying for these positions would be prepared for the position and have a competitive advantage over other applicants.

Because seafarers are subjected to so many license and certification requirements as well as sanctions in case of mistakes, the Philippine Maritime Industry Cluster is launching an internal promotions program to attract the youth to a career in shipping.  

Colleges, training centres as well as ship management companies are encouraged to offer training to officers on vacation for careers as a port captain, superintendent or surveyor hopefully working in a ship management company located in the Philippines. 

This will give marine officers and engineers a promising and distinguished career path from ship to shore.

Our goal is to have all graduates from our maritime colleges graduate with excellent and focused skills and competence; and for at least 90 per cent of graduates find a job related to his education within a definitive period of time after graduation.  

To ensure adherence to the highest quality standards, the industry will be publishing regular reports that will record the best performing colleges and training institutions in relation to job placements and examination results.

SUBHEAD

Philipinno seafarer standards

The Professional Regulatory Commission, the government agency responsible for licenses, is undertaking a re-engineering of its processes and procedures will be instituting computerized examinations.  

The Philippine Overseas Employment Administration (POEA) has also been working on removing bureaucratic red tape and streamlining processes for greater efficiency and transparency. 

It has implemented a “one stop shop” system that will be followed by electronic linkages, presently available to a limited extent to manning agencies, among all government agencies involved in this industry.

The private sector is working closely with the POEA to improve its database formatting so that our industry performance can be measured against established quality benchmarks.

Our goal is to urgently institute new technology, to make available information and offer transparency to ensure the utmost integrity in our system, documents, licenses and certificates and to benchmark our industry performance against industry goals and our competition.

SUBHEAD

Philipinno work ethics

The Philipinno industry cluster is introducing a vital Work Ethics program that will be part of the overall course curriculum for all students in maritime colleges.  

The program will focus on character development that will include teamwork, leadership, management, commitment, open communication, candid reporting, seamanship, and fair play amongst many other positive values. 

The program will help students make decisions, take responsibility, deal with stress, manage personal finances, understand legal and contractual commitments, build confidence, and respect the profession, its risks and implications. 

The program will expose students to the way other cultures think, act and manage, and to the risks of non-compliance.  

It shall be supported by value formation in the media – including a plan to disseminate information on what our competition is offering to help the seafarer understand the choices he is making.

Our goal is that we need to teach our seafarers how to reach the highest levels of professionalism as well as to have a deep understanding of the new global standards so that trust and open communication can be developed between ship and shore in the pursuit of ensuring the success of the enterprise.

SUBHEAD

Standards of work for Philipinno

We embrace the global values that dictate standards of quality, safety, environment, protection, governance, and security.  

However, we insist that we need to define our own direction as far as wages and benefits, and matters relating to tort claims to safeguard our country’s competitiveness.

The Philippines has a population of over seventy-five million people, fifty percent of whom are below the age of 25.  There are 500,000 students who graduate yearly from colleges including maritime colleges.  

These statistics show the massive need for employment each year and shipboard positions is an attractive opportunity for many.  

The employment of our young men and women is our top priority and we are determined to protect this industry against standards being used in highly developed countries that would render us uncompetitive.

Although goods and production, money and knowledge flow beyond national borders because of free trade, the major component of production – labour – is still restricted by nationality and immigration laws.  

Therefore, opportunities for talented Filipinos and other from developing nations are limited and are dependent on our ability to compete not only with skill and quality but cost. 

It is very important for developed nations, labour unions and international organizations to understand that any agreements or unilateral actions governing labour must take into consideration the need for developing countries like ours to be competitive in order to provide needed employment for our people.

Of course, we all hope for the day that everyone in the world receives equal pay for equal work, or perhaps the day when visas will no longer be required to work in prosperous countries.  However, this is still not possible because developed countries do not want to inherit the poor of the world.  

Tort lawyers abroad, who claim justice beyond what is agreed in contracts, using monetary values from other societies, are in reality, causing an injustice for hundreds of thousands whose jobs could become affected from a bad image for the Philippines. 

To safeguard against these, our government is strengthening treaties to protect its sovereign jurisdiction over contracts.

SUBHEAD

Image of shipping

As the maritime industry works on new horizons in technology, effecting real change to achieve the ever-changing global standards requires a profound long-term view. 

One major change that needs to be undertaken urgently is to improve the image of shipping in general. 

The shipping industry needs a concerted lobby and public relations program to communicate with Port State Authorities on the mammoth work it has been undertaking to improve standards and to ensure compliance. 

Work must be done to counteract the alarming increase in liabilities and criminalisation brought against ship owners, managers and crew.  

Shipping associations worldwide might explore the idea to contribute to a public relation fund to educate the general public that the shipping industry offers a vital, quality service and is serious about playing its part in keeping the oceans safe and clean. 

Profound change in management and human resource development must stride side by side with efforts to advance technology if ship owners, managers, operators, seafarers and human resource providers hope to survive today’s challenging environment.  

MAIN HEAD

Rajaish Bajpaee
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Rajaish Bajpaee, president of Eurasia and president of the International Shipmanagers Association, presented his vision of how information technology can help the maritime industry, particularly improving the industry’s image

BODY
As most of us are aware, shipping suffers from an extremely poor public image – particularly amongst the younger generation. 

The issue of this negative image of shipping has caused much hand-wringing and debate at the highest levels of our industry. 

It’s a familiar subject which can be found at the top of the agenda of most BIMCO, Intertanko or IMO conferences. 

We all know the problems that our industry faces – we are out of sight and therefore out of mind. 

Good news is unfortunately no news and the news that the global fleet safely delivered 15 million tonnes of commodities and goods today does not make the headlines. 

Shipping may be the safest, most environmentally friendly and cheapest method of transporting the world’s trade and shape the world in which we live, but it is generally only sinking ships and oil spills which make it beyond the news editor’s desk,

This poor image has a number of unfortunate consequences for our vital industry – knee-jerk reactions from legislators with little understanding of the practical implications of their decisions when dealing with environmental and safety issues and a lack of desire from the best and the brightest to become seafarers. 

The shipping industry does not always attract the crème de la crème of our universities and schools - be they from Hong Kong, London or Mumbai. 

The supply of top quality cadets is becoming tighter and tighter. 

After all who would want to join an industry which is perceived to be lo–tech, dirty, dangerous and one that could possibly even leave you facing a lengthy prison sentence should you make a mistake? 

An educated and talented young person faces a wealth of interesting and well-paid career opportunities – seafaring unfortunately is not always perceived to be one of them.

SUBHEAD

Talk about technology

I firmly believe that the sorts of issues and developments which you have been listening to and debating over the course of this [Digital Ship] conference, are not only already making real inroads into ship safety and increased operational efficiencies, but they also hold the key to attracting and retaining the bright sparks which we so desperately want and need to serve on our ships and perhaps run our companies in 30 years time. 

You do not need me to tell you how the information age has transformed our business. 

Over the past two days you will have heard from the manufacturers, suppliers and users of the latest devices and technologies which have transformed the lives of seafarers and the shipping sector in general. 

From breakthroughs in electronic purchasing and planning to remote tracking and monitoring using global satellite coverage, the shipping sector is a major driver of technological advances. 

But perhaps we do need to do more to tell the potential entrants to our businesses about the quiet revolution which has not only transformed our industry, but the lives of people around the world. 

We may take for granted the technological advances which have impacted our business, but the fact remains that the shipping industry is at the cutting edge of the latest developments in our communication age.  

The technology and infrastructure which have developed over the past 20 years leading not just to the marvels of IT, but also of modern cargo handling, navigation and propulsion too, are, quite frankly, incredible. 

It is these sorts of positive developments which need to be highlighted and made and developed as a key benefit when “selling” the shipping “brand” to potential recruits as a hi-tech, dynamic and global industry sector.

In fact, if the shipping industry is guilty of anything, it is failing to communicate just what a hi-tech business we operate in. 

We still need to educate the wider public, regulators and our associated industries how committed we are to the use of new technology, onboard ship and ashore in increasing safety and driving efficiency.

The industry today is unrecognisable from the industry which I joined over thirty years ago. 

In those days the ship and its crew were not in constant contact with the owner; the small regional office far from London, New York or Hong Kong was very much an isolated business unit. 

Contact with the outside world was at best on a daily basis and for the average seafarer often only when ashore. 

Today the ship in the middle of the Pacific Ocean or the two-man office in Yemen is connected to the wider world. 

Technology has changed the way that seafarers live and work and the way in which the regional office can participate in a company’s development.  

Ashore, the proliferation of mobile phones and broadband internet connections, the convergence of voice, data and video, the growth of communication bandwidth and the low cost of access devices have paved the way for a new inclusive model of connectivity. 

And where once, the ship had to wait years for technology to catch up, there is evidence that communications providers are now designing systems precisely with this new reality in mind.

No longer is the ship or regional office an isolated entity set adrift from the rest of the business. 

SUBHEAD

Networked community

The ship is part of a networked community.  A community is a rich and complex network of social and business relationships. There are millions of community and business networks around the world, whose participants each have an interest or identity in common. 

Communication and information are essential to the formulation and maintenance of these communities. Our industry is no different and most of its participants can now interact within a collaborative community framework. 

There is for example a wealth of relevant information and advice available to the ship’s staff – regulatory updates, weather bulletins, local and international news, reports about piracy attacks, how to communicate with a vessel traffic system to navigate your way into a new port as well as sites and services which can make the life of a seafarer just that little bit easier - from online banking to purchasing books on Amazon. The seafarer today is part of a connected community. 

If used in the correct way, IT can be used by shipowners, operators and managers to spot areas where they can improve safety, improve the ship’s performance through real–time monitoring of its operational systems, share information with charterers, class societies, sister ships, inspectors and regional offices. 

Even a few years ago, such heavyweight data communications would have been beyond the ability of all but the most specialised ships. 

Today’s maritime communications are increasing designed to shore-based standards, making high-speed data connections the minimum requirement for efficient operations.

In fact, our ‘lo-tech’ industry attracts the attention of the big players. 

Thanks to new entrants there is a wider choice of communications providers than ever before and systems for supply chain and customer relationship management are being designed with shipping in mind.

Increasingly the ship and its manager are links in a global and transparent supply chain which stretches from buyer to supplier through all their supporting industries. 

Shipping has always been customer driven, but now it can demonstrate to internal and external interests that it can share information and reap the benefits of working collaboratively.

Hardware manufacturers are responding, allowing access to knowledge that reaps real cost and time efficiencies using connections that can be always on, in a way that has made a commodity of voice traffic.

This in itself has created not just efficiency but a value benefit for shipmanagers. 

Where once the ‘satphone’ was the focus of all communication, the move of crew calling facilities ‘off-bridge’ allows senior staff more time for their key tasks and less watching the clock as a seafarer makes a ‘personal’ call.

Voice phones for crew use are nowadays virtually free, installed in a short time and come ready to use with pre-paid scratch cards. 

It is an often-heard maxim that a happy crew is a safer crew and no one could agree that the provision of cheap and efficient crew communications is a bad thing.

IT offers a method of streamlining, organising and recording work functions from the ship to the shore and from the shore to the ship.

SUBHEAD

Still need competence

Like any invention or technology, IT is a tool that is only as good as its operator and can never be a substitute for good practice and competence. 

The results obtained from complex IT systems rely on an operator that knows how to use it and is both convinced that it is useful and is supported by the management of his company. 

If our industry is to become safer and more efficient then all sectors from across the industry must whole-heartedly embrace the opportunities offered by putting an integrated technology policy at the heart of their businesses. We must all become more connected.

SUBHEAD

Safety

As part of the connected community the seafarers at the sharp end of the industry can play an even greater role in helping to improve shipping safety standards. 

I firmly believe that the key to improving the safety of our ships depends just as much on the professional opinion of seafarers as it does on the class societies, vetting inspectors and port state control authorities. 

After all who can be better qualified to comment on the issues facing ships than the man or woman who eats, sleeps and works aboard a ship? Through better communication channels the seafarer can be part of the ongoing safety debate. 

As technology advances the focus will I believe shift from faster computers, speedier connections and less expensive prices to creating more powerful networked communities. 

The network will operate everywhere connecting people and devices seamlessly. The internet is just the beginning of a much more powerful, valuable and user friendly network. 

SUBHEAD

Crew motivation

At Eurasia, we believe that this connectivity is vital to attracting and maintaining a bright, motivated and educated workforce. 

After all the crew of a ship is responsible for a USD 50 m investment that is charged with carrying a valuable cargo from a to b safely and without damage. 

With 1000 tonnes of bunkers aboard and possibly carrying a dangerous and potentially polluting cargo, the ship has the ability to cause huge environmental damage. 

It is only a motivated and educated crew of the highest standard which can ensure that all of these things happen week in and week out without mishap. 

They may not appear on the company’s balance sheet, but the owner’s crewmembers are his most vital asset. 

None of you need me to tell you about the wealth of regulation that managers and ships have to contend with. 

Sea staff must be floating ambassadors, able to present their credentials to an increasing number of enforcement agencies. Long and short range tracking of ships and compliance with the ISPS Code means that a tight connection between manager and ship is necessary to keep ships trading and delays to a minimum.

The connected world means a connected crew. My company places a particular emphasis on training to ensure that our staff rise above the ordinary. 

We not only have our own manning offices, teaching centres and recruitment offices training our staff in technical and leadership skills, but with access to the internet, email and a computer, even the most lowly deckhand has the power to benefit from the resources of the wide world. 

Continuous training aboard ship and distance learning have become the norm, not the exception. We follow the development from cadet to officer and ensure interface with training offices, superintendents and fleet managers.  

We are able to see exactly the strengths of our workforce and to ensure that they are deployed in areas which make the best use of their talents.

Seafaring, with its often lengthy periods away from home, can be difficult for family life. This boundary has been crossed with the cheap and easy access to telephones and email aboard a ship. The modern seafarer can remain closer to his loved ones and maintain a continuous dialogue with his peers.

SUBHEAD

Too much communication

The increasing closeness of the ship’s community to the shore community does have its downsides. In some ways it could be argued that the advances in technology have had a negative impact on seafarers.

Communications technology which has brought the ship far out at sea into contact with the outside world has diminished some of the senior officers’ roles.  

The shore-based shipowners and managers can make the sort of operational decisions which they once required the shipmaster to make. 

Technology can overwhelm the human aspect of running a ship and it is vital that the seafaring profession remains humanised. 

This can be achieved by moving away from the traditional employer-employee relationship to one driven by the best human resource practices. 

For example I liken the masters of the ships run by Eurasia to managing directors of a factory. The shipmaster must be a leader and be conscious of his purpose at all times. He must feel part of the company and involved in the decision making process. The networked community enables this to happen.

We are entering uncharted waters – we are becoming an increasingly connected society and all members of our industry wherever they may be based can participate. 

We are part of an exciting hi-tech industry which can offer a genuinely exciting career path to the ambitious. 

We must lever the opportunities generated by the huge strides made in the realm of information technology to both sell the industry to prospective candidates and to ensure that the entire shipping community can contribute to the process of making real improvements to the industry itself.
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