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CHINA LOWERS SERVICE CHARGES AT PORTS 

China will lower the service charges of ports to optimise the 
business environment and encourage logistics firms to resume 
operations, as coronavirus begins to loosen its hold on the 
country. 

The order was made in an circular issued by the Ministry of 
Transport and the National Development and Reform Commis-
sion, stating port charges for cargo and facilities security will 
be cut by 20% from 1 March to 30 June. 

The measure is expected to save enterprises and shippers about 
US54.87m, said the circular, reported by government website 
China.org.cn. 

Mandatory emergency response fees for cargo ships other than 
oil tankers will also be cancelled. 

Cooperation between ports, shipping companies and cargo 
owners should be strengthened and port operators are encoura-
ged to give preferential treatment to small and micro enterpri-
ses affected by the novel coronavirus outbreak, noted the circu-
lar. 

In the meantime, the circular called for stronger supervision 
over the international shipping and port markets, and a crack-
down on illegal activities. 

On Thursday 12 March, a government spokesperson said the 
peak of the current outbreak of novel coronavirus disease 
(COVID-19) in China is over, reported state-run press agency 
Xinhua. 

www.portstrategy.com 

The Port of Rotterdam is set to benefit from optimisation soft-
ware as part of its Container Exchange Route (CER) project. 

INFORM will deliver the Capacity and Planning Platform 
(CAPP), which is comprised of a plug-in set of optimisation 
modules for the project’s front-end user interface – the CER 
Platform – developed by the Port of Rotterdam. It will combi-
ne INFORM’s Syncrotess optimisers leveraging AI and opti-
misation techniques. 

“Optimisation algorithms are crucial to the success of CAPP 
and therefor for the CER Project; due to the high number of 
parameters to be considered, it is not realistic for a staff mem-
ber to manually plan the CER movements on the back of a 
cigar box,” commented Emile van Rijn, project manager capa-
city & planning CER at the Port of Rotterdam. 

The Container Exchange Route comprises dedicated infrastruc-
ture, logistics agreements, and IT systems that link all parties. 
Measurable benefits are expected to be the shorter turnaround 
time of deep-sea vessels, additional flexibility, and additional 
capacity to attract new cargo. 

The CER bundles container flows meaning that trains, barges, 
and feeders will no longer need to call all terminals individual-
ly and that transhipment containers are exchanged reliably and 
efficiently. Participating terminals include: Hutchinson’s ECT-
Delta, ECT-Euromax, APMT Rotterdam, Rotterdam World 
Gateway and APMT MVII as well as Dutch Customs, Distri-
park, empty depots, and the barge feeder terminals on the 
Maasvlakte. 

CAPP receives data from the CER Platform, analyses it, and 
sends back optimised proposals for execution. The analyses 

includes: whether a new order is feasible given current wor-
kload and constraints, a journey plan for containers, the gene-
ration of schedules, and a schedule of jobs for the automated 
road trucks to transport containers to their destinations. 

www.portstrategy.com 

OPTIMISATION SOFTWARE FOR ROTTERDAM 

Ports  

“Medical workers after curing patients at the 

Wuchang temporary hospital in Wuhan, on 10 

March. Image: Xinhua ” 

“The Port of Rotterdam's Container Exchange 

Route project is in development.  

Photo: INFORM” 
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HMM is to receive nine ships back that Maersk and MSC sub-
chartered March 2017 as part of the carrier’s slot charter agree-
ment with the 2M. 

The redelivered tonnage includes three 13,092 teu Danaos-
owned vessels on long-term charter from the Greek shipowner. 

According to one London broker source, Maersk and MSC took 
over the charters of the three ships at a discount on the charter 
party daily hire rate, with HMM paying the difference to ow-
ners. 

The source told The Loadstar that, having already exceptionally 
agreed to discount the daily hire rate to HMM during the car-
rier’s cost-cutting measures designed to ensure its survival, 
Danaos “held firm” on the revised rate. 

At the time, HMM was not in a strong negotiating position, 
needing to become part of an alliance to receive several tran-
ches of desperately needed funding from state-owned banks, 
but it was denied full membership of the 2M and only able to 
secure a slot charter deal. 

As a consequence, HMM was unable to deploy its own ships on 
the Asia to Europe tradelane, and the 2M partners “took them 
off their hands”, according to the broker. 

However, subsequently HMM has been accepted as a full mem-
ber of rival THE Alliance, alongside Hapag-Lloyd, ONE and 
Yang Ming, and will officially join the VSA on 1 April. 

The Danaos ships, along with five 10,081 teu vessels also sub-
chartered to Maersk and MSC, will be deployed on THEA’s 
new east-west network, stemmed to start on 1 April. 

Notwithstanding HMM recording five consecutive years of 
losses, including $511m last year and $708m in 2018, the car-
rier is taking delivery of 12 24,000 teu ULCVs between April 
and September. They will be phased into THEA’s FE4 loop, 
replacing Hapag-Lloyd’s 11 15,000 teu ships. 

According to Alphaliner, the redelivered vessels and the new-
build ULCVs will add 388,000 teu to HMM’s fleet, taking the 
carrier’s total capacity to some 790,000 teu. It will leapfrogging 
its THEA partner, Yang Ming (with around 607,000 teu of 
capacity), to take eighth place in the carrier league table. 

When the newbuilds have all been delivered, HMM will be 
some way to achieving president and CEO Jae-hoon Bae’s 
rehabilitation target for the carrier: reaching one million teu 
capacity. 

The consultant said the redelivery of the ships to HMM “would 
not have a significant impact” on the overall fleet deployment 
of Maersk and MSC, with the outgoing tonnage mainly being 
replaced by ships returning from scrubber installation. 

Moreover, with so many blanked sailings since Chinese new 
year due to the coronavirus outbreak, and the fear of a signifi-
cant global demand slump as the virus causes lockdowns 
around the world, the 2M partners could be looking to downsi-
ze their network offering for the duration of the crisis. 

Indeed, a similar message could follow from THEA partners, 
obliging HMM to pause delivery of its new scrubber-fitted 
flagships. 

theloadstar.com 

HMM TAKES 100,000 TEU  
OF CAPACITY FROM THE 2M TO ITS NEW ALLIANCE 

Maritime Transport  

“HMM is to receive nine ships back that Maersk and MSC sub-chartered 

March 2017 as part of the carrier’s slot charter agreement with the 2M.” 
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It’s never too late. The ink has hardly 
dried on new contracts signed by the 
Hong Kong-based carrier OOCL with 
the shipyards Nantong Cosco KHI Ship 
Engineering and Dalian Cosco KHI Ship 
Engineering for five giant containership 
newbuildings. Each of the ships, which 
costs USD 155.7 million a piece, will 
offer the shipping line the capacity to 
carry another 23,000 teu. The units are 
due to be delivered in 2023. 
OOCL’s fleet already includes six huge 
G class vessels today, with a capacity to 
carry approximately 21,000 teu each. 
These ships were ordered in March 
2015, and represented the first step in 
OOCL’s expansion into this class of 
huge freighters for services in the trade 
between Asia and Europe. OOCL’s 
original plan had been to order a second 
batch of six -ULCVs. This extension of 
the original order was ditched in the 
wake of the shipping crisis of 2016 and 
the subsequent phase of the sale of the 
OOIL Group to Cosco Shipping in 2017 
and 2018. Now it has been revived as a 
quintet. 

www.transportjournal.com 

OOCL TAKES OFF THE GLOVES 

Maritime Transport  

“Under the aegis of its new parent company Cosco Shipping, 

OOCL has returned to its original strategy with a slight 

delay. Five new 23,000 teu vessels are being built by 2023 on 

the Chinese mainland, near Shanghai” 

In what must count as liner shipping’s most significant under-
statement Hapag-Lloyd CEO Rolf Habben Jansen said today 
that this year “will be a very unusual year”. 

Jansen explained that following the initial shocks in Asia those 
economies have started to recover more quickly than most com-
mentators had anticipated, but now other continents are feeling 
the impact of the Covid-19 virus outbreak. 

“We will in the upcoming weeks and months mainly focus on 

the three things that matter most to us: the safety and health of 
our people, keeping the Supply Chains of our customers flo-
wing and taking precautionary financial measures to weather 
the storm if it lasts longer than anticipated.” said Jansen. 

The liner shipping company is persisting with its Strategy 2023 
policy in the face of the looming virus induced economic reces-
sion, that many economists are now saying is looking much 
more likely, with both the US and UK slashing interest rates in 
an effort to kick-start economic activity. 

Acknowledging the effect of the Coronavirus Hapag-Lloyd 
expects a reduction in its 2020 returns compared to, what it 
says, was a bumper year in 2019. 

Last year saw the group’s net result improve significantly to 
around US$418 million (€373 million); with earnings before 
interest, taxes, depreciation and amortisation increasing to 
US$2.2 billion (€2.05 billion). At the same time, earnings befo-
re interest and taxes (EBIT) climbed to US$908 million (€811 
million). 

“Today we are in rapidly changing and uncertain times,” said 
Jansen, who estimates that Hapag-Lloyd expects an EBITDA of 
US$1.82-2.36 billion (€1.7-€2.2 billion) and an EBIT of 
US$536.68 million to US$1.07 billion (€500 million to €1 bil-
lion) in 2020. 

Forecasts for 2020 are, “Subject to considerably higher uncer-
tainties than normal, particularly due to the coronavirus out-
break. After a decent start of 2020, global container volumes 
will be impacted by the global coronavirus crisis, and the ma-
gnitude of that is impossible to determine right now, added 
Jansen. 

container-news.com 

AN UNUSUAL YEAR IN STORE FOR BOX SHIPPING SAYS HAPAG CEO  

“Hapag-Lloyd celebrate a good 2019, but are 

cautious about an "unusual" 2020.” 
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There is nothing quite like it in the world. The type of antitrust 
immunity granted to international containership lines is cer-
tainly not covered in business schools except in those savvy 
enough to offer courses in transportation operations and mana-
gement. The European Commission (EC), through its Director 
General of Competition, proposed allowing consortia of contai-
nership lines to retain their exemption from European Union 
(EU) competition law. While this has been in place since 2009, 
the exemption was set to expire in April 2020. The proposal is 
for a four-year renewal. In this setting, containership lines may 
form consortia (i.e., strategic alliances or discussion agree-
ments) without fear of running up against charges of antitrust 
activity leading to excessive market control. 

The EC’s assessment of current market conditions led it to re-
commend a block exemption regulation (BER). The 2009 BER 
was granted just one year after the EU removed the BER on the 
more overt form of antitrust activity known as liner 
“conferences.” This form of joint rate-making (i.e., price-
fixing) had been the norm since 1875 and was built into the 
culture of the industry. 

A BER on the supply side of the ocean carrier market is not 
regarded well by most shippers on the demand side. The World 
Shipping Council (WSC), which represents the carrier side, is 
pleased with the EC’s judgement while other shipper councils 
representing consignors and consignees are not. In fact, the 
WSC’s 19 carrier membership represents about 90% of interna-
tional carrier capacity. Other entities that deal with carriers may 
not be pleased either. These include freight forwarders, ports 
and terminal operators. At this stage of the debate, the demand 
side is simply hoping for some amendments to the BER since 
outright abolition is not the EC’s position. One suggestion from 
the European Shippers Council is to change the BER from a 
30% threshold of trade lane activity to 25% in order to trigger 
an investigation by the EC into market dominance. Of course, 
the threshold had been reduced from 35% to 30% when the 
switch from conference to consortia BERs took place over 
2008-2009. 

Even the United States offers limited antitrust immunity to 
international containership lines by allowing discussion agree-
ments among the carriers. These are filed with the Federal Ma-
ritime Commission (FMC). Business students might be surpri-
sed to hear that it is U.S. policy to grant such a degree of mar-
ket protection to an industry that is mostly foreign-owned. Even 
as the industry moved away from U.S.-flagged vessels to flags 
of convenience (e.g., those granted by Liberia, Panama, etc.) 
the protection remained. Such is the prominence and necessity 
of international container shipping to the U.S. economy. 

Yet in 2017 a meeting of the industry’s top CEOs in Sausalito, 
California was raided by antitrust officials wielding subpoenas 
for information. This nearly two-year investigation was ultima-
tely closed by the U.S. Department of Justice (DOJ) in Februa-
ry 2019 with no charges filed. There was nothing clandestine 
about the meeting. It was one of the biannual meetings of the 
International Council of Containership Operators 
(affectionately known to some as the “Box Club”). Several of 
its CEOs are members of the WSC as well. U.S. antitrust offi-
cials do indeed sit in on these meetings to make sure that the 
discussions do not veer into overt price-fixing. The group can 
discuss pricing guidelines (i.e., methods) but not actual prices. 
These guidelines are also taken by the membership to be volun-
tary when they set their individual freight rates. Anything more 
than that would be akin to cartel-like behavior. 

Nonetheless, the demand side of the market sometimes raises 
its suspicions. In other words, when do guidelines become price 
signals among the CEOs? It certainly is interesting that DOJ 
felt it necessary to open a formal investigation into an organiza-
tion it immunized. It was likely in response to recent consolida-
tions among the world’s largest container lines. Of course, the 
FMC approved all of these alliances in the first place and is 
aware of the inter-carrier discussion agreements. Thus, the re-
gulators have quite the balancing act to perform. 

COMMENTARY:  
“WALKING THE TIGHTROPE OF ANTITRUST IMMUNITY” 

Maritime Transport  

“Even the United States offers limited 

antitrust immunity to international 

containership lines by allowing discussion 

agreements among the carriers. These are 

filed with the Federal Maritime Commission 

(FMC).” 
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This limited antitrust immunity was codified in the Ocean Ship-
ping Reform Act of 1998 (OSRA), which prohibited carrier 
conferences along U.S. trade lanes. What did the carriers recei-
ve in return for this loss in market power? A lifting of the 
prohibition on negotiating confidential service contracts with 
preferred shippers. Naturally, big shippers like Walmart and 
Target were more than happy to leverage their ability to fill 
capacity on trans-Pacific routes from China as international 
supply chains went into high gear. The power of conferences 
was greatly diminished anyway due to this hybrid of carrier 
cooperation and competition. 

The FMC is the regulatory interpreter of OSRA. It is also im-
portant to note that this limited protection applies only to fo-
reign-flagged carriers. Jones Act carriers (i.e., those performing 
domestic transport) do not enjoy the protections codified in 
OSRA. In either case price-fixing is illegal and DOJ has suc-
cessfully prosecuted cases involving international and domestic 
trade lanes. 

A recent case involved Wallenius Wilhemsen Logistics 
(WWL), “K” Line Japan, NYK Japan and CSAV. Each paid 
fines in 2016 for price-fixing along trade lanes leading to the 
Port of Baltimore. In this case it involved roll-on, roll-off ship-
ments of automobiles and trucks. WWL’s fine after pleading 
guilty was $98.9 million. A case in a Jones Act trade lane invol-
ved Horizon Lines, Sea Star Line and Crowley Maritime paying 
fines in 2012 related to price-fixing along the U.S.-Puerto Rico 
trade lane. Horizon Lines pled guilty and agreed to pay a $45 
million fine (though it was reduced to $15 million). The com-
plainants in this case were The Kellogg Company and Kraft 
Foods. 

Both sides of the ocean carrier market have one thing in com-
mon – each wants certainty. Of course, each side differs on 
what ought to be certain. The carriers will claim that they are 
only discussing availability and sharing of capacity (i.e., opera-
tional issues). One can argue that this leads to efficiencies 
through cost control which can be passed along to the custo-
mers. 

The demand side counters that covert price-fixing (rather than 
innocent sounding pricing guidelines) serves to keep freight 
rates higher and not lower. Also, as some claim, carrier opera-
tions can involve an alliance speaking as one group when nego-
tiating contracts with tugboats, port operators, etc. A more mer-
cantilist argument may also suggest that foreign-based carriers, 
to the extent they do try to lower rates, do so only for the pur-
pose of squeezing out non-members in a given trade lane. So, 
the argument would go, the alliances would be good for custo-
mers only in the short run.   

The EC and the FMC regulate an industry with a past legal 
practice of price-fixing. More of the carriers are foreign and 
they are further consolidating. Just three alliances control 80% 
of the world’s container vessel capacity. Their dominance is 
centered in Europe-Asia and Europe-U.S. trade lanes. 

The 2M Alliance is made up of four lines of which Maersk and 
MSC are the world’s two largest. The Ocean Alliance’s six 
members include OOCL and CMA-CGM, the world’s third- 
and fourth-largest. Finally, THE Alliance’s six members inclu-
des Hapag-Lloyd, the world’s fifth- largest. 

Despite this the industry is characterized by over-capacity. 
Also, an increase in Triple-E class vessels promises to exacer-
bate this problem in the years to come. These large vessels of 
more than 18,000 TEUs provide economies of scale and lower 
costs per TEU. But the supply chain effects are not always posi-
tive. Since liners need fewer vessels when switching over to the 
largest ones, this means that it takes longer to load and unload 
them at those ports able to handle them. Thus, from the per-
spective of the demand side of the market, response time and 
flexibility are diminished. Only the mega-consignors are able to 
easily adjust to mega-vessels. 

Take an industry with huge capital costs, long lead times in 
acquiring vessel capacity and couple that with the uncertainty 
of global market conditions over that long time period. In this 
context it probably never seems like a good time to invest in 
fleet size. But periodic investment must take place and it is 
always a risk-taking exercise. Unless the EU and the U.S. have 
the stomach for regulating international containership lines like 
public utilities, the current model of limited antitrust immunity 
may be the only way to stabilize an inherently unstable mode of 
international transportation. It is quite the regulatory balancing 
act. 

www.freightwaves.com  

Maritime Transport  

“the current model of limited antitrust immunity 

may be the only way to stabilize an inherently 

unstable mode of international transportation” 
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UIC welcomes the recent announcement celebrating 2021 as the 
“European Year of Rail”. “This EU initiative will allow all the 
actors of the sector to demonstrate the advantages of rail”, the 
overarching railway group said. Likewise, lobby organisation 
ERFA celebrated the proposal, saying it is well aligned with the 
European Commissions proposed Climate Law. 

Also combined transport group UIRR linked the Year of Rail 
with the Climate Law, encouraging the European Parliament 
and the governments of the Member States in the European 
Council to enact both. The Climate Law proposes setting a bin-
ding target of reaching net-zero carbon by 2050. It is impossible 
to achieve this objective if transport emissions are not addres-
sed, is the general belief. 

Much needed 

In 2017, 27 per cent of all greenhouse gas emissions came from 
transport. Railways accounted for 0.5 per cent of these emis-
sions. Thus, it represents the best means by which to bring EU 

transport emissions under control, the parties agree. A signifi-
cant modal shift is therefore essential. 

“Combined transport is the technique by which very low emis-
sion electric rail, as well as waterborne modes can be most effi-
ciently inserted into longer distance freight transport chains. 
Subsequently, it will have to play a major role to achieve the 
climate neutrality of surface freight transport in the European 
Union”, UIRR commented. 

Legal texts 

Conor Feighan, ERFA Secretary General, added: “The proposed 
European Year of Rail is well timed given that 2021 will be an 
important moment for the future of rail freight. 2021 will see 
the tabling of some key legal texts, such as the revision of the 
Rail Freight Corridors Regulation, which will play a pivotal role 
in determining whether rail freight can reach its true potential.  

www.railfreight.com 

3.250 TRAINS GO GREEN 

CFL cargo Deutschland has introduced 100% renewable, clean 
electricity for all of its trains, thus enabling the environmentally 
friendly operation of up to 3,250 block trains that circulate in 
Germany each year. 

By purchasing certified green electricity, supplied by Stadtwer-
ke Tübingen, rail transport becomes even more sustainable. 
This measure is therefore another commitment towards saving 
around 19,000 t of CO2 (compared to the average German elec-
tricity mix). 

CFL cargo Deutschland, located in Flensburg near the German-
Danish border, is a traction provider on the German and Central 
European axis. The shift to exclusively green electricity genera-
ted by wind and hydro assets is an important investment in su-
stainable logistics in Europe, the carrier said.  

 

www.cflcargo.eu.- www.transportjournal.com 

“Various railway organisations have welcomed the proposal of the European Commission to designate 

2021 as the European Year of Rail. They believe that it should serve as an opportunity to deliver a much-

needed legal framework that meets the needs of rail freight.” 

Rail Transport  

‘YEAR OF RAIL 2021 MUCH NEEDD AND PERFECTLY TIMED’  
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Road Transport  

The European road transport sector is facing a 
13% increase in driver shortages in 2020, accor-
ding to research from  the International Road 
Transport Union (IRU). 

The trade body surveyed small and medium tran-
sport and logistics companies in a number of 
European countries, calculating the commercial 
freight driver shortage on the continent to rise 
from 23% in 2019 to 36% in 2020. 

According to IRU’s report, Poland and Romania 
are two of the most heavily impacted European 
countries. In Poland, driver shortage stands at 
22% and is expected to jump by 15 points this 
year.  
In Romania, the situation is even more critical as 
the 50% driver shortage recorded in 2019 is fore-
seen to reach 62% this year.  

Poland and Romania see the lowest rates of fe-
male drivers in Europe - 2% of the commercial 
driver workforce. Reasons deterring women from 
entering the profession include difficult working 

conditions, a lack of safe and secure parking areas, and long 
periods spent away from home. 

Jan Buczek, President of the Association of International Road 
Hauliers in Poland (ZMPD) commented: “To encourage more 
women and young people into the profession, it is essential that 
improvements are made to guarantee better working conditions. 

“There also needs to be greater state involvement in facilitating 
young people to become qualified drivers and help them over-
come the high costs required for training and qualifications. It is 
also necessary to change transport regulations. To use the acqui-
red qualifications, students must be able to work. However, the 
regulations only allow them to do so after they become 21 years 
old. There is a risk that before they reach this age, they will start 
working elsewhere and will not return to this profession.” 

When it comes to young drivers, 11% of the workforce in Po-
land are younger than 25 years old, while in Romania, the ave-
rage age of drivers sits at 41 years old. Although these figures 
are better than the European averages – 7% of European drivers 
are below 25 years old and the average age of commercial dri-
vers is 45 in Europe, much remains to be done when it comes to 

bringing the profession closer to the youth, the 
IRU  underlined. 

In Romania, a key cause of the driver shortage is 
down to high numbers of the population emigra-
ting. Official figures show that in the last 10 years 
3.4 million Romanians have left the country. 

Constantin Isac, the president at UNTRR, the 
National Union of Road Hauliers from Romania 
commented: “There are a number of things that 
can be done in order to alleviate the worrying, and 
aggravating, driver shortage in Romania - inclu-
ding carrying out training for professional recon-
version of other sectors’ unemployed personnel; 
decreasing the minimum age for drivers in the 
country from 21 to 18; and importing a non-EU 
qualified labour force.” 

The IRU notes that the driver shortage remains “a 
universal problem - across Europe and beyond - 
and one that IRU is committed to work with its 
members and policy makers to help solve.” 

The concrete actions and proposed solutions it 

has put forward include lowering and harmonising the mini-
mum age to become a professional driver; the development of a 
joint Charter together with the European Shippers’ Council 
(ESC) to improve treatment of drivers at delivery sites and the 
creation and funding of more and better safe and secure truck 
parking areas. 

IRU said it is already making significant progress in tackling 
the European driver shortage, securing €60 million worth of EU 
funding for the development of Safe & Secure Truck Parking 
Areas (SSTPAs) and setting up the Women in Transport Talks 
initiative to encourage more women into the profession. 

“In addition, IRU has formed a number of partnerships, inclu-
ding with ILO (the International Labour Authority) and ETF 
(the European Transport Workers Federation).  

IRU Secretary General Umberto de Pretto, commented: “While 
we have secured successes and set important ground work, mo-
re actions, including public-private cooperation, are needed 
urgently, to ensure our industry continues to strive and to deli-
ver, as the lifeblood of the global economy. 

www.lloydsloadinglist.com 

“Concrete actions and proposed solutions put forward by trade body include ‘lowering and harmonising 

the minimum age to become a professional driver and the creation and funding of more and better safe 

and secure truck parking areas” 

IRU FORECASTS 'ALARMING JUMP' IN DRIVER SHORTAGE IN 
EUROPE 
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 Transport and Environment  

TARGETING ZERO-CARBON FOOTPRINTS 

As a result of environmentally friendly initiatives and invest-
ments, ports around the world are targeting clean, emission-
free operations. A notable example is APM Terminals Gothen-
burg, which has cut the rate of emissions by 90%. The com-
pany’s Green Gothenburg Gateway concept creates renewable 
energy, enabling all customers to receive fossil-free transport 
through the terminal at no extra cost. 

APM Terminals Gothenburg has also announced that it will be 
making its container handling operations fossil-free. “All con-
tainer handling equipment runs on HVO 100, all cranes and 
gates run on renewable electricity and biogas is used for hea-
ting,” says Cajsa Levén, marketing communication coordina-
tor. “These actions reduce APM Terminals’ climate footprint 
in Gothenburg by 
approximately 
90%. All customers 
are also offered 
fully climate-
neutral cargo han-
dling through APM 
Terminals’ Low 
Carbon Logistics 
programme. The 
programme is a 
way to reduce car-
bon dioxide emis-
sions by investing 
in our own supply 
chain. This streng-
thens our contribu-
tion to the Swedish 
business sector’s 
competitiveness 
and climate work.” 

Another initiative introduced by APM Terminals Gothenburg 
is an increase in the container terminal’s capacity. “A high 
container capacity is key to reducing climate impact,” explains 
Ms Levén. ”Vessels that can maintain normal speed minimise 
climate impact. The fast handling times at our terminal help 
vessels keep their timetables, without needing to run at extra 
high speeds and consume more fuel.” 

A vessel that needs to travel 10% faster to recoup lost time 
increases its fuel consumption (hence its emissions) by 20%. 
“APM Terminals in Gothenburg therefore ensures that vessels 
that arrive late still depart on time,” says Ms Levén. “The most 
recent survey showed that 22% of vessels arrive later than 
scheduled; nevertheless, 97% leave the terminal within (or 
earlier than) the stipulated time. This is possible thanks to the 
capacity-enhancing investments and changes made by APM 
Terminals.” 

Another important climate measure is to move freight transport 
from truck to train. APM Terminals Gothenburg is doubling 
rail volumes by 2022. Transporting goods by train not only 
offers economic advantages, but also reduces emissions by up 
to 98% compared to road transport. 

From a zero-emission equipment angle, the Port of Valencia's 
H2Ports project concentrates on testing heavy-duty, hydrogen 
fuel cell-powered port equipment. Two cargo terminals at the 
port (MSC Terminal Valencia and Valencia Terminal Europe) 

will trial prototype equipment of a container handling reach 
stacker and a terminal tug master for ro-ro operations. 

Equipment Manufacturers Helping Ports? 

Manufacturers of container handling equipment are helping 
ports achieve their goal. Arto Keskinen, SVP Kalmar Automa-
tion Solutions, says that Kalmar’s credentials in developing 
electrically powered equipment go back into the 1970s, and 
since then, the company has extended its offering with diesel-
electric, hybrid and electrically-powered machines to help 
customers improve their productivity and reduce air emissions, 
noise and fuel consumption of their operations. 

“Kalmar’s rail-mounted STS and yard crane offering has been 
electrically po-
wered for decades, 
and we introduced 
the world’s first 
mains-powered 
RTG in 2002. 
Today, over 50% of 
Kalmar cargo han-
dling equipment is 
already available 
with electric power 
sources,” Mr 
Keskinen outlines. 

In December 2015, 
Kalmar introduced 
a fast-charging 
solution for elec-
tric-powered shuttle 
and straddle car-
riers that was ex-
tended to hybrid 

machines in June 2016. The Kalmar FastCharge solution is 
based on the same technology used in electric buses. “The 
charging station with a pantograph direct current charging 
system is located flexibly on the working route of the machines 
in the terminal,” explains Mr Keskinen. 

“The machine has modern Lithium-ion (Li-ion) batteries which 
enable fast charging to be used. Charging happens during the 
idle time in the machine working cycle when it has stopped to 
wait for the container. Typical charging time in operation is 30 
to 180 seconds, and with the maximum charging power of 
600kW, full charge can be achieved in a few minutes.” 

Electrification is one of the main trends in clean container han-
dling. In May 2018, Kalmar announced its commitment to 
reduce emissions in cargo and material handling operations by 
fostering eco-efficient technologies. According to the commit-
ment, Kalmar's full offering will be available as electrically 
powered versions by 2021. 

“In line with our eco-efficiency target, we introduced the Kal-
mar Ottawa Electric Terminal Tractor to the Americas market 
in May 2018,” says Lasse Eriksson, VP Technology, Kalmar. 
“The electric terminal tractor with a fully electric powertrain 
that produces zero emissions at source is designed for trailer-
handling operations in dispersed warehouses, container termi-
nals and other applications where short-distance highway tra-
vel is required.” 

“How are ports helping to reduce emission levels to zero in the operation of container handling? John 

Bensalhia reports on modern day design and technology use” 
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Kalmar continued on its electrification journey by introducing a 
fully electric version of the Kalmar Empty Container Handler. 
“The machine is designed to help customers reduce overall fuel 
costs and comply with increasingly strict airborne and noise 
emissions standards without compromising on performance,” 
explains Mr Eriksson. 

As well as being environmentally sound, electrification and 
automation offer other significant advantages, such as for termi-
nals operating Rubber-Tyred Gantry (RTG) cranes. “Hybrid, 
cable reel and busbar-based systems each have their own unique 
strengths,” says Mr Keskinen. “The choice of the crane electrifi-
cation solution needs to be considered carefully while taking 
into account the automation level and development roadmap of 
the entire terminal.” 

How Automation Can Help 

Automation can benefit ports in a number of ways, with respect 
to costs, reduced operational time (saving the problem of opera-
tors moving to and from the cranes) and improved productivity 
of crane operators (the result of one operator controlling multi-
ple RTGs remotely). 

In 2018, Konecranes Lift Trucks introduced the Powered by 
Ecolifting concept to the market. This includes all the technical 
features developed on Konecranes' lift trucks, granting a reduc-
tion in fuel consumption and noise level, which consequently 
contributes to issue less emissions in the air (carbon and noise 
emissions). 

“With our Ecolifting solutions you can both save money and 
make better choices for the environment by using less fossil 
fuels without compromising on performance,” says Patrik Lund-
bäck, director and head of sales & distribution, BU Lift Trucks, 
Konecranes. 

“The solutions that have been implemented are mainly three: 
Power Drive; Flow Drive; and Hybrid Drive, but there are 
others in the pipeline,” he confirms. 

Taking the first of these solutions, Mr Lundbäck says that the 
Power Drive offers an affordable and convenient method of 
reducing emissions and costs. “With Power Drive at first, it is 
possible to take important steps in emission reduction, without 
major changes to the infrastructure or training of the staff. It is 
the most cost-efficient way to start reducing emissions and fuel 
expenses, thanks to a very short payback time. It saves on fuel 
and costs, reducing consumption by up to 15%.” 

With a relatively small extra investment, Flow Drive has a drive 
line that offers up to 25% in reduction, combined with an impro-
ved working environment for the drivers. 

“With a minimal financial investment, this solution brings con-
crete benefits to everyday operations,” Mr Lundbäck explains. 
“A precise, smooth ride, reduced noise and less cabin vibration 
and a significant increase in overall productivity.” 

The third solution, Hybrid Drive, as Mr Lundbäck comments, is 
the one with a bigger impact in customer operations. “The diffe-
rence with the diesel engine driven trucks is higher due to the 
fully electric propulsion and lifting. Leading the next generation 
of sustainable lift trucks, Hybrid Drive cuts down the fuel con-
sumption up to 40%, providing benefits to business, users, pro-
cesses and the environment. The evolution of the world’s first 
Hybrid Reach stacker grants benefits in terms of reduced emis-
sions and cost efficiency, which are much more significant than 
the first two options, being also the bigger investment.” 

Cost Reduction Benefits 

Considering that environmentally friendly container handling 
products reduce fuel and noise consumption, one of the additio-
nal benefits is cost reduction. 

“Less quantity of fuel will be used and therefore, purchase quan-
tities will be reduced, turning into a main cost decrease per run-
ning hour,” says Mr Lundbäck, adding, “With our Ecolifting 
solutions, you can both save money and make better choices for 

the environment by using less fossil fuels without compromising 
on performance.” 

The combination of factors such as technological inroads, emis-
sion-free equipment/machinery and a greater awarene-
ss/understanding of keeping the environment clean is pushing 
clean container handling further towards zero. 

“Equipment with completely zero emissions will be a certainty 
in the future, for sure,” says Mr Lundbäck. “We will see a trend 
in which the terminals will turn into fully electric hubs.” 

Mr Bernardo agrees that more ports are moving towards all-
electric container terminals. “This is being studied in tandem 
with moving towards partial or full automation of cargo termi-
nals – since the capital investment needed for both can be ac-
complished at the same time. More federal and state funding 
will be needed to help provide incentives so that container ports 
move toward electric equipment. Also, long-shore labour may 
be opposed to automation because it will reduce jobs for dock 
workers.” 

Mr Eriksson adds a further comment here relating to costs. “It is 
important to note that electrification is not only about improving 
your green credentials, it can also mean a decrease in operatio-
nal costs. Eco-efficiency is the future of cargo and material han-
dling, with new and more advanced technologies helping us to 
do more with less.” 

The executive offers a concluding summary too. “At Kalmar, 
eco-efficiency means systems efficiency, enabling continuous 
improvements with automation technologies and smart data 
gathering and analysis. It also means emissions efficiency - 
cutting atmospheric emissions with electrification, the latest 
driveline technologies, and better operator training. Finally, it 
also means resource efficiency, taking a proactive approach to 
maintenance to keep equipment operating optimally, delivering 
smart upgrades that help customers move more with less, and 
focusing on optimising our own operations as well as those of 
our suppliers.” 

No Dreaming in California 

Reducing emission levels of cargo handling equipment has been 
part of strategies 

introduced by the Ports of Long Beach and Los Angeles. The 
Clean Air Action Plan not only lowers the pollution from equip-
ment, but also vessels, trains and trucks. The outcome is a drop 
of more than 85% for particulate matter, a 50% reduction for 
nitrogen oxides and 95% less sulfur oxides. The end game of the 
plan is that the two ports' fleets will be completely zero-
emission by 2030. 

The plan has seen the replacement and upgrades of older, diesel-
powered equipment, with trials of modern zero-emission yard 
tractors and cranes. The Port of Los Angeles introduced a rule in 
2008 that banned access for trucks built before 1989. A follow-
up ban outlawed any trucks that did not meet the requirements 
of the 2007 emission standards. The process was taken a step 
further in 2018 with the rule that only trucks constructed in 2014 
or after will qualify for sign-up in the Port Drayage Truck Regi-
stry. 

The Northern Californian Port of Oakland has its own initiati-
ves, such as using hybrid rubber-tyre gantry cranes at its Oa-
kland International Container Terminal. “These hybrids use 
diesel engines and electric motors to reduce emissions,” ex-
plains Robert Bernardo, communications manager, Port of Oa-
kland. “Also, several port tenants are beginning to test all-
electric trucks for use in moving cargo containers within the 
yard.” 

He explains further. “The main benefits of using these include 
lower carbon dioxide emissions, lower particulate matter pollu-
tion, less noise, less money spent on petroleum-based fuels, and 
less life-cycle costs for equipment (because of much lower 
maintenance and fuel costs for electric equipment). 

www.railfreight.com - 25/02/2020 
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HOW TO MAKE GOING GREEN SUSTAINABLE 

One example of this is the Port of Hueneme in California, which 
secured financial partners for its US$14m shoreside power sy-
stem within two years to enabled refrigerated vessels to plug in. 

On the subject of whether ports can be profitable and sustainable 
at the same time, port director Kristin Decas, told Port Strategy: 
"I think we have a proven track record there. From 2012 we built 
investment in our shoreside power, which was a $$40m con-
struction project. At that time, we only had about US$4m in 
unrestricted funds in our reserves so we had to build this 
US$14m system." 

Ms Decas, who joined the port as director in 2012 and has led its 
funding efforts, explained the port had to be resourceful in fin-
ding an array of partners to realise its ambition. 

Funding for the port, owned and operated by Oxnard Harbor 
District, has come from sources including the the United States 
Environmental Protection Agency (EPA) Diesel Emissions Re-
duction Act (DERA); the California Air Resources Board, which 
provided a US$4.5m dollar grant; Ventura County Transporta-
tion Commission; the Ventura Air Quality Control District, 
which provided US$250,000 for engineering; plus new markets 
tax credits, a tax incentive through green job funding, through 
the US Internal Revenue Service (IRS). 

“We were able to able to put all that funding together, as well as 
tap our reserves and we were able to build it by 2014 and go 
live,” Ms Decas explained. “Since that time, 2012, we’ve also 
grown our business by 23%, so we’ve made our largest invest-
ment in environmental infrastructure, while at the same time 
growing our business portfolio.” 

Following the Phase I launch of the Shore Power system in April 
2014, the second phase was launched in July 2016. 

Ship to shore 

In October 2018, the port secured a US$3m grant from the Cali-
fornia Air Resources Board (CARB) to spend on its zero-
emission ship to shore project. The project was part of a joint 
application with the Port of Los Angeles for the California state 
Zero- and Near Zero- Emission Freight Facilities project 
(ZANZEFF) grant solicitation funded through California’s Cap 
and Trade dollars initiative. 

With the aim of providing zero emission avocados to Ventura 
County and the State, the project will enable avocados at the 
port’s docks to be offloaded with electrical equipment from a 
vessel that’s plugged in to shoreside power and then moved to 
distribution with a hydrogen fuel cell truck 

The port confirmed in April 2019 that it had hired an environ-
mental engineer to help build the infrastructure that will support 

the electrical equipment, to include electric cranes and electric 
cargo handling equipment. This will be purchased with a grant in 
the third quarter of 2020. 

Hydrogen fuel cell trucks being developed by Toyota and Ken-
worth as part of the ZANZEFF project, will also form part of 
Hueneme’s ship to shore supply chain. 

Comprising the Kenworth T680 Class 8 model combined with 
Toyota's fuel cell electric technology, the 10 trucks will move 
cargo from the Los Angeles and Long Beach ports and the Port 
of Hueneme. Testing is currently taking place. 

Collaborative working 

Given that ports in California are obliged to adhere to strict regu-
lations set out by CARB and carrying out innovative environ-
mental initiatives, does Ms Decas think that it is helpful for ports 
to work together and is there scope for ports to learn from each 
other? 

“I’m currently president of the California Association of Port 
Authorities, which sees all 11 ports working together, collabora-
ting. We tackle challenges and we capitalise on opportunities,” 
she said. 

She explained that the association has subcommittees, one of 
which is environmentally focussed. Conference calls take place 
once a month to look at challenges including shoreside power 
and how the ports can solve challenges and work with local re-
gulators. 

“I think all the ports want to grow and not only this but to work 
towards zero emissions but we have to do that in a way that is 
realistic. The technology has to exist to green our operations and 
we also have the challenge of funding – how are we going to pay 
for this? At the end of the day the ports do collectively want to 
move towards a zero-emission footprint.” 

In tacking the issue of cost being a barrier to green technology, 
testing and rolling out technology slowly to see the value of 
investments and making decisions based on budget seem com-
prehensive solutions. 

“There's an expression in our world, that once you've seen a 
port, you've seen a port. Meaning we're all unique and have our 
different characteristics, “ commented Ms Decas. “There isn't a 
one size fits all technology. It makes sense to have Technologies 
that are certified by the IMO so that they will work globally. 
That's what we did with our shoreside power system, we made 
the connections certified by the IMO so that if other ports go live 
with shoreside power, our system will work at their port. it's 
important to have some uniformity. 

“But to get the biggest bang for your buck in reducing emissions 
at individual ports you need to look at the technology advances 
that are ideal for that particular complex, make sure it is viable 
and how you fund it.” 

Balancing act 

Environmental investment has to coordinate with other port 
development plans, Ms Decas pointed out. While Hueneme’s 
shoreside power is being utilised by reefer ships currently, these 
vessels are being phased out in favour of a move towards contai-
nerisation and mega ships. This ties in with the port’s project to 
deepen the harbour from 35-40ft to accommodate the size of 
these vessels. 

“The port has traditionally been a reefer port with and big 
breakbulk coming in for the fruit segment of what we do and the 
reefer ships are really becoming dinosaurs,” stressed Ms Decas. 
“They’re not building them anymore. What we’re seeing is a 
trend towards containerisation, bigger and bigger ships that are 
moving freight on containers. We need to rethink how we do 
business here and containerise our port, at the same time without 
comprising other important segments of business. 

www.railfreight.com - 25/02/2020 

“As ports push forward with zero-emission 

investments they are beginning to show that being 

sustainable doesn't have to come  

at an economic cost” 
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FACTORIES SWITCH PRODUCTION TO BOOST MEDICAL SUPPLIES 
TO FIGHT COVID-19 

Growing numbers of companies are 
changing tack, shelving production of 
normal wares to make hand sanitiser 
and other medical products. 

Some forwarders, meanwhile, are 
offering to ship them. 

French luxury group LVMH has swit-
ched its luxury perfumes for sanitiser, 
while small gin distilleries across the 
UK and Ireland and France’s Pernod 
Ricard have also stepped in as alcohol 
supplies in Europe dwindle. 

Flow Water Technologies has offered to supply the Cy-
prus government with disinfectant free of charge, after it ramped 
up production of disinfectant compound sodium hypochlorite. It 
is now capable of making five cubic metres of high-concentrate 
a day, the equivalent of 60 cubic metres of sanitiser. 

“We have taken the joint decision to put aside our immediate 
commercial objectives and help assist with the national fight 
against Covid-19 infection escalation,” said chief executive 
Mark Hadfield. 

“Cyprus imports chemicals, but it will soon run out. As Flow 

Water Technologies BWMS solution 
holds a Cyprus biocide licence for the 
emergency services, the moral obliga-
tion was clear.” 

But it’s not just manufacturers looking 
to help the fight against coronavirus. 

Flexport.org is to export thousands of 
coronavirus test kits from Asian sup-
pliers to the US west coast, but added 
that it had “limited resources to pay 
for all of these and other urgently 
needed supplies for the healthcare 

system”, and called for donations. 

It said: “It’s time to punch back, join humanity’s counterattack 
by making a tax-deductible donation. 100% of your money will 
go toward buying and shipping critical products for the world’s 
healthcare systems in this time of need.” 

Another forwarder, on LinkedIn, commented: “I proudly work 
for a rival company, but I absolutely applaud these efforts as we 
all need to work together, especially in the logistics/supply chain 
community.” 

theloadstar.com 

LOOK AT TODAY’S LOGISTICS IN ITALY FROM WITHIN 

In Italy, the bridgehead of the coronavirus or Covid-19 epidemic 
spreading from Asia to Europe, public precautionary measures 
reached a peak on 12 March. Nevertheless, the transport of 
goods is not the object of specific state control and regulation. 

Andrea Condotta, marketing manager of the logistics operator 
Codognotto Group, headquartered in Salgareda, about 50 km 
from Venice, comments: "Our industry isn't affected by the regu-
lations. Transport and logistics are considered a vital strategic 
sector to bring normality to the life of the people." 

The same rule applies to ports, overland and rail cargo business. 
According to Silvio Ferrando, Ports of Genoa, there are mainly 
side-effects: "We are not affected directly as trucks can enter or 
leave any destination provided that they have their mandatory 
transportation documentation, as ever. We have more police and 
carabinieri and even the army on the streets but freight must and 
can keep on going." 

Daniele Testi, marketing director of the terminal and intermodal 
operator Contship Italia, stresses these facts: "No limits, no con-
straints." The port terminals, for example in La Spezia, and the 
dry port in Melzo, the heart of the railway connections close to 
Milan, are all "up and running". Yet, the personnel is a concern. 

Condotta: "We have put specific rules for staff in place, of cour-
se, in order to minimise the risk of infection." It is these precau-
tionary measures that cost some extra time in comparison to the 
pre-epidemic period, but disturbances are kept to a minimum. 

Testi: "Besides training our manpower, we installed a task force 
on 24 February, with senior managers meeting every 48 hours to 

monitor the situation and launch the requisite measures, if neces-
sary.” 

Whilst internal communication is important, interaction with 
customers is even more crucial. Requests keep pouring in, and 
now the advantages that intermodal services offer can kick in, as 
Condotta pointed out. "Intermodal operations also help the situa-
tion greatly, as in people are only in action on the first and last 
mile of the transport. We haven’t encountered any legal restric-
tions to intermodal transport in or outside Europe." 

The volume of goods transported by rail in Italy amounts to 97 
million t per year. The international share is particularly rele-
vant, with 62 million t imported and export annually. The cur-
rent development also fits into Contship Italia's concept to re-
commend to shippers that they split their risk by opting for va-
rious European regional gateways as well as different transport 
modes. 

So what is the overall impact? Logistics services providers don’t 
seem to be too upset about the current situation. Luca Abatello, 
president of the supply chain software developer Circle, remains 
calm, commenting that "We haven't registered a direct impact on 
our business activities yet, even if 100% of our team is in 'smart 
work' mode. Should this situation prevail for several months, 
however, then things will become difficult for everyone.“ Just 
one major planned implementation for a customer in Morocco 
has been postponed so far, Abatello elaborated. 

The operators, who generally experienced a good start of the 
year - Codognotto witnessed a growth in turnover of 10% both 
in January and February - expect March to be the first month 
with results under pressure.The peak of the virus impact on the 
international supply chains is yet to come, Testi points out: "We 
expect the real impact to happen in May and June this year. This 
will be in the range of 10% less traffic at the most." This is also 
not to be overestimated. In the port of La Spezia, for example, 
there are four void sailings per month registered because of the 
virus. 

Besides air cargo being in a particularly critical situation, in 
Italy, the model state in Europe of prevention measures against 
the Covid-19, logistics businesses face organisational challen-
ges, but also an open field to keep their services running. (cd) ” 

www.transportjournal.com 
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State aid:  

Commission adopts Temporary Framework to enable Member States to 
further support the economy in the COVID-19 outbreak 

The European Commission has adopted a Temporary Fra-
mework to enable Member States to use the full flexibility fore-
seen under State aid rules to support the economy in the context 
of the COVID-19 outbreak. Together with many other support 
measures that can be used by Member States under the existing 
State aid rules, the Temporary Framework enables Member Sta-
tes to ensure that sufficient liquidity remains available to busi-
nesses of all types and to preserve the continuity of economic 
activity during and after the COVID-19 outbreak. 

Executive Vice President Margrethe Vestager, in charge of com-
petition policy, said: “The economic impact of the COVID-19 
outbreak is severe. We need to act fast to manage the impact as 
much as we can. And we need to act in a coordinated man-
ner. This new Temporary Framework enables Member States to 
use the full flexibility foreseen under State aid rules to support 
the economy at this difficult time.” 

The State aid Temporary Framework to support the economy in 
the context of the COVID-19 outbreak, based on Article 
107(3)(b) of the Treaty on the Functioning of the European 
Union, recognises that the entire EU economy is experiencing a 
serious disturbance. To remedy that, the Temporary Framework 
provides for five types of aid: 

(i)  Direct grants, selective tax advantages and advance pay-
ments: Member States will be able to set up schemes to grant up 
to €800,000 to a company to address its urgent liquidity needs. 

(ii)  State guarantees for loans taken by companies from banks: 
Member States will be able to provide State guarantees to ensure 
banks keep providing loans to the customers who need them. 

(iii) Subsidised public loans to companies: Member States will 
be able to grant loans with favourable interest rates to compa-
nies. These loans can help businesses cover immediate working 
capital and investment needs. 

(iv) Safeguards for banks that channel State aid to the real econo-
my: Some Member States plan to build on banks' existing len-
ding capacities, and use them as a channel for support to busines-
ses – in particular to small and medium-sized companies. The 
Framework makes clear that such aid is considered as direct aid 
to the banks' customers, not to the banks themselves, and gives 
guidance on how to ensure minimal distortion of competition 
between banks. 

(v) Short-term export credit insurance: The Framework introdu-
ces additional flexibility on how to demonstrate that certain 
countries are not-marketable risks, thereby enabling short-term 
export credit insurance to be provided by the State where needed. 

Given the limited size of the EU budget, the main response will 
come from Member States' national budgets. The Temporary 
Framework will help target support to the economy, while limi-
ting negative consequences to the level playing field in the Sin-
gle Market. 

The Temporary Framework therefore includes a number of safe-
guards. For example, It links the subsidised loans or guarantees 
to businesses to the scale of their economic activity, by reference 
to their wage bill, turnover, or liquidity needs, and to the use of 
the public support for working or investment capital. The aid 
should therefore help businesses to weather the downturn and to 
prepare a sustainable recovery. 

The Temporary Framework complements the many other possi-
bilities already available to Member States to mitigate the socio-
economic impact of the COVID-19 outbreak, in line with EU 
State aid rules. On 13 March 2020, the Commission adopted 
a Communication on a Coordinated economic response to the 
COVID-19 outbreak setting out these possibilities. For example, 
Member States can make generally applicable changes in favour 
of businesses (e.g. deferring taxes, or subsidising short-time 
work across all sectors), which fall outside State Aid rules. They 
can also grant compensation to companies for damage suffered 
due to and directly caused by the COVID-19 outbreak. This can 
be useful to support particularly impacted sectors, such as tran-
sport, tourism, hospitality and retail. 

The Framework will be in place until the end of December 2020. 
With a view to ensuring legal certainty, the Commission will 
assess before that date if it needs to be extended. 

Background 

State aid rules enable Member States to take swift and effective 
action to support citizens and companies, in particular SMEs, 
facing economic difficulties due to the COVID-19 outbreak. 

The Temporary Framework adopted today complements the 
ample possibilities for Member States to design measures in line 
with existing EU State aid rules, as set out in the Communication 
on a Coordinated economic response to the COVID-19 out-
break of 13 March 2020. In particular, they can adopt measures 
that fall outside the scope of State aid control, such as national 
funds granted to health services or other public services to tackle 
the Covid-19. Member States can also immediately act through 
public support measures that are available to all companies such 
as wage subsidies, suspension of payments of corporate and 
value added taxes or social contributions. In addition, Member 
States can grant financial support directly to consumers, for 
example for cancelled services or tickets that are not reimbursed 
by the operators concerned. 

In addition, EU State aid rules enable Member States to help 
companies cope with liquidity shortages and needing urgent 
rescue aid. Article 107(2)(b) of the Treaty on the Functioning of 
the European Union enables Member States to compensate com-
panies for the damage directly caused by exceptional occurren-
ces, such as those caused by the COVID-19 outbreak, including 
measures in sectors such as aviation and tourism. 

The Commission had adopted a Temporary Framework in 2008, 
in response to the global financial crisis. 

ec.europa.eu 
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SHIPOWNERS AND OPERATORS COULD FACE DETENTION OF 
SHIPS FROM 1ST MARCH UNDER IMO RULE 

Port state control authorities will begin to enforce the IMO’s 
Sulphur 2020 from 1st March, making it an offense for ships to 
carry fuel that contains a sulphur content higher than 0.5 per-
cent unless the ship has an Exhaust Gas Cleaning System. 

The International Chamber of Shipping reminds shipowners and 
operators of the impending ban and reiterates the fact that any 
ships found to be non-compliant face the prospect of detention. 

As of March 1st, enforcement agencies will no longer have to 
prove usage. Showing that vessels without Exhaust Gas Clea-
ning Systems have non complient fuel aboard will be enough to 
prove a violation. Major port state regimes including Paris 
MoU, Tokyo MoU and the United States Coast Guard (USCG), 
have made it plain that they will rigorously enforce the require-
ments. 

Guy Platten, Secretary General ICS said: 

“Since the introduction of IMO 2020 on 1st January, ships have 
been given a ‘grace period’ while the industry transitions to 
low-sulphur fuel. As of 1st March this will no longer be the 

case. Any ship found in non-compliance faces the prospect of 
serious fines and even detention. 

“The International Chamber of Shipping has been made aware 
that major port State inspection regimes including the United 
States Coast Guard (USCG) and the Australian Maritime Safety 
Authority (AMSA) have made it clear, in no uncertain terms, 
that detention of ships found to be non-compliant is both possi-
ble and legally permissible. 

“The information ICS has received is that shipowners are fully 
compliant and ready for the 1st March. We are simply remin-
ding shipowners and operators that these new rules will come 
into force as of Sunday 1st March” 

ICS is the principal international trade association for merchant 
shipowners and operators, representing all sectors and trades 
and over 80% of the world merchant fleet. 

Source: ICS 

www.marinelink.com 

BV’S FIRST DRONE SURVEY MARKS RISE OF REMOTE 
INSPECTIONS 

A close-up inspection survey, including ultrasonic thickness 
measurements, was carried out by a drone in two cargo hold 
spaces by classification society Bureau Veritas (BV) on 4 
March 2020. 

The survey, which was carried out onboard a bulk carrier in 
agreement with the relevant flag authority, shows ‘proof of 
concept’ for drones as a tool for remote inspection techniques. 

According to a statement issued by BV, aerial drones are now a 
mature technology and their impact on survey inspections will 
drastically increase maritime safety. 

The use of drones will provide safer conditions for the surveyor 
as they will not be exposed to the risks of working at a height or 
even be required to enter confined spaces themselves. Further-
more, inspection time will also be reduced and better evidence 
will be gathered in assessing hull conditions. 

Given the number of seafarer deaths every year in enclosed 
spaces, this technology has the potential to save lives and unne-
cessary time spent in these dangerous places on board. 

“We are now ready to offer operational surveys using drones 
anywhere in the world. We will continue to look for innovation 
and test new ideas, but drone surveys are now going to be part 
of everyday life for ship surveys. Above all, drones provide a 
level of detail and new level of safety that will benefit both our 
clients and our surveyors,” said Laurent Leblanc, senior vice-
president for technical and operations, BV. 

www.seatrade-maritime.com 
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Drone carrying out ultrasonic thickness 

measurements inside the hold of a bulk carrier. 

Credit: Bureau Veritas  



 

 

Innovation  

DCSA RELEASES CYBER-SECURITY GUIDE 

The Digital Container Shipping Association (DCSA), a non-
profit group of nine major ocean freight carriers, has rolled out 
its cyber security guidance to prepare shipowners and vessels 
for the International Maritime Organization’s pending cyber 
security mandate.  

The best practices outlined by DCSA provide all shipping com-
panies with a common language and a manageable, task-based 
approach for meeting the IMO’s January 2021 implementation 
timeframe, DCSA said in a statement. 

IMO’s Resolution MSC.428(98) on Maritime Cyber Risk Ma-
nagement in Safety Management Systems was adopted in 2017 
to ensure that vessels’ cyber risks are appropriately addressed in 
existing safety management systems. 

The guidelines provide high-level recommendations related to 
maritime cyber risk management in order to protect vessel’s 
against current and emerging cyber threats and vulnerabilities. 
The deadline for its implementation is set for January 2021. 

The guide aligns with existing BIMCO and NIST (US National 
Institute of Standards and Technology) cyber risk management 
frameworks, enabling shipowners to effectively incorporate 

cyber risk management into their existing Safety Management 
Systems (SMS). 

The DCSA guide gives shipowners the tools they need to help 
designated technical crew members mitigate the risk of cyber 
attack, or contain damage (fail safe) and recover in the event of 
an attack. 

“As shipping catches up with other industries such 
as banking and telco in terms of digitization, the need for cyber 
risk management becomes an imperative,” said Thomas Bagge, 
CEO, DCSA. 
 

Thomas added: “Due to the global economic dependence on 
shipping and the complex interconnectedness of shipping logi-
stics, cyber attacks such as malware, denial of service, and sy-
stem hacks can not only disrupt one carrier’s revenue stream, 
they can have a significant impact on the global economy. As a 
neutral digital standards organization, DCSA is uniquely posi-
tioned to help vessel owners mitigate the increasing risk of cy-
berattack on their ships, and in turn, on the industry at large.” 

www.marinelink.com 

ECO MARINE POWER READIES DEMONSTRATION OF WIND AND 
SOLAR POWERED SHIP 

Fukuoka-based EMP said the 
EnergySail demonstration 
and test unit has been unvei-
led at the Onomichi Marine 
Tech Test Centre (MTTC) in 
Japan. This full-scale version 
of an EnergySail is an upgra-
de of the pre-production unit 
and represents one of the 
smaller types of EnergySail 
that will be put into commer-
cial service. 

Greg Atkinson, chief techno-
logy officer at EMP, said: 
“We have spent some years now working towards the commer-
cial deployment of our EnergySail rather than simply installing 
a prototype onto a ship. This is because we have been focused 
on getting a class-approved and cost-effective sail-assisted pro-
pulsion system ready that can also be integrated with other sy-
stems via our Aquarius MRE solution.” 

The EnergySail is a core sub-system of EMP’s Aquarius 
MRE (marine renewable energy) solution, which combines 
wind, solar, energy storage and marine computer technologies 
into a scalable clean energy system for a wide range of ships. 

The solar power sub-system of Aquarius MRE has already been 

installed on ships and the 
next step will be to combine 
this with the EnergySail tech-
nology. A project to plan and 
install a complete Aquarius 
MRE solution is underway 
and it is anticipated that the 
installation of equipment will 
commence this year. 

The patented EnergySail can 
be fitted with marine-grade 
solar panels and therefore it 
is capable of providing ships 
with a zero emissions source 

of supplementary propulsive power and electrical power. 

Currently EMP is evaluating a number of photovoltaic (PV) 
panel types at the Onomichi MTTC and the type of PV panel to 
be used for sea trials will be determined by the middle of this 
year. 

“Installing an integrated class-approved renewable energy sy-
stem with the EnergySail’s as a source of zero emissions power 
will be a major step forward in terms of reducing greenhouse 
gas emissions from shipping,” Atkinson said. 

www.seatrade-maritime.com 
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