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Everyone’s reputation rises when
they are assoclated with success

The scheme can benefit the shipowner, manager, charterer, port authority, flag state, insurance and financial interests, writes Michael Grey

VIRTUE, it is said, has its own reward,
and someone who runs ships to the
highest possible operational and envi-
ronmental standards will generally be-
lieve that their policies are justified in
many different ways.

From a commercial point of view their
maintenance standards are such that
voyage repairs requiring shoreside in-
tervention are minimal,

And, as a result of their efforts and
the pristine state of the ship, its value
remains high throughout its life, even
though values are mostly dictated by
the market.

The shipping company renowned for
the excellence of its vessels will find it
easier to attract trade, this notably
being the case in the tanker markets
where there is an increasing emphasis
on high quality and cargo interests rou-
tinely “vet” the vessels, and indeed their
management.

We like to think that quality pays,
but the truth is that it does not pay suf-
ficiently.

There will be a market rate for
the carriage of cargo from A to B on any
day of the week, and the excellent vessel
will be paid no more than one that
barely scrapes through the pre-charter
survey.

Indeed, in sectors where there is per-
haps less emphasis on quality, the high
quality operator might find himself op-
erating at a disadvantage.

As for the charterer, he will suggest
that the lack of a premium on quality
should not be used as a stick to beat the
commercial element.

The fact that the ship is hired at all,
says he, is proof positive that the char-
terer is supporting high quality.

It is not always a convincing argu-
ment, especially when high quality op-
erators see ships of companies which
they know are of lower quality taken in
preference to their own for the sake of a
few cents per tonne.

An OECD report into substandard
shipping came to the conclusion that the
substandard or marginal owner, whose
vessels were barely, or non-, compliant
— but who got away with this because of
the paucity of inspections — could enjoy
a financial advantage of up to 15% on
the high quality vessel, where the owner
paid all the costs for quality, but re-
ceived the same reward.

Virtue, in this case, evidently did not
generate its own reward. It is a substan-
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tial cost difference, computed over a fi-
nancial year, or even a voyage.

It could be argued that, by virtue of
its operational excellence, the quality
shipping company is able to claw back
some of the inherent disadvantage of its
higher costs in that its ships would not
be delayed by port state control inspec-
tions or suffer penalties of detention
after faults were discovered.

But “not being punished for not doing
wrong” is what might be thought of as a
negative blessing and scarcely registers
as an incentive, or as a reward of any
great significance for the considerable

investment in high quality. Something
better and more positive is called for.

Various incentives have been at-
tempted by governments to reward high
quality shipping, including awards for
the “best shipping company” as judged
by customers, or by one’s peers.

But too many seem to revolve around
a slightly lightened inspection regime,
as with the US Coast Guard's “Qual-
ship” scheme.

Other flag states have looked at
schemes for self-inspection, therefore
reducing the burden of audit and in-
spection for quality shipping companies.

Only the Green Award has done
something rather different, and gone
rather further, in persuading participat-
ing ports and providers of shipping
services to reduce charges for quality
ships, in this way providing a
tangible and wholly positive reward for
quality.

It is in many respects a leap of faith
that enabled the scheme to be launched,
mostly because of a few port manage-
ments accepting the intellectual argu-
ments for such an incentive.

It is the port, after all, which must
agree to forgo the full amount of dues

that would be payable from an “ordi-
nary” ship.

It is a perceptive port management
which is able to recognise that even if,
on the surface, the quality ship was
going to cost them a discount on
dues it had the potential to ensure that
both the ports and the quality
shipping companies would share the re-
wards by virtually guaranteeing that
the visit of the incoming Green tanker
was more likely to be trouble-free in
every respect.

The fact that everyone gains from the
visit of a Green Award ship must be

seen as the scheme’'s most important
asset. Ten years down the line, and it is
possible to see that other incentives
have emerged from the scheme.

A Green Award tanker is now recog-
nised to be a rather special ship, with a
high quality management, and can be
marketed as such by its owner.

The imprimatur says something
about both the ship and its management
and, albeit indirectly, the cargo interest
which employs the vessel.

The port which subscribes to the
scheme is also making a substantial
statement about its standards and pri-
orities, that indirectly filters down to all
those which use it.

All become, in some way , associated
with success and with the vessel's
high quality, just as, in contrast, all
would be besmeared by the consequenc-
es of a poor quality tanker getting into
trouble.

The Green Award is increasingly rec-
ognised as the “Michelin star” of ship op-
eration, a ship which, when it heaves
over the horizon, provides the port au-
thorities and other regulatory regimes
with a certain confidence.

Port state control officials can usually
strike from their “target list” such ships
as they adjust their daily priorities for
inspection.

And, in a world where every second
person is an auditor checking up on
someone else’s work, these things mat-
ter. There may be an additional cost to
the port authority in becoming associat-
ed with the Green Award, but it might
be seen as an investment.

Everyone — shipowner, manager,
charterer, port authority, flag state, in-
surance and financial interests — are
all in their different ways seeking to dif-
ferentiate themselves from others in
their particular market sector.

The Green Award is the mechanism
by which a distinction can be made.

The fact that high quality tanker and
bulk carrier owners take the trouble to
join the scheme is an encouraging fea-
ture.

The possibility that other sectors,
such as shortsea, are being canvassed,
and that liner operators see benefits
should the scheme be extended to their
ships, might be seen as a further en-
dorsement that there is a genuine inter-
est in quality and the several advantag-
es it brings in its wake.
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and 80s as a sector in which
the commercial stuffing had
been knocked out of tanker

operation. Two decades in
which far too many ships had
been chasing too few cargoes
was not a recipe for quality

ship operations. Investment
in both ships and people was
at a low ebb, and such neglect
was bound to show.

At the same time the world
in which the tanker operator
worked was changing.

There was a growing intol-
erance of marine accident,
and the highly visible after-
math of oil pollution was
something that society recog-
nised as completely unac-
ceptable in any circumstanc-
es.

There was a growing intol-
erance of marine accident, ac-
companied by an appalled re-
action should it be revealed
that the tanker involved in a
pollution incident was badly
maintained.

Moreover, while it was the
owner of the ship which pol-
luted who, (along with the
master) would bear the
greatest public opprobrium,
gradually the charterers,,
whose cargo was aboard the
offending vessel found that

their name was also being
dragged into the public
arena.

Where these were large
public companies, many of
which had deliberately cut
their commercial losses by
moving out of direct owner-
ship, being labelled as a pol-
luter struck against every
measure of good governance.

Quality owners, along with
oil company charterers who
cared deeply about their rep-
utation were, by the early
90s, searching for ways of

differentiating their opera-
tions from the ordinary, run
of the mill, tankship compa-
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in terms of safety and pollu-
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nies .

There was a demand for
assurance beyond that avail-
able from the normal certifi-
cate structure or that availa-
ble from the infrequent visits
of classification society sur-
veyors to ships.

People were looking for
something better, and when
charterers started to vet
their ships through the Oil
Companies International
Marine Forum Ship Inspec-
tion Report Scheme, it was
something that was actively
welcomed by quality ship op-
erators.

The Green Award Founda-
tion, which began its opera-
tions in 1994 was clearly an
idea whose time had come
and was exactly what the cli-
mate of those times was de-
manding.

Here was something extra;
a label that could be attached
to a ship and its responsible
management that would offer
further differentiation and
indicate to everyone interest-
ed that this was a special ves-
sel operated by a company
whose environmental qualifi-
cations were given the high-
est priority.

It was also significant that
two of the world’s biggest oil
ports; Rotterdam and Sullom
Voe in the Shetlands were
swift to become involved in
the scheme.

If anyone knew about
tanker quality it was people
in these two ports, both of
which had suffered as a re-
sult of arguably preventable

tion prevention.

And in an incentive-based
scheme, the participation of
these two big oil ports was es-
sential as the Green Award
came into being.

The arguments for the
scheme may appear compel-
ling, but both for the port or
service offering incentives,
and the ship operator who
embraces the disciplines of
the scheme there is a price to
pay.

A port may be enthusiastic
about the encouragement of
well found ships, but its man-
agement may well suggest
that it should not be offering
discounts to owners for oper-
ational quality that they
have a responsibility to deliv-
er.

And as for the ship opera-
tor, with vessels under a clos-
er degree of scrutiny than
ever before, it is perhaps ask-
ing a lot to expect it to wel-
come further inspections, al-
beit on a voluntary basis. It is
possible to concoct a cogent
“excuse” for non-participa-
tion!

With the alumium treads
on the gangway echoing to
the heavy footfalls of port
state inspectors, class and
flag state surveyors, the
regular visits from vetting in-
spectors representing char-
terers, those operating tank-
ers must feel that they are
rarely left alone to get on
with their primary tasks.

However, the fact that the
Green Award Foundation has
been a success, and some 150

there exists a demand for this
level of discrimination, and
that quality designed around
the highest level of environ-
mental compliance is an in-
creasingly attractive option

And if the proof of the pud-
ding is in the eating, the fact
that there has been no signif-
icant accident involving a
Green Award ship during the
ten year operation of the
scheme is its own endorse-
ment.

Despite the proliferation of
surveys, audits and inspec-
tions, the independence of
the Green Award surveyor as
he undertakes his “health
check” of a ship is an impor-
tant element.

There is no secret agenda,
or statistical driver that will
persuade the Green Award
surveyor one way or another.

And the Green Award has
itself been responsive to the
problem of proliferating in-
spections, with the move to
extend the intervals between
inspections for ships which
have been found acceptable
over their initial three years
of annual inspections.

Ships which have been
identified as belonging to the
highest quality are unlikely
to suddenly “backslide”,
nd this is regarded as a rea-
sonable course of action that
will assist the operator and
chiefly those aboard such
ships who have the almost
unending job of conducting
surveyors around  their
vessels.

The extension of the Green

notably by those who operate
high quality bulkers, and
who have long complained
that their attention to the
operation of good ships was
neglected and unappreciated.
It has been suggested that
the dry bulk sector today is in
the same position as was the
tanker industry 10-15 years
ago.

The sector has lacked the
close attention of very partic-
ular charterers, who have
been able to spur the opera-
tors to greater efforts and
provide incentives for quality
operators.

Moreover, until the last
couple of years, the sector has
suffered from a difficult com-
mercial market, with freight
rates barely covering costs
and little incentive for the
dry bulk owner to spend
money on better or more ro-
bust ships.

This is at last changing,
driven partly by the regulato-
ry and classification changes
brought in as a result of the
scandalous level of bulker
sinkings, but also as a conse-
guence of a few big charterers
showing themselves interest-
ed in supporting good quali-
ty.
It is this sort of changing
climate  that  nourishes
gualitative improvement ,
and the fact that the Green
Award is now available for
high quality bulk carriers is
an indication that this sector
is moving towards a greener
and more quality-conscious
future.

hari huritau, hoa!!




