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C.I.S.C.O. NEWS AND EVENTS 
 

 
 

 
 

FRUIT LOGISTICA 2020 (BERLIN, FEBRUARY 5th – 6th – 7th 2020)  

 
Ports of Genoa together with CI.S.CO. will be with a stand at Fruit Logistica 

Berlin, the most important fair dedicated to the international trade in fresh fruit 
and vegetables. 

 
The Port Authority System of the Western Ligurian Sea, together with CI.S.CO. 

Centro Internazionale Studi Container as co-exhibitor, is ready to represent the 
port community at Fruit Logistica 2020, from February 5th to 7 February 7th at 

the Messe Berlin expo center in Berlin.  
 

As is known, Fruit Logistica is the most important fair in the world dedicated 
exclusively to the trade of fresh 

fruit and vegetables and the 
services dedicated to them, and 

sees the participation of over 

3,000 companies from all over 
the world, from the global 

player to the small to medium-
sized company.  

 
Ports of Genoa – The Shipping Community stand (C12 - hall 2.2) will be a 

meeting and information point for all operators and players who want to deepen 
the offer of the port system of Savona and Genoa, the leading hub in the 

Mediterranean for logistics of the fresh product with over 100 thousand reefer 
TEUr and 600 thousand pallets of fruit handled per year. 

 
Numerous events and workshops on the evolution of digitalization to optimize 

the supply chain, logistics services, business strategies and training sector will 
alternate at the Ports of Genoa stand. 

 

Scheduled events calendar:  
 

 Wednesday 5, 11:30 am - Zenatek S.a.r.l. - "Monitoring and tracking systems 
for goods"  

 
 Wednesday 5, 3:30 pm - Passive Refrigeration Solutions - "Passive 

refrigerated containers"  
 

 Thursday 6, 15:00 - C.I.S.Co. - Presentation of the training course "The reefer 
container and the needs of the goods"  
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 Thursday 6, 4:00 pm - “Ports of Genoa Happy Hour” - convivial and 

networking moment offered by the Shipping Community of the Western 

Ligurian Sea 
 

 Friday 7 HOURS 10:00 - PSA Genova Prà "Terminal services for reefer loads" 
 

Press office:  
 

Ports of Genoa: ufficiostampa@portsofgenoa.com 
 

CI.S.CO.: info@ciscoconsultant.it  

  

mailto:ufficiostampa@portsofgenoa.com
mailto:info@ciscoconsultant.it
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PORTS AND TERMINALS 

 

 

 
 

 

CLIMATE CHANGE: NO EASY ANSWERS 
 

Ports are particularly exposed to the effects of climate change, but sizing up the 
risk is a tough call, with no easy answers, writes Stevie Knight. 

 
Over half the initial responses to the recent Navigating a Changing Climate (NCC) 

survey indicated ports “are experiencing more extreme occurrences, more 
often,” says coordinator Jan Brooke, adding, “Of those reporting on a specific 

event, nearly half say it was unprecedented.”  
 

This has not been the only surprise.  
 

When the survey (undertaken by PIANC, IAPH and other partners) was launched, 
Brooke was “expecting to see the costs of repair as the main problem”.  

 

However, while 30% of respondents reported ‘severe’ or ‘critical’ damage, 50% 
assigned these same categories to closures or downtime – and over a third had 

experienced a shutdown of 24 hours or more.  
 

Chronic issues were not, therefore, limited to those who had had their 
infrastructure undermined.  

 
Drilling into the details, while 14% of respondents said their repair bills came to 

millions of dollars, closure and downtime also hits ports where it hurts.  
 

Of those who could put a price to it, 30% estimated it as between US$10,000 
and U$1 million, while another 6% said it totalled above U$10 million.  

 
It is a rising issue.  

 

While breakaway vessels blocking Durban’s entrance made headlines in 2017, 
the underlying trend is possibly just as problematic for business.  

 
As Dr Kana Mutombo, Climate Change project manager and principal R&D 

engineer at Transnet National Ports Authority (TNPA) notes, "We are increasingly 
receiving reports of major climate-induced delays in our ports in South Africa." 

 
While it is reasonable to expect ports to be keeping abreast of this element, “Of 

those responding to our survey, relatively few can provide a cost-estimate of the 
port closure or downtime,” says Brooke, further stating, “And this is worrying. 
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After all, how can you argue for resources to strengthen resilience if you cannot 

put a price on the consequences of not acting?”  

 
The real problem that remains behind this position is that ports need to calculate 

risk - but with very weighted dice on an uneven table.  
 

“The trouble is, these effects pile up,” says Don Cockrill of the UK Maritime Pilots' 
Association.  

 
“You do not just get an ‘average’ impact, you get cumulative impacts.  

 
More intense summer storms, for example, with more rain adding volume means 

the current itself will be stronger.  
 

That also impacts manoeuvring of the 
ships.”  

 

In fact, swollen rivers closed port of 
Itajal in Brazil for three weeks and as 

Adrienne Newbold of the Port of LA 
explains, on top of projections for sea-

level rise “we have to add another two-
and-a-half feet” to account for storm 

surges.  
 

“Further, these issues have a multidimensional character” adds Cockrill: 
“Increased water levels also means a rise in debris,” he explains.  

 
While posing a lower risk factor than the events of 2017, this has furnished 

Durban’s recent incidents with a certain unpleasant factor.  
 

Only last spring, rains washed down logs big enough to make it difficult for a 

handful of ships to move in or out of the berth, along with churning together 
effluent, sewage and large amounts of litter.  

 
The IPCC’s Ocean and Cryosphere in a Changing Climate report also points out 

that “compound events in turn trigger cascading impacts”.  
 

In Tasmania, for example, heatwaves and storms left emergency services 
simultaneously fighting both floods and lightning-strike forest fires.  

 
Plus, normal hydroelectric energy sources dried up and the power cable from 

Australia failed, leaving people reliant on diesel generators.  
 

The effect on port throughput can be quantified.  
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According to IPCC research, “System inter-dependencies” reduced Tasmania’s 
gross state product to 1.3%, well below the anticipated growth of 2.5%.  

 

But how can you quantify the associated risks?  
 

Mutombo outlines the problem: “It is important to note climate change is 
characterized by constant uncertainty; thereby making traditional probabilistic 

risk management methods inappropriate.”  
 

Also, issues never arrive on a schedule or even from the direction expected. 
 

James Trimmer of the Port of London Authority explains what happened on the 
River Thames: “We assumed climate change meant more storms and eventual 

sealevel rise... and we thought it was all decades away." 
 

“However, the very next winter the rainfall went on and on for months and 
suddenly we had small boat crews being faced with life threatening conditions, 

or rowboats getting pinned under moorings by the current,” says Trimmer.  

 
He adds that a warning flag system was quickly introduced “it brought home the 

unpredictable nature of these events”.  
 

As these events highlight, it is not just about heavy infrastructure investment.  
 

Therefore, it is dis-concerting that the NCC survey indicated a significant number 
of ports still lack basic response procedures.  

 
Only 14% reported having an extreme weather assessment, contingency plan 

and warning system in place, “but it’s even more of a concern that 30% say they 
have none of these things,” says Brooke: “A contingency plan may not help you 

avoid closure, but it can certainly help you get back up and running quicker.” 
 

Despite this, some are already aware of the need to marshal resources and put 

together not one, but a range of strategies with different timelines.  
 

Interestingly, the IPCC report takes the view that faced with uncertainty, what’s 
needed is “an integrated approach to ensure trade-offs between short-term and 

long-term gains”.  
 

This seems to be the approach by TNPA, which has formed a climate research 
group exploring both future resilience and more immediate business continuity 

initiatives “in collaboration with various identified stakeholders”. 
 

These stakeholders should include the local pilots, says Cockrill, for they are 
often at the sharp end of the issues.  
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While larger pressure effects can impact tidal water depths to the point where 
ships cannot get in as expected, there are subtler challenges, such as wind 

direction.  

 
“A shift in pressure patterns can mean you get more, and stronger easterlies, 

for example,” he says.  
 

This can present challenges for those ports and harbours designed for sheltering 
against a northwest air flow – and may result in more trouble berthing and 

unberthing ships.”  
 

More extreme weather does not sit well with vessel evolution, says Allan Gray, 
president of the International Harbourmasters Association.  

 
“The new generation containerships are far larger in windage area,” he points 

out, so 20 to 30-knot winds that may have been merely inconvenient for earlier 
designs “are now outside the parameters of these vessels”.  

 

He adds that the mooring arrangements often have not kept pace with the 
change in scale, so the resulting forces can push line loads over safe limits. 

 
Given all of this, it only takes “high afternoon sea breezes or regular winter 

squalls” to diminish a port’s capability, says Gray.  
 

For those looking at this position with more uneasiness than a clear forward 
pathway, Brooke recommends collating local data including from local weather 

monitoring bodies to yield some idea of trends.  
 

However, research should not stop there, given the lack of predictability 
associated with the events highlighted.  

 
Global reports, such as the IPCC document, are essential to help to put things 

in context.  

 
It must be said, this study doesn’t make for comfortable reading and neither is 

Brooke that bullish about current climate trajectories.  
 

“We are currently on track for significantly more than a 2°C rise,” she explains. 
 

“Even if we managed a huge turnaround and met the 1.5C° target, impacts such 
as sea level rise are already locked in for decades.”  

 
Chris Cannon of the Port of LA sees practical advantages in thinking ahead and 

putting in money at the point it can be most effective: “It does not take lot more 
investment to incorporate climate resilience measures into a new project where 

you are starting from scratch.  
 

It’s much, much more expensive to try to add on measures later.  
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That is why we are being proactive.”  

 

Yet as the IPCC report notes “the ratio between risk reduction investment and 
reduction of damages of extreme events varies” adding that while prevention 

and preparation “is very likely less than the cost of impacts and recovery”, 
there’s no final guarantee.  

 
Further, there may be no easy answer.  

 
“For some ports it may be impossible to justify protecting everything,” says 

Brooke.  
 

“While some measures to improve resilience will be viable, others may prove too 
much to swallow.  

 
As a result, some facilities could simply be left to their fate, potentially earlier 

than expected.  

 
She concludes, “As with other exposed and vulnerable coastal infrastructure, it 

maybe we have to say, ‘this port in this location will not be viable in 30 years, 
we cannot afford to protect it so we have to look to relocate." 

 
(from: portstrategy.com, January 20 2020) 
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MARITIME TRANSPORT 
 

 
 

 
 

SHIPPERS CALL FOR NEW BOX LINE ALLIANCE RULES 

 
Freight customer champion the Global Shippers’ Forum (GSF), which speaks for 

importers and exporters of goods around the world, has called on the European 
Commission to change the criteria it uses to assess the effectiveness of a key 

exemption for shipping lines from EU competition rules. 
 

Since 2009, the EU Consortia Block Exemption Regulation (CBER) has allowed 
shipping lines to exchange information and to co-operate so that they can 

provide Consortia services to and from EU ports.  
 

The Regulation is due to expire in April and the Commission is currently 
assessing responses to a proposal to extend it for a further four years. 

 
In its response, GSF called for the use of different evaluation criteria to those 

used by the Commission in its review.  

 
GSF claims the Commission’s chosen criteria did not adequately assess the 

evidence of poor service levels and other shortcomings provided by shippers. 
 

James Hookham, GSF’s secretary general said: “The Commission’s proposal to 
extend the CBER by another four years seems largely based on its assessment 

that it saves money for the shipping lines and cuts down on red tape in the 
Commission.  

 
But any Block Exemption is a massive loss of fundamental protections for 

shippers and other ‘consumers’ of consortia services under European 
competition law and the Commission needs a much more robust means of 

assessing the impacts of the CBER on the entire market. 
 

We have proposed a different way that the effects of the Block Exemption should 

be assessed so they reflect more fairly the customers’ interests.” 
 

The four ‘customer-facing’ criteria proposed by GSF are: 
 

 Declaring what data is to be used to enforce the terms of the Block Exemption 
(the Commission admitted it is difficult to estimate the exact market shares 

of consortia). 
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 Monitoring more closely how shippers’ and other users’ experiences are 
improved by the workings of the Block Exemption (shippers’ first-hand 

evidence was discounted in favour of historical survey trends). 

 
 Assessing more frequently how confident shippers and other users are feeling 

about the effects of the Block Exemption (currently this will only happen at 
the time of renewal, ie in four years’ time). 

 
 Providing shippers and other users with quicker and more accessible ways of 

having price and service anomalies investigated (currently, shippers need to 
lodge an official ‘Complaint’ with the Commission). 

 
Hookham concluded: “Given the major changes that are taking place in world 

trade and the container shipping 
industry, it is vital that the 

Commission takes a forward view 
and anticipates these effects on 

shippers as it considers whether 

to prolong the CBER.  
 

After 10 years, GSF believes the 
Consortia Block Exemption to be 

life-expired and that it should be 
replaced by more specific and 

flexible rules that take much 
greater account of shippers’ and other users’ interests. 

 
The Commission needs to remember that the users of Consortia services are in 

fact European businesses and their customers and suppliers around the world, 
importing and exporting goods to and from the EU, and that much greater 

account should be taken of their needs and views before prolonging the CBER.” 
 

GSF is a global voice for shippers and aims to represent the interests of national 

and regional shippers’ organisations in Asia, Europe, North and South America 
and Africa.  

 
It provides a platform for importers and exporters of goods around the world 

with international regulatory agencies and decision-making bodies and is 
focused on promoting the safe, efficient and sustainable movement of goods in 

all modes of transport. 
 

(from: lloydsloadinglist.com, January 14th 2020) 
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RAIL TRANSPORT 

 

 

 
 

 

‘EAST-WEST BALANCE ON NEW SILK ROAD CAN NEVER BE REACHED’ 
 

The IEC has carried out a study in which it measured the impact of 
macroeconomic factors on growth of Eurasian rail freight transport.  

 
Rather than analysing the rail freight market alone, they have looked at how the 

economy moves forward up till 2030.  
 

One of the conclusions they have drawn is that this east-west balance will never 
be as equal as the rail freight industry would like. 

 
Never 50-50 

 
In the year 2018, the allocation of Eurasian transit flows in westward direction 

represented 56,6 per cent of the total traffic (for loaded containers), while 

eastbound traffic represented 43,4 per cent.  
 

This is impressive.  
 

Whereas operators considered eastbound traffic a major challenge, it is filling 
most of its trains heading towards the east nowadays. 

 
However, when looking at the forecast balance in 2030, the numbers do not 

change a lot.  
 

Rather, they show an even larger divide.  
 

According to the IEC report, the balance in 10 years from now is 57,9 per cent 
(westbound) and 42,1 per cent (eastbound).  

 

“This could even grow more out of balance due to the growing markets of Japan 
and South Korea, which have typical export markets too”, says Ekatarina 

Kozyreva, International Projects Director at IEC. 
 

The imbalance is caused by a different structure of traded commodities.  
 

By 2030 the share of high-value added goods in China’s export is expected to 
continue growing in volumes, though less fast than before, whereas the 

European countries will increase the volumes of non-containerized goods in trade 
with China, Kozyreva explains. 
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Other factors 

 

These predictions are based on the market mechanisms of trade, the so-called 
macro-economic factors.  

 
There are of course many other factors that could influence the Eurasian freight 

volumes, Kozyreva 
says.  

 
Such factors have 

also been pointed out 
in the study of the 

IEC.  
 

The reduction of 
Chinese subsidies is a 

major factor.  

 
But also 

infrastructure 
developments play a 

role. 
 

IEC has carried out a survey among market players to evaluate these factors in 
in the mid-term period totalling 16 respondents representing key rail transit 

players in both Europe and Asia.  
 

The macro-economic factor got 8 votes, as much as cancellation of government 
support in certain countries, while the capacity limits of infrastructure got less: 

6 votes.  
 

Political risks are also shown, but only play a minor role, according to 

respondent’s answers.  
 

All these answers were later tested in a mathematical model within a sowftware 
TMF®, owned by the IEC. 

 
Combination 

 
“What is important to understand from this, is that it is not a matter of economy 

or infrastructure alone.  
 

It is the combination of these factors, and more importantly, what comes first. 
 

If certain measures are taken at the right time, they can have the maximum 
benefit, while this could be different when done earlier, or later”, Kozyreva says. 

 

https://www.google.it/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&ved=2ahUKEwjilanloYrnAhWEsKQKHU93CvAQjRx6BAgBEAQ&url=https://www.railfreight.com/specials/2020/01/07/east-west-balance-on-new-silk-road-can-never-be-reached/&psig=AOvVaw3pS9eRVgKPSPj30REQuIXY&ust=1579337763365338
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To explain what she means, she takes the example of the upcoming markets 
Japan and South Korea.  

 

Whereas trade is now predominantly with China, the corridor is gearing up for 
much more transport to, and mostly from these Asian countries.  

 
The routings will be through Russia to the port of Vladivostok, where vessels 

connect with Japan or South Korea.  
 

The port infrastructure of Vladivostok must be enhanced if it wants to handle the 
growing volumes. 

 
Perfect timing 

 
“If there are more regular vessels from and to the port of Vladivostok without or 

before the acceleration of the Trans-Siberian railway to 7 days from Vladivostok 
to Krasnoe, the volumes could be increased by 36 thousand loaded TEU in 2030.  

 

However, if the same feeder lines are organised after the acceleration, the 
induced volumes would count more than 50 thousand TEU in Asia – Europe – 

Asia transit only (Asia – Asia volumes not calculated here). 
 

The same counts for the lead time of the journey through Russia, which could 
be improved considerably with the raising of the speed of trains along the Trans-

Siberian corridor.  
 

If this is done before the deacrease of Chinese subsidies to 20%-level, the 
induced volumes could reach 246 thousand loaded TEUs.  

 
However, if the same measures are carried out after the decrease of susbidies, 

the induced volumes will not even reach 107 thousand loaded TEU, even though 
the traffic related to the northern part of the Trans-Siberian route is not so much 

depending on subsidies in China like routes via Kazakhstan.  

 
However, it will already be too late, the traffic will go back to sea. 

 
“The ambitions are to reach a million TEU on the New Silk Road.  

 
In 2018 we were handling 345 thousand loaded TEU.  

 
The targeted million could be reached, but this depends very much on the timing, 

and more precisely, order of the measures taken.  
 

If the conditions are favourable, but the solutions are badly timed or combined, 
the impact will not be as desired.  

 
One should also ask: do we first improve lead times, or improve port 

infrastructure?  
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This priority setting is very important for growth on the New Silk Road.” 

 

Balancing solutions 
 

Does this mean that despite generally favorable macroeconomic conditions till 
2030 for growth of transit, railways are anyway going to lose this battle for 

reaching up the balance?  
 

Certainly not, Kozyreva says.  
 

“There is no reachable balance for China – Europe – China trade, but the Europe 
– Russia or Europe – Kazakhstan trade structure is much more similar to China 

– Europe case.  
 

That means that transit trains complemented by export goods with interim stops 
at pre-defined larger logistics hubs on their way eastbound could be a solution 

to balance the situation and to assure better internal logistics for market players. 

 
This issue has been discussed within some transit countries, but still many 

constraints block the realisation: missing legal framework for combination of 
transit and export trains in Russia and Kazakhstan, a lack of related market 

products for customers (current vision of pay-for-speed could be diverted into 
two products: pay more for speed and pay less to let us balance the flows), a 

lack of balanced network of hubs in different countries that would allow best 
combination of transit and export flows, and a lack of implemented digital 

solutions to assure smooth combination. 
 

All these issues are to be jointly considered by market players and authorities.  
 

Together with the right order and timing of actions this assure the balance along 
the New Silk Road and the benefits for all parties.” 

 

(from: railfreight.com, January 7th 2020) 
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Numero del 15 Ottobre 2012 

 
ROAD TRANSPORT 

 

 

 
 

 

DRIVERLESS LORRIES COULD DOMINATE UK FERRY TRAFFIC WITHIN A 
GENERATION 

 
Driverless lorries could dominate UK ro-ro traffic within a generation, according 

to a report published by the British Ports Association in collaboration with the 
specialist freight transport consultancy MDS Transmodal, which predicts the roll-

out of autonomous HGVs will lead to a new category of ‘accompanied ro-ro’ with 
an 80% market share by 2050. 

 
The white paper notes that if driverless HGVs replace much of the UK’s 

conventional lorry and container transport within a generation, they would 
transform the way the ro-ro market works in Great Britain.  

 
Changes anticipated include significant growth in the market share of ‘driverless 

accompanied’ ro-ro traffic – particularly through 

North Sea and Western English Channel ports. 
 

It concludes that technical developments and 
commercial and environmental pressures are 

expected to encourage freight operators to look at 
new and innovative ways to ship the relatively 

high-value trade that will be transported in trailers 
through the British ports of the future. 

 
The study examines how freight traffic between 

the British Isles and the European mainland could 
change in the longer term after Brexit.  

 
It plots how a large proportion of the UK’s maritime traffic will fare in 2050 under 

an ‘autonomy and carbon reduction’ scenario in which autonomous and ultra-

low emission HGVs have been widely deployed. 
 

This will have impacts on UK ports and shipping but also UK roads and other 
national infrastructure such as rail links, it highlights. 

 
‘The Impact of Autonomous and Ultra-Low Emission HGVs on the British RORO 

Port Market’ white paper is released as part of the BPA’s Port Futures 
Programme, which examines emerging trends in the maritime industries and 

explores the opportunities and challenges to British ports that may present 
themselves over the next 50 years.  
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Phoebe Warneford-Thomson, policy and economic analyst, at the British Ports 

Association said: “There are undoubtedly significant challenges ahead for the ro-

ro sector and the wider ports industry, such as the transformation to net-zero 
carbon emissions and moves towards automation.  

 
However, with detailed analysis and forward-thinking as shown in this report, 

we can plan for the changes ahead and turn these into lucrative opportunities. 
 

By forecasting the future trends in the ro-ro sector and ensuring ports can cater 
for the potential growth in the ‘driverless accompanied’ type of traffic, they can 

anticipate these changes and be ready to maximise economic advantage.” 
 

Chris Rowland, managing director at MDS Transmodal, said: “Technical, 
regulatory and economic barriers remain with regards to the deployment of 

autonomous HGVs on the British highways network by 2050.  
 

However, given the policy imperative of reducing emissions and the market-

based need to increase the efficiency of road freight transport, particularly given 
rising HGV driver costs, we anticipate a significant industry-wide effort to 

overcome these barriers. 
 

This would, in turn, have implications on other markets.   
 

Our modelling of a scenario for autonomous and electric vehicles in 2050 
suggests that potential developments include a substantial shift of traffic 

towards ‘driverless accompanied’ ro-ro traffic through ports located on the North 
Sea and the Western English Channel and this would have implications for ro-ro 

port operations and the amount of land required.” 
 

The modelling of scenarios using MDS Transmodal’s GB Freight Model (GBFM) 
suggests that the roll-out of autonomous HGVs would lead to a boost for the 

accompanied ro-ro mode, which would secure an 80% market share in 2050.  

 
As this boost in share is largely due to lower driver costs, a new type of ro-ro 

traffic – ‘driverless accompanied’ – would be created. 
 

This increase in autonomous HGVs and subsequent rise in the ro-ro ‘driverless 
accompanied’ traffic would lead to growth in traffic through ports in almost all 

parts of Great Britain, but particularly through the Humber and on the Western 
English Channel.  

 
The impacts on specific ports vary according to their existing mix of traffic 

between accompanied and unaccompanied ro-ro and their geographic location. 
 

The report concludes that despite hurdles to be overcome before autonomous 
and ultra-low emission HGVs are operating on British highways, there is likely 
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to be a significant future focus on overcoming these obstacles as operators seek 
to reduce costs and remain competitive.  

 

Furthermore, it would lead to Britain’s short sea transport chains becoming both 
more efficient economically and more sustainable. 

 
(from: lloydsloadinglist.com, January 22nd 2020)  
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XXX 

 
INTERMODAL TRANSPORT 

 

 

 
 

 

MOSCOW REVEALS MULTIMODAL MEGA PLAN POLAR ROUTE 
 

They have been in the pipeline for a while, but just before the start of the new 
decade, Prime Minister Dmitry Medvedev signed the development plan for the 

Northern Sea Route for the next 15 years.  
 

The online newspaper The Barents Observer reports this. 
 

Permanent shipping 
 

The plan includes no fewer than 84 points to be completed by 2035: from the 
development of the 

necessary infrastructure and 
the construction of new 

ships to the mapping of 

natural resources and the 
launch of new satellites and 

meteorological equipment. 
 

Among other things, the 
Russians want to develop a 

permanent shipping 
connection via the Arctic 

waters north of Siberia as quickly as possible. 
 

In 2018, about 20.2 million tonnes of freight were transported via the polar 
route, largely Russian oil and gas.  

 
The Kremlin strives to increase the volume of freight via this route to eighty 

million tonnes in 2024. 

 
Rosatom 

 
State company Rosatom is closely involved in the creation and implementation 

of these plans.  
 

The nuclear conglomerate of around three hundred companies and 250,000 
employees sees the polar route between Beringstraat and the North Sea as an 

alternative to the route between East Asia and Europe via the Suez Canal.  
 

https://www.google.it/url?sa=i&rct=j&q=&esrc=s&source=images&cd=&cad=rja&uact=8&ved=2ahUKEwj-0dmez4DnAhUO4aQKHUNyA24QjRx6BAgBEAQ&url=https://www.railfreight.com/intermodal/2020/01/10/moscow-reveals-multimodal-mega-plan-polar-route/&psig=AOvVaw2U2EoGUna3t4CKiGnWoO4r&ust=1579006364017090
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The company wants to invest, among other things, seven billion dollars in 
financing in new ice-resistant container ships and port facilities on the so-called 

Northeast Passage. 

 
Salient detail: President Vladimir Putin is the founder of Rosatom.  

 
In 2007, he signed the law abolishing the then federal atomic agency, after 

which all activities and possessions were transferred to Rosatom.  
 

Other companies that contribute to the plans include oil and gas giant Novatek, 
Gazprom Neft, Rosneft and the Independent Oil Company. 

 
This year 

 
In order to meet the targets for the Polar Route plan, the Russian government 

and the companies involved must work hard.  
 

A number of important issues are already on the agenda for this year. 

 
For example, there must be an agreement in April for a regional geological 

research programme.  
 

Major decisions must be made in June on the development of a railway line to 
the sea port and LNG terminal of Sabetta, located on the Siberian peninsula of 

Yamal in northern Russia. 
 

Rail connections 
 

The development of railway links must also be tackled in the coming years.  
 

Around December 2022, the Russian government must have a schedule for the 
Belkomur railway between the port of Arkhangelsk and Perm, a major industrial 

city and inland port, about 1100 kilometers east of Moscow. 

 
The same period should also make clear when the construction commences of 

the railway line of Sosnogorsk, a city in the middle of the Russian autonomous 
republic of Komi, and Indiga, where construction of a new deep sea port will 

start at the beginning of 2020. 
 

Mid 2024 there must be a design for the Salekhard railway line, linking the 
headquarters of gas company Novatek, across the river Ob with the end station 

of Novey Urengoy.  
 

A number of Gazprom subsidiaries are located in northern West Siberia: 
Urggojgazprom and Jamburggazdobytsja, which together hold 74 per cent of all 

Russian gas. 
 

216 billion euros 
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The most important dredging works on the Ob River, which must ensure the 

proper transit of large ships in the area, must be completed in December 2021. 

 
The Murmansk Transport Hub, a project with a new 46-kilometer railway and 

port facilities on the western shores of the Bay of Kola, is to be completed that 
same month. 

 
The Russian government estimates that over the next fifteen years no less than 

216 billion euros will be invested in the development of the Russian polar region 
by, among other things, providing substantial tax incentives to offshore oil 

projects, LNG producers, the petrochemical industry and companies involved in 
the extraction of minerals. 

 
(from: railfreight.com, January 10th 2020)  
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TRANSPORT & ENVIRONMENT 

 

 

 
 

 

HOW DECARBONIZING SHIPPING COULD UNLOCK A GLOBAL ENERGY 
TRANSITION 

 
Emissions from shipping could grow by 250% by 2050 if no action is taken. 

 
Halving shipping’s emissions by 2050 could require $1.2 trillion in investment. 

 
But the scale of this challenge could be big enough to spur decarbonization 

across other sectors, too. 
 

Climate change requires urgent action by all sectors of the economy including 
maritime shipping, which carries close to 80% of global trade and accounts for 

2-3% of global greenhouse gas emissions (GHG) annually.  
 

This is comparable with the emissions of large economies such as Germany and 

Japan.  
 

As global trade flows 
increase to serve a growing 

and more prosperous world 
population, emissions from 

shipping could grow 
between 50 and 250% by 

2050 if no action is taken. 
 

Shipping is not included the 
Paris Agreement.  

 
However, to curb emissions, member states of the International Maritime 

Organization (IMO), a specialized agency of the United Nations responsible for 

regulating shipping, adopted an initial GHG strategy in April 2018.  
 

The strategy prescribes that GHG emissions from international shipping must 
peak as soon as possible and that the industry must reduce the total annual GHG 

emissions by at least 50% of 2008 levels by 2050, with a strong emphasis on 
zero emissions.  

 
This will ultimately align emissions from shipping with the Paris Agreement. 

 
Shipping’s moon-shot ambition 
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At the UN Climate Action Summit in New York in September 2019, the Getting 

to Zero Coalition – a partnership between the Global Maritime Forum, the Friends 

of Ocean Action, and the World Economic Forum – was launched with the moon-
shoot ambition of having commercially viable zero emission vessels operating 

along deep sea trade routes by 2030.  
 

This would put the industry on track to meet the target set by the IMO.  
 

Merchant ships have an average lifespan of 20 years or more, which means that 
ships entering the world fleet around 2030 can be expected to still be in 

operation in 2050.  
 

Similarly, infrastructure associated with fuel supply chains can have an economic 
lifespan of up to 50 years, and reconfiguration to new fuels can be a lengthy 

process.  
 

Consequently, if shipping is to halve its emissions by 2050, there is a need to 

have zero emission vessels entering the global fleet by 2030 – only ten years 
from now – as well as a clear path to providing the large amounts of zero 

emission fuels needed to allow for rapid uptake over the following decades. 
 

Shipping is considered a hard-to-abate sector, and the decarbonization of 
shipping and its energy value chains can only be achieved through close 

collaboration and deliberate collective action between the maritime, energy, 
infrastructure and finance sectors, with support from government and IGO’s. 

 
Since the launch in September, the Getting to Zero Coalition has grown to unite 

more than 100 public and private sector stakeholders. 
 

$1 trillion in investments needed to halve shipping’s emissions 
 

A new study by UMAS and the Energy Transitions Commission for the Getting to 

Zero Coalition spells out the scale of the challenge.  
 

According to their analysis, the cumulative investment needed between 2030 
and 2050 to halve shipping’s emissions amount to approximately $1-1.4 trillion, 

or an average of $50-70 billion annually for 20 years.  
 

This should be seen in the context of global investments in energy, which in 
2018 amounted to $1.85 trillion. 

 
If shipping was to fully decarbonize by 2050, this would require further 

investments of some $400 billion over 20 years, bringing the total to $1.4-1.9 
trillion. 

 
Need for land-based investments outweighs the rest 
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The analysis also sheds light on where investments need to take place. 
 

These can be broken down into two main areas: ship-related investments, which 

include engines, on-board storage and ship-based energy efficiency 
technologies; and land-based investments, which include investments in the 

production of low carbon fuels, and the land-based storage and bunkering 
infrastructure needed for their supply. 

 
The biggest share of investments is needed in the land-based infrastructure and 

production facilities for low carbon fuels, which make up around 87% of the 
total. 

 
Only 13% of the investments needed are related to the ships themselves.  

 
These investments include the machinery and onboard storage required for a 

ship to run on low carbon fuels both in newbuilds and, in some cases, for 
retrofits.  

 

Ship-related investments also include investments in improving energy 
efficiency, which are estimated to grow due to the higher cost of low carbon fuels 

compared to traditional marine fuels. 
 

A trillion-dollar market opportunity 
 

While the exact numbers on total bunker fuel consumption for shipping are not 
readily available, they are estimated to be around 250-300 million tons of fuel 

consumed annually.  
 

This means that shipping’s decarbonization has the scale to be a catalyst for the 
broader energy transition, unlocking the market for zero emission fuels – a shift 

that represents a trillion-dollar market opportunity. 
 

In order for companies and governments to make the investments required to 

accelerate the shift to zero carbon fuels for shipping and other hard-to-abate 
sectors, we need to bring together the full range of the upstream and 

downstream fuels value chains to create a deeper understanding of the 
production and supply of the zero carbon fuels that will pave the way for 

shipping’s decarbonization. 
 

We invite stakeholders who share this ambition to join us in our mission to serve 
global trade in a sustainable manner. 

 
(from: globalmaritime.org, January 23rd 2020) 
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l 15 Ottobre 2012 

 
 INDUSTRY 

 

 

 
 

 

LIQUEFIED NATURAL GAS AS MARINE FUEL REVEALED TO BE WORSE 
THAN BUSINESS AS USUAL FOR THE CLIMATE 

 
A new report from the International Council on Clean Transportation (ICCT) has 

found that the most popular Liquefied Natural Gas (LNG) ship engine, 
particularly for cruise ships, emits between 70% and 82% more life-cycle 

greenhouse gas (GHG) emissions over the short-term compared to clean 
distillate fuels.  

 
The shocking new report, “The climate implications of using LNG as a marine 

fuel”, comes as the shipping sector grapples with its enormous climate footprint, 
and more ship operators are turning to LNG as a purported climate solution. 

 
Read the report: https://www.stand.earth/publication/climate-implications-

using-lng-marine-fuel-international-council-clean-transportation  

 
The ICCT report examines the lifecycle GHG emissions from marine fuels, 

including a previously poorly 
understood source of climate 

emissions from LNG-powered 
ships — the unintentional 

releases of the climate super-
pollutant methane from ship 

engines, known as methane slip.  
 

The authors found that using LNG 
could actually worsen the 

shipping industry’s climate 
impacts compared to marine gas 

oil (MGO) when considering the amount of heat these emissions will trap over a 

20-year period. 
 

“This groundbreaking new analysis is a damning climate indictment of LNG as 
marine fuel.  

 
For a sector that is already one of the largest contributors of global greenhouse 

gas emissions, this report reveals that switching ships to LNG is worse than doing 
nothing.  

 

https://www.stand.earth/publication/climate-implications-using-lng-marine-fuel-international-council-clean-transportation
https://www.stand.earth/publication/climate-implications-using-lng-marine-fuel-international-council-clean-transportation
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This should serve as an alarming wake-up call for the International Maritime  
Organization, which must act now to ensure it includes all greenhouse gas 

emissions in its emissions reduction strategy,” said Kendra Ulrich, Senior 

Shipping Campaigner at Stand.earth. 
 

LNG is being hailed as a climate solution by many in the shipping industry — a 
sector that is responsible for more global GHG emissions than major climate 

polluting nations, including Germany, Iran, South Korea, and Canada.  
 

If left unchecked in a business-as-usual scenario, international shipping GHG 
emissions could rise from its current 3% share of emissions to a staggering 17% 

of global GHG emissions by 2050.  
 

If ships were to continue to uptake LNG as a marine fuel, emissions could be 
even worse. 

 
“The report shows the need for adopting policies that can reduce the broader 

GHG emissions of shipping instead of CO2 only, including the well-to-tank 

emissions of ship fuels.  
 

If we fail to include all GHGs and focus only on CO2, we might end up with a 
large number of ships fulfilling all efficiency requirements, but where the GHG 

savings are on paper only,” said Dr. Elizabeth Lindstad, Chief Scientist at SINTEF 
Ocean, Maritime Transport. 

 
The Intergovernmental Panel on Climate Change has warned that global GHG 

emissions must be nearly halved from 2017 levels by 2030 to avert the worst 
impacts of climate change, and methane emissions from all sources must be cut 

by at least 35% from 2010 levels by 2050. 
 

Given this short timeframe to drastically reduce climate-disrupting pollution, the 
report authors evaluated the climate impacts of marine fuels using 20-year and 

100-year global warming potentials.  

 
Methane emissions are particularly problematic because methane traps 86 times 

more heat than the same amount of carbon over a 20-year period. 
 

Of the 756 LNG ships currently in use or on order, the most popular engine type, 
by far, is also the worst offender with the highest rate of methane slip.  

 
This engine is especially popular with cruise ships, and the cruise industry 

promotes these LNG ships as having significant climate benefits.  
 

As recently as December, the largest cruise operator in the world, Carnival 
Corporation, touted its LNG program as an example of its climate leadership in 

an announcement about joining the “Getting to Zero Coaliton.”  
 

This coalition aims to have zero-emission vessels in operation by 2030. 
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“Carnival Corporation’s program to increase the number of LNG ships in its global 

fleet is like jumping out of the oil pot and into the climate-fueled fire.  

 
While most of Carnival’s global fleet still burns one of the dirtiest fossil fuels on 

earth — heavy fuel oil — LNG is far from a solution to its massive climate 
pollution problem. 

 
We urge Carnival to stop fueling its ships with oil refinery waste and end its 

investments in climate-disrupting LNG ships.  
 

If Carnival wants to be an environmental leader, it must switch to the cleanest 
fuel available — marine gas oil — and put its investment dollars toward truly 

zero-emissions technologies,” said Ulrich. 
 

The International Maritime Organization’s (IMO) Pollution Prevention and 
Response Subcommittee meets February 17-21 in London, in what is being 

hailed by the international community as an Arctic Summit.  

 
The pollution subcommittee will be asked to send strong recommendations to its 

parent committee, the Marine Environment Protection Committee, on urgent 
control measures for black carbon in the Arctic and other marine ecosystems. 

 
Also on its agenda are banning the use, and carriage for use, of heavy fuel oil in 

the Arctic, and closing a loophole that allows for the continued use of heavy fuel 
oil under more stringent fuel sulfur standards if ships install “emissions-cheat” 

systems called scrubbers. 
 

The Marine Environment Protection Committee meets March 30-April 3 in 
London, where, after two years of stalling and delays, its top priority will be its 

Greenhouse Gas Reduction Strategy and agreeing to short-term measures to 
begin reducing emissions. 

 

The report was commissioned by international environmental organization 
Stand.earth. 

 
(from: hellenicshippingnews.com, January 29th 2020) 
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LOGISTICS 
 

 
 

 
 

THAW IN US-CHINA TRADE RELATIONS WON'T MEAN BUSINESS AS 

BEFORE FOR LOGISTICS 
 

The US-China trade pact signed this week, described by the US president as “a 
monster of a deal”, may have halted the trading tariff spat, but logistics 

providers and their clients have no cause to change strategy. 
 

In Phase 1 of the trade deal, the US has suspended a 15% tariff on some $160bn 
of imports from China set for 15 December and halved tariffs on another $120bn 

of imports from China, from 15% to 7.5%. 
 

In return, Beijing suspended a planned tariff of 5-10% on $75bn of goods from 
the US and shelved a 25% levy on US-made cars and a 5% tariff on auto parts 

and components. 
 

However, 25% tariffs on $250bn of Chinese goods entering the US remains in 

place and Washington has 
indicated it will not budge 

on these before China 
signs a second trade 

agreement. 
 

There is mainly relief that 
further escalation of the 

trade war has been 
averted and both sides 

should benefit from the 
agreement.  

 
Bloomberg has raised its projection for China’s GDP growth this year from 5.7% 

to 5.9%. 

 
The US’s National Retail Federation, one of the most vocal critics of the trade 

war, welcomed the truce but stressed the importance of eliminating the 
remaining tariffs. 

 
“The trade war won’t be over until all of these tariffs are gone.  

 
We are glad to see the phase 1 deal signed and resolution of phase two can’t 

come soon enough,” said chief executive Matthew Shay. 
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The relief over the deal is mingled with concerns that it may still fall apart, 

plunging the two sides back into full-blow economic conflict.  

 
A major cause for worry is China’s commitment to purchase an additional 

$200bn of US goods over the next two years.  
 

Beijing has insisted it will be subject to market conditions, whereas Washington 
appears adamant that China has to meet this obligation. 

 
And Shehrina Kamal, product director, risk monitoring, of Resilience360, finds 

several elements of the agreement “unrealistic”, including the expectation that 
China imports an additional $32bn of US agriculture goods over the next two 

years. 
 

She added: “The experience of the past two years has shown that things can 
change at a moment’s notice.  

 

The agreement has not reduced the uncertainty.” 
 

Nobody expects things to revert to the state of affairs before the stand-off 
began, noted Ms Kamal.  

 
“A lot of damage has already occurred,” she said. 

 
US importers will continue to explore alternative sourcing options.  

 
They are going to move cautiously and deliberately, holding back on significant 

investment moves in their supply chains, she predicted. 
 

And Mirko Woitzik, manager EMEA risk intelligence of Resilience360, added: 
“Logistics players will be even more cautious.” 

 

In the short term there will be some increase in traffic flows between the two 
countries.  

 
Most likely are spikes in the categories where China has agreed to make 

additional purchases from the US.  
 

The targeted $200bn over two years include $77.8bn imports of US 
manufactured goods; $32bn in agricultural goods and $52.4bn in energy.  

 
US farmers, refineries and exporters of crude oil and gas are seen as major 

beneficiaries. 
 

As a result, shipping lines are looking forward to more favourable conditions to 
strengthen their pricing across the Pacific. 
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Freightos’s weekly freight rate update this week notes that the thaw in US-China 
relations is “leading retailers to project a return to growth and normal seasonal 

ordering trends by the end of Q1 as trade conditions improve.  

 
This likely means that transpacific prices this year will exceed 2019’s atypically 

low prices”. 
 

However, the agreement does not generate demand for additional imports on 
either side, so a rise in Chinese imports of certain commodities in line with the 

agreement to order more from the US will translate into reduced imports from 
other sources, resulting in weakened volumes in other lanes. 

 
It is unclear how much of the ground US exporters lost to rivals in other countries 

over the past two years they can recover.  
 

Mr Woitzik noted that while the Chinese government had made the commitment, 
it was up to Chinese importers where they placed their orders.  

 

It remained to be seen in which commodities within these broad categories US 
exporters are competitive, he said. 

 
Regarding manufactured goods, the quickest way for China to meet the target 

would probably be to buy US aircraft, he said.  
 

Boeing’s management must be hoping Beijing reaches the same conclusion. 
 

(from: theloadstar.com, January 17th 2020) 
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LAW & REGULATION 

 

 

 
 

 

STATE AID: COMMISSION ADOPTS TWO DECISIONS RECOMMENDING 
TAXATION OF PORTS IN ITALY AND SPAIN 

 
The European Commission has proposed, in two separate decisions, that Italy 

and Spain align their taxation of ports with State aid rules.  
 

The Commission remains committed to ensure a level playing field across the 
EU in this key economic sector. 

 
Commissioner Margrethe Vestager, in charge of competition policy, said: "Ports 

are key infrastructure for economic growth and regional development.  
 

That is why EU State aid rules provide ample room for Member States to support 
and invest in ports.  

 

At the same time, to ensure fair competition across the EU, ports generating 
profits from economic activities should pay taxes in the same way as other 

companies - no more, no less." 
 

Cross-border competition plays an important role in the ports sector and the 
Commission is committed to ensuring a level playing field in this key economic 

sector. 
 

Ports carry out both non-economic and economic activities: 
 

 Non-economic activities, such as maritime traffic control and safety or anti-
pollution surveillance, typically fall within the competence of public 

authorities.  
 

Such public remit activities are outside the scope of EU State aid control. 

 
 The commercial operation of port infrastructure, such as providing paid access 

to the port, on the other hand constitutes an economic activity.  
 

EU State aid rules apply to these activities. 
 

A corporate tax exemption for ports that earn profits from economic activities 
can provide them with a competitive advantage when they operate on the 

internal market and therefore involves State aid, which may not be compatible 
with EU rules. 



32 
 

 
 C.I.S.Co. Newsletter  January  2020 

 
In Italy, ports are fully exempt from corporate income tax. 

 

In Spain, ports are exempt from corporate income tax on their main sources of 
revenue, such as port fees or income from rental or concession contracts. 

 
In the Basque Country, ports are fully exempt from corporate tax. 

 
In April 2018, the Commission informed Italy and Spain of its concerns regarding 

their regimes for the 
taxation of ports.  

 
The Commission takes 

the preliminary view 
that, in both Italy and 

Spain, the existing tax 
regimes provide the ports 

with a selective 

advantage that may 
breach EU State aid 

rules. 
 

Today, the Commission has therefore invited Italy and Spain to adapt their 
legislation in order to ensure that ports, as from 1 January 2020, will pay 

corporate tax in the same way as other companies in Italy and Spain, 
respectively.  

 
Each country now has two months to react. 

 
The decisions today follow recent Commission decisions requiring the 

Netherlands, Belgium and France to abolish exemptions from corporate tax for 
their ports. 

 

Background 
 

The tax regimes applicable to ports in Italy and Spain existed prior to the entry 
into force of the EU Treaty in these Member States.  

 
Therefore, these measures are considered as "existing aid" and their assessment 

is subject to a specific cooperation procedure between the Member States 
concerned and the Commission.  

 
For existing aid that is found to be in breach of EU State aid rules, beneficiaries 

are not required to reimburse aid received in the past. 
 

When existing aid appears to be in breach of EU State aid rules, the Commission, 
as a first step, informs the Member State about its concerns.  
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In light of the reply, the Commission may then propose appropriate measures 
to bring the measure in line with EU State aid rules. 

 

Today's proposals to Italy and Spain are such second steps.  
 

If the Member States do not accept the proposals, the Commission may decide, 
as a third step, to open an in-depth investigation to verify the compatibility of 

the existing aid.  
 

If the Commission concludes that the regime is not compatible with EU State aid 
rules, it may require the Member State to put an end to the aid scheme that 

distorts competition in the Single Market. 
 

In parallel, the Commission is also continuing its investigation into the 
functioning and taxation of ports in other Member States and will take the 

necessary steps to ensure fair competition between all ports in the EU. 
 

Removing unjustified tax advantages does not mean that ports can no longer 

receive State support.  
 

Member States have many possibilities to support ports in line with EU State aid 
rules, for example to achieve EU transport objectives or to put in place necessary 

infrastructure investment which would not have been possible without public aid. 
 

In this regard, in May 2017, the Commission simplified rules for public 
investment in ports.  

 
As a result of the Commission extending the General Block Exemption Regulation 

to non-problematic investment in ports, Member States can now invest up to 
€150 million in sea ports and up to €50 million in inland ports with full legal 

certainty and without prior verification by the Commission.  
 

The Regulation allows public authorities to, for example, cover the costs of 

dredging in ports and access waterways.  
 

Furthermore, EU rules enable Member States to compensate ports for the cost 
of undertaking public service tasks (services of general economic interest). 

 
(from: ec.europa.eu, January 8th 2020)  
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PROGRESS & TECHNOLOGY 

 

 

 
 

WIND SHIPS AHEAD 

 
The physical principle is the same one humans have used on sailing boats since 

eons ago: the wind hits the leading edge of the sail and splits into two flows 
which are redirected and travel at different speeds towards the trailing edge, 

causing a pressure difference that simultaneously pulls and pushes the sail and 
the craft forward.  

 
What has changed is the efficiency.  

 
Advanced science has doubled the amount of propulsion power per square metre 

of sail surface, says Marc Van Peteghem, naval architect and co-founder of VPLP 
Design.  

 
Together with the French engineering firm CNIM, VPLP has developed a new 

wing sail concept they call OceanWings, based on an existing VPLP idea. 

 
From plane to ship 

 
In recent years a number of attempts have been made to combine the propulsion 

principle of traditional sailing boats with the aerodynamic efficiency of an 
aeroplane wing with the trailing edge flap extended for starting or landing.  

 
“There is a slot between the two elements of the wing, and the air going through 

the slot accelerates the flow and pushes the turbulence towards the trailing 
edge”, explains Van Peteghem.  

 
While in the case of an aeroplane, the thrust created by the engine moves the 

craft against the air, causing the airflow to divide at the wings and generate the 
uplift force, the principle is reversed in the case of a sailing boat: the wind hits 

the sail rather than the sail being pushed against the wind.  

 
The physics is the same, however.  

 
Transferring the two-part concept of the plane wing and flap to a sailing boat 

results in a wing sail, which consists of two vertical, more or less symmetric, 
parallel “blades” or “wings” with a narrow gap between them.  

 
The gap splits and redirects the airflow again, reinforcing the aerodynamic effect 

and producing an additional thrust. 
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The concept has been the subject of various experimental designs for some time, 
including inflatable as well as rigid or segmented hard-shell prototypes.  

 

While significant efficiency improvements have been achieved, controlling and 
reefing the sail has been complicated, requiring exceptional skill and experience. 

 
Automated handling 

 
The OceanWings design takes a slightly different approach: each of the two 

straight blades has a mast of its own and consists of several horizontal 
segments, the “body” of each segment formed by a flexible fabric.  

 
Raising or lowering these segments along the mast allows the surface of the sail 

to be increased or reduced, or “reefed”, and lowering all segments to the 
lowermost position “furls” the sail entirely.  

 
The angle between the two parts of the sail can be adjusted as desired; each 

blade can rotate 360 degrees around its mast. 

 
The second key element of the OceanWings concept is that the complications 

associated with finding the proper 
position for the given wind condition 

and desired direction of travel is 
eliminated because the entire wing sail 

is fully computer controlled.  
 

All the operator needs to do is choose 
the heading, and the computer will 

position the two parts of the sail to 
achieve optimum thrust, adjusting the 

camber and twist as required.  
 

The sail has been tested successfully on VPLP yachts, including the hydrogen 

fuel-cell co-powered catamaran Energy Observer launched in 2017, and is 
commercially available.  

 
According to Marc Van Peteghem, OceanWings sails can reduce fuel consumption 

by 18 to 42 per cent, depending on ship type, route and sail arrangement. 
 

But VPLP has far more ambitious goals than yachting.  
 

“It is time to transfer the technology we have developed in the yachting industry 
to the shipping industry”, says Van Peteghem.  

 
His company advertises its OceanWings wind propulsion technology as an 

auxiliary source of propulsion power for merchant ships to help achieve the 
desired EEDI.  

 

https://www.hellenicshippingnews.com/wp-content/uploads/2020/01/T3_Yacht_190_supply_ship_concept_tcm71-164556.jpg
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Looking further into the future, hybrid vessels combining an eco-friendly engine 
fuel with wing sails and solar panels on board could one day be an option for 

GHG-neutral, sustainable shipping.  

 
Of course, not every sea route has the right wind conditions for such a solution, 

but on those routes that do, taking advantage of the wind as an inexhaustible 
energy source certainly makes ecological and economic sense. 

 
Advisory and certification services 

 
“A wing sail could be installed on any ship where it is freely exposed to the wind,” 

says Van Peteghem.  
 

Once a new wind propulsion concept enters the commercial stage, it is the 
responsibility of class to ensure the system is safe and reliable, he adds. 

 
DNV GL certainly has the required expertise and engineering know-how in this 

field, says Hasso Hoffmeister, Senior Principal Engineer at DNV GL.  

 
“Among the advantages of a wing sail is that its three-dimensional cross section 

improves its aerodynamic efficiency compared with a conventional sail. 
 

Therefore it achieves considerably more thrust per square metre of sail surface 
area.”  

 
On the other hand, the forces acting on any sail not only push in the forward 

direction but also sideways, which means the stability of the ship must be 
considered when sizing the sail surface area.  

 
“But sails intended to provide auxiliary propulsion on a large merchant vessel 

would typically be small enough to avoid any negative impact on stability,” says 
Hoffmeister.  

 

“Depending on the relative dominance of a sail system and whether it is a new 
design or a retrofit, a ship design may be worth optimizing for wind propulsion 

efficiency.”  
 

An example is Dykstra Naval Architects’ proposed sailing cargo ship concept 
“WASP”, designed for a very large sail surface and therefore with an appropriate 

hull form.  
 

A DNV GL certification standard for such ships has been published in November 
2019, called DNVGL-ST 0511 ‘Wind assisted Propulsion Systems’. 

 
Projects like the recent successful rotor sail installations by the MariGreen 

consortium and Norsepower, both with DNV GL certification, as well as 
OceanWings and other sail types have delivered encouraging results.  
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To support these efforts DNV GL also published its new class notation ‘Wind 
assisted propulsion systems’ in 2019.  

 

What the industry needs now is substantial capital investments in these proven 
wind technologies so they can enter the mainstream and unfold their carbon 

abatement and fuel-saving potential. 
 

DNV GL currently offers three services relevant for wind propulsion systems. 
 

Its independent maritime advisory network has unique expertise in calculating 
the amount of auxiliary propulsion power or fuel savings specific wind systems 

will generate on a specific ship on a given route.  
 

This is done using simulations and route-specific weather statistics, and the 
results for various sail systems can be compared to determine the most efficient 

one.  
 

The second service is EEDI calculation for a given hybrid propulsion 

configuration; including wind assistance in this calculation is expressly 
permissible under IMO statutes, Hasso Hoffmeister stresses.  

 
The third service is the new class notation involving technical certification and 

approval of the safety, structural stability and resilience under extreme 
conditions of a ship using auxiliary sails.  

 
This procedure is based on class rules and includes control and monitoring 

systems as well as the integration of the sail system into the ship.  
 

“The technology is there, and we offer the necessary independent advisory and 
approval services,” says Hoffmeister. 

 
“It is up to the shipping industry to seize these opportunities.” 

 

(from: hellenicshippingnews.com, January 16th 2020) 
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STUDIES & RESEARCH 

 

 

 
 

 

BOX LINES ‘BATTLE-HARDENED’ FOR ANOTHER CHALLENGING YEAR 
 

The container shipping sector is now “battle-hardened” and able to cope with 
another unpredictable and challenging year, thanks to improved capacity 

management capabilities that they have developed over a number of years, 
according to industry analyst Drewry. 

 
The container shipping specialist said this year will be yet another challenging 

one for the container industry in terms of capacity management, but “much like 
last year, carriers should be able to return solid, if unspectacular results and 

continue to prepare the ground for a better future”.  
 

It said a new year “raises the usual questions about how carriers will handle the 
introduction of big new ships and their impact on the industry’s precarious 

supply-demand balance”, noting that the unadjusted orderbook indicates that 

an extra 1.2 million teu will be added to the fleet in 2020, of which 532,000 teu 
is comprised of 23 Ultra Large Container Vessels (ULCV). 

 
These will go to HMM (soon of THE Alliance), CMA CGM (Ocean Alliance) and 

MSC (2M), Drewry pointed out, noting: “The current delivery schedules for the 
new ULCVs are spread evenly through 2020, which should make their integration 

a little easier than if they arrived en masse. 
 

What would lighten the load is if some of those scheduled for an end-year 
delivery were to slip into 2021 delivery slots, which based on past history is 

entirely possible.” 
 

Even if some of the big newbuilds don’t arrive next year as planned, there will 
be a significant amount of new capacity entering the market, Drewry noted, 

adding: “However, that could have been said in most recent years; and despite 

the standard early-year fears of a capacity glut that will flood the market and 
depress rates, the reality is that lines are very adept at switching capacity around 

and hiding it when necessary.” 
 

One such method is void sailings, of which Drewry counted an estimated 253 in 
the East-West lanes alone during 2019, “a significant increase on the 145 cases 

in 2018”. 
 

But it said a large number of scrubber retrofits will also assist.  
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“As of late December 2019, there were still some 260 units with an aggregated 
capacity of nearly 2.4 million teu pending retrofits; so the idle fleet will continue 

to remain high for a few more months at least, while reported yard delays will 

keep ships out of service for longer than expected,” the analyst said. 
 

“Therefore, while Drewry acknowledges that capacity management will continue 
to be challenging this year, we don’t believe the current delivery schedule is 

anything that lines will not be able to cope with.”  
 

Drewry’s global supply-demand index – adjusted for idle fleet – from its recently 
published Container Forecaster report calls for a 

“tiny” decrease of 0.4 points to 90.6 in 2020.  
 

“Keeping in mind that any index reading below 100 
represents overcapacity, the forecast highlights 

just how far carriers have to go to compensate for 
the industry’s structural overcapacity and reach a 

comfortable balance that will promote sustainable 

freight rate gains,” Drewry said. 
 

On the demand side, it expects the market “to 
continue in much the same manner as it did last 

year”, noting: “Lines will remain price-takers as the supply-demand 
fundamentals will work against them, although they will be able to remain 

profitable so long as operating costs are kept in check.  
 

It will be a tightrope act and the capacity levers of idling and void sailings will 
be pulled frequently.” 

 
Looking beyond 2020, it said carriers’ best hope to reverse this course is “to be 

much more ruthless on demolitions and to remain restrained when it comes to 
ordering new tonnage”, continued: “The biggest risk to the latter is a significant 

government influence within some Asia-based carriers that could force politically 

driven rather than commercially driven investment decisions.”  
 

Uncertainty regarding the best option to help the industry achieve its carbon-
neutral goals could also help with the rebalancing process, Drewry said, adding: 

“Deciding on the most suitable ship propulsion alternative will understandably 
take time and the longer carrier executives take to consider and delay 

investment in new ships, the more time the industry will have to reduce its 
capacity surplus.” 

 
Drewry maintains that new orders will be constrained by three main factors: 

existing structural overcapacity; uncertainty over future environmental 
regulations and compliant vessel fuels; and new carrier strategies directing 

capex focus away from ships and towards IT and logistics. 
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It concluded: “The container industry is now battle-hardened to cope with yet 
another challenging and unpredictable year ahead.  

 

Much like last year, carriers should be able to return solid, if unspectacular 
results and continue to prepare the ground for a better future.” 

 
(from: lloydsloadinglist.com, January 13th 2020)  
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DIGITALIZATION  
 

 

 
 

 
DIGITALIZATION AND AUTOMATION KEY TO E-COMMERCE SUPPLY 

CHAINS 

 
DHL has identified digitalization and automation in the supply chain as an 

imperative for online retailers looking to grow and compete over the long-term. 
 

In its latest white paper, the company, which this year announced an investment 
of at least US$2.2 billion in digitalization through 2025, provides new insights 

on how specific challenges within the e-commerce supply chain can be overcome 
with the support of new technologies. 

 
Change at the Speed of the Consumer: How E-Commerce is Accelerating 

Logistics Innovations was authored by Professor Lisa Harrington, president and 
CEO of lharrington group llc. 

 
It looks at six principal areas where e-commerce is challenging the supply chains 

of merchants and logistics companies: customer expectations for a perfect 

buying experience; consumers' desire to buy and receive goods 'anywhere, 
anytime'; exploding demand for urban delivery; competition for labor and wage 

inflation; the emergence of new online sales models and unexpected surges in 
demand; and environmental concerns. 

 
The paper notes that the impact of these challenges is most keenly felt in the 

areas of fulfilment and last mile delivery.  
 

Labour in the US, for example, which is the world's second largest e-commerce 
market, accounts for 40-60% of warehousing operating costs.  

 
With real estate company CBRE predicting in 2018 that an additional 450,000 

warehouse workers will be needed in the US by the end of 2019 and 
unemployment at a consistently low rate, this presents a risk in terms of both 

cost and recruitment, particularly during peak periods. 

 
Moreover, increased urbanization, combined with heightened pressure - from 

both socially-conscious consumers and municipal authorities, in particular - to 
reduce the environmental impact of transport operations, is forcing retailers to 

seek out creative ways of balancing delivery convenience with reduced mileage 
for diesel-powered vehicles over the last mile. 
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The paper highlights that across each of the profitability challenges, technologies 
already exist that allow companies to reduce unit costs, better forecast needed 

inventory or increase productivity to absorb additional growth, the paper 

highlights. 
 

Robotics and automated sorting systems, for example, allow companies to 
process higher order volumes without the need to engage large numbers of 

temporary workers.  
 

Advanced Warehouse Execution Systems, combining Internet of Things 
capabilities, machine learning, 

business intelligence and data 
mining agents can increase 

performance and responsiveness to 
meet rising customer expectations. 

 
The paper underlined that while 

autonomous vehicles for last-mile 

delivery still await regulatory 
approval in many markets, 

digitalization can already support 
better demand forecasting to allow 

inventory to be placed closer to the end customer and to optimize transport 
routings, reducing time on the road.  

 
As many of these technologies evolve further and new innovations come to the 

market, companies that are able to deploy them effectively within their supply 
chain will be best positioned to address the costly inefficiencies, volatile order 

trends and demanding customer expectations that characterize the fiercely 
competitive e-commerce market.   

 
"The insights from this new white paper show that profitability is still a major 

challenge for many e-commerce companies, despite - or often actually because 

of - the dynamic growth of the sector.  
 

It also gives our customers a comprehensive overview of the specific areas 
where that challenge is most prevalent, and which technologies currently offer 

the most potential to support them," said Ken Allen, CEO, DHL eCommerce 
Solutions. 

 
"DHL's innovation approach is targeted at identifying, piloting and deploying 

across our global network the most effective technologies and solutions in each 
of these areas.  

 
We will continue to actively expand robotics and automation across many parts  

of our operations, for example, and we see artificial intelligence becoming an 
enabler throughout our business in the future.  
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There is no 'silver bullet', but companies must embrace new technologies and 
innovate to thrive." 

 

Acknowledging that innovation can itself be a profitability challenge, particularly 
if approached at the wrong pace or with excessive outlays of capital, the research 

also detailed a three-step approach to innovating successfully: focusing on 
innovations that provide differentiation; adopting a long-term, strategic view of 

innovation; and bridging the silos of people, software and machines. 
 

"Given the complexity of the global logistics industry, the huge variance across 
markets and regulatory environments, and the competitive differentiation that 

comes from relationships and in-depth knowledge of customers' supply chains, 
we still see people playing a critical role in the industry for the foreseeable 

future," said Allen.  
 

"The companies that will win the race to future success are those that are able 
to combine the expertise of their people with software and machines most 

effectively." 

 
DHL opened its newest Innovation Center - its third globally - in September 2019 

in Chicago.  
 

The center acts as a hub for innovation, where DHL conducts research into the 
major trends shaping the logistics industry, explores customers' needs and 

readiness for more innovative solutions, and tests and pilots technologies with 
the highest potential for deployment. 

 
(from: lloydsloadinglist.com, January 2nd 2020) 
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REEFER 

 

 

 
 

 

CHINA APPEARS TO BE ON THE VERGE OF A ‘TSUNAMI’ OF PERISHABLE 
IMPORTS 

 
On 1 January, Beijing implemented temporary tariff reductions on more than 

850 products in an effort to fuel imports after a domestic shortage of some goods 
and demand for foreign speciality goods for everyday consumption. 

 
However, even more imports will be triggered by the China-US phase one trade 

agreement, due to be signed on 15 January. 
 

The January tariff changes cover a broad range of products, from frozen pork to 
semiconductors; for example, the 

tariff on avocados was lowered from 
30% to 7%.  

 

And details of the new accord 
between Beijing and Washington 

have yet to be revealed, but US 
officials have signalled that 

substantial exports of agricultural 
products are in store. 

 
According to US trade 

representative Robert Lighthizer, China has agreed to purchase $200bn worth 
of additional US goods and services over two years, and perishables play a 

prominent role in this scenario.  
 

The White House declared last year that China would boost purchases of US 
agriculture products to $40-50bn within two years. 

 

The mood is particularly bullish among US meat exporters, who sense an 
opportunity. 

 
An African swine fever epidemic has devastated Chinese pig stocks, with around 

40% being culled, causing a spike in pork prices – although the government 
released some strategic reserves.  

 
And US chicken exporters are also bullish after Beijing lifted a ban on US poultry 

in December that had been in place since 2015 after an outbreak of avian flu. 
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Chinese imports of poultry from Brazil climbed 34% last year and, according to 
Mr Lighthizer, US exporters will be able to sell more than $1bn worth of poultry 

and poultry products a year to China. 

 
As the trade war pushed tariffs on their catch up to 40%, US lobstermen saw 

their exports to China dry up while Canadian exports went through the roof. 
 

Brendan Harnett, chief executive of Vancouver-based perishables specialist 
Flying Fresh Air Freight, expects US players to try to recover this lost ground 

once tariffs drop.  
 

One element in their favour is ample lift out of US gateways at low rates, he 
noted. 

 
He reckons his company may be moving more crab and cherries from the Pacific 

north-west to China as tariffs on these go down.  
 

Most of this is trucked either to Vancouver or California to catch flights to China. 

 
For now, Flying Fresh’s Canadian clientele is adopting a wait and see stance. 

 
There is uncertainty not only over the details in the US-China accord and how 

aggressively US exporters will go after the market, but also on political issues. 
  

For one thing, the Chinese government may want to encourage exports from US 
sources to offset the trade imbalance with the US, Mr Harnett reflected. 

 
Another question mark is over Sino-Canandian diplomatic relations, which have 

been strained by the arrest of Meng Wanzhou, chief financial officer of Huawei 
and daughter of the company founder, in Vancouver, who is fighting an 

extradition request from Washington.  
 

Temporary bans of Canadian pork by Beijing last year have been widely 

associated with the case. 
 

Other countries are seeking to get broader access to the Chinese market.  
 

Last November China agreed to open its borders to melons from Brazil, the first 
fruit from the Latin American country. 

 
The prospect of a surge in perishables traffic to China raises concerns about cold 

chain capacity.  
 

According to several reports from the second half of last year, the country’s cold 
storage infrastructure was stretched to the limits by a sharp increase in pork 

imports. 
 

Mr Harnett doubts that there will be serious problems ahead. 
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As pork imports do not fully compensate for the decline in domestic production, 

the overall need for cold chain capacity is not going up, he noted. 

 
There is a possibility, though, that gateways may experience congestion as a 

result of increased perishables imports, he said. 
 

But new capacity is mushrooming in China.  
 

According to a recent study profiled on ReportLinker, the Chinese cold chain 
logistics market grew 18.8% to RMB295.6bn in 2018 and is expected to show 

8.5% CAGR between 2018 and 2025. 
 

One large player Dalian Port Yidu Cold Chain, aims to develop a cold chain 
network with hubs in Dalian, Shenyang, Zhengzhou and Guangzhou.  

 
In collaboration with the Port of Guangzhou, the company is currently building 

six eight-storey cold storage facilities at the Port of Nansha, adding 460,000 tons 

of capacity.  
 

The first phase of the project, is scheduled for completion by the end of this 
year. 

 
(from: theloadstar.com, January 10th 2020) 
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Numero del 15 Ottobre 2012 

 
ON THE CALENDAR 

 

 

 
 05-07/02/20  Carrara Seatec – Sea Technology & Design 

 

 05-07/02/20  Berlin  Fruit Logistica 2020 

 

 10-12/03/20  Stuttgart LogiMAT 2020 

 

 11-12/03/20  Ravenna REM 2020 

 

 11-12/03/20  Singapura  26th Maritime HR & Crew Management Summit 

 

 17-19/03/20  Shanghai Intermodal Asia 2020 

 

 18-20/03/20  Padova Green Logistics Expo 2020 

 

 19-20/03/20  Amsterdam Home Delivery World Europe 2020 

 

 21-25/03/20  Verona Transpotec Logitec SaMoTer – Asphaltica 2020 

 

 08-09/04/20  Rotterdam 24th Ballast Water Management Conference 

 

 21-23/04/20  Antwerpen Antwerp XL / Shaping the future of breakbulk 

 

 23-24/04/20  Shanghai The 9th Annual Event Green Shiptech China Congress 

      2020 

  

 28-30/04/20  Moskva 14th LTE.CRANES 

 

 12-14/05/20  London Infrarail 2020 

 

 13-14/05/20  København Danish Maritime Fair  

 

 17-18/06/20  Milano  3° Automation Instrumentation Summit  

 

 25-27/08/20  Batam  5th Indonesia Marine & Offshore Expo (IMOX) 2020 

 

 26-28/08/20  Jakarta Inmarine 20 

 

 28/09-03/10/20  Napoli  Naples Shipping Week  

 

 05-09/10/20  Valletta Malta Maritime Summit – “The Voice of the Industry” 

 

 
 

 
 

 

The Secretariat of C.I.S.Co. is able to communicate 

detailed information on the programs of all the 

events and how to participate. 

 


