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Beating the ash

As I write this column, Eyjafjallajökull’s fire
has been relit and once again air travel

chaos reigns over Northern Europe. But while
stranded holiday makers can do little more
than curse Iceland’s volcanic activity and
scramble around for alternative travel options,
I take some comfort from news that this year’s
ICS students vowed not to be beaten by the ash.

As METL’s Rita Barnish reports on page 21
some London-based students headed out the
country for a pre-exam break only to find
themselves stuck in foreign lands with the
exams fast approaching. But with 80+ ICS
examination centres around the world, all was
not lost and stranded students did not miss
this year’s sitting. 

Of course, the ash cloud has wider
implications for the shipping industry, namely
the effect that this early catastrophe will have
on 2010 insurance premiums. Coupled with the
dramatic Deepwater Horizon oil rig explosion
and subsequent spill in the US Gulf and Haiti’s
earthquake, shipping could have a rude
insurance awakening this year, as IUMI’s
Deirdre Littlejohn discusses on page 14. 

Elsewhere in this issue, Singapore gets
lavished with praise from companies that have
opened up shop in the island nation, while
anti-piracy strategies are given the once
over. Also covered in this issue are the all-
important salary reviews, an interview with
the omnipresent Harry Lorkin, a look at safe
port ambiguities, and how to look after
shipbrokers’ interests.
Happy reading!

Carly Fields, FICS
Editor
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IAM DELIGHTED TO report that the last few months have
once again demonstrated the Institute of Chartered Shipbrokers’

international reach and global network. 
Since my last report in the Shipping Network, chairman Karl

Franz has visited Ghana to open the latest branch in the ICS global
network while president George Greenwood and myself headed
to China to strengthen bonds there. Both visits were affected by
the volcanic ash cloud disrupting air travel in Northern Europe
with George having to return to London from Shanghai via Hong
Kong, Dubai, Istanbul and Munich – dedication indeed to the ICS
cause.

The ICS delegation to China was accompanied by Windy
Zheng and John Liu from our Distance Learning Centre based
in Shanghai. The delegation was very warmly and positively
received at the Ministry of Transportation, at Sinotrans in Beijing
and by the Shanghai Maritime University. 

During our visit, the China DLC, in co-operation with
the HongKo district, organised a ver y well attended
conference on “Shipbrokers’ Professionalism in the Post-financial
Crisis Era”.

Elsewhere in the region, the Hong Kong branch covered the
same topic at its spring event, which prompted a very lively
discussion on the ethics of shipbroking. This is a subject that the
Executive Council considered at length at its last meeting. Those
discussions and the obvious interest in this topic among our
members have led to an expansion of the Institute’s “Code of
Practice”, which is currently under development.

ON THE HOP
Other notable international network-strengthening visits made
since the start of the year include a very successful visit to the
Cyprus Branch by myself at the start of the year to make the ICS
case to the shipping community and make an address at their
annual awards evening. This was followed by a visit to the
Singapore Branch to make the closing speech at the branch’s great
conference “New decade, new challenges”. The conference
presentations can be found on www.ics.org.uk. From Singapore,
I travelled on to Sri Lanka for a well-attended Annual Awards
ceremony and returned to the UK via our Chennai and Mumbai
branches. 

The highlight of the Indian visits was the signing of a
Memorandum of Understanding with the Indian Maritime
University (IMU) in Chennai and attending a gathering of 140+
at Royal Bombay Yacht Club who were encouraged by the
Shipping Corporation of India chairman to gain ICS qualifications
if they sought success in Indian shipping.

I believe that all this goes to prove that the ICS is a busy
professional body that continues to gain the respect of the
industry and in return demonstrate its relevance.

As a final note, I trust that all Members, Fellows and Students
are receiving regular ICS News ezines where further information
on ICS developments can be found. Please contact Duncan
Judd in Head Office on membership@ics.org.uk if you would like
your email address to be added to the ezine circulation list, or if
you have changed your email address. SN

Director and chief executive Alan Phillips discusses the continually-expanding international scope of
the Institute 
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Introduction Director

Stretching far and wide

Alan Phillips

The eruption of Iceland’s Eyjafjallajökull volcano had
far-reaching effects on air travel, the repercussions of
which are still being felt across Europe.

But this year’s professional ICS examination
students were not put off. Indeed, very few candidates
were unable to get to one of 80-plus examination
centres worldwide to tackle over 4,000 papers in
subjects ranging from Shipping Business and Dry Cargo
Chartering to Legal Principles and Maritime Insurance. 

Now, those same students are no doubt waiting
anxiously for the results to be published on
www.ics.org.uk in early August. While they may have
felt they were metaphorically flying through a volcanic
ash cloud when sitting these testing examinations, I am
sure that they can now view the clearer skies beyond.

For those who are aiming to complete their
professional qualifying examinations this year, I look
forward to welcoming you as members of ICS. Those
of you that still have more examinations to sit, please
take heart that these qualifications and the knowledge
you gain from studying for them will stand you in good
stead as you look to further yourself in the shipping
industry. SN

Icelandic volcano ash fails to disrupt ICS examinations

The volcanic ash cloud disrupting air travel did not keep eager ICS students from

sitting their exams

Ph
ot

o 
cr

ed
it

: 
B

oa
w

or
m



INSTITUTE OF CHARTERED SHIPBROKERS – SHIPPING NETWORK

Weight gain no laughing
matter for stability 

IF YOU WERE to be asked to decide what the risk would be in
the marine chain if a loaded 20’ freight container’s gross

weight was underdeclared by the shipper by a margin of 5t,
what would be your answer? The freight container itself is not
overloaded, so that is not at risk. Would it be the road vehicle
carrying the box from the shipper’s premises, some trailers will
carry two boxes at once if they are 20’s? Would it be the handling
equipment in the export port’s container terminal area? Would
it be the quay crane which will lift it on to a ship or would the
stowage stack height on the shore or on the ship be compromised?
Are the port and/or the various carriage charges based on weight
so that there is a shortfall in what would have/should have been
charged?

Strange as it may seem, none of those are greatly affected.
As has recently so graphically been demonstrated, what could be
at risk is that most unlikely scenario in which the stability of the
ship at sea is prejudiced – unlikely that is to a landlubber such
as the author. 

Certainly, one such underdeclared container could not have
such a consequence, but if a substantial number of the deck stows
were so underdeclared, the effect of having what could be
hundreds of tonnes of extra weight on deck could in certain
circumstances affect the safety of the ship. The most probable

response from shoreside people not connected with the sea will
surely be to believe that this is a most unlikely scenario.

Not, however, according to the UK’s Marine Accident
Investigation Branch (MAIB) in its report on the deliberate
stranding of the MSC Napoli. Despite there being other factors
at play as well (driving the ship too fast for the sea conditions and
an inherent fault in the design of the hull), MAIB found that 137
containers on deck were underdeclared by at least 3t and the extra
tonnage they represented could have played a part in the eventual
splitting of the hull and the decision to beach her. 

While it is not known to what extent such underdeclarations
are prevalent, the number found was quite substantial and there
is reason to believe that this is a regular practice. Incidentally,
overdeclaration can be just as harmful as underdeclaration. 

It is also of some relevance that this ship was loaded in
Western European ports although it is understood some of
the cargo was transhipped and originally came from North
America. 

A CORE OBLIGATION
As has been pointed out by both TT Club, which insures containers
and port facilities, and ICHCA International, which represents
cargo operators, each marine carrier has its conditions of carriage
and a core requirement of them all is that the cargo should be
correctly declared as should its correct gross weight. It is, therefore,
the shipping company that needs the correct information and the
shipper, consolidator or consignee that should supply it. It is not,
as has been suggested in some quarters, the fault or the
responsibility of the export terminal. 

The reason given for such incorrect declarations is that the
shipper does not have any means of actually weighing the loaded
box and compiles the weight based on the estimated weight of
actual packaging and the weight of the contents.

The solution would seem to be a two-fold strategy. Shipping
companies should give much more emphasis to receiving the
correct weight when the consignment is booked for
conveyance and they could, for example, insist on proof of the
declared weight being given when the cargo is delivered to the
port/terminal. 

At the same time, the terminals should talk to their shipping
company customers regarding whether they want their cargoes
check weighed either by the whole shipload or by selected boxes
picked at random or predetermined. This can be achieved via the
use of public weighbridges or in-terminal weighbridges where they
exist. 

Alternatively, terminal equipment could be used for this
purpose – not the quay crane, however, as that is too late in the
movement chain. What is clear is that if this is a problem of any
magnitude, the marine chain itself can control it and should be
acting so as to have that effect.

ICHCA’s Mike Compton investigates the implications of mis-declaring loaded container weights

Shippers Responsibilities Declared Weights

“Shipping companies should give much
more emphasis to receiving the correct
weight when the consignment is booked
for conveyance”

4

The Marine Accident Investigation Branch found that 137 containers had been

underdeclared on the MSC Napoli, which likely played a part in her demise
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Shippers Responsibilities Declared Weights

A DANGEROUS GAME
However, this specific concern, which has surfaced
relatively recently, has rather overlaid a more protracted
and more obviously hazardous failure by shippers and
that is to declare, package and ship dangerous goods
correctly. 

While millions of tonnes of packaged dangerous
goods are safely shipped and delivered to the end
destination with their integrity intact every year, the
headline accidents, mostly at sea, have mounted up
over the years and the names of ships affected
(Aconcagua, DG Harmony, Hanjin Pennsylvania, Sea
Elegance and Hyundai Fortune to name a few) have
become well known names in certain circles. 

While most involved fires on board at sea and
considerable damage, each one arose due to packaged
dangerous goods being carried. The ships survived in
the majority of instances but casualties, including
fatalities, among the crews were sadly seen.

In one instance, the ship, together with a full load
of containers, sank – fortunately, due to a benign sea
the crew were all saved after fighting the fires for 18
hours. This resulted from a shipper packing his cargo
when still warm and not waiting for it to cool. 

It is understood that there are incidents of a lower
magnitude reported at the rate of one per week and
this is of considerable concern to the industry.

As well as the ships, certain substances have also
reached notoriety – high among them being calcium
hypochlorite. This substance is produced and shipped
internationally on a large scale. It is used to sanitise
drinking water and to chlorinate swimming pools. It is
also used in providing potable drinking water and is
particularly valuable for disaster relief. 

There are three forms – anhydrous, hydrated and
dry – and all of them have powerful chemical properties
that make the product inherently hazardous. It is a
powerful oxidising material and all three forms
are found in the IMDG Code in class 5.1 (anhydrous
CH is UN Number 1748, hydrated UN Number 2880
and dry CH, which is bleaching powder, UN Number
2208). 

The critical ambient temperature at which the
substance can start to decompose has been found by
research to be 37ºC when packed in plastic kegs and
30ºC when in fibreboard drums, in each case in a fully
laden 20’ container without efficient ventilation. Hold
temperatures in a number of sea areas will exceed these
figures. 

The first two forms are the strongest and
decomposition of the high strength anhydrous form was
the cause of fires on board 17 ships in the period
1967-1977, eight substantial fires during 1997-1999
and several more since. 

WHAT’S IN A NAME?
The TT Club has stated that it has heard of the product
being loaded on to vessels under different names and
that this has led to some shipments not being declared
as dangerous cargo. The known synonyms used include
– B-K Powder, Bleaching Powder, Bleaching Powder

containing 39% or less chlorine, Calcium
Chlorohydrochlorite, Calcium Hypochloride, Calcium
Oxychloride, Caporit, CCH, Chloride of Lime,
Chlorinated Lime, HTH, Hy-Chlor and Lime Chloride. 

It is clear that this product is temperature sensitive
and, if it is not declared properly, it is possible that the
container may be stowed in a hold next to a bunker
tank that will have to be heated for the fuel oil to be
used. This scenario has happened and caused a major
fire.

As a result of this situation, a number of initiatives
have been instigated at international level. Chief
among these has been the IMO making mandatory
the requirement for shoreside persons who are
involved with packaged dangerous goods to receive
appropriate training and this came into effect on
January 1, 2010. 

Again, both TT Club and ICHCA International
have advised their members that they should
communicate with their customers, who are the
shippers, to inform them of the new requirement and,
after a period of time, ask them whether they have
achieved a fully trained staff. It is clear that only
decisive action by the marine chain will bring about the
training changes necessary and, as that should improve
awareness and knowledge of IMDG Code as well as
its importance, the whole chain will benefit from smaller
numbers of accidents. SN

Mike Compton is chairman of the International Safety Panel

at ICHCA International, a membership organisation

dedicated to the promotion of safety and efficiency in the

handling and movement of goods by all modes and during all

phases of both national and international transport chains. 

“The effect of
having what
could be
hundreds of
tonnes of extra
weight on deck
could in certain
circumstances
affect the safety
of the ship”

Failure by shippers to declare, package and ship dangerous

goods correctly can have dramatic consequences
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A hub full of virtues

THINK OF SINGAPORE and you probably think of the port – fair
enough, as it is the world’s largest container port, as

well as being the world leader in bunker sales. But, as
Capt Subhangshu Dutt, chairman of the Singapore Branch of the
ICS, points out, Singapore is ‘home’ to a massive range of port and
shipping-related businesses, from shipmanagement and broking to
insurance, classification, ship repair, finance and legal services. 

Underpinning it all is a determination by the Singaporean
government to promote and develop the country as an international
maritime centre. The Maritime and Port Authority of Singapore
(MPA) set up an S$80m Maritime Cluster Fund (MCF) in 2002, to
support continuing education and training and the nurturing of
talents in the ‘maritime ecosystem’. Companies can tap into the MCF
to defray part of the cost of sending their people for training courses
and overseas training attachments, as well as part of the cost of
bringing foreign experts into Singapore to conduct training. 

Last year (2009) an additional S$45m (US$32.6m) was injected
into the fund to support new business developments; through this,
maritime enterprises planning to set up in Singapore, as well as
existing ones looking to expand into new lines of maritime business,
can apply for co-funding of eligible costs.

A range of tax incentives for shipping-related businesses and the
operation of the MCF typifies the government’s proactive approach.

“There are so many different segments in the industry, all of them
with a very positive outlook – and that is down to the sustained effort
of the government to make Singapore as business-friendly as
possible, as well as the obvious pull factor because of all the related
businesses,” says Capt Dutt. “They [the government] walk the talk;
there is continuous dialogue with the industry, and the government
tries to implement measures in response to the feedback wherever
it can. You will find a very large degree of involvement and a good
clear understanding of the business.

“The government does try to reach out to the industry at each
level and particularly to offer incentives to encourage companies to
do more business here.”

MONEY TALKS
In response to the economic downturn, the MPA put in place
S$28m worth of initiatives to help maritime companies weather the
economic storm; these included an across-the-board
reduction of port dues for ships calling at Singapore, which has
recently been extended to the end of September 2010. A 10% port
dues concession was introduced for all ocean-going ships with a port
stay of not more than 10 days, and a 20% port dues concession was
put in place for harbour craft engaged in commercial activities
within port waters – benefiting bunker suppliers, ship chandlers, tug
operators and domestic ferry operators and others.

The MPA’s Maritime Finance Incentive (MFI), introduced in
2006, is aimed at making alternative financing solutions, such
as shipping trusts, funds and leasing, available to international
shipowners. So far, seven companies have been granted MFI
status. 

It’s easy to find impressive figures to illustrate Singapore’s
strong position. Although container volumes fell by 13.5% in the
downturn last year, the Port of Singapore still handled 25.9m teu,
making it the busiest port in the world for containers. Total cargo
throughput was 471.5m teu, down 8.5%. Volumes of bunkers
supplied were up 4.2% to reach 36.4m tonnes. The port handles
about one-fifth of the world’s total container transhipment throughput
at its four container terminals and has connections to 600 ports in
123 countries via 200 shipping lines. 

Singapore’s ship registry is in the world’s top ten – Singapore-
flagged vessels increased by 4.4% in terms of gross tonnage last year,
to 45.6m gt.

According to the MPA, Singapore is home to more than 5,000
maritime companies, including more than 100 of the world’s top
shipping groups and a wide range of service providers. Others
within the maritime cluster include BIMCO’s Asia representative office,
offices of the Baltic Exchange, the Asian Shipowners’ Forum, the
International Bunker Industry Association and Intertanko.

Capt Dutt, whose ‘day job’ is marketing and representing the
Indian port of Krishnapatnam in the region, says: “Many companies
set up an office in Singapore in a fledgling way, but we are seeing
these offices handling more and more business and responsibilities.
We are seeing more companies opening branch offices or moving
here altogether.”

Pro-business, pro-shipping, vibrant, enthusiastic, safe, a springboard into Asia – Singapore’s virtues
seem to be limitless, as Felicity Landon reports 

Regional focus Singapore

The Singapore branch of the ICS has about 70 members from a very diverse
range of disciplines – brokers, agencies, liner service operators, shipmanagers,
bankers, lawyers and even NVOCCs. 

Membership is creeping up but this is also a place of transit, with people
coming in for a few years and then being replaced by another posted out for
a spell, says Capt Dutt. Often younger members do their ICS exams while based
in Singapore. 

Every two months the branch has a professional talk followed by Q&As
on different aspects of the industry. Recent subjects have included Rule B,
manning challenges, fuel quality analysis and freight forwarding. 

A half-day conference was held in early February and another is planned
later in the year. SN

A thriving, if transient branch

Felicity
Landon 

Singapore has an illuminating approach

to welcoming foreign business
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Regional focus Singapore

AN EASTERN PRESENCE
Athens-based ship finance company Eurofin has had
an office in Singapore for three years.

“It was definitely the right choice as far as we are
concerned,” says managing director Anthony Zolotas.
“The support we get from the MPA is extremely helpful
and is, in our view, what civil service should be. In other
words, it is actually helping companies to work things out,
as opposed to making things more complicated, as its
tends to be in southern Europe. Everything is done in such
a swift and easy way. Singapore is a country that works
and they have done miracles over the past few years.”

Eurofin wanted a foothold in Asia, and decided
Singapore was the ideal springboard to China in particular,
says Mr Zolotas. “There has always been a sort of
competition between Hong Kong and Singapore – but I
think that for a small company like us, as a foothold in
Asia, Singapore is the better choice. We have certainly
been able to make inroads into China because of our
presence here.”

There are clear benefits in Singapore’s well-educated
population, its widespread use of the English language
and its location close to China and also the rest of
Southeast Asia, India and Australia, he adds.

“What we are trying to do as well is serve as a bridge
between our southern European clients and Asia.”

Eurofin’s future expansion will be in Southeast Asia,
he adds. This will be based in Singapore, with the likely
opening of ‘satellite’ offices in China and elsewhere. 

Siba Ships took a dramatic step four years ago when

it decided to make a wholesale move from Italy to
Singapore. 

The commercial shipping arm of the Balzarini group,
Siba has a fleet of bulk carriers, product carriers and
livestock vessels, and four vessels under construction in
Asian yards. 

“We still have our office in Italy but 90% of our
shipping operation is now out of Singapore,” says
chairman Mauro Balzarini, who now lives in Singapore
with his family. “The main reason for moving, apart
from the efficiency of the country, was the connections
– travel is very easy. Add to that fact that we also own a
very substantial business in Perth (Australia), and
Singapore is the perfect location. We have nearly 30
people in the office – we moved a lot of people from Italy.
It is a nice, safe place to live and probably has the best
education and health system in the world, so there are
lots of incentives.”

Singapore is also ideal for overseeing the construction
of ships in Korea and China, he adds.

“The Singapore government has done fantastic work
in setting up the country to make sure people come
here and invest. A lot of Italian shipowners are moving
in, and also more services attached to shipowning,
including broker companies, insurance, etc. The big
thing for people investing in Singapore is that you always
have the backing of the government and they are very
proactive. You can talk directly to the person in charge.
It is easy to find a solution or get access to the information
you need. >>

“Singapore is a country
that works and they have
done miracles over the
past few years,”
Anthony Zolotas, Eurofin

“The big thing for people
investing in Singapore
is that you always have
the backing of the
government and they
are very proactive,”
Mauro Balzarini, Siba Ships

Views on Singapore





“We are very pleased we made this choice to move. We are going
to extend and we are thinking about more ships. And we are also
looking at setting up a technology division – really, because Singapore
works so well, you feel like doing something more.”

WELSH CONNECTION
Cardiff-based shipowner and shipmanager Graig opened an office
in Singapore last year (2009). Geoff Hutcheon, general manager
of Graig Services (Singapore), says: “By opening our office in
Singapore, we will increase Graig’s capacity as a shipmanager and
shipowner, and in various other services which we are putting in place,
including crewing services, ship lay-ups, ship sales and purchase,
and other marine-related activities.

“We are also involved in shipbuilding in a big way in China, so
one of the other aspects is supporting this and also looking after
interested parties which are considering building ships in China but
don’t really have the expertise.”

Singapore has taken a great deal away from many other
countries in the Far East as far as shipping is concerned, says Mr
Hutcheon. “The people at the MPA really fall over themselves
trying to help you. They really try to make this work and it is
happening; people are leaving places like Hong Kong, London
and Germany. They may not always be bringing head offices here
but they are setting up branches and doing a lot of work.”

The Far East is the future as far as shipping is concerned, he
adds. “Of course China is extremely big in everything it does but
Singapore is so ideally placed and, with the positive attitude of the
government, it just can’t fail.” SN
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Regional Focus Singapore

THE NORTH OF ENGLAND P&I Club’s Singapore representative office,
opened in 2007, was granted full branch office status by the Monetary

Authority of Singapore last year (2009).
The office is now a full claims handling facility and

also responsible for loss prevention services and
marketing. Branch office status also entitles the club,
under Singaporean law, to do underwriting, but North’s
policy is to keep all underwriting centralised in
Newcastle.

“We have had a presence in Asia since 1995,
when we opened our office in Hong Kong, but we
started to get ever more tonnage from members and
shipowners in Singapore – it became apparent that we
needed to have a presence here as well,” says office
manager Ian Beange. “This was definitely the right
decision. We are seeing more and more business
coming out of Singapore. 

“We have had a lot of support from the
Singaporean authorities and MPA. There are beneficial
tax rates for shipping and certainly a very good
infrastructure and supply of local workers. There are
worldwide problems regarding skills shortages in our industry, but Singapore
is putting in more effort than most.”

What Singapore emphatically is not, is a low-cost option – rather, it is a
high-productivity option, says Steen Brodsgaard Lund, managing director
Asia/Pacific region for classification society Germanischer Lloyd.

“Singapore is an area where because of this very intelligent clustering
and linking of all maritime aspects, you can get really good value for your
invested dollar,” he says. “And that is more valuable to focus on – what kind
of services are you able to offer in the global market place, from the base
you choose? Singapore is very productive and focused.

“You don’t have to spend non-productive time negotiating things and

sorting things out. And you will find motivated and happy people to work with.
“Both universities and polytechnics offer a variety of maritime courses and

maritime education, so there is that connectivity – the
government is ensuring that a supply of skilled labour
is available, so companies can come in with confidence
and source really good talented individuals and future
leaders.

There are concerns that costs are rising, says Capt
Dutt. “The cost of doing business here always remains
a concern, especially if you are an agency house and
there is a limit to your earnings. Office costs are rising
too.”

Finding trained personnel in the lower to mid-
level can be difficult, he says, “and we are trying to
promote the ICS exam as one way to address this”.

Property, offices, cars, road tolls – all of these are
expensive. Western-style groceries are high-cost too, but
eating locally is not, says North of England’s Mr
Beange. 

The big plus for everyone appears to be
Singapore’s safe, clean, tidy and efficient environment.

“This is an extremely nice place to live and we never hear much in the way
of trouble,” he says.

Mr Lund adds: “You don’t have to worry about walking the streets,
whether it is 1600 hrs or 0400 hrs. When families are considering whether
to make that expat move to Singapore, the evaluation is very easily done.
The school system is very good too. The whole infrastructure works not just
for the individual worker but for the whole family in a very positive way. It is
an easy entry into Asia and a wonderfully easy place to settle into as an expat.”

Singapore, he says, has made the most of its location right between the
two main engines of India and China. “You can’t invent your location but you
can build on that luck, and Singapore really has done that very well.” SN

As a gateway to Asia, Singapore is a good

springboard for new companies

Geoff Hutcheon, general manager

of Graig Services (Singapore)

Singapore is considered a safe place to live

Choosing the ‘high-productivity’ option 
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Keeping pirates firmly
on the radar

PIRACY MAY BE a widespread and extremely volatile movement
gaining international attention, yet many ships are still

woefully unprepared for transiting high-risk areas. Pirate attacks
are not only gaining in numbers, but pirates continue to gain
strategic advantage. 

The International Maritime Bureau reported piracy increased
to an all-time high number of hijackings in 2008, however, they
also reported the first quarter of 2010 saw a dramatic drop in
incidents.

“The current focus on piracy is on Somalia for very obvious
reasons but piracy exists in other parts of the world, therefore global
statistics can be swayed by individual trends in different areas,”
says Peter Hinchliffe, marine director of the International Chamber
of Shipping. “During the monsoon season you get a drop off in
the number of attacks in the Indian Ocean, and you will see a
rise in the number of attacks in the Gulf of Aden, so it’s very difficult
to read trends when they’re taken over months or a quarter.”

Statistics aside, a number of measures by ship owners can be
taken to help ensure the safety of the ship, cargo and crew –
measures that err of the side of prevention. “The best way to
prevent attacks is to be completely compliant with Best
Management Practices,” adds Mr Hinchliffe. ”I can’t overstate the
importance of that.” 

Once a ship has completed its routine pre-voyage risk
assessment, they may decide one of their anti-piracy measures
will include the use of armed guards. “We say if that is your
conclusion, we support that conclusion, but we do not support the
option of private armed guards,” he says. “When you ask for an
armed guard, you must approach the flag state and ask for
trained military armed guards. We do not recommend hiring
private civilian guards. We feel that, in particular cases, if there
is justification for an armed guard, then it needs to be operating
under national rules of engagement and national command. It
is not for the master of a merchant ship to make a decision about
the employment of lethal force. That should be something that
the governments should be responsible for.”

WHAT HAPPENS NEXT?
Another concern, Mr Hinchliffe says is that after engaging with
pirates, many warships will land the pirates back to the Somalia
shore. He purports: “The message that needs to get across is, if
you engage in piracy, you will be arrested, you will be prosecuted
in a court of law, and if you’re found guilty, you’ll be imprisoned.
And that is a message that is not getting across at the moment,
so that is a big failure in the international response.”

He continues: “Yes there is an international effort and piracy
is being suppressed to some extent, but it’s not enough. We
have to safeguard the lives of the seafarers and we have to
safeguard the free passage of world trade around the world. And
what’s going on at the moment in the Indian Ocean is totally
unacceptable.”

Ship owners have also had to look at how they insure their
risks. “When you have a claim which isn’t insured in a dedicated
K&R (kidnap and ransom) market, then it falls to the Declaration
of General Average whereby the losses are assumed by the
various property interests in the maritime adventure, namely
whole cargo and P&I,” says Captain Thomas Brown of Seacurus
Ltd.

Capt Brown says contrary to popular belief, discounts are given
when ship owners take loss prevention measures above and
beyond the normal standard procedures. For example, if an
owner were to invest in armed guards or even unarmed guards,
if he were to invest in the protection of guard rails with raised wire
or barbed wire, if he were to have his hoses charged and pumping
water over the side, barrels bouncing off the surface of the water,
and adopt ship security reporting systems, opt for naval escort,
etc., all of these sorts of precautions can be taken into account.

When insured through a traditional insurer, often the owner

Kathy Smith finds out that regional drops in hijacking are no indication of a worldwide improvement

Security Piracy

Kathy Smith
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Armed international forces are not always enough to deter

determined hijackers off Somalia and Aden

Capt Richard Phillips survived the Maersk Alabama hijacking, but not all

seafarers are as fortunate
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will be left to fund the settlement and the negotiation
of the matter out of his own cash flow and will not be
indemnified for the losses until such time as the final
award is given by the loss adjuster under the general
average arrangement.

Insurance coverage carries different exclusions
and definitions regarding risk, e.g. are the perpetrators
pirates, armed robbers, terrorists, etc. Naturally the idea
of paying additional premiums at a time where cash
flow is strained and world trade is difficult is a concern.
If ship owners deem themselves to be at a 300-1 risk
of being attacked, they may decide to self-insure or try
to incorporate some modicum of coverage under their
other marine insurances.

“The easiest way to deal with this matter from
our perspective, is to purchase a dedicated policy for
marine kidnap and ransom insurance where a) you get
the benefit of the reduction of premiums due to loss
of prevention measures and b) you’re getting a primary
insurance that sits above all other insurances and
protects the records on those insurances, and c) you’re
getting a dedicated response that you know will respond
in a time of need and allows you to avoid this inertia
that’s created when one has to declare general average
and bring all parties together to discuss how you’re
going to resolve the matter which is not conducive to
a timely effective settlement and the safekeeping of the
ship and the lives of the crew on board.”

SAFETY AT WORK
And this is a pertinent point; the safekeeping of crews
is paramount. “Crews have to be trained in this day and
age to cope with and manage a pirate threat,” says
Mark Hankey, head of Marketing at Maritime and
Underwater Security Consultants. “It’s pretty much
our philosophy to harden a vessel and train a crew
before you even begin to look at other measures such
as taking personnel on board.”

He adds the problem of ship owners looking at the
use of weapons as a quick fix without training their
crews or hardening their vessels is a worrying trend.
“The IMO’s position and many other trade bodies is
very much based on fear of escalation,” he says. “We
have done armed jobs in the past but we would only
do an armed job if particular certain circumstances
existed. Before we consider deploying personnel with
weapons, we would insist that a crew would be properly
trained and the vessel properly hardened.

“You can look at the insurance option. You can look
at the security option,” Mr Hankey says. “I think the true
way to mitigate is the diplomatic option and sorting out
the problems ashore, and I don’t see that happening
in Somalia anytime soon.” SN

The UK P&I Club website states one of the main reasons
ships can be made vulnerable to attacks is due to poor
planning and procedures. 

To overcome that, the International Chamber of
Shipping’s Peter Hinchliffe strongly urges ships to register
with the MSCHOA (Maritime Security Centre Horn of
Africa) website and review all procedures therein and
especially to report positions to the military when
approaching a piracy risk area.

Insurance coverage itself is now becoming more
complicated due to President Obama’s recent presidential
order to ban ransom payments to identified terrorists,
some of whom have an affiliation with certain piracy
groups.

If the preservation of life is deemed to be, certainly
under English law absolutely considered to be, legal
then claim for an indemnification from that loss from your
K&R underwriter,” says Seacurus’ Captain Thomas
Brown. 

Meanwhile, if you are considering hiring an
independent maritime security service firm, an article
from Maritime and Underwater Security Consultants
offers important information to consider, including: 
� Your security provider should have an under-

standing of the regulations of the waters they 
are transiting, the requirements of the vessel’s 
flag state and ports of call. 

� Land-based private security deals with different 
threats and operating environments than the 
maritime sector. 

� Security companies providing arms aboard ships 
and security staff trained in lethal combat must 
observe the critical insurance, legal and ethical 
implications of the measures they use to defend 
vessels. And they should provide you with 
assurance that a strict code of conduct is
followed both in decision- making and in the use 
force. SN

Proper planning can stave off piracy attacks

Maritime Security Centre Horn of Africa – http://www.mschoa.eu 

International Chamber of Shipping – http://www.marisec.org

Piracy Best Management Practices – http://www.ukpandi.com/ukpandi/infopool.nsf/HTML/BMPPiracy

Seacurus – http://www.seacurus.com

Maritime and Underwater Security Consultants – http://www.mandusc.com

Security Piracy

The multi-national Combined Task

Force conducts counter-piracy

operations to detect and deter piracy

in and around the Gulf of Aden,

Persian Gulf, Indian Ocean

and Red Sea

Seacurus’ Capt Brown advises shipowners

to claim indemnification for loss

Useful links
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Money Matters Salaries

Salary review paints a
messy picture

AGAINST EXPECTATIONS, BONUSES for some freight traders
reached a whopping 300% in 2009, but those eye-watering

figures were sadly the exception rather than the norm. 
Recruitment consultant Spinnaker Consulting Ltd, secretariat of

the Maritime HR Forum, who conducts detailed annual research into
freight trading and operations salaries and bonuses on behalf of
trading clients, described it as a year of ‘haves and the have-nots’.

Calling it a “picture of extremes”, Spinnaker says that while some
companies did not pay bonuses to staff in freight trading roles last
year, others paid between 200% and 300%, particularly in the dry
market.

To put this in historical context, some of the biggest bonuses ever
seen in shipping were paid between 2005 and 2008, with 100%
bonuses commonplace for freight trading and broking personnel in
both the physical and derivatives markets. More traditional chartering
staff performing a scheduling rather than operating role were
receiving bonuses in the 20% to 60% range.

In some extreme cases, bonuses of between 200% and 400%
were awarded to top performers and senior managers in hands-on
trading roles.

“Following the market crash in September 2008 and the
plunge in the Baltic Dry Index, expectations were high for a
“bloodletting” in 2009,” says Spinnaker chairman Phil Parry. “With
the surge in Chinese imports of iron ore and coal buoying the
market however, the last year has seen a two tier market open up
between the ‘haves’ who called the market right in 2007/2008
and the ‘have-nots’.”

Those ‘have-nots’ were no doubt hard hit by the wage restraints
and redundancies of under-performers and junior brokers that
became some shipping companies coping strategy last year.
According to Spinnaker, some 40% of shipping companies froze
salaries last year, with 13% expected to do so for 2010. 

BETTER PROSPECTS
However, things are looking up for those caught out. Says Mr Parry:
“Hiring freezes have been lifted in most cases and Spinnaker notes
an upturn in the maritime recruitment market since September
last year, with reductions in the time it takes to make a placement
pointing to returning employer confidence. Spinnaker is making three
times as many broking, chartering and freight trading placements
than it did at this point last year and the level of vacancies in the
operations segment has risen considerably.”

The tanker sector is singled out for “notably” picking up, with
Spinnaker making more placements here in the last quarter,
particularly in the product and chemical tanker markets, than in the
previous three quarters put together.

And there’s good news for those looking to enter the market this
year as well with graduate recruitment improving and typical entry
level graduate freight trading and broking staff salaries sitting
between £25,000 and £28,000. This compares with starting salaries

in the US of $40,000, with salaries in mainland Europe a bit lower
at between €24,000 to €28,000.

“Graduate recruitment has started to pick up in 2010 after a
very quiet 2009,” confirms Mr Parry. 

Moving up the scale, median to upper quartile salaries for
freight traders with two to five years experience range from
€65,000-€80,000 in mainland Europe, £55,000-£65,000 in the
UK, $120,000-$150,000 in the US and S$90,000-S$140,000 in
Singapore. 

“By definition, the median to upper quartile only reflect one-
quarter of people in the market,” explains Mr Parry. “There are of
course many people earning more and less than these figures, but
it is in this pay range, rather than above the upper quartile as it was
in 2007-2008, where most recruitment is now taking place.

Previously, with salaries rising so fast, employees were hitting
salary ceilings within the first 10 years of their career, Mr Parry says.
“In basic salary terms many organisations cap freight trading
salaries at £100,000-£150,000 so a seasoned freight trader and his
colleague in his twenties might be earning the same salary.” This,
he says, should come as no surprise. “This is a market where
numbers speak for themselves. If you have the aptitude you are just
as likely to get rewarded when young as someone with 20 years’
experience.” SN

Carly Fields examines the latest report on freight traders’ pay and bonuses from Spinnaker

Big bonuses were the exception rather than the norm last year

Carly Fields

Spinnaker Consulting Ltd (www.shippingjobs.com) is a dedicated shipping,

trading and energy recruitment and executive search specialist. The

Maritime HR Forum is a confidential forum, working within US anti-trust

safe-harbour guidelines.


