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Up Lifting for Algeciras

Algeciras-based multimodal operator Servicios Auxiliares Maritimos Algeciras SL (SAM Algeciras) has taken delivery of the
first of five ECH reach stackers
ordered from Up Lifting SA, part
of Grupo Gaypu and based in
Huesca. The other four machines
are slated for delivery this year.
The model RSUP 10-5CH
machines have a tare weight of
41t and have an SWL of up to
10t, enabling them to stack twoover-four when fitted with a
double handling EC attachment.
Set up in 2011, Up Lifting
manufactures a range of laden
and EC reach stackers, EC mast
trucks and heavy FLTs (8t-60t)
and also offers its own spreader
designs.

www.cavotec.com

Box builders face US tariff
The US Department of Commerce (DOC) has announced a
preliminary finding that CIMC,
Singamas and their related manufacturing companies have been
receiving “counter-vailing subsidies” for the production of US
domestic 53ft containers.
The announcement is the “preliminary determination” in the
dumping probe US authorities announced earlier this year.
CIMC and seven affiliates were
assessed at a preliminary subsidy
rate of 10.46%, Singamas and
its affiliates 7.13%, and all other

Up Lifting EC reach stacker at
Lavamiranda near Valencia
Existing customers for Up
Lifting include tank container
depot operator Lavamiranda SL
in Valencia, which specialises in
washing chemicals and foodgrade tank containers and also
operates a RSUP 10-5CH empty handling reach stacker. Up to
two-high, this machine has an
SWL of 15t.
Other customers include Miranda de Ebro (Alava) and Lavamiranda SL in Ribaroja del
Turia, both of which operate
RSUP 45-6CH5 reach stackers
for laden handling. Progeco Vigo,
part of Noatum Ports, operates
two Up Lifting ECH mast trucks.

However complex it gets,
we’ll point you in the
right direction

Chinese container manufacturers
8.8%.
“As a result of the preliminary affirmative determination,
Commerce will instruct US
Customs and Border Protection
to require cash deposits based
on these preliminary rates,” the
DOC said.
In 2013, US imports of 53ft
boxes were worth an estimated
US$184.2M, while back in 2011
that figure was US$390M.
The DOC will make a final
determination by 2 February
2015, but CIMC and Singamas

were not expecting the case to
progress to this stage. In its H1
2014 announcement, Singamas
said that though the investigation
might have a short-term impact,
“management nevertheless holds
the view that the investigation
will have no material adverse impact on the group”.
The case is not over yet, however. The finding does not constitute a countervailing duty (or
CVD) order. For this, DOC has
to make a final ruling on the
countervailing subsidy issue and
the US International Trade Com-

mission (USITC) has to find that
“imports of 53ft domestic dry
containers from China materially
injure, or threaten material injury
to, the domestic industry”.
There is disagreement within
the USITC over whether there
is, in fact, a US domestic industry
for 53ft containers, based on representations from the four largest fleet owners that Stoughton
Trailers, which brought the unfair trade petition to the DOC,
does not in fact have a fully
developed substitute product.
continued on p29

gapore has been following VDL’s
ECT project for more than one
year and high level meetings have
been held in the Netherlands and
Singapore (see WorldCargo News,
November 2013, pp51-52).
PSA Singapore is potentially
the world’s biggest AGV operator, with up to 2,000 machines
required for the Tuas mega port
project.The first AGV prototypes
were ordered from ZPMC and
Kalmar, with Kalmar/ST Kinetics responsible for the navigation
system and the TMS (WorldCargo

The ECT order catapulted VDL
into the AGV market

PSA in for VDL AGVs
PSA Singapore Terminals has ordered two prototype AGVs from
VDL Containersystemen.
The two AGVs will be
based on hybrid diesel-electric
technology, employing ultracapacitors with optimised power
train design for lower fuel consumption, and VDL’s modular
design for ease of maintenance
and future upgrading.
This is the same design concept as that developed by VDL
Group in conjunction with Siemens for the order from ECT,
Rotterdam. Currently, VDL is

proceeding with an order for 85
AGVs from ECT for Delta Terminal.
“Good results and excellent
references from ECT caused a
worldwide recognition of this
relatively new product that has
been established by the powerful
collaboration of various specialist
VDL companies,” stated VDL.
The specific power pack can
be readily upgraded, said VDL,
to adopt new technologies
found within or outside the VDL
Group.
Significantly, the focus will be
to integrate the new AGVs with
PSA’s AGV navigation system.
This is the same approach that
PSA took to its first batch of prototype AGVs, from Kalmar and
ZPMC. This gives PSA the freedom to contract AGVs from any
source, without being tied into
any OEM’s navigation and traffic
management systems (TMS).
It is no secret that PSA Sin-

News, June 2012, p1), but PSA
retains appropriate proprietary
and legacy rights.
As with the ECT project,VDL
Containersystemen and VDL
Steelweld will act as the main
contractors for PSA. The intention is to work again with multiple companies within the VDL
group on the project. The AGVs
will be delivered to Singapore
next year.

Kalmar automation for Melbourne

More demanding customers. Tougher regulatory
compliance. Harsher penalties. In today’s increasingly
challenging market, you need an expert who doesn’t
just understand the speciﬁc pressures you’re under,
but who knows exactly how to solve your particular
problems and help you get the results you want.
Because we don’t do anything else, we lead
the way in transport and logistics insurance.
www.ttclub.com

Kalmar has won a contract to
deliver 12 automated stacking
cranes and 11 automated shuttle carriers for the new Victoria
International Container Terminal (VICT) to be built in Melbourne, Australia.
VICT is a consortium of
Philippines-headquartered International Container Terminal Services Incorporated (ICTSI) and
Australia’s Anglo ports. The terminal promises to deliver “fully
automated operations from gate
to quayside” when it opens in
2016. Automation was required
as part of the lease concession for
the terminal, which runs until
2040.
The terminal is being designed
to handle 8,000 TEU vessels.
Phase I will have one berth of
330m with three quay cranes,
23.7-ha of yard and off dock area
and a capacity of 350,000 TEU.
The construction period for
the terminal is relatively short –
building the superstructure and
facilities is slated to commence
late this year and phase I is to
be operational in late 2016. Full
build out, when the terminal will
have five quay cranes and a total
capacity of 1.4M TEU, is forecast
to be completed by 2017.
Kalmar has won the contract
for the yard equipment and the
quay-to-stack transfer system,
which is valued at €40M. ICT-

SI’s head of Asia Pacific Region,
Christian Gonzalez, said: “[VICT
is a] premier project for ICTSI
in Australia and the partnership
with Kalmar allows us to introduce cutting-edge, best-proven
automated container handling
equipment and technologies to
Webb Dock.”
ICTSI cited Kalmar’s “strong
track record in delivering auto-

mated terminal solutions in Australia as well as in other parts of
the world”.
The automation system at
DP World Australia’s terminal in
Brisbane, however, has had significant teething problems that
strained the terminal operator’s
relationship with the trucking
community in particular (see
ICT Focus, p30)
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Barge to
Uruguay
Holland-based Damen Shipyard
Group has booked an order for a
transhipment crane barge (model
CBa 6234) from a customer in
Uruguay to tranship soya and
iron ore from barge convoys to
Panamax vessels on the Hidrovia
Paraná-Paraguai.
The CBa 6324 is a standardised
self-propelled 63 x 23.5m crane
barge that, for this application,
will be equipped with a Liebherr
CBG 350 crane. Damen will also
supply an eight-point mooring system, configured to moor
full barges awaiting unloading, a
Panamax vessel and empty barges. With a grab load capacity 35t
at 12-36m outreach, the crane is
expected to handle 20,000t per
day using two Verstegen grabs, a
31 m3 capacity unit for soya and
a 10.5 m3 grab for iron ore.
The eight-point mooring
spread was built by Vryhof Anchors and Damen Anchor &
Chain Factory, and features eight
4t STEVPRIS Mk6 anchors.

Terex Santos deal Bromma moves
Terex Port Solutions (TPS) has
reported continued success in
Brazil with its reach stackers. In
Santos, terminal operator Cia
Bandeirantes Logistica Integrada
(Bandeirantes) has taken an additional two Terex TFC 46 M reach
stackers for container handling.
The main reason for choosing
TPS, according to José Eduardo
Ornellas Priante, maintenance
manager at Bandeirantes, was the
good experience Bandeirantes
had already enjoyed with Terex
reach stackers and with TPS’s
reach stacker distributor in Brazil,
Equipamentos para portos Ltda
(Equiport).
“We started operation with
our first Terex reach stacker in
2005 and since then we have systematically expanded our fleet to
six machines,” he said. “The machines provide excellent availability, in which the fast and competent service from Equiport also
plays a part.”
He added that another factor
in favour of the Terex TFC 46 M

to Singapore…

machines is their combination of
a compact design with high performance.
“We have to use space as efficiently as possible. So we need
compact and manoeuvrable machines that can stack containers
as high as possible. With the two
new machines, we have increased
our stacking capacity by around
30%, while still fulfilling the increasingly strict safety regula-

Brazil has always been the biggest
export market for Terex’s Frenchbuilt reach stackers
tions,” he explained.
With a wheel base of 6.5m,
the TFC 46 M can stack up to
six 9ft 6in high laden containers
in the first row and up to five in
the second row. Maximum SWL
is 45t in the first row, 35t in the
second and 19t in the third.

Per-Anders Holmström and
Christopher Thiele, president
and CFO respectively of Bromma, the world’s biggest crane
spreader maker, have relocated
from Stockholm to Singapore.
From next January, all orders received globally will be
processed in and invoiced from
Singapore instead of Stockholm.
The Swedish capital will, however, remain the global centre for
sales and marketing and R&D.
The global management team
of Bromma will be split between
Singapore and Stockholm, while
Daniel Dahlquist, managing director of Bromma Malaysia Sdn
Bhd, will remain based at the
global production plant in Ipoh.
Bromma affiliate companies, for
example in Dubai and Germany,
and sales and service teams all
over the world are unaffected by
the changes, other than where

they report their sales.
“Already today,” said Holmström, “more containers are handled in Asia than in the rest of the
world combined, and the Asian
market will continue to grow
significantly faster. I want to be
closer to this market in order to
understand what Bromma has to
do to support the needs of the
Asian customers.”
Data from Drewry and others show that APAC is growing
significantly faster than EMEA
and the Americas, and that capacity utilisation is higher in APAC
than EMEA or the Americas,
meaning there is even higher potential for the equipment market
in APAC.
Singapore, said Bromma, is not
only a major container hub, but
also has an excellent business climate and excellent communications with all parts of the world.
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Bromma’s automated lashing
platform (ALP) is undergoing
tests at DP World Southampton.
The unit at the UK port is one of
two that were first trialled by Eurogate in Bremerhaven. It will be
tested for three months and Bromma has a team in Southampton
to support the trials.
As previously reported, the
ALP was originally developed in
Germany by KALP GmbH. Cargotec acquired the product rights
in 2012 and assigned them first
to Kalmar and then to Bromma.
Like Bremerhaven, Southampton is a straddle carrier direct
operation, at which the existing
ALP design is aimed. The ALP
means that stevedores no longer
have to work around suspended containers fixing/removing
twistlocks. (Un)pinning time is
reduced to practically zero and
fewer personnel are required.
Actually, said Bromma, straddle
carrier terminals are finding it
difficult to find personnel willing
and qualified to do this job.
Eurogate Bremerhaven tested
the ALP for one year. It said that

during this period, system performance improved constantly
and the ALP provided a significant improvement to safety as
stevedores no longer needed to
work in areas with straddle carrier traffic. “The next step for us,”
said Eurogate, “is to test the ALP
with more units in order to verify a larger scale of operations.”
Bromma is unable to reveal
the precise numbers, but does say
that “reliability and availability
levels of the ALP are higher than
95%.”
The unanswered question is
the level of reliability and availability that terminal operators actually require. If the system were
to malfunction, stevedoring personnel would have to take over
and it may take time to get them
to the right area.
The ALP can also be used
in RTG terminals, but a double handling by the STS crane
would be required. Besides, the
safety case there is not as strong
as stevedores work around the
container located on “cornerless”
chassis.

RTGs bound for chile
Kalmar has won an order for
seven of its E-One2 RTGs from
Puerto Central in San Antonio,
Chile, with the order booked in
June for delivery and start-up in
July 2015.
“The RTG project has a total
value of US$14M, including the
cranes, spare parts, training for operators and technicians as well as
civil works and auxiliary equipment required to automate certain RTG processes,” said Kalmar.
Puerto Central started operations in 2011 when Puerto
Central SA (PCE) won a 20-year
concession to operate the Espigón (public berth) area in San
Antonio. It is now in the process
of converting part of the yard
from a reach stacker to an RTG
operation.
The Kalmar RTGs are part of
a project to add 450,000 TEU of
capacity at PCE. Phase II requires
a further 350m of quay and additional cranes to add another
564,000 TEU. The terminal re-

quired that the RTGs be delivered fully erect as there is no free
space to erect machines on site.
“Kalmar RTGs are a well
proven product that allows us to
ensure the success of our project
in the short and long term. In addition, the deal will allow us to
focus on other areas of our project, like civil works and subsidiaries’ contracts,” said Mauricio
Argandona, Infrastructure and
Equipment Manager of Puerto
Central SA.
The machines will be dieselelectric with an optional variable
speed generator that, according
to Kalmar, reduces fuel consumption by up to 45% – based
on fuel consumption of 21 litres
per hour and 4,000 operating
hours a year – and has a maintenance interval of 1,000 hours.
The order also includes
Kalmar’s SmartFleet, SmartStack
and SmartRail systems, along
with a full training package for
RTG operators and technicians.
September 2014
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Gottwald is on the
rails in Vladivostok
Terex Gottwald, part of Terex Port Solutions, has reported the delivery of a
Model 3 G HSK 3432 rail-mounted
portal crane to Pacific Logistics LLC in
Vladivostok. This is the first Gottwald
Generation 5 portal crane to be commissioned in Russia, and the first Model
3 portal crane anywhere in the world.
The crane is the fourth Gottwald portal harbour crane in Vladivostok and the
12th of its type in Russia – the market
for which the concept was originally invented by Gottwald (for Novorossiysk).
It will be used mainly to handle containers loaded with automotive parts at
the Sollers Terminal. It has a maximum
lifting capacity under the hook of 79t
and a maximum radius of 46m.The portal track gauge is 10.5m, which is the
standard in Russia, and portal clearance
height is 6m. Due to low permissible rail
loadings, it is fitted with a total of 32
wheels, eight at each corner.
Pacific Logistics’ customer Sollers
has been assembling cars in Vladivostok

Igus has expanded its range of P4
roller energy chain systems by offering guide troughs for the P4.80.
This means that a complete range
of guide troughs is available for all
P4 roller energy chains from stock.
The P4 is offered with a range
of inner widths from 100mm to
400mm and inner heights of 32, 42,
56 and 80mm, and with three different bending radii for each. Travel
lengths are up to 800m, with fill
weights of up to 50 kg/m and top
speed of up to 10 m/sec. In the P4
system, the rollers (marked in green)
of the upper run do not run onto
the lower ones, but are staggered to
run through them and supported
by comb-shaped autoglide crossbars (also in green). The coefficients
of friction when rolling drops by
around 75% compared with gliding
friction, said Igus, and this reduces
the energy required to drive the
chain by as much as 57%

Teichmann
moves crane
Germany-based Teichmann Krane has
completed a project to transfer a Peiner
jib crane from the French Rhine port
of Ottmarsheim to Szczecin in Poland.
The crane, a Peiner VDU450, has a maximum hook capacity of 40t and capacity
at maximum outreach of 30m is 14t.
As part of the project, Teichmann
overhauled and refurbished the mechanical and electrical components of the
“vintage” crane at its workshop in Essen, including motors, gear box and hoist
drums. The portal and counterweight
were also modified and the crane was
repainted. As part of a separate contract,
Teichmann also overhauled a bridge
crane in Szczecin.
Teichmann is no stranger to projects in Poland, it recently upgraded an STS container crane supplied
to Rotterdam for Port Handlowy
ŚwinoujŚcie the OT Logistics Group
affiliate. Earlier this year Teichmann
and its affiliates, including Crantech,
were appointed general contractor for
maintenance of 44 RMGs operated by
DUSS, the German combined transport
terminals operator. Coverage is provided
by Teichmann’s service points in Augsburg, Berlin, Essen, Erfurt and Duisburg
and, in Switzerland, in Basel.
September 2014

for various manufacturers for the past
two years. Pacific Logistics CEO Sergey Dorozhkin said: “For the long-term
supply of the works with vehicle parts, a
crane had to be obtained quickly to unload the vessels reliably and efficiently.”
To ensure redundancy, the crane has its
own on-board diesel generator, but can
also be connected to an external power
supply.
The new Gottwald G HSK 3432 portal
crane in Vladivostok

Kalmar job for cAPSA
Kalmar, part of Cargotec, has completed
the refurbishment of a mobile harbour
crane for Compañía del Puerto SA
(CAPSA) in Tenerife, Spain. The work
started in May 2014 and was completed
in just five weeks, minimising disruption
for terminal operations.
The crane, manufactured by Gottwald, is located in La Palma, Canary Islands. Urgent work was needed because
the main bearing of the only STS crane
at the terminal was seriously damaged.
The scope of works for CAPSA, part
of Grupo TCB, included replacement
of the main bearing, refurbishment of
the cabin, as well as painting the boom
and base structure. In addition, Kalmar

designed a new bolted pulley structure
to replace the old fixed solution. The replacement included engineering, manufacture and assembly of the new attachment axles and upper pulley system.
The design itself included calculations, drawings and work instructions
focusing on keeping the crane certification. A special structural support and
hydraulic pump and cylinders were used
to elevate and hold the crane up.
David Asensio, project manager at
Grup TCB, said: “We are especially satisfied with the redesign and replacement
of the pulley structure because in the future it will be easier and faster to replace
the pulleys.”

www.seacom-marine.ch
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LhMs Latin success Enter contiPressurecheck Simulator
Liebherr has reported that its
order intake for mobile harbour
cranes (LHMs) from Latin America is quickly growing, with more
than 50 orders in only four years
and, despite volatile exchange
rates, 2014 is another strong year.
The top-of-the-range LHM 600
has become the top-selling model and this summer two more
units started operation in Chile.
Compañia Portuaria Mejillones SA opted for its second
LHM 600, based on a special
design with an elongated tower
extension that ensures that the
position of the tower cabin is
higher than 37m. Besides better
sight into the ship for the crane
driver, the higher fulcrum point
eases the handling of bigger vessels and there are no trade-offs
in terms of safety or operational
parameters like lifting capacity and travelling speed. The first
cranes equipped with this special
tower design started operation in
Argentina and Uruguay in 2013.
The new LHM 600 works side
by side with an existing LHM
500, delivered in 2008.
Recently, another LHM 600
was supplied to Terminal Puerto
Arica SA, configured for dedicated container handling. It is
the first Liebherr mobile harbour
crane at this terminal. In Peru,

Callao SA has received two LHM
550s for container and bulk operations. The port has had two
LHM 550s in operation since
2012. Each of the four LHM
550s is equipped with Liebherr’s
hybrid power booster, Pactronic.
There are now seven LHMs in
operation in Peru, where Liebherr Maritime Cranes claims to
be the clear market leader.
In Guatemala, Manabique Logistics SA opted for three LHM
420s, Liebherr’s latest mobile
harbour crane model with a lifting capacity of up to 124t and
a maximum outreach of 48m.
These are the first mobile harbour cranes for Puerto Barrios
on the Caribbean Sea.
Due to semi-assembled delivery, it took only one week per
crane to become operational after arrival. The mobile harbour
crane trio started operations in
August.
In Costa Rica, Sociedad Portuaria Puerto Caldera SPC has
ordered a new LHM 550, which
will start operations shortly. The
facility has operated an LHM
500 and four Liebherr LRS 645
reach stackers since 2007. In Brazil, Serra Morena has ordered a
fifth LHM 280, which is supplied
in four-rope configuration for
efficient bulk handling.
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Continental Commercial Specialty Tyres (CST) has launched
a new, universal pressure monitoring system for all tyres in the
CST family. Called ContiPressureCheck, it is aimed at enhancing safety and efficiency of
vehicle fleets in ports and other
industrial sectors.
Slow and continuous loss of
tyre pressure, said Continental
CST, is a common cause of tyre
punctures in ports and other
goods handling locations, leading to lost productivity and extra
costs.
ContiPressureCheck is aimed
at prolonging the tyres’ useful
lifetime. A key point is that it can
be mounted on almost all types
of industrial vehicle and works
with pneumatic tyres from all
tyre manufacturers, not just those
from Continental CST. This
must enhance its acceptability to
equipment operators, since they
are not locked into different solutions for every make of tyre
they use.
“Regular maintenance checks
on tyre pressure are time-consuming and cost-intensive, and
therefore often neglected, with
serious consequences,” said Dr
Michael Maertens, managing
director of Continental CST.
“With ContiPressureCheck, we
are offering a cost-effective alternative for measuring tyre pressure that also increases the efficiency and the safety of vehicle
fleets in all industrial sectors.”
A key feature of ContiPressureCheck is that it is used inside
the tyre, so it is deployed where
a lack of inflation pressure has an
immense impact. If the inflation
pressure decreases, the tyre might
be subjected to greater stress as it

for FAcT
Adelaide

rolls, causing it to heat up. Heavy
loads, as are typical in port operations, increase the loading considerably. This can damage the
tyre and, in the worst case, lead
to blowouts, which are potentially very dangerous.
A sensor inside the tyre monitors the inflation pressure and
tyre temperature continuously.
The sensors and a communication and processing system are
integrated into a module fitted
with a rubber container to the
inner surface of the tyre. In this
way, said Continental CST, more
accurate results can be achieved
than with comparable systems

ContiPressureCheck works with all
makes of tyre
that collect data using sensors
outside the tyre. In the latter case,
continued the company, measuring errors can occur due to heat
radiation of the brakes.
Data is sent by wireless transmission to the central receiver
(central control unit - CCU),
where it is processed and sent
directly to the display in the
driver’s cab. The difference between the stipulated and actual
tyre pressures shows the driver
immediately when to restore the
correct tyre pressure.

Montreal-based CM Labs Simulations Inc has announced a contract to provide Flinders Adelaide
Container Terminal (FACT)
with two high-fidelity Vortex
simulators for port equipment
operator training.
FACT has two new cranes
scheduled to arrive in Q1 2015.
The simulator, which will be
housed in a 40ft box, will have
swappable controls so it can be
used to train operators in both STS
and straddle carrier operations.
David Owen, FACT’s safety
training and environment manager, said it expected to achieve
significant cost savings and productivity gains by using simulation to train new operators and
provide compliance-required refresher training.
“Following an extensive research program we visited a Vortex Simulator to see for ourselves
how realistic the simulation
could be, and were amazed at the
detail the high-fidelity simulations provided, plus the scalability to accommodate our specific
requirements with regards to
accommodating multiple equipment types,” said Owen.

india rethinks ban on ZPMc
India’s Shipping Ministry has requested security agencies reconsider denying ZPMC security
clearance to deliver container
cranes to the country’s ports, according to local press reports.

India has a long-standing
ban on Chinese companies
bidding for port construction
work, but last year that was
extended to container cranes.
Despite ZPMC, and before it

SPMP, having supplied well
over 200 cranes to Indian terminals, ZPMC was denied security clearance to supply six STS
cranes and 20 RTGs to Gammon Infrastructure Projects for
its new Indira Container Terminal (ICT) at Mumbai.
The need for a security clearance arose after Indian engineering company Anupam and
Japan’s Mitsubishi Heavy Industries announced a joint venture
to build container cranes in India, winning an order in 2012
for three STS cranes for JNPT
in Mumbai.
ZPMC is still awaiting a decision on clearance for an order for three STS cranes from
ABG Container Handling Ltd
for its new terminal at VO Chidambaranar Port in Tamil Nadu
(formerly Tuticorin). Indian media expect the issue to be raised
at the highest level this month,
when Chinese President and
Communist Party General Secretary Xi Jinping visits India.

crane fire
in Ghent
A crane at Ghent Container
Terminal (GCT) in Belgium has
been destroyed by fire, fortunately with nobody being injured.
The crane was a Fantuzzi
MHC 5120 mobile harbour
crane with a maximum lift capacity of 120t, supplied new to GCT
in 2008. The incident caused a
day and a half delay in vessel operations for shipping line Containerships, which has now transferred its calls to the Intermodal
Platform Ghent (IPG) terminal
in the Mercatordok.
Apart from initial schedule
disruption and some inevitable
confusion for road hauliers collecting and delivering merchant
haul containers, the switch to
IPG went remarkably smoothly
and Containerships has thanked
the terminal for accommodating
its vessels so readily.
September 2014
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second gottwald crane for Fospar
Terex Port Solutions (TPS) recently installed a second Terex
Gottwald rail-mounted portal
harbour crane for Fertilizantes
Fosfatados do Paraná SA (Fospar)
in Paranaguá, Brazil. The Model
4 crane in the G HSK 4316 B
variant supports an identical
crane delivered in 2012. They are
used together to handle fertiliser
on the finger pier of the terminal,
where they have replaced two
old cranes.
Fospar operates the terminal on behalf of Mosaic Fertilizantes Do Brasil, a leading global
manufacturer of phosphates and
potash. The two G HSK 4316 B
cranes are currently handling 2.5
Mtpa of fertiliser.
“The cranes unload seven to
10 ships a month with an average
of 30,000t of fertiliser on board
and even open up further potential for us, in view of constantly
increasing handling rates,” said
Ronaldo Sapateiro, Mosaic’s port
manager.
Due to their compact con-

clearance of 7m under the crane
portal. Maximum lifting capacity
is 33.8t, with an outreach of 32m.
They were delivered to Fospar
by Terminal Full Dealer (TFD),
TPS’s distributor in Brazil, along
with two dedicated mechanical grabs. René Tarapanoff, TFD
sales manager, stated: “One grab
can lift up to 14.7 m³ fertiliser
with a density of up to 1.6t/m³
and the other is designed for 19.5
m³ of fertiliser with a maximum
density of 1.2t/m³.”
Fospar has made use of the
training developed especially
for crane operators and service
employees by TPS. This is divided into two blocks including
a theoretical and a practical part.
Fospar is pushing ahead with the Got- Fospar’s service manager and
twald HSK concept
three other employees participated in the theoretical training.
struction, comparatively low A practical training course was
weight and individual portal so- also conducted on site when the
lution, the cranes are well-suited crane was commissioned so that
for use on the finger pier. They the crane operator and further
are tailored to on-site conditions service staff could learn about
with a track gauge of 12m and a the machine.

an end to sweFrame?
Travancore AB, formerly known
as (or perhaps trading as) SweFrame Port Equipment AB filed
for bankruptcy (konkurs inledd)
in Sweden on 8 July, although it
was not widely publicised.
The filing would appear to
mean that the appeal by Cargotec against the court judgement
of 19 June will not proceed. As
previously reported, the court
did not award Cargotec any
of the damages it claimed for
SweFrame’s alleged breaches of
Bromma’s intellectual property
rights, and also obliged Cargotec to pay all its own costs of
SEK15.5M (US$2.13M) and half
of SweFrame’s (see WorldCargo
News, June 2014, p3 and July
2014, p3).
Travancore/SweFrame could
not be contacted for comment,
but what can be said is that the
company has had business uncertainty hanging over it since Cargotec announced in July 2011
that it would be suing both SweFrame and some of its executives.

 
  
   

This led to accusations that Cargotec was trying to frighten the
market away from buying from
SweFrame.
In the event, relatively small
fines were imposed on some
SweFrame executives last November, but the big test was the
corporate legal action. In the
June judgement, SweFrame was
found to have unlawfully reproduced some 18,000 Bromma
drawings and other documents
in breach of copyright. However,
Cargotec’s legal action against
SweFrame basically went in SweFrame’s favour.
Pending the outcome of
the corporate legal action, it is
known that some potential customers of SweFrame felt unable
to place orders with it because
of lack of certainty over post-

delivery continuity of service and
product support.
In this context, it needs to
be stressed that, irrespective of
whether or not Cargotec appealed the court judgement of
19 June, that judgement allowed
SweFrame to continue trading
normally.
The ruling, however, may have
come too late for SweFrame. In
Travancore’s annual accounts to
December 2012, its equity ratio
had fallen sharply from 2011 and
gone heavily into the negative.
This would obviously have raised
uncertainty for any potential
customers, only made worse by
Cargotec’s decision to appeal the
June judgement and seek damages for the copyright infringements and a more even division
of legal costs.

hirschmann load cells
Hirschmann MCS has improved
its fSENS DKA compression
load cells for measuring static or
dynamic forces of up to 700 kN.
The load cells are suitable for a
wide range of applications such
as capturing counterweight loads
in lifting gear. The series features two different housing sizes
for four different measurement
ranges.
“The design of these small,
compact sensors has proven its
value,” said Hirschmann. “They
are made entirely of corrosionresistant stainless steel containing more than 15% chromium
and engineered to be extremely
robust, maintenance-free, and resistant to dust and water spray in
compliance with IP 66/67.”
All of the new models feature
a mounting plate that is flexibly

The uprated fSENS DKA load cells
from Hirschmann
attached directly to the measurement spring. This enables automatic alignment of the sensor
body and more precise measurement of oblique loads. The
resulting benefit depends on the
magnitude and direction of the
force. The load cells self-regulate
at oblique loads up to ±3 deg –
that is loads applied at oblique
angles up to 3 deg are measured
as if they were vertical.
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The Georgia Ports Authority
(GPA) is planning to add eight
ship-to-shore cranes and 53
RTGs over the next 10 years.
Throughput at the GPA’s
container terminal in Savannah
surged 6.3% to a record 3.1M
TEU in its 2014 financial year,
and intermodal containers were
up 5.8% to 332,989 TEU. Now
that the permits for the Savannah
Harbor River Deepening Project
(SHEP) are in place, the GPA has
its eye on overtaking the Port of
New York New Jersey as the top
container port on the US East
Coast.
New cranes feature heavily in
the port’s US$1.3B capital investment programme for the next 10
years.The GPA is planning to increase overall capacity from 4.5M
TEU today to 6.5M TEU. This
would require 30 ship-to-shore
cranes and 169 RTGs, eight and

Crane 30 will be joined by eight
more STS cranes in the next decade
53 more respectively than the
port operates today.
The port authority also wants
to extend its RTG electrification
project to cover an additional 20
machines this year. It completed
a trial project with four electric
RTGs at the end of 2012 and it
has plans to have electrified its
entire RTG fleet by 2024.
For many years, all of the
GPA’s crane orders have gone
to Finland-headquartered Konecranes, despite Chinese cranemaker ZPMC launching a legal
challenge against this on one occasion. The GPA management
team has spoken previously of
the significant benefits from having a common fleet and a strong
working relationship with Konecranes.
September 2014
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china ports feel slowdown
The latest Global Port Development Report
from the Shanghai International Shipping Institute (SISI) highlighted the extent to which port growth has slowed
this year in China.
Considering all Chinese container
ports with berths over 10,000 dwt, the
report found that container volume
totalled 96.7M TEU in the first half of
2014. The growth rate has fallen from
8.3% in 2013 to 5.7%. Though SISI did
not give a figure, it said total volume at
inland ports actually fell while throughput at coastal ports grew 6.9% to 87.1M
TEU. “Signs of this round of container
throughput declines at inland ports appeared last August, whose container
growth lingered in the negative range
ever since except in January 2014,” it
said.
The Pearl River Delta has been particularly hard hit this year. Shenzhen
ports suffered a 0.6% decline in throughput. Hong Kong managed to grow
2.59%, enabling it to leapfrog Shenzhen into third place on SISI’s top 10
table. Ningbo-Zhoushan recorded 13%
growth and leapt over Busan into fifth
place.

Mayor of
Manila lifts
truck ban
The mayor of Manila, Joseph Estrada,
has lifted a truck ban in the city, which
could ease congestion at its ports.
Estrada announced the “indefinite
lifting” of the city’s truck ban following
a request from the national Government
on the controversial traffic regulation,
which was blamed for the worsening
port congestion.
However, with some 5,000 containers
awaiting clearance the impact will not
be immediate, informed sources have
suggested.
“We leave it now to the national Government, so they can have a free hand
in finding a solution to these problems
[port and traffic congestions],” Estrada
told one media outlet.
Mayor Estrada, has also instructed all
the department offices in the city of
Manila to work closely with the national
Government.
The move is the latest attempt to solve
the problem of congestion. Immediately
prior to Estrada’s announcement, Subic
Bay Freeport’s New Container Terminal-2 (NCT-2) formally became an extension of the Port of Manila.
NCT-2 will be known as “Subic Bay
Freeport-Manila Port Extension” under
an agreement, signed between Roberto
Garcia, chairman of the Subic Bay Metropolitan Authority, and Juan Sta. Ana,
general manager of the Philippine Ports
Authority.
“[The extension] will be used to
load, unload or tranship containerised
cargoes with Manila as port of destination, origin, or transhipment, that Manila International Container Port or the
South Harbor cannot move,” Subic Bay
Metropolitan Authority (SBMA) said in
a statement.
SBMA will retain the right to collect
fees from ships and containerised cargoes under the agreement, as well as to
reject any cargo or ship posing “risks to
the health, environment, and security” of
the Subic Freeport.
Consignees will be charged PHP1,000
(US$22.76) per TEU per day for this.
In a bid to force the pace of clearance
from Subic, that fee will rise dramatically
starting next month.
“After the Bureau of Customs has
inspected, cleared, and issued release
documents for the container, the consignee should immediately remove it
from NCT-2. Otherwise, a penalty of
PHP5,000 a day will be charged against
him,” said Garcia.
September 2014

Top 10 global container port throughput in H1 2014
Ranking
2013 H1 14 Change
1
2
4
3
6
5
7
8
10
11

1
2
3
4
5
6
7
8
9
10

Port

1
Shanghai
1
Singapore
5
Hong Kong
6
Shenzhen
5 Ningbo-Zhoushan
6
Busan
1
Qingdao
1
Guangzhou
5
Tianjin
5
Rotterdam

H1
2014
1,723.46
1,650.60
1,111.40
1,096.43
961.82
911.47
863.82
771.11
688.76
601.40

YoY
growth
5.51%
4.37%
2.59%
-0.64%
13.08%
3.48%
7.96%
8.20%
5.87%
1.88%

H1
2013
1,633.50
1,581.44
1,083.30
1,103.52
850.54
880.84
800.15
712.64
650.6
590.30

YoY
growth
2.01%
1.09%
-8.22%
2.05%
5.94%
3.00%
10.43%
1.54%
11.12%
0.77%

Figures = 10,000 TEU, unless otherwise stated. Source: Shanghai International Shipping Institute

Pak Bara plan is studied
Two proposed deepsea ports in Southern Thailand are still awaiting government approvals and studies, a senior government official has said.
“What we are planning to do is a SEA
[Strategic Environmental Assessment],”
Dr Chula Sukmanop, director-general
of the Office of Transport and Traffic
Policy and Planning at the Ministry of
Transport told WorldCargo News.
The plan is to connect Pak Bara with
the second Songkhla deepsea port on
Thailand’s Gulf coast, linked by a land
bridge across Southern Thailand. The
two proposed ports would each have a
capacity of around 3M TEU, said Sukmanop. The transhipment trade, however, is likely to be minimal, he added.

A SEA is more wide ranging than an
Environmental Impact Assessment and
would not focus on a specific piece of
infrastructure but the whole region the
project will affect. This would take one
year, with an Environmental Health
Impact Assessment being carried out
afterwards, Sukmanop said. This is being
done to allay local fears.
The region includes many fishermen
and farmers who are worried it will
cause pollution by bringing in heavy
industry.
Thailand was to benefit from the development of Dawei Seaport, Myanmar’s
mega port that was planned to connect
to Thailand’s transport infrastructure, but
whose status is now unclear.
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APPLICATIONS
CHOOSE HYSTER.
®

WHY?
Intelligent design for demanding applications.
Low cost of ownership through dependability and uptime.
Outstanding service support everywhere.

VISIT OUR WEBSITE TO FIND OUT
HOW YOUR OPERATION CAN BENEFIT
FROM LATEST INNOVATIONS.

WWW.HYSTER-BIGTRUCKS.COM
HYSTER, the Hyster logo and STRONG PARTNERS, TOUGH TRUCKS.TM are registered trademarks, service marks or registered marks in the United States and certain other jurisdictions.
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Maryland eyes wind operations
The Maryland Energy Administration (MEA) has issued an RFP
for a study into how it can develop an “Offshore Wind Operations & Maintenance Centre of
Excellence”.
The MEA wants to look at
other ports that currently service the offshore wind industry
to assess what is required for
such a facility. “The Maryland
based O&M Centre is expected

to serve Maryland’s initial 200
MW or greater offshore wind
energy project after deployment
and throughout its entire life cycle. A contract resulting from this
procurement should also evaluate the harbour infrastructure
needed for personnel and tooling
activities that developers and turbine suppliers may require during the initial construction and
deployment phase of the OSW

facility,” the RFP stated.
The MEA wants to assess the
ability of “prospective candidate
harbours” to service the state’s
own requirements and other areas in the mid-Atlantic region.
A regional service hub could
potentially be very lucrative for
the state. The MEA is seeking a
comprehensive market evaluation, including infrastructure and
equipment requirements.

SIMPLIFIED
SPREADER
LOGISTICS
The Autoconnector provides crane operators to be in total
control during spreader exchange. Safe and quickly the
operators decide when to change spreader un-manned, with
minimal crane downtime.

The Autoconnector system enables significant improvements in
safety and efficiency in the process of switching between spreaders
in a crane. It is designed to be operated on a ship-to-shore harbour
crane to enable a quick shift between spreaders. The spreader
shift can be between a Tandem spreader and a regular ship-toshore single lift or twinlift spreader, but the system also offers
the same benefits with r egards to safety and efficiency when
switching between two regular spreaders. The Autoconnector
distributes power and control signals to the spreader.

Brazilian port investments
Associação Brasileira dos Terminais Portuários (ABTP), the
Brazilian Association of Port Terminals, which represents firms
operating more than 80 port facilities and 70% of Brazil’s foreign
trade, has launched a “proposals”
document that, if conditions
are met, could lead to its members committing R44B (almost
US$20B) to the ports sector over
the next 10 years.
In essence, ABTP is calling for
a simplification of ports and maritime legislation, a drastic cut in
“red tape” – the so-called “custos
logísticos” – and more transparency. The set of proposals and
recommendations covers legal
security, governance, the capital/
worker environment, and infrastructure development.
ABTP also wants the government to act on Law 12.815/13,
aimed at attracting new investments and reforms to the TIR
tax regime. Operators need to
know they can compete for areas
adjacent to their concessions, in
order to be able to expand and
achieve economies of scale.

Elsewhere, IBAMA, Brazil’s
federal environment protection agency, has again cast doubt
on the R3B project to develop
Porto Sul da Bahia, a potential
1,865-ha port complex being
promoted by the State of Bahia.
The project involves a private
port for agribulks, general and
container cargo, which would be
formed by a private port terminal (Terminal de Uso Privado), a

Peel Ports Group is looking for
potential occupiers for its Port
Cheshire multimodal development site – formerly occupied by
the Bridgewater Paper Mill – on
the banks of the Manchester Ship
Canal in Ellesmere Port.
“The development reflects
Peel Ports Group’s ambitions

for the Port of Liverpool and
Manchester Ship Canal, offering
customers bespoke port-centric
facilities with direct access to
the UK’s rail and motorway networks,” the company stated.
An existing berth operation on
the Ship Canal connects the site
directly to the Port of Liverpool

Depiction of Peel Ports’ Port Cheshire

YOUR PARTNER IN TRAILER CONSTRUCTION
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· Skeletal trailers
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logistics support zone (Zona de
Apoio Logístico) and an iron ore
terminal to be operated by Bahia
Mineração SA. IBAMA has reported that not all of the environmental conditions in this highly
eco-sensitive area around the Aritaguá estuary have been met.

Peel plan for Port cheshire
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E-mail: info@houcon-group.com

Brazilian port facilities could see
US$20B of investment in the next
decade under the ABTP proposals

Houcon
Cargo
Member of the Houcon Group Systems

via Peel Ports’ container shuttle service, rail is accessed via an
on-site branch line and the site
is within a few hundred yards of
junction 7 on the M53 motorway.
With existing planning consent for port use, Port Cheshire
could be developed within a
9-12 month window. Peel Ports
Group has appointed AEW as its
specialist logistics architects and
Jones Lang LaSalle and B8 Real
Estate as the marketing team for
the 75-acre site.
Andrew Martin, group land
and property director at Peel
Ports, said: “Port Cheshire offers
customers unrivalled flexibility,
through existing rail and water
links, enhanced by direct access
to the region’s motorway network.
“It provides the perfect
platform for port-centric development linked to the new
Liverpool2 terminal and the
Manchester Ship Canal.”

Perth on the market
Perth and Kinross Council in
Scotland has decided to sell its
Perth Harbour terminal.
Perth Harbour is an existing
port situated on the River Tay,
30 miles from the North Sea. It
is being marketed as a strategic
location at the centre of Scotland’s transport network and the
gateway to the Highlands. Selling agent, Bidwells, said: “90% of
Scotland’s population can be accessed within a 90 minute drive
of Perth, and Scotland’s two major airports are accessible in under an hour.”
Perth is a tidal port, currently
handling coastal and dry bulk
vessels up to 90m, carrying up
to 2,500t on routes between Eu-

rope the Baltic and Scandinavia.
Graeme Duncan, head of commercial property at Bidwells, said:
“Perth Harbour is unique in the
area because of its location – moving away from the large coastal
ports, such as Aberdeen and
Dundee, brings costs down while
keeping the advantages of proximity to the North Sea and excellent
rail and road transport links.
“The harbour would make
the ideal investment for a company looking for a logistics hub
in the centre of Scotland.We will
be accepting expressions of interest over the next few months to
allow all prospective bidders to
come forward before a closing
date is set,” he added.

cádiz strategic plan
A joint venture put together
between PricewaterhouseCoopers and Teirlog Ingeniería has
been awarded a €121,000 contract by Cádiz Bay Port Authority (APBC) to design a
strategic plan for the port and a
commercial plan for the new

container terminal.
The strategic plan has to be
drawn up in the light of the existing commercial situation and
new strategies devised, including
investment, to ensure that Cadiz
Bay can be successful in the
future.
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PARTNERS IN
PRODUCTIVITY
Excellence in Brazil

Football is in the heart of the Brazilian culture, a strong national symbol and a
passion for many Brazilians. The skills and qualities of the individual players are
merged into team excellence, hard for others to match.
Similar to a Brazilian football team, Terminal de Contêineres de Paranaguá
TCP has managed to create a high performing team out of individually
skilled people together with high performing systems and equipment. TCP is
today one of the most productive container terminals in the country.
In Brazil, and everywhere,
Bromma is committed to helping our customers succeed.

Constantly performing an average of more than 80 vessel moves per hour the
terminal is offering an excellent service to the vessels calling the port.
TCP is one of the gold standard ports in container handling, which is why it is no
surprise to find that Bromma spreaders is the preferred choice for the
ship-to-shore cranes and RTG’s . To succeed in container handling, you need the
right equipment, and you need the right support.
You need a partner in productivity.

SANY PORT MACHINERY.
DEVELOPED AND MADE IN GERMANY

SANY has the vision and capability to offer a refreshing alternative to the market.
Quality, Reliability and Customer Care are our core values. The team in SANY
follows each project from the development phase through to ex-works dispatch
and full customer satisfaction. We join you every step of the way.

QUALITY CHANGES THE WORLD.

Sany Germany GmbH · Sany Allee 1, D-50181 Bedburg · TEL 0049 2272 90531 100 · www.sany-germany.de

news news
port

Callao goes big
Peruvian President Ollanta Humala toured APM Terminals
Callao in Peru this month after
it took delivery of 12 E-RTGs
and four STS cranes in August.
The four new cranes will be followed by nine more over the
next seven years.
According to APM Terminals,
the new ZPMC cranes are the
“largest in the world” with a
23-row outreach and a lifting
capacity of 100t. They will join
two existing cranes at the terminal, increasing capacity from
800,000 to 1.6M TEU when
other parts of the project are
completed.
At build-out in 2021, APM
Terminals Callao will have capacity for 2.9M TEU container
traffic and 15 Mt of breakbulk

cargo. “The port of Callao is the
busiest container port on the
West Coast of South America,
and the third busiest on the continent, with a 2013 throughput of
1.85M TEU,” the company said.
“APM Terminals Callao handled
approximately 500,000 TEU for
the year, representing a growth
rate of 23% in container volume
over 2012. The port of Callao’s
overall container throughput is
projected to double within five
years.”
The new cranes will allow
APM Terminals to better compete with DP World’s facility at
the port. “Until now, APM Terminals Callao had only one
dedicated container vessel berth
and two smaller STS cranes to
handle operations [with the oc-

shortlist for Al-Faw
Eight bidders have been shortlisted by the General Company
for Ports of Iraq (GCPI) to develop phase one of its Al-Faw
Grand Port project. The successful candidate will be announced
before the end of the year, with
construction starting in 2015.
GCPI is planning a 1.75 km
quay supporting 2M TEU of
containers and 20 Mt of general
cargo in the first phase, which it

wants operational in 2018. This
would require an estimated 46M
m3 of material to be dredged for
a port basin, with a minimum
draught of 15m, and 36M m3 of
land to be reclaimed from the sea.
Stage two is due to come on
stream in 2028 and stage three 10
years later. At full build-out, the
port will have 22 berths on 4.5
km of quay, with a capacity of 7M
TEU and 44 Mt of general cargo.

Peruvian President Ollanta Humala
speaking at APM Terminals Callao
in Peru
casional help of two mobile harbour cranes], compared with the
two berths of its competitor and
neighbouring terminal operator,
Dubai Ports World,” Maersk Line
said in a statement.

Chennai hikes rates by 42%
A revised port tariff which sees
very sharp increases has been
issued by the Chennai Port Authorities. The move comes as
India’s new government settles
in to a period of what it is calling “port-led development”, in
a bid to accelerate international
trade and underline its strategic
importance.
“Considering the deficit position depicted by the cost statements for a period of 18 months
from 1 October 2014 to 31
March 2016, and moderating
the increase for the reasons recorded in the speaking order, this
authority has accorded approval
for an across-the-board increase
of 42% in the existing Scale of
Rates of CHPT [Chennai Port
Trust],” said the Tariff Authority

for Major Ports.
The move fits with the Union
Government’s broader ambition
of “corporatising” India’s major
ports and updating the sector.
According to local press reports,
the Government is now looking
for experts to work on the relevant legislation.
“Process for appointment of a
world-class consultant has been
initiated,” the Shipping Ministry
said, while fixing a deadline of 30
October for the appointment of
consultants and preparing draft
amendments to the Major Ports
Trust Act, 1963.
Ports are now part of top-level
thinking. Prime Minister Narendra Modi said his Government
had conceived “Sagarmala”, an
ambitious project for maritime

states that envisages not merely
port development, but port-led
development.
This would include ports,
SEZs, and rail, road, air and waterway connectivity with the
hinterland, and cold storage and
warehousing facilities.
“The Prime Minister highlighted the importance of the
ports sector. Ports can become
gateways to India’s prosperity,”
an official government statement
added.
The Government recently did
away with the requirement to
renew shipping licenses every
year, and licenses will now be
granted for a lifetime, Modi
said, praising Union Minister for
Shipping Nitin Gadkari for the
change.

tCB starts work on
Quetzal extension
Spain-based International terminal operator Grup TCB has laid
the cornerstone of a yard extension to Puerto Quetzal on the
Pacific coast of the Guatemalan
department of Escuintla.The first
phase of the improvements will
be complete by the end of 2015,
when the company will start operating Puerto Quetzal Container Terminal (TCQ).
TCB announced in April last
year that it had won a 25-year
(plus option) concession to manage and operate TCQ. At the
time, it planned to invest a total
of US$250M, with US$120M
committed to phase one to build
300m of pier with a depth of
12.5m and a yard area of 13-ha.

Grup TCB now states that it
will invest €133M in phase 1 to
build a 400,000 TEU/year capacity facility. Yard area is still
13-ha, but quay length has been
increased to 350m. The second
phase will involve a yard extension of up to 20-ha and 540m
of pier with capacity for 700,000
TEU/year. Total investment will
be €192M.
The idea is that Puerto Quetzal can become a hub for USWC
trades and trade with large Asian
markets. According to Grup
TCB, TCQ will be the only terminal equipped to provide services to post-Panamax ships on
the Pacific between the Panama
Canal and Michoacán in Mexico.

Battle for southport
The Philadelphia Regional Port
Authority (PRPA) is seeking expressions of interest to develop
Southport, a 200-acre property
on the Delaware River.
For several years, the PRPA has
planned a new container terminal
at a former navy base. known locally as Southport, adjacent to the
Packer Avenue Marine Terminal,
which is privately owned by the
Holt family.
This month, Penn Warehousing and Distribution’s (PWD)
president, John Brown, alleged the
Holt family was working to secure the project without a public bidding process, to develop
Southport as an energy hub.
PWD – which operates in alliance with Wilmington’s largest
September 2014

stevedore, Murphy Marine Services, and Philadelphia’s JH Stevedoring – wants the site for a
container terminal, which would
compete with Packer Avenue.
When the RFP he was expecting last month did not emerge,
Brown hired former Senator,Vincent Fumo, as an adviser. Fumo,
who was released from prison last
year following a five-year sentence
on corruption and fraud charges,
vowed to make sure the site was
awarded in a public process.
Efforts to develop the site as
a container terminal have come
to nothing in the past. However,
now that the Delaware River
channel has been dredged to 45ft,
a terminal may be a more viable
proposition.

Sliding non Sliding Technology
The SNS TECHNOLOGY is based on the fusion of the improved design of Brevetti Stendalto’s sliding skids and the
use of wheels at specific locations of the guide channel. Wheels work where skids don’t, and vice versa.
The combination of what have so far been the two main long-stroke solutions for cable chain applications allows
Brevetti Stendalto to offer a solution for the most demanding applications.
For more information visit www.brevettistendalto.com
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tiger VI funds announced
The US Department of Transportation (DOT) has announced
72 awards totalling US$584M
will be made under the sixth
round of Transport Investment
Generating Economic Recovery
(TIGER) grants.
The list of maritime-related
grants (from the American Association of Port Authorities) in the
TIGER VI round is:
l Terminal 46 Modernisation
Project in Seattle – US$20M towards a US$66M berth upgrade,
including an extension, new
piling, new crane rails and yard
work.
l Norfolk International Terminals in Virginia – US$15M
towards a US$31M off-ramp to
connect the terminal directly
to the I-564 highway and eight
acres of new yard space.
l Port Newark Container Terminal in New Jersey – US$14.8M
towards a new gate complex and
yard expansion.
l Wando Welch Terminal at
Charleston – US$10.8M towards

Charleston is upgrading Wando Welch for bigger, heavier cranes
the cost of structural repairs, new
crane rails and piling for larger
cranes and a deeper berth.
l Lake Charles Harbour and
Terminal, Texas – US$10M towards a new bulk cargo terminal.
l Seward
Marine Terminal,
Alaska – US$2.5M towards a
new master plan. This terminal is
managed by the Alaska Railroad

Corporation.
Oil Spill Response Access
Dock Phase II – US$1.1M for
the Makah Tribe in Washington
State.
Other “freight and portrelated infrastructure projects”
include US$1.1M for a bridge
replacement study in Baltimore
and US$2.8M for a similar study
l

Grindrod targeting logistics
Durban-headquartered Grindrod has signed a Memorandum
of Understanding with Bidvest
to sell its financial services division, the proceeds of which will
be used to expand its core shipping, integrated logistics and port
operations.
Grindrod CEO Alan Olivier
is particularly keen to expand
the company’s port activities
by investing in further dry and
liquid bulk handling facilities,
diversifying the range of cargoes handled and extending the

division’s reach into other parts
of Africa.
Grindrod is already active in
Mozambique where it co-manages the port of Maputo, and it
operates the Matola Coal Terminal in Walvis Bay, Namibia. Earlier this year, the group, in conjunction with DP World, opened
a new intermodal container depot in Maputo, and more of these
facilities are planned.
Like competitor Transnet
Freight Rail, Olivier believes
there is significant potential in

the rail sector too. Countries like
Zimbabwe, Zambia and Mozambique have rich mineral resources, which are much in demand,
but poor transport networks
to move this cargo to overseas
markets. This is where Grindrod
thinks it has an important role to
play.
Already, the group is refurbishing locomotives for use on the
Beitbridge Bulawayo Railway
(BBR) in Zimbabwe, a line it
operates in a partnership with
the national railways organisa-

for the Long Bridge over the
Potomac River in Columbia.
Rail line upgrades feature heavily, with US$8.1M for work
on 55 miles of CSX rail line in
New England, US$5.8M for improvements in North Carolina
and US$250,000 towards a new
bridge connecting Maine and
New Hampshire.
In recent rounds, TIGER
funding has become a lot more
focused on addressing bottlenecks at existing gateways, rather
than projects that have ambitious plans to draw new cargo or
achieve a modal shift.
Early TIGER rounds saw
money go to several ports to buy
mobile harbour cranes, to try and
attract new business. Some of
these, notably the M-50 marine
highway from Stockton to Oakland, were not actually commercially viable.
The US Army Corp of Engineers also raised concerns that
TIGER funding was going to
ports that it did not recognise
as “nationally significant” in its
dredging programme. That situation also appears to have been
addressed.
tion of that country. Meanwhile,
feasibility studies are being conducted into the construction of a
new railway that will link Zambia’s Copperbelt to an existing
rail connection to the Angolan
port of Lobito.
These plans form part of a
group capital expenditure programme that is expected to outlay ZAR10B (US$885M) over
the next three years.
It is hoped that the sale of
Grindrod’s financial services division will be completed before
the end of 2014, raising much
needed cash for the expansion
programme.

nZ ports profits up
Auckland and Tauranga, New
Zealand’s two largest ports, have
reported increased profits and
cargo throughput in the 2014
financial year ending on 30 June.
At
Auckland,
container
throughput was up 18.3%
to 968,741 TEU, breakbulk
climbed 26% and profit rose a
massive 65.5% to NZ$73.5M
(US$56.95M). CEO Tony Gibson acknowledged the spike was
a “one off ” as it followed on from
a poor performance in the previous year, and was not a good
indicator for the future as Maersk
has since moved a major service
to Tauranga.
It appears the battle that the
port waged with its main labour
union in 2011 is now largely behind Auckland. “Productivity has
been increasing since restructuring started in 2011 and has hit
new highs this year,” said Gibson.
For the coming year, Auckland
is focusing on “building supply
chain partnerships which will
deliver greater efficiency and
cost-savings for importers and

exporters”. These include a joint
venture with Napier Port and
Icepak in an inland port in Palmerston North.
Down the coast at Tauranga,
the port’s recent strategic success was not reflected in its 2014
result. Tauranga’s profit was up
just 1.3% last year, and container
volume fell 10% to 759,587 TEU
from 848,448. This was primarily due to the loss of the Maersk
service that has now returned.
Overall, the port’s total tonnage
was up 3.5% to 19.7 Mt.
Tauranga pulled off a major
coup earlier this year when it announced it had acquired 50% of
PrimePort Timaru, together with
a 35-year concession to operate
its container terminal, followed
by a 10-year deal with primary
export logistics company Kotahi
to route meat and dairy exports
through both ports.
Tauranga CEO Mark Cairns
emphasised that the port now
has the long-term agreements in
place to go up a gear and bring
bigger ships to the country.

new plan for Bordeaux
A deficit in aggregates for civil
construction projects in the
Aquitaine region (southwest
France) has led to growing volumes of imports from countries
such as Scotland. Most imports
are handled in the Bassens port
complex of the Port of Bordeaux
– around 0.6 Mt in 2013 – which
is now approaching saturation.
The Bordeaux port authority
(GPMB) has decided to bring
back into service an abandoned
coal facility at Grattequina, on

the left bank of the Garonne,
some 15 km upstream of the
confluence with the Dordogne
and the true start of the sea estuary.
The revamped area will double as an export terminal for
wind farm equipment that will
be built by Astrium, an affiliate of
EADS, at a new facility opening
next year at Parempuyre. A new
landing stage has already been
completed, able to receive heavy
lift vessels up to 120m long.
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Lyttelton up for grabs? Morocco hub plan
After regaining 100% control
of Lyttelton Port of Christchurch (LPC), Christchurch City
Council is debating selling a
stake in the company.
The council has tried to sell
a stake in LPC previously. In
2006 it formed LPC as a separate operating company to run
the assets and it reached a deal
to sell 50.1% of that company
to Hutchison Port holdings
(HPH).
The deal was contingent
on the council’s asset holding
company, Christchurch City
Holdings (CCH), securing 90%
of LPC’s existing shares, compulsorily acquiring the rest and
de-listing the company.
CCH pitched its share offer
too low and Lyttelton’s competitor Port Otago seized the
opportunity to launch a share

market raid, buying 10.1% of
LPC for NZ$24M (US$18.6M)
and later increasing that to
15.1%. HPH then walked away,
but CCH said it still wanted to
regain full control of LPC and
would approach the Chinese
port operator again when it
had.
After eight years, CCH appears to have made Otago an
offer it could not refuse, buying
its stake for a 20% premium and
paying a special dividend before
the sale, allowing Otago to record a profit of NZ$28.3M on
the sale.
The transaction comes at a
time when the Christchurch
Council is cash-strapped and
publicly debating which of its
assets should be sold to reduce
its unsustainable debt burden.
Paying a hefty premium for a

controlling interest in LPC suggests the council is courting a
buyer already. Selling a majority
share in LPC, however, would
be politically difficult, as several councillors maintain the
city must retain a controlling
interest in the port, airport and
other strategic assets.
The timing is also right, as
LPC recently settled its massive insurance claim from the
2010-2011 earthquakes. LPC
reported a massive increase
in profit from NZ$16.9M to
$343.2M for the financial year
ending 30 June. However, most
of this was due to the insurance payout.
Earthquake-adjusted profit
after tax was NZ$15.1M, the
same as the previous year. Container volume was up 7.2% to
376,567 TEU.

Melbourne loses out to sydney
Increased charges at the port of
Melbourne are starting to take
their toll, with a major shipper
and its logistics provider shifting
business to Sydney’s Port Botany.
Chris Corrigan-chaired Qube
Logistics this month switched a
daily intermodal service from
the Riverina region of southern
New South Wales from its longestablished route to Melbourne,
citing significantly lower costs.
The train hauled rice, wheat
and paper – the latter for influential, high-volume shipper Visy
Industries – and is believed to
represent some 40,000 TEU per
annum.
Qube MD Maurice James

told a business leaders’ function
that it now cost about A$112
(US$98) in statutory charges for
every container shipped through
Melbourne, a figure bolstered by
a A$36 channel deepening levy
and A$40 by a state governmentimposed port licence fee. The
equivalent charge for the recently privatised Port Botany – now
owned by the NSW Ports consortium – is only A$76.
James warned that Melbourne
charges are likely to rise further
as the cost of the A$1.6B Port
Capacity Project to redevelop of
Webb Dock is factored in, and
third container terminal franchise winner VICTL (ICTSI/

Anglo Ports) will look to recover
its investment. He noted that the
increased costs come against the
background of the current campaign by the state government to
sell a long-term lease for the port
of Melbourne.
While the Riverina-sourced
freight is regarded as one of the
few quantities of genuinely contestable business, thanks to the
physical distance between Port
Botany and Melbourne, James
suggested that the latter port –
and prospective buyers – should
not assume container volumes
will remain the same, let alone
increase at previous levels, if prices continue to rise.

The Government of Morocco
has a vision to develop the country as a regional transport and logistics hub and gateway to Africa.
“We have taken steps to develop Morocco as an regional hub
serving Africa and Europe as well
as America and the Middle East
and have already signed agreements with many West African
countries, including Senegal,
Mauritania, Cote d’Ivoire, and
Gabon, to develop Morocco as
regional transport corridor,” said
Minister of Equipment, Transport and Logistics Aziz Rabbah.
Addressing the Port Finance
International conference in Casablanca, he told delegates: “We
plan to invest US$100B during
the next 20 years on our infrastructure, including US$25B on
developing new and expanding
existing industrial and logistics
zones, and US$8B on building
new ports and modernising existing ones.”
He stressed that Morocco
wanted to boost its role as a regional transport hub and highlighted the successes already
achieved at Tanger Med on the
nation’s Mediterranean coast.
Rabbah suggested that the
Tanger Med – where APM Terminals and Eurogate manage
the two existing terminals and
where Marsa Marco is to operate a third – had raised Morocco’s

Over 90% of cargo handled at Tanger
Med is transhipment traffic
connectivity, logistics profile and
traffic base. Well over 90% of all
cargo handled at Tanger Med is
transhipment traffic, with Maersk Line and CMA CGM Group
(including Delmas) the main
participants.
“Morocco is making big efforts to improve the business
climate by making reforms and
legislating laws in many sectors
to simplify tax, land, justice and
other administrative procedures,”
Rabbah told delegates. “This
is bearing fruit and cutting red
tape.”
In particular, the Moroccan
Government has embraced Public Private Partnerships (PPP), especially when it comes to investment in the port sector.
“We want to be much more
competitive in this area and
speed up this investment. We
want to move from this traditional model of state funding to
private investments via PPPs,”
said Rabbah. “Otherwise we will
have to wait 20 years to develop
the infrastructure that is needed.”
In a national port plan up to
2030, several new ports will be
developed, including at Nador
on the Mediterranean coast and
at Kenitra and Jorf Lasfar on the
Atlantic seaboard.

Hutchison
opens up
at Botany
Hutchison Ports Australia has officially opened its Port Botany
terminal, Sydney International
Container Terminal (SICTL),
which will add an eventual
500,000 TEU to Sydney capacity.
Phase I has capacity to handle
250,000 TEU, with two 300m
berths, 15 truck-loading bays and
two 300m rail sidings. Phase II is
already underway and is expected to be completed by mid-2015.
At the opening, SICTL CEO
Dr Stephen Gumley emphasised
that Hutchison Port Holdings
(HPH) would bring both global
expertise and more competition
to Sydney. “SICTL is the first
company to bring new competition to Port Botany, one of Australia’s most important international gateways.The competition,
choice and capacity we bring to
the port are delivering benefits
for NSW’s exporters and importers, and the broader economy,”
he said. Gumley said HPA’s new
intermodal terminal at suburban
Enfield would be operating before the end of this year. “That
will again deliver more competition, this time into the port-rail
freight market that is largely the
province of one company,” he
said.The facility will be connected by a dedicated rail freight line
to Port Botany and to the new
rail siding at SICTL.”
HPH has yet to announce any
contracts with lines to call at its
two terminals, despite Brisbane
handling its first ship in May
2013 and Port Botany in December 2013.
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ebola shakes west
Africa to the core
The outbreak of the Ebola virus
in West Africa which has now resulted in more than 2,800 deaths,
mainly in Guinea, Liberia and Sierra Leone, is causing widespread
economic disruption, threatening the region’s political stability
and leading to extreme trading
volatility.
The past month has seen several shipping lines put in place a
number of protective measures
aimed at protecting their staff
and employees of stakeholders.
The CMA CGM Group,
which includes the services of
Delmas, and Maersk Line (and its
sister Safmarine), have both carried out a major reorganisation
of their West Africa service networks. This has not been so difficult, as many of the strings calling
in West Africa comprise shuttle
links to/from the region and European hubs, such as Tanger Med
and Algeciras.
In essence, the two carriers’
services are now divided between
those calling at countries where

there has been an outbreak of
Ebola and those nations free of
the virus. In the case of CMA
CGM, a single string now serves
ports in Sierra Leone, Guinea
and Liberia, thus enabling the
line to maintain a strong commercial and operational presence
in ports such as Conakry and
Monrovia during the crisis.
Maersk’s main changes involve
its western Mediterranean shuttles, WAF 7 and WAF 13. The
schedules have been totally revamped, with the Guinean port
of Conakry and Freetown, Sierra
Leone removed from WAF 13
and transferred into the WAF 7
string, which also calls at Monrovia in Liberia. This means
that WAF 7 is an Ebola-ravaged
string and WAF 13 a shuttle that
only calls at Ebola-free Dakar in
Senegal.
In South Africa, Transnet has
put in place stricter health checks
for ships arriving from parts of
West Africa it considers to be
high or medium-risk and carry-

nYK sells nYKCool

that it continually evaluates all
available options to improve the
strategic positioning and performance of its businesses. These include considerations of a potential sale or initial public offering
and listing of its logistics business
as a separate, stand-alone unit
from NOL.
“These considerations are preliminary and exploratory in na-

should ensue, with the group in
a better position to compete in
this highly competitive sector of
the global shipping business. For
more than 20 years, specialised
reefer shipping companies have
been losing out to liner operators using reefer containers and
there is currently no investment
in conventional reefer tonnage.
NYKCool operates 25 ships,
trading worldwide, in the
420,000 ft3 to 600,000 ft3 size
range, with most of the tonnage
well equipped to carry containers and perishable products in
Controlled Atmosphere conditions.
In contrast, Baltic’s operations
are centred on the Baltic port of
St Petersburg, with the operator
running regular services, mainly
carrying fruit from Morocco,
South Africa and Argentina. The
group is also heavily involved in
the year-round banana business,
with the main links offered from
Ecuador and Colombia, as well as
the North Sea frozen fish and fish
meal sectors. In addition to its
main calls in St Petersburg, Baltic
is a regular user of the ports of
Kaliningrad and Klaipeda.

sion, APL Logistics has been
posting reasonable profitability. In H1 2014, the division’s
operating profit before interest
and tax came in at US$32M on
revenues of US$802M, a margin of 4%. This compared with
APL, where losses of US$112M
were recorded on a turnover of
US$3.6B.
APL Logistics is very strong in
the automotive, retail, fast-moving consumer goods, electronics
and technology sectors. It has
access to over 20M ft2 of ware-

housing space across the globe.
While APL Logistics has been
successful, AP Møller Maersk’s
(APMM) logistics arm has not
and the division posted losses of
US$42M at the interim results
stage (end of June) of 2014.
Trading as Damco, there is also
speculation as to its future, particularly as the extensive restructuring efforts put into effect in
the past 12 months by the parent
group appear not to be working.
In its interim report, APMM
said it now expected Damco to

make a loss for the full year due
to unsatisfactory overhead costs,
among other factors. “The restructuring initiatives and process
changes put in motion during
2013 have proven more complex than anticipated, which has
generated some delays to the
planned productivity improvements to materialise. Further organisational right-sizing has been
deemed necessary and initiated,
adding further cost to the current
quarter, with benefits planned
primarily for 2015,” said APMM.

Kansas-based Clinic in a Can is trying to raise US$30,000 through crowd
funding to send one of its 20ft containerised clinics to Monrovia, Liberia to
help with the Ebola outbreak. For more information visit www.clinicinacan.org
ing out more rigorous searches
for stowaways.
It lists high-risk countries as
Guinea, Liberia and Sierra Leone,
with Nigeria, Kenya and Ethiopia designated as medium-risk.
A Transnet spokesperson said:
“Recent incidents of stowaways
have highlighted the importance
of stricter controls from ships’
masters.”
In other developments, several
owners of dry bulk carriers are
refusing to accept charters for
countries in those parts of Africa
affected by Ebola, although some

ApL Logistics on the block
Singapore-based Neptune Orient Lines, which owns APL and
the supply chain management
group APL Logistics, has confirmed that it is studying a number of corporate options for the
latter firm.
A company statement issued
by Looi Lee Hwa and Wong Kim
Wah, the group’s company secretaries read: “NOL wishes to state

companies are reluctant to even
call in Nigeria, despite it having
reported no cases.
This is having an adverse effect on many traders’ livelihoods,
while there is an increasing risk
that much-needed food cargoes,
such as grain and rice, are not
being shipped. The Independent
International Crisis Group has
warned that the Ebola crisis is
unravelling years of work aimed
at stabilising West Africa.
“The worst-hit countries now
face widespread chaos and, potentially, collapse,” it warned.

Tokyo-based NYK has sold
its specialised reefer shipping
arm, Stockholm-headquartered
NYKCool, to Russian-domiciled Baltic Reefers.
The price was not announced
and it is understood that
NYKCool, which will revert to
its former name, Cool Carriers,
will operate independently of
its new parent. On that basis, its
commercial strategy is unlikely
to change radically, at least in the
initial months.
Boris Gersling, the company’s
CEO since 2009 will remain.
“Cool Carriers will continue
its commercial operation unchanged and operate independently from Baltic Reefers. The
new ownership situation, with an
owner focusing on the specialised reefer segment, gives Cool
Carriers a good opportunity to
further prosper in this segment.
In short, it is business as usual,
but under new ownership,” said
Gersling.
But operational synergies will
be possible and overall cost savings will be achieved. Meanwhile, as a combined group,
improved economies of scale

ture. There is no assurance that
any definitive transaction for the
sale or an IPO of NOL’s logistics
business will be concluded.”
With NOL having a gearing
ratio in excess of 200%, any corporate transaction that raises cash
would be beneficial, allowing
NOL to pay down its debt and
cut its interest payments.
In contrast to the liner divi-
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Greenlotus 32 bulk ship concept
Ecoships, the technical ship
management arm of Newport
Shipping Group, has introduced
a “next generation” bulk carrier design, aimed at setting the
standard in ecologically compatible marine transport.
Ecoships’ Greenlotus 32 is a
32,500 dwt geared, wide hatched,
handysize bulker, designed to
meet existing and future CO2,
NOx and SOx emissions regulations. It is equipped with four
pedestal-mounted, portside jib
cranes.
Captain Aykut Yilmaz, Newport Shipping’s general manager,
said: “The Greenlotus 32 is a
proven eco-friendly bulk carrier
that builds on the success of two
earlier designs delivered in 2011.
From cost and energy efficiency
perspectives, it makes a lot of
sense for shipowners to reconsider their ageing handysizes in
favour of the Greenlotus 32. The
return on investment is very attractive due to its extremely low
fuel consumption, and it meets
the most stringent emissions reduction requirements.”
The 170.9m long by 27m
wide hull form is said to be optimised for energy-efficient operation. The vessel is powered by a
Tier III compliant MAN B&W
SG50ME-B9 two-stroke main
engine driving a large diameter,
fixed pitch propeller.
“This configuration provides

a heavy fuel oil consumption of
just 15.6t/day at a service speed
of 14 knots and 7.6 t/day at 11
knots,” said Yilmaz. “Compared
with the daily fuel oil consumption of comparable handysize
designs, the Greenlotus 32 can
generate daily fuel savings of
more than US$6,500 on a bunker price of US$650/t, operating
at 14 knots.”
The Greenlotus 32 is also
equipped with built-in technology for voyage and weather routing, trim optimisation and a sys-

tem to provide real-time analysis
of ship data, including bunker
quality and emissions.
Additional emissions abatement can be achieved through
the optional installation of an exhaust gas scrubbing system and/
or an SCR unit. EGR and waste
heat recovery systems available
with the standard Greenlotus 32
design add to the vessel’s arsenal
of ecologically friendly measures.
The vessel is equipped with
four sets of deck cranes, each
with a 30t SWL and 36m out-

reach. Each crane is supplied
with a frequency converter system to ensure optimum of energy efficiency.
Harald Lone, CEO of Newport Shipping, said: “Vessels built
to this new design will feature
advanced energy-efficient technologies, making them very
cost-effective to operate.We have
already partnered with shipyards
in China, Korea and Turkey to
offer competitive pricing structures. The Greenlotus 32 is a real
game-changer.”

Intra-Germany feeder
Hamburg-based Germanische
Shipping GmbH & Co KG has
announced a domestic feeder
service between Germany’s
northern seaports, called Germanischer Linie.
Managing director Mustafa
Nimetoglu said that the plan is to
introduce a weekly connection
between Hamburg, Bremerhaven
and Wilhelmshaven, with an anticipated volume of 3,000 TEU,
(150,000 TEU/year) equating
to 60-70% vessel utilisation and
ensuring the service’s economic
viability.

Nimetoglu said the reaction
from the market was positive, and
he sees it as a way round congestion, which is likely to increase in
future with the increasing number of ULCCs.
Calls at other German seaports
could be added upon request
and, in due course, a second vessel may be introduced.
It offers an alternative to road
and rail container transport between the ports, with a touted
cost saving of up to 10%. Germanische Shipping is ready to invest
€2M-3M in the project.

BOXHUNTER
THE RTG REINVENTED

taking the
northwest
passage
The Fednav vessel MV NUNAVIK
departed from Deception Bay
in Canada en route to China via
the fabled Northwest Passage this
month. Canada’s Fednav said:
“[The NUNAVIK ] will be one
of the first commercial vessels
to transit the Northwest Passage
completely, and the first to do so
unescorted with an Arctic cargo,
and with Canadian expertise.”
According to Fednav, the vessel is “the most powerful conventional [non-nuclear] icebreaking
bulk carrier in the world, and sails
from Deception Bay, Northern
Quebec year-round, transporting product from the Canadian
Royalties mine”. It will deliver
23,000t of nickel concentrate to
Bayuquan in China.
Shore support will be provided by a team of ice navigation
specialists from Fednav and its
subsidiary Enfotec, using satellite imagery and ice charts as part
of Enfotec’s proprietary onboard
ice-navigation system, IceNav.
“The route to China via the
Northwest Passage is some 40%
shorter than the traditional Panama Canal route and, as a result,
will reduce greenhouse gas emissions by more than 1,300t,” Fednav stated.
The MV nUnAVIK is transiting the
northwest Passage unaccompanied

WE BROUGHT DOWN THE CABIN.
WE BROUGHT DOWN THE MACHINERY.
For the first time in an RTG, the operator works in an ergonomic heads-up position down at
the truck lane. Climbing into the BOXHUNTER cabin is fast and safe. And we brought down
the hoisting machinery as well. This gives much safer maintenance access. And it makes
the crane less top-heavy and more nimble in gantry travel.

VISIT WWW.KONECRANES.COM/BOXHUNTER
FOR MORE INFORMATION.
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Cosco
adding
five ships
China Cosco Holdings is spending close to US$620M on five
14,500 TEU super post-Panamax
vessels.
Scheduled for delivery in
2017 and 2018, the ships will
be built by CSSC’s Shanghai
Jiangnan Changxing Shipbuilding
complex and operated by
COSCON.
The latest order provides further evidence of the shipping
company’s fleet modernisation
programme and its drive to have
a more efficient operation.
The move also reflects the need
for members of the CKYHE
alliance (COSCON, K Line,
Yang Ming, Hanjin Shipping and
Evergreen) to have pools of tonnage in a similar size range.
This order and one for a similar number of slightly smaller
14,000 TEU ships recently contracted by K Line will result in
the alliance having more than 70
ships of New Panamax dimensions in service in 2018.
Ships in the 12,000 TEU to
15,000 TEU range are expected
to become the “workhorses”
of the main east-west and even
some north-south trades over the
next three to four years.
On that basis, they are expected to offer individual lines and
alliances considerable operating
versatility.
An integral part of the Cosco
group’s fleet renewal programme
has been its scrapping programme, with 41 ships aggregating 2.5M dwt expected to be
sold to breakers’ yards by the end
of the year.

enter ocean three
The
much-anticipated
announcement finally came in
mid-September that France’s
leading liner group, CMA CGM,
China’s second largest container
vessel operator, China Shipping
Container Lines (CSCL) and
the Middle East region’s multistate owned United Arab Shipping Company (UASC) would
team up.
Called Ocean Three, it comprises separate vessel sharing and
slot-exchange agreements between the members, covering the
main east-west trades. The three
partners hope to have it in place
by the end of the year, pending
regulatory approvals.
The new group intends offering four weekly services in the
Asia-Europe and Asia-Mediterranean trades, five strings a week
between Asia and west coast
North America ports and two
loops linking the Far East with
the US eastern seaboard, with
one routed via the Panama Canal
and the other via the Suez Canal.
A dedicated Asia/US Gulf coast

link will also be provided.
At the time of writing, the
three partners had not declared
their intentions in the transatlantic market.
Interestingly, CMA CGM,
CSCL and UASC intend maintaining various other slot charter
and vessel exchange arrangements they have in place across
these trades, as they seek advantages over their competitors on
the sailing frequency and service
(port) coverage fronts.
However, as Maersk Line and
MSC are partners in some cases,
this is likely to prove difficult,
as these two lines have said that
they will terminate other slot and
vessel sharing arrangements they
have in the trades that their new
2M alliance will cover.
This could explain the delay
in Ocean Three announcing its
arrangements in the transatlantic
trade, where CSCL and UASC
are only modest players in the
Mediterranean sector and where
CMA CGM is heavily reliant
on agreements with Maersk and

MSC. Nonetheless, Rodolphe
Saadé, vice-chairman of CMA
CGM, is content.
“This [agreement] will allow
us to propose to our clients a
high-quality and reliable alternative to existing services in the
market and allow CMA CGM to
continue its global development,”
he said.
Meanwhile, in a filing with
the Shanghai and Hong Kong
stock exchanges, a CSCL statement read: “The three of us agree
to collaborate on the main eastwest routes via joint services, slot
swaps and space exchange. We
will also lease vessels from each
other later on. This will enable
us to increase our operational efficiency… We will also be able
to further take advantage of the
growing size of our vessels to cut
operational costs.”
In many respects, the grouping might be considered a “natural fit” as the three lines already
work together on several Asia/
Middle East strings and all of
them have giant vessels of over

16,000 TEU on order, while
CSCL and UASC had already
announced they will co-operate
with their combined total of 11
giant containerships on the Asia/
Europe trade once they are delivered.
Ocean Three is designed to
compete effectively against the
G6 (APL, Hapag-Lloyd, Hyundai Merchant Marine, MOL,
NYK and OOCL), CKYHE
(COSCON, K Line, Yang Ming,
Hanjin Shipping and Evergreen)

Loading more boxes
MacGregor is highlighting its
A-class lashing bar as offering
“a way of unlocking the considerable amount of unexploited
cargo carrying potential on many
container ships.” Current orders
from shipowners total around
200,000 units.
The A-class lashing bar “is one
of our responses to the challenge
of optimising cargo carrying capacity,” said Magnus Ahlström,
lashings expert and key account
manager at MacGregor. “With an

optimal lashing system, you have
the potential to carry hundreds
of extra containers.”
The
lashing
bar,
said
MacGregor, has an innovative
rod head that allows more ships
to operate an external doublecross lashing system. External
lashing reduces both lifting and
compression forces on the container stack.
A container stack secured with
external lashings has more flexibility in weight distribution and

The A-class lashing bar can increase vessels’ carrying capacity, says MacGregor
can carry heavier and potentially
more containers compared to a
stack with internal lashings. In the
right circumstances, this equates
to one more row of containers for
every stack.

“Internal lashing was traditionally the only practical possibility due to a number of limiting factors,” said Ahlström. “Most
critically has been the transversal
gap between containers, where

The CMA CGM DAnUbE is the first
of 28 ships from 9,400 to 10,900
TEU the line will take delivery of
between July 2014 and Q3 2016
and the planned 2M (Maersk and
MSC).
This latest move by CMA
CGM, CSCL and UASC could
mean that 16 of the world’s leading box carriers are grouped into
just four alliances that control
well in excess of 80% of the main
trades.
a distance of at least 38mm was
previously needed.
The A-class bar offers a wider
operational range to include vessels with a 25mm transversal gap
or with previously incompatible
lashing bridge heights.”
For conversion to an external
lashing arrangement, little or no
modification work is necessary to
the eye plate arrangement on the
lashing bridges.
However, said MacGregor,
strength calculations for lashing
bridges and hatch covers should
be considered due to increased
loading capacity.

FAST. PINTSCH BUBENZER Service Brakes. Made in Germany.

In the sectors of container handling, shipbuilding and offshore
engineering, mining, the steel industry, utilization of wind,
mechanical engineering and construction of special vehicles,
PINTSCH BUBENZER is a world leader in braking system design
and manufacturing, with safety built into every product.

Visit our homepage www.pintschbubenzer.de

18

September 2014

Experience the progress.

Liebherr Container Cranes Ltd.
Fossa, Killarney/Ireland
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LnG bunkering barge...

Bureau Veritas has been chosen to class
the LNG bunkering vessel to be built at
Hanjin Heavy Industries in Korea, under
an agreement between NYK Line, Mitsubishi and France’s GDF-SUEZ.
The vessel will carry 5,000 m3 of
LNG for ships’ fuel stored at 4 bar in two
IMO Type C pressure tanks. Delivery is

Impression of the new LnG bunkering barge
set for 2016 when the vessel will operate from the Fluxys LNG Terminal in
Zeebrugge, initially supplying LNG fuel
from GDF-SUEZ to the fleet of UECC.
UECC, the WWL-Hyundai/Kia Motors shortsea car carrier, currently has

two LNG-fuelled 3,800 CEU vessels
being built by the NACKS yard in China to meet Baltic SECA requirements.
Philippe Donche-Gay, executive vicepresident and head of the marine and
offshore division of Bureau Veritas, said:
“Our experience with every type and
size of gas carrier, our lead in the area of
dual-fuel and multi-function gas carriers
and our ability to support the partners
means we can make a real contribution
to this initiative. It will help kick-start
LNG bunkering, bringing forward the
use of this clean fuel in North Europe”
The barge will be 111m LOA, with a
16.8m beam and a draught of 4.9m, and
dual-fuel diesel electric propulsion with
ABB Twin Azipods for high manoeuvrability. It will be built to the highest environmental standards, said BV, and classed
accordingly.

...cold ironing alternative
As an alternative to very expensive cold
ironing at berth, cruise ships – and potentially, in future, cargo ships – can be
supplied with relatively clean auxiliary
power from an LNG barge.
This is the thinking behind the LNG
Hybrid Barge developed by rudder and
ship manoeuvring specialist Becker Marine Systems (BMS).
The first such barge from BMS was
recently launched at the shipyard in
Komárno, Slovakia. The 76.7m long,
11.4m wide barge, with a draught of
around 1.7m, will sail 1,500 km up the
Danube, Main and Rhine rivers towards
Hamburg, for final technical testing and
commissioning. From mid-October, the
barge will deliver energy to cruise ships

The barge will provide LnG-generated electrical power to the auxiliary motors of AIDA
cruise vessels at berth in Hamburg
in Hamburg operated by AIDA Cruises,
BMS’s partner in the project. Cruise
ships are typically the biggest “polluters”
at berth, requiring the same electrical
power as a large hotel.
“The LNG Hybrid Barge is a big
step forward for supplying cruise ships
with environmentally friendly energy,”
said Dirk Lehman, managing director
of BMS. It will replace HFO-powered
shipboard generators conventionally
used for auxiliary power during layovers
at port.
It is equipped with five generators with an overall output of 7.5 MW
(50/60 Hz).These generators will be the
first marine classified LNG Caterpillar
engines to be delivered to customers,
said BMS.
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new motor
for hatch
covers

Less consumption.
More efficiency.
ECO-RTG: a hybrid drive system with modular configurations
for fuel savings up to 70 %
siemens.com/cranes

The ECO-RTG drive and control solution from Siemens is
the perfect response to growing demands for more flexibility and profitability in today‘s RTG fleet operations.
Incorporating a highly advanced energy management
system, it enables fuel savings up to 70 %.

You can tailor the ECO-RTG to your needs by choosing
between different configurations – everything from a
lean-and-mean motion control package to an ultra-capacitor energy storage for making full use of hybrid control
strategy.

Answers for industry.
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Cargotec-owned MacGregor has introduced a new electric starter cabinet for
hydraulic hatch cover power units on
bulk carriers and general cargo ships. It
features an intelligent “soft-start” function that avoids starting current peaks
and reduces stresses on mechanical and
hydraulic components.
“A ship has a closed electrical system
and so current peaks may cause disturbances elsewhere in the system, so when
high-powered motors are introduced
into hydraulic systems, it is important
that the starting process is carefully controlled,” said Mika Åback, MacGregor
technical manager for control systems.
“For a heavy-duty electric motor, the
starting current peak can be up to 10
times its operating current at its nominal
running output power, and so it is important to reduce this demand peak on
the ship’s electrical supply.”
Soft-start technology significantly
reduces starting peaks to around four
times a motor’s nominal running output
power. It replaces the existing standard
solutions, which are direct on-line starting, or optional stepped starting via Star
Delta technology.
An optional small remote control unit
allows the operator to operate the hydraulic pump unit (HPU) remotely. This
can save time when the HPU is situated
well away from the control stands.
Safety is paramount and there should
always be at least two people involved
in hatch cover operations. “As standard
we provide an emergency stop button
on the opposite side of the hatchway to
the control stand,” said Åback. “This will
shut down the HPU when activated. As
an option, we offer a confirmation button, again located on the opposite side
of the hatch to the control position. This
replaces the standard emergency stop
button, and it must be pressed and held
down throughout the whole operation,
ensuring that two people are always involved in hatch cover movements.”
The new starter unit is intended both
for newbuild applications and for retrofitting to existing hatch cover operating
systems.
MacGregor has reported an order
from Daewoo Shipbuilding in South
Korea for the design and delivery of
cargo access equipment for a 180m long
logistics and support vessel under construction at the yard for the Royal Norwegian Navy’s Norwegian Defence Logistics Organisation (NDLO). The vessel
is scheduled for delivery in 2016.
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InterMoDAL news

BLG Autorail on the right track
BLG Autorail GmbH in Mainz,
part of Bremen-headquartered
BLG Logistics Group, has teamed
up with American railway wagon
manufacturer Greenbrier to develop a new railcar for automobiles.
The innovative wagon is designed to meet exacting Italian
rail requirements – two SUVs
can be loaded one above the
other while staying within the
lower G1-profile.
As the Italian regulations require the lowest dimensions for
railway wagons and are, therefore,
the delimiting factor for panEuropean operations, up to now
only six SUVs could be loaded
per wagon. With this new design,
12 SUVs can be carried.
The wagon has a tare weight
of 38t. Overall length is 31m,
and load length is 30.09m on

the lower level and 20.56m on
the upper level. Total load capacity is 34t. Also facilitating Europe-wide operations, the bogie
height is reduced from 840mm
to 760mm.

Up to 12 SUVs can be transported
on the new rail car
A movable ramp is used to
load cars onto the upper level in
its lowered position.

The upper level is then raised
hydraulically to allow over clearance for loading the lower level,
and the upper level is then lowered somewhat and locked in
the transport position. BLG and
Greenbrier have patented the
design.
So far two test cars have been
built. The new car carrier is relatively expensive, but provides a
number of efficiencies.
Gerhard Binz, managing director of BLG Autorail, stated
that the company would order
large numbers only on the basis
of long-term contracts from car
manufacturers or their outbound
3PL providers.
Currently, there are around
18,000 car transporter wagons in
use throughout Europe, of which
up to 8,000 are coming up for
replacement.

samskip Duisburg-Bettembourg
The Samskip Van Dieren Rail
Terminal in Duisburg already
handles a high frequency of rail
shuttles to and from Scandinavia,
with onward steel wheel distribution to Novara and Trieste.
A new shuttle running between
Duisburg and Bettembourg will
secure a connection to France and
Spain as well. Three departures a
week will connect Le Boulou,
Lyon and Bettembourg to the
Duisburg region.
The newly installed RMGs at
the Duisburg terminal will service the gateway traffic between
Scandinavia, France and Spain.
Rail traction is provided by CFL
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Cargo Deutschland.
The shuttle is open to all types
of UTIs including 13.6m long
trailers. Samskip Van Dieren Multimodal expects to increase the
frequency to six departures per
week in the near future.
“By creating this new direct
link between Scandinavia, France
and Spain, we have finally realised
the European dream of connecting these areas via a sustainable
transport solution,” said Johan
Logtenberg, MD of Samskip Van
bettembourg provides Samskip Van
Dieren with the turntable for France
and Spain

Dieren Multimodal.
“Cargo travelling through this
corridor will no longer be sub-

ject to the impact of road traffic
bans but will now benefit from
very fast transit times.”

port of La rochelle
goes european
OFP Atlantique, the rail operator
inside the Port of La Rochelle,
is now a licensed European rail
operator, transporting cargo between the port and Spain.
In common with other major French seaports (GPMs), La
Rochelle took over internal rail
freight operations from SNCF
in 2008, as part of the national
carrier’s cost-cutting drive. La
Rochelle decided to go it alone
and set up its own OFP (Opérateur Ferroviaire de Proximité).
OFPs were enabled by separate
legislation, designed to mitigate
the effects of SNCF pulling out,
on cost grounds, of shorthaul and
“single wagon” services in the
regions.
In 2010, the OFP signed an
agreement with the neighbouring GPM, Nantes-St Nazaire,
and changed its name to OFP
Atlantique to indicate its broader
scope. Similarly, EuroCargoRail
(ECR), the French affiliate of
DB Schenker Rail, became a
minority shareholder, enabling it
to countenance trunk haul services, instead of just focusing on

internal port train formation and
marshalling services. However,
GPM La Rochelle-La Pallice retains a 50.2% stake, while GPM
Nantes-St Nazaire and ECR
each own 24.9%.
Last year, turnover reached
€4.3M and the company moved
330,000t.
Since July this year, OFP Atlantique has mobilised the competences of DB Schenker Rail
and its affiliates ECR and Transfesa, to supply tank wagons with
interchangeable axles (a traditional Transfesa specialty at the
Franco-Spanish border crossings)
to operate a two-way headhaul
service.
Outbound from France, the
wagons transport rapeseed oil for
Centre Ouest Céréales. Northbound, after a short empty repositioning trip, they are loaded
with mineral oils for Repsol in
Cartagena and shipped to SIPS,
the SICA Atlantique affiliate in
La Rochelle. The products are
entirely compatible and it is not
necessary to wash the interior of
the tanks after each trip.

eurotunnel building up
Groupe Eurotunnel SA (GETSA) is to invest €30M to build
two new terminals – one on each
side of the tunnel in Folkestone
and Calais – in a project dubbed
Terminal 2015.
Last year, Eurotunnel’s Le
Shuttle Fret services catered
for 1.4M HGV trips, a market
share on the Dover Straits of

38%. GETSA’s president, Jacques
Gounon, has set a target of 2M
truck trips/year by 2020, a forecast market share of 50%.
The existing terminals can
handle six freight shuttles per
hour in each direction.
The new facilities will allow
an additional two shuttle pairs
per hour.
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rail renewal for Global new cranes at Duisport
The Port Authority of New
York New Jersey has approved
US$320M in funding towards
a US$356M redevelopment of
Greenville Yards, adjacent to the
Global Marine Terminal in New
Jersey.
Greenville Yards was one of the
facilities worse hit by Superstorm
Sandy, with virtually all the rail
facilities and its rail float system
destroyed. At present, Global has
no near-dock rail access.
Funding announced by the
port authority, together with
US$36M from other sources,
will allow Greenville to be redeveloped as the port’s fourth
ExpressRail facility, to be called

ExpressRail Port Jersey.
It will have approximately 10,000ft of working track,
32,000ft of support track and
RMGs for handling equipment.
Initial capacity on opening in
July 2016 will be at least 125,000
lifts a year.
Global will purchase, install
and operate the RMGs at an
estimated cost of US$15M. This
gives it control of a near-dock
rail yard close to its recently expanded marine terminal.
The project also includes reinstating the rail float service
between Greenville and the rail
yards at 51st Street and 65th
Street in Brooklyn, the last car

float on the Hudson River.
Two new transfer bridges and
related lead and support tracks
will be added to service larger
car floats, each with the capability to transport 18 rail cars. Up
to four new, ultra low emission
locomotives will replace existing
ones that have outlived their useful lives.
The port is emphasising the
environmental benefits of the
projects. “1.6M metric tons of
carbon monoxide emissions will
be avoided over a 30-year period,
142M gallons of diesel fuel will
be saved and 17.1M truck trips
on local roads will be avoided,”
it stated.

A new double cantilever
RMG, built by Tobies Kranund Förderanlagen GmbH
and with an SWL of 41t under
combi-spreader, has entered
service at Duisport’s Logport
III intermodal and logistics
complex. Capacity is estimated
at 90,000 moves a year.
The crane is part of a €10M
investment programme announced by Duisport at the
start of this year, aimed at increasing capacity of Logport
I and Logport III on the left
bank of the Rhine. A second,
identical crane is due to follow
by the end of this year.
“Since the commissioning
of Logport III at the beginning
of 2013, traffic has risen con-

tinuously, due mainly to Samskip Van Dieren Multimodal,”
explained Erich Staake, CEO of
Duisburger Hafen AG.
“As other customers are now
also using the terminal, the trend
is continuing.”
Staake estimates that by early

2015 the various Duisport
rail/road and trimodal terminals will have a capacity for the
equivalent of 5M TEU/year.

Saudi Arabia and Oman are both
investing huge sums to expand
and upgrade their rail infrastructure as they plan for a future
where more intercity, cross-border and import/export cargo is
moved by rail.
In Saudi Arabia, the state-controlled Saudi Railways Organization (SRO) recently concluded
a SAR123M (US$32.8M) contract with China Railway Construction Corporation Limited
(CRCC) to renew a 78.4 km
section of track on the Dammam-Riyadh freight corridor.
The work will take an estimated 21 months and according to
SRO will raise the line’s carrying
capacity, while permitting heavier trains with an axle weight of
32.5t to be hauled.

Mohamed Khalid Al-Suwaiket, president of SRO, stressed
that the deal with CRCC was
the first in a phased improvement
programme and discussions were
continuing on preparing final
bidding documents for a larger
91 km replacement programme.
“SRO is committed to upgrading and improving the efficiency of our railway network,”
he said. “As well as the track upgrades, we are investing in new
wagons and locomotives and
putting in place new regulations
to achieve the standards that have
been agreed for transport by train
within the Gulf Cooperation
Council (GCC) states.”
In Oman, at least 23 groups
have met the Oman Railway
Company’s (ORC) pre-qualifi-

cation tender for the construction of the nation’s rail system,
which will also connect Oman
with rail networks being developed across the GCC region.
ORC has grouped the winning companies, which are now
eligible to participate in any
tender packages offered over
the next four years, into two areas: construction (18 companies/
consortia); and IT.
It is hoped that construction
will commence during Q1 2015,
with the first phase comprising the 170 km route between
the northern port city of Sohar
and Buraimi. Ultimately, all main
cities will be connected, including the three main cargo handling ports of Sohar, Salalah and
Duqm.

The first of two new cranes at
Logport III, spanning 700m long
train (un)loading tracks

pKp Cargo Ferrymasters gears up
expanding
saudi/oman plan for the future
PKP Cargo, the freight arm of
Polish State Railways, is to purchase two logistics companies,
CTL Logistics and Advanced
World Transport (AWT).
Warsaw-based CTL operates
a fleet of 200 locomotives and
4,800 railway wagons and last
year moved 12.6 Mt (4.27 Btkms).
Czech company AWT specialises in heavy lifts, coal, steel,
and containerised loads such as
automotive parts. Last year, AWT
moved around 12 Mt (2.72 Btkms). It operates 160 locomotives and 5,100 railway wagons in
the Czech and Slovak Republics,
Slovenia, Hungary, Poland, Germany, Romania, Bulgaria and
Croatia. It also operates the strategic Ostrava-Paskov intermodal
terminal in Paskov.
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Pan-European multimodal logistics specialist P&O Ferrymasters
is expanding its Central and Eastern Europe fleet by leasing a further 300 trailers from TIP Trailer
Services in a new seven-year
deal. This covers 200 coil carriers
for deployment in Central Europe and 100 piggyback trailers
to boost the P&O Ferrymasters
intermodal fleet operating on rail
services between Rotterdam/
Zeebrugge and Eastern Europe.
The trailers are manufactured

by Germany’s Schmitz Cargobull AG and feature Ferrymasters’
updated logo.
P&O Ferrymasters assets director Wim Blomme said: “This
stage of our asset renewal programme takes our Europe-wide
trailer fleet to a total of 1,400
units and meets particular demand for extra capacity in key
growth markets in Central and
Eastern Europe. The fleet will
be further expanded on a similar
scale in 2015.”

An intermodal train with P&O Ferrymasters’ curtainside piggyback trailers
(photo: Radek Kopras)
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ContAIner InDUstrY news

Mangoes on the water
Maersk Container Industry
(MCI) and Africa Express Line
(AEL) have successfully tested
managing fresh mangoes in Star
Cool controlled atmosphere
(CA) reefer containers.
Mangoes are the second most
consumed tropical fruit in the
world, with around 90 countries growing over 35 Mt annually, according to UNCTAD.
However, less than 5% of global

production is traded, mainly because the fruit has a very short
harvesting season and shelf life.
Much of the Ivory Coast
crop is currently wasted due to
spoilage. “For a four to six week
period in April and May, the
country is flooded with good
mangoes, but it ends abruptly
when the rainy season starts.
From then on, the mango
just starts decaying,” explained

Mathew Shed, container manager at AEL.
Earlier this year AEL was approached by logistics company
Eolis looking for a solution to
improve mango storage.
Working with a container
leasing company and a depot
in Antwerp, Star Cool reefer
boxes were upgraded to work
with CA and shipped to Ivory
Coast.

Anders Holm from MCI said
Star Cool CA reefers that adjust
oxygen and CO2 levels have
proven their value with bananas and avocados, extending the
potential travel time from 20 to
45 days, and MCI saw no reason why they could not succeed
with mangoes.
The test consisted of five
Star Cool CA boxes that were
loaded in May and then stored
and monitored at the Ivory
Coast (the containers were
not shipped). They were then
opened one at a time over a period of four to nine weeks.
Each time the loading condition of the mangoes was generally preserved.
Trial shipments to different
markets would need to be undertaken, but Holm is confident
that mangoes can eventually be
shipped by sea anywhere in the
world.
Shed added that while shipping to places like the USEC
from Africa would be possible,
it requires good practice to be
adopted by growers and shippers with regard to grading, precooling, stowage, gas tightness
and other key factors, including
uninterrupted power for the
reefer.
Extensive trials with mature
fruit would need to be completed to assess fruit quality initially.
The first focus for AEL with
regard to Ivory Coast and other
West African suppliers is likely
to be Europe.
“Our vessels call NWC [Dover, Antwerp] and the Med
[Port Vendres,Vado] on a reliable
weekly schedule.” added Shed.
“Typical voyage transit time
from Ivory Coast to Europe is
nine days.”

new chassis launched

Two new chassis types have been
launched in Europe.
Sächsische Binnenhäfen Oberelbe GmbH (SBO), the port authority for several river ports on
the Upper Elbe, in and around
Dresden near the Czech border,
has introduced a new, tri-axle
chassis with a hydraulic pump
system for tipping bulk products
from 20ft containers. It drays the
units to and from the port of
Riesa for rail intermodal operator TFG Transfracht, DB Schenker’s maritime container transport
arm in Germany.
The chassis can be operated
anywhere where a 20ft container
has to be tipped on end, stated
Stephan Weikert, team manager
at SBO. Alfred Raithel, Transfracht’s regional manager, said that
the chassis caters for containers
weighing up to 30t. It can be operated by remote control and the
maximum angle is 92 deg.
“With bulk commodities such
as scrap or chemical products, the
container is placed vertically and
loaded through the open doors
from the top,” said Weikert.
SBO said it has received numerous enquiries from the chemical and recycling industries. Initially the chassis is deployed for
local road drayage distribution of

The universal Port 20 Tankplex
chassis from Kögel
rail moves over Riesa, but Transfracht intends to introduce it to
other areas of its domestic Albatros Express network.
For tank containers, Kögel
has launched a new ADR-compliant chassis for tank containers. Shown for the first time at
the IAA Commercial Vehicles
show in Hannover in August, the
new chassis, designated Port 20
Tankplex, is described as “lightweight”.
Tare weight is around 3,000
kg, allowing a payload of more
than 36,500 kg within a technical gross weight of 39,500 kg and
a fifth-wheel load of 14,000 kg.
The universal chassis is suitable
for transporting 20ft ISO tank
containers, land tank containers,
20ft boxes and 7.15m, 7.45m and
7.82m swap tanks or swap bodies.
The 20ft container interlocks allow the transport of 23ft and 25ft
tank containers.
The exceptionally light tare,
said Kögel, is a result of the
weight-optimised chassis and
weight-saving standard fittings,
including rims and compressed
air reservoirs made from aluminium.

pentalver has its cake
Transport logistics provider Pentalver has acquired exclusive UK
rights to offer the CakeBoxx
range of doorless shipping containers. US-based CakeBoxx first
unveiled its ISO container design
with no doors several years ago
(WorldCargo news, June 2006,
p14 and December 2006, p17),
with the promise of unmatched
cargo protection and cross-border security.
Access for cargo and inspection are provided by separating
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the body shell in one piece from
the floor. The first containers
will be introduced by Pentalver
in September and Daine Eisold, CakeBoxx CEO, said the
concept will appeal to specialist loads, “such as those which
are high value, awkward to load
shapes, unique project loads, and
shipments which require a high
level of security”.
The CakeBoxx line also includes FreshBoxx, a variant that
sits between a reefer and a dry
box, with an interior lined with
FDA approved food-grade fibreglass reinforced coating and
a watertight floor constructed
of high performance, pultruded
fibreglass reinforced plastic filled
with polyurethane foam insulation.
The outside is coated in high
Total Solar Reflectance paint
that minimises heat transfer.
FreshBoxx is targeted at perishable and temperature-sensitive
cargo for short to medium duration trips. The insulation value
of the container can be tailored
to specific cargo requirements.
If conditions permit, it might

Pentalver provides major new marketing opportunities for the doorless
Cakeboxx containers
be possible to use a FreshBoxx
rather than a reefer for certain
cargo types.
In the UK, Pentalver is focusing on the security performance
of CakeBoxx.
“The CakeBoxx range enables
Pentalver to lead the way in intermodal transportation and is a
long-awaited answer to the perennial issue of cargo theft. The
doorless design also makes the
container highly customisable,
providing the perfect solution
for shippers and trans-loaders
loading irregular shaped cargo,”
said Sam Baggley, Pentalver UK’s
container sales manager.
How Customs or agricultural
inspectors would handle Cakeboxx is an issue, but Eisold said
these facilities commonly have
access to handling equipment.
The actual inspection process,
he added, is significantly safer
and faster as the cargo can be accessed from all sides and viewed
from above.
September 2014
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container industry news

More reefers for sea star new reefer doors from Maersk
American shipping line Sea Star
Line LLC has placed an order
for another 100 40ft and 50 45ft
high cube reefer containers. This
forms part of the US$11M, fiveyear plan that it began in 2011,
aimed at updating its refrigerated
fleet to containers three-yearsold or less by 2016.
A batch of 150 40ft reefers was
delivered from China in July last
year and the latest orders are set
to arrive at the carrier’s Blount
Island Terminal in Jacksonville,
Florida later this year.
“Our customers rely on Sea
Star Line for dependable refrigcontinued from page 1
The USITC was not unanimous
in its initial finding that Chinese
imports were retarding the development of a domestic industry for
53ft containers. The issue was not
whether or to what extent aid,
loans and other state assistance
afforded to CIMC and Singamas
constituted subsidies that allowed
them to sell at less than fair market value, but whether Stoughton
in fact has the ability to build 53ft
containers that meet market requirements.
Two of six commissioners –
Meredith Broadbent and F. Scott
Kieff – dissented and agreed with
the position of some of the largest 53ft container buyers (Norfolk Southern, JB Hunt, Hub
Group and Schneider, which
together account for around 70%
of the market) that Stoughton’s
inability to win orders is not due
to pricing.
“The respondents,” the USITC
noted, “question the validity of
any pricing comparisons between
certain domestic containers made
in the United States and China
because, unlike producers in China, Stoughton does not manufacture a product meeting purchasers’ specifications, has experienced
quality and delivery problems, is a
new and unproven entrant to the
US market, and is incapable of
supplying commercial quantities
to meet purchasers’ needs.”
The specification issues relate
to Stoughton’s use of mechanical fasteners, as opposed to a fully
welded design, and the interior
width of its containers, which is
less than 100 inches. Stoughton
contends that concerns over its
product are based on Norfolk
Southern’s experience with its
first-generation steel 53ft container and its much earlier aluminium designs, and that today
its products are “virtually identical to certain domestic containers imported from China”.
Container operators maintain
that there is no US manufacturer,
either Stoughton or a company
called American Intermodal Container Manufacturing reported to
be looking at the market, that can
deliver fully welded boxes with
an interior width over 100 inches
and steel panels with a corrugation
depth of 30mm in the commercial
quantities they require in a timely
manner.
Of the 1,525 53ft boxes NS
ordered from Stoughton in 2011
only 200 were delivered, which
NS attributed to quality and delivery issues that caused it to reduce the order. Stoughton does
not deny that there were quality
issues, but contends it needs continued industry support in the
form of orders to “evolve a product acceptable and useful to purchasers of domestic containers”.
Until a final ruling is published, the assessed countervailing
duties must be paid on all import
containers and will be held in an
escrow account.
September 2014

erated equipment and this is why
it was so important to reduce the
average age of our refrigerated
equipment fleet through this five
year program,” said Bill Taylor,
vice president for US sales.
The containers are again being
built by CIMC and fitted with
Carrier PrimeLine machinery.
The entire Sea Star Line reefer
fleet is equipped with the StarGuard remote reefer monitoring
system, aimed at providing endto-end visibility of the operation
of the refrigerated unit in the Sea

Starcold chain.
As reported by WorldCargo
News Online in July last year, the
monitoring devices are supplied
by WAM Technologies, part of
US-based Mark-It Services.
The system is WAM Technologies’ newer WAM-R product, which uses GPS, cellular and
industrial-processing hardware to
give full remote 24/7 access to
the reefer’s control unit, independently of its connection to the
power supply or any terminalbased monitoring system.

Maersk Container Industry
(MCI) has developed and patented a new design of rivetless doors
for reefer containers.
The door design was developed to reduce the need for
repairs caused by water ingress
through rivet holes.
“The absence of rivets means
that there are no holes in the gasket or the door frame and thus
no gaps directly into the insulation foam. This results in a remarkable improvement in water
tightness.
Rivets are generally the weak-

est point on reefer doors when
it comes to preventing water ingress into the insulation foam,”
said MCI.
The company has also redesigned the inner door frame and
the contact point between the
door side and the PVC door
frame. Repair statistics shows the
inner side of the door frame was
vulnerable to impact from forklifts, so MCI has introduced a
new inner panel moulded from
thicker reinforced PVC, which is
also softer and more flexible than
traditional PVC.

The contact point of the door
and sidewall has been reconfigured to create a “labyrinth seal”
that is harder for water to penetrate.
“These new features minimise
the risk that insulation properties in the reefer doors are compromised by water ingress,” said
MCI.
The whole redesigned door
system now consists of three
parts, making it simpler to repair.
“All in all, the improvements
should lower maintenance costs
in the future,” MCI added.
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Rocky road to automation in Brisbane

L

loyd’s List Australia raised
the ire of terminal operator DP World Australia
when it announced “Automation
fails at DP World Brisbane” and
quoted forwarders calling DP
World the worst stevedore in
Australia.
The report prompted the DP
World Australia management
team to issue a statement defending itself. “We do not dispute the

DP World has had integration issues
at Brisbane, but flatly rejects
claims its new automated terminal
is a failure
fact that technical issues have impacted our Brisbane operations,
but DP World Australia rejects
the assertion that the integration

of our automation systems has
failed, as the headline suggests,”
it said.
DP World Australia CEO Paul

Scurrah spoke to WorldCargo
News about the issues and challenges at the Brisbane terminal.
The project requires replacing a
top pick operation with a new
automated yard gantry system.
It includes 14 Kalmar automated
stacking cranes (ASCs) served by
manned shuttle carriers.
The cranes are 40t units stacking nine-wide and one-over-five
high, with two cranes per block
in a “standard” perpendicular layout.The TOS is Navis N4, which
DP World has standardised across
Australia. Other systems are the
Kalmar TLS for ASC and equipment control, Now Solutions’
Equipment Positioning and Fleet
Management System, Camco’s
gate system and the truck booking and scheduling system from
1-Stop.
Scurrah reiterated his disappointment at Lloyd’s conclusion
that automation has “failed”.This
implies that the systems do not
work, to the extent that they
would need to be replaced. It
has happened at other projects in
Australia, but is not the case here.
After the official go-live in
May there was a period when the
terminal experienced significant
delays serving vessels and road
trucks. Scurrah maintained that
DP World has never tried to gloss
over this. For a three-week period, the terminal’s performance
was “completely unacceptable”,
he stated. On occasion, vessel
calls had to be subcontracted to
other terminals, truck times were
unacceptably high and some
jobs could not be completed as
scheduled.

technical issues

Automated Terminal

En route
to the future
www.arck-sensor.com

DP World declined to provide
too many details on the technical
issues at Brisbane. Incorporating
“Super B Double” (twin trailer
trucks pulling two 40ft containers at a time) into the gate system
was a particular issue, but most of
the problems related to systems
integration.
The integration was led by a
team from DP World Australia,
with some support from Navis
Professional Services, Kalmar
and the other vendors involved.
Scurrah would not be drawn on
whether there are any contractual issues around the performance
of equipment and systems, but

The truck exchange at DP World Australia’s Brisbane terminal, where the
operator has opted to have truck drivers hold down a safety button to indicate
they are clear of the crane’s operating area, rather than stand on a pressure mat
did say DP World is not focused
on this at the moment.

Back up

When things went wrong, DP
World responded on several levels, bringing in top picks and
subcontracting vessels. It also increased the amount of information available on the status of the
terminal, including which ASC
blocks were operating at any
one time, in an effort to encourage transparency and minimise
inconvenience as the problems
were resolved.
These did not appease certain
elements of the trucking community in particular. In late May,
Patrick Logistics imposed a demurrage fee for truck calls taking
longer than an hour at DP World
Brisbane only, a move Scurrah
labelled as “opportunistic and
shallow”.
The issues have to be seen in
their local context, where there
is not a lot of goodwill between
port operators and parts of the
trucking community, with ongoing debates around charges, appointment systems and service
levels, and implementing change
is difficult.
These played out again in
Brisbane. Scurrah said some of
the new procedures it is trying to bring in were “bucking
up against some very long entrenched habits” but he was adamant that “we have mostly got it
right” with the majority of companies involved. “We haven’t kept
everyone happy.You are breaking
habits and sometimes that comes
with pain,” he added.
There are still unhappy truckers in Brisbane. However, at
the time of writing, DP World
management said: “We still have
work to do in Brisbane. However
it should be noted that our performance continues to improve.
For the month of September, we
are on track to match or exceed
pre-automation performance.”

Misinformation

By contrast Lloyd’s List Australia
assembled an inventory of every
known equipment outage to
support its judgement that automation has failed after months of
issues. Scurrah said this is simply
“the wrong conclusion”, and the
transparency DP World provided
has backfired.
In fact many of the ASC block
“outages” cited by Lloyd’s were
scheduled maintenance events,
and truck calls were not, therefore, planned for those blocks.
Some of the vessel diversions cited are due to ships missing their
berthing window because of bad
weather, a long standing issue
where subcontracting to another
terminal is common practice.
Where vessels are in their window, today they are being served
“to the expectation of our customers,” added Scurrah.

Lessons learned

It is important to note that DP
World Australia does not feel
30

alone in having problems with
automation. “Similar systems are
being phased in around the globe
and many of our international
clients are aware of the teething
problems faced by such a mammoth task,” its management team
stated. “Our competitors in Australia are also working through
similar problems – in Brisbane
and across the country.”
With the benefit of hindsight,
Scurrah said DP World would
“probably allocate more time to
testing” of both the automated
equipment and all the software
integration. This is something
software suppliers have been
stressing for some time. However,
testing takes time and money
and terminals have to balance
that against the possibility of a
rough start. Going live is as much
a commercial as an operational
decision.
It does not seem unreasonable
to conclude that DP World tried
to put Brisbane into production
before all the systems were fully
ready. As part of the project, it
used TBA’s CONTROLS emulation tool to test Navis N4, but
not the Kalmar TLS.
Scurrah, who joined DP
World only in December 2013,
said this will be fully considered
during a project review, but his
own observation with regard to
the project timing is that “the
pressures were no different to
other capital intensive and very
complex engineering projects
that have to start performing as
quickly as possible”.

Expertise

Another issue for the wider industry is whether the global pool
of port automation expertise is
currently spread too thin? DP
World itself has other ambitious
projects underway in Rotterdam, and London Gateway is
still ramping up. Other vendors,
particularly Navis and Kalmar,
are heavily committed at Long
Beach Container Terminal and
APM Terminals MVII terminal
in Rotterdam, amongst others.
Scurrah said there were advantages and disadvantages to Brisbane running so close behind
London Gateway. On one hand,
while some of the same people
were involved in both, Brisbane
benefited from London Gateway
identifying and resolving issues
with common systems.
As far as its suppliers being
over-committed is concerned,
Scurrah said while he would
urge other terminal operators
to “be very mindful of the risk”,
DP World has “got the type of
response that we were hopeful
for” in resolving the problems after going live.
DP World has plans to introduce automation at its Port
Botany terminal in Sydney, and
Brisbane has done nothing to
lessen its resolve. It will, however,
thoroughly review the Brisbane
experience and Scurrah said he
expects some significant changes
as a result. �
September 2014
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Bringing order to the gate
C
ontainer terminal operators in
the US are increasingly getting
to the point where they will not
meet the needs of their customers without a better organised, scheduled trucking industry. Terminal operators are now
trying to push the trucking industry in
this direction.

carrot and stick

The two biggest port complexes – LA/
Long Beach and the NY/NJ terminals –
are trying to create incentives for truckers, and shippers, to be more efficient.
PierPass, the non-profit company created by terminal operators in San Pedro
harbour, has announced “Free-Flow”, a
project to pre-stage containers by shipper and have truckers take the first available container.
“Today’s random-access process –
where any truck can show up at any
time to pick up any container – hasn’t
changed since containerisation began in
the early 1960s. With new, larger ships
unloading as many as 5,000 containers
at a time, the random-access process is
creating efficiency challenges at major
ports around the world,” stated PierPass.
The aim of Free-Flow is to end “digging” in the yard for specific import
containers. Most San Pedro terminals
use RTGs for import stacks and even
with the booking system in place today,
finding the right box requires moving
three others, on average. Gate productivity is typically in the region of nine
trucks and hour, even though RTGs are
doing up to 27 moves.

New initiatives at the united states’ two
largest port areas take them a step closer
to bringing order to random truck arrivals
all container terminals except Maher –
provides for terminal operators to pay a
“detention penalty” where truck turn
time exceeds 150 minutes for a single
move and 210 minutes for a double
move. The penalty is US$12.50 per 15
minutes, once a detention exceeds 29
minutes.
The terminal operators will not pay
penalties where delays are caused by

weather, late vessel arrivals or a “trouble
ticket” being generated. The schedule
states: “Motor carriers have an obligation to utilise technologies and services
which are made available by NYTC to
pre-check or pre-clear a shipment prior
to dispatching a driver to the terminal.”
If trucks arrive and a paperwork or documentation problem results in a trouble
ticket that could have been avoided by

PierPass CEO Bruce Wargo is optimistic
Free-Flow will get motor carriers to consider
better matching truck calls to container availability.

using electronic systems, the motor carrier will receive a US$50 administrative
fee.
The new schedule contains several
other measures designed to encourage
motor carriers to better use technology,
including denying detention penalties to
truckers that regularly fail to pre-check
prior to arrival, charging a fee for truckers that arrive with their own chassis
to collect a container already notified
as loaded on another and withholding
detention payments from truckers that
request clerical assistance.
Maher Terminals pays truckers the
same detention penalty, but has different processing times based on when in
the day a truck arrives. It also requires
truckers to ensure availability of cargo
before arriving, but does not charge for
exceptions. �
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PierPass CEO Bruce Wargo explained
that San Pedro terminal operators reckon they need to consolidate at least 80
containers in a pile to make Free-Flow
work. This is not a problem, as typically
“a large number” of shippers have over
100 boxes on a vessel, including big retailers like Walmart and Target, which
have 300 or more.
The containers would then be consolidated in a separate area of the yard
when they come off a vessel. At the gate,
truckers would follow the normal gate
process, but at the second stage, where
trucks are typically queued, Free-Flow
trucks could be separated from the main
traffic route. At the stack, the trucks
could be loaded very quickly, by a top
pick, with the first box from the pile.
This is the way the terminal operators
today are handling export stacks and is
typically faster and cheaper than using
an RTG.
Wargo said turn times could be as fast
as 10 minutes, and truckers could get
three times the number of turns per day.
To what extent Free-Flow requires the
import containers to be consolidated on
the vessel, however, is unclear, and carriers are not involved in the project at
this stage.
As has been previously reported, the
truck registry and e-commerce agency
eModal has suggested a “taxi” system for
general gate moves, whereby boxes are
organised in the yard according to destination zones and truckers take the first
available container.
Wargo said Free-Flow is a step in this
direction, but a taxi system is likely still
to be some time away. In the interim, he
expects more shippers to embrace concepts like Free-Flow as terminals have
done just about all they can do with gate
automation and in-terminal technology.
Truckers, he said, are starting to realise
new thinking is needed. “If we don’t
change the processes we can’t expect
much of a change in the outcome,” he
added.

NY/NJ tech push

Across the country at the port of New
York New Jersey, terminal operators are
introducing fees and penalties into the
standard schedule of charges for truckers
that do not use existing electronic systems to facilitate truck calls.
The latest schedule of fees issued
by the New York Container Terminal
Conference (NYTC) – which includes
September 2014
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following the box
A

s the first terminals with
remote-controlled STS
quay cranes prepare to
open, there is a debate about how
well OCR technology can support the process automation these
cranes require.
Terminal operators are looking to automate the process of
identifying the container and its
attributes under a quay crane,
sending that data to the TOS and
confirming the container handover to the horizontal transport
system. This all has to be done
within the equipment cycle time
so as not to add any delay to the
crane cycle.
OCR systems are well proven
at capturing data on the fly where
the object follows a consistent,
fixed path, such as a truck through
a gate portal. On an STS crane,
however, that path varies considerably. Containers might be
handled anywhere from the backreach to the lane closest to the
waterside crane legs.

pends on the requirements. For
one terminal that plans to handle
all the containers via a lashing
platform, the Camco system features cameras mounted on a motorised trolley with a rail length of
7m, which is enough movement
to cover boxes handled from the
lashing platform and by any containers passing over it.

can crane ocR systems meet the
challenge of automated sts cranes?
There is currently a debate in
the OCR industry about how
to best capture data on an STS
crane. Until recently, APS Technology and Certus Port Automation dominated the crane OCR
market, with systems using fixed
cameras designed to capture data
at predetermined areas where
cameras were mounted.
Certus sales executive Dave
Walraven explained that these systems are individually engineered
for each application. “Where required, Certus feeds the OCR
engine with standard data attributes from the crane PLC, like
spreader size, twistlock position,
x/y position to trace the spreader
path and trigger the proper cameras whenever the container hits
the “trigger zone”. APS Technology takes a similar approach.

Camco is now offering an alternative, called BoxCatcher,
where cameras move on a “pivot
table” – a moveable platform
mounted on the legs or sill beams
of the cranes that follows the path
of the containers. To trigger the
camera movement, Camco uses
information from the crane PLC
to obtain the theoretical position
of the spreader, together with its
own system of a moving load.

Moving cameras

BoxCatcher raises the question
of whether moving cameras are
required. With 17 different terminals using its crane OCR and
four more at various stages of deployment, APS can point to over
200 systems to make the case that
its systems are proven. Certus has
70 cranes running its crane OCR,

Demanding
Image from a Certus crane OCR system
with over 70 more to be installed
this year and next.
One terminal operator that
uses APS crane OCR extensively
said existing systems with fixed
cameras are “mature technology”
and automation rates for its purposes exceed 95%.
However, Camco has won
BoxCatcher
orders
from
London Gateway and APM
Terminals’ MVII terminal in
Rotterdam. The APM Terminals facility is one of the
three terminals that plan to use
remote-controlled quay cranes.

Camco has spent a considerable
amount of time developing BoxCatcher. The reason why it believes the cameras need to move,
said business development manager Anton Bernaerd, is to meet
the requirements of terminals that
are looking for full automation of
all the quayside data processes.
There are a lot of crane OCR
systems in the US, Bernaerd said,
that identify just the container ID
and ISO code. Camco can cover
this with a “basic” crane OCR
system with three cameras on the
sill beams and, if required, another
set in the backreach, to capture
images of the side of the container.
At other terminals, particularly
in Europe, Camco has been asked
for a system that covers tandem
operations and captures other
data that is normally captured by
a checker, such as the presence of
a door seal and IMDG sticker, and
takes damage inspection images.
In Camco’s view this necessitates
moving cameras.
The exact system design de-

Other terminals have more demanding requirements. APM Terminals MVII managing director
Frank Tazelaar said it wants a system that follows the load, as it intends to have different crane cycles
– in some cases moving containers to the lashing platform and in
others directly to the Lift-AGVs.
To meet these requirements
Camco has developed BoxCatcher as an extension of its moving
camera concept.“It’s an integrated
system with a dual 12 megapixel
camera unit [20ft and 40ft focus],
light and an embedded OCR
computer. It moves dynamically
at a speed of 3m/s on a rail to the
position where the spreader passes
in front of it.The length of the rail
can be up to 36m and positioned
vertically on the seaside/landside
legs or horizontally on the portal
beam,” said Bernaerd.
There have been some suggestions that with an automated
crane, the load trajectory should
be the same every time and this
needs clarification. Automated
crane control allows the load to
follow the most efficient trajectory. This does not mean, however, that the load path is the same
every time.

NasceNt at the gate
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The OCR/gate automation
market has evolved very differently in the US than elsewhere.
NASCENT Technology dominates the software side of the
“gate system”, and the supply of
gate pedestals, but does not have
its own OCR hardware and
processing engine. The company has delivered close to 1,000
gate Kiosks for marine and rail
terminals, most of which are in
the US.
NASCENT’s main OCR
partner is Camco, but it also
works with other suppliers as
required. Camco systems are
supplied in the US through
Remprex, which has an agreement with Paceco Corp concerning the latter’s patent on
crane OCR.
Long Beach Container Terminal (LBCT) is installing
NASCENT kiosks and gate
software with Camco OCR
systems supplied through Remprex and installed by another
company, Vector. For APM Terminals’ Pier 400 site in Los Angeles, the NASCENT software
and kiosks are being supplied
with OCR from APS Technology and installed by Vector.
NASCENT’s business development manager, Dave Lambacher, said the company has
become a specialist in meeting
the requirements for customised gate kiosks from a standard
product range. Some terminals,
including LBCT require a kiosk with only a microphone,
call button and speaker at parts
of the gate process. Others add
a camera and keypad or a touch
screen monitor.
At intermodal rail terminals,
NASCENT has progressively
added images and OCR functionality as required. In the mid
to late 1990s, NASCENT integrated cameras to capture images for damage inspection purposes. Later it added partners’
OCR technology to recognise

container and chassis numbers,
the first system being delivered
to a Norfolk Southern (NS) terminal near Atlanta 12 years ago.
Lambacher said each time
something new has been required it has carefully evaluated
the “build-or-buy” question for
OCR, and by and large it has
been better to outsource that
part of the system. More recently, however, the company
recognised a growing need for a
chassis system more tailored to
the needs of the North American market.
NASCENT
recently
launched its enVISION Tire
Inspection Portal (TIP) for
capturing images of tyres as a
moving chassis passes. Capturing 14ft of travel, the system can
stitch together images showing the condition of a tyre for
one complete revolution. There
are now over 24 TIPs at various
Union Pacific, BNSF, and NS
Railroad facilities throughout
North America.
Shortly after the first TIP
deployment other clients asked
NASCENT to augment enVISION with container and trailer
OCR, plus damage inspection
images. As such, NASCENT
has decided to invest in strategic areas of imaging capture and
OCR. It expects that the first
systems taking advantage of this
investment to be operational in
the US before the end of the year.
Lambacher explained that
adding imaging technologies
will enable NASCENT to address a much wider market. The
cost of technology is now at the
point where remote access kiosks are viable for lower volume
operations, such as aggregates facilities, retail distribution centres
and rental car depots. A lot of
these customers are looking for
a complete solution, including
the kiosk, cameras and software,
which NASCENT believes it is
uniquely placed to deliver. �
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There is, Bernaerd said, one terminal
that has some cranes where the load path
is fixed, “but this dramatically reduces the
cranes performance and is not something
terminals are willing to accept”.
Camco is, at this stage, the only supplier to offer a moving camera system. Allen Thomas, vice-president operations at
APS Technology, is adamant that its track
record demonstrates terminal operators
can meet their goals without it.
The design of the crane OCR system,
said Thomas, really depends on what the
operator wants to achieve. The primary
reason for implementing crane OCR is
to automate the handoff under the quay
crane – that is the process where the container is identified, a move between two
pieces of equipment recorded and the
TOS updated automatically.
“For most non-automated terminals,
operating between the legs of the crane,
the combination of container ID combined with the ID of the prime mover
– e.g. tractor #1 – represents the key data
required to automate the handoff event
and provide benefit to the operation,”
said Thomas. APS covers this with its base
STS OCR system, using fixed cameras on
the sill beam.
Where a terminal wants to capture
more data and/or extend the operating
area to the backreach of the crane, APS
offers options that include adding more
cameras, following an in-depth review
of vessel operations to determine exactly
what is required.

Certus’s Gate Operating System, which
also handles exceptions from crane OCR,
creates a “dummy container” that is recognised by the TOS to allow horizontal
transport moves to proceed while the exception is resolved. “This feature is pretty
vital for terminals with automated horizontal transport, but also recommended
for terminals with terminal tractors or
straddle carriers,” said Walraven.
On the face of it, adding a moving
trolley system for the OCR cameras creates another maintenance point. Camco
is stressing that this is the wrong way of
thinking – BoxCatcher can be set up so
the cameras, which are the main maintenance issue, can be more easily serviced by virtue of access directly from the
crane’s existing walkways.
Experience has been, said Bernaerd,
that operational expenditure costs for

crane OCR have caught some terminal
operators by surprise. Servicing cameras
20-30m high on the structure is difficult,
expensive and time consuming.With BoxCatcher, there are fewer cameras and they
are accessible from a maintenance point.

at the terminal

Trying to test these claims in the market
is not possible because the first commercial BoxCatcher system was installed only
recently at London Gateway (LGW), and
it has declined to comment. Camco has
a contract with LGW for eight systems,
which covers its first batch of cranes.
Four other terminals have agreements
for a “fully automated” crane OCR system from Camco, requiring either BoxCatcher or the moving “service rail” option described above.
To complicate matters, LGW has also

bought one system from APS Technology.
It is understood the intention is to compare
how the systems perform in exactly the
same application, including their interface
with the Navis N4 TOS, before placing
an order for the second batch of cranes.
It is an important point that the interface with N4 is not the same for OCR as
it is with a gate system, and it is believed
the LGW installation is the first time
Camco has interfaced BoxCatcher with
N4. Other companies, including APS and
Certus, have several terminals running
their systems with N4.
It also has to be noted that this interface is not the same as for a truck gate system. Again, the requirements depend on
each specific application. Some terminals
want the option for the OCR system to
compare container data against the manifest details, but others do not. Thomas

points out that even where two terminals
are using the same version of a TOS, the
requirements can be different because
they simply operate differently. �
Camco’s BoxCatcher system uses movable
cameras to capture OCR images.
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unreliable?

“We do not use any moving cameras
whatsoever, due to concerns for reliability of moving parts and a moving apparatus’s inability to accommodate a variety
of container trajectories,” said Thomas.
Certus has tested a moving camera system, but decided not to pursue it. “We
have done several R&D tests on this
and the result is that the lifetime of the
mechanism to move the camera is unreliable. The crane experiences a lot of
g-forces which will be passed on to the
mechanism. In addition, the mechanism
to move the camera is more exposed to
dust, salt and water because it can simply
not be placed in a qualitative enclosure, as
with a camera. Not to forget, the mechanism will require additional maintenance,
which is more than just simple cleaning
of a camera enclosure,” said Walraven.
Other OCR suppliers are taking a
similar approach. Visy, together with systems integrator Autepra, is developing
its crane OCR system. Autepra director
Tomas Girdzevičius said the latest camera
technology enables very wide and long
distances to be covered. Furthermore, the
price of cameras has come down to the
point where adding more cameras is “a
better option than adding moving parts
or using PTZ [pan-tilt-zoom] technology”. The Visy/Autepra system is now
installed on 10 cranes.
In Spain, Orbita Ingenieria has installed a system at TCV in Valencia with
four cameras that offer something similar
to PTZ cameras. It detects a container
and uses positioning algorithms to adjust
the cameras to get the best pictures for
OCR processing in any of the truck lanes
using the minimum number of cameras.

Getting it right

Certus makes the point that the art of
crane OCR is installing a working system
within the tightly controlled STS crane
environment. With a gate system, a lot of
things can be optimised around the OCR
system, but on a crane there are very tight
restrictions on mounting brackets, cabling
and the available lighting, which limit options on where cameras can be placed.
At the same time, any problem with
crane OCR will impact the operation to
a far greater extent. A gate lane can be
closed if the OCR system needs attention, but this is not acceptable on an STS
crane. Having more cameras does mean
more maintenance, but it also creates system redundancy.
Another point to consider is the “exceptions” process – or how the terminal
resolves missing data issues. Requirements
vary considerably here – some terminals
refer exceptions to a hatch clerk on the
ground, but this is not an option at an automated facility.
To avoid any delay to the crane cycle,
September 2014
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Striving for consistency
A

s it expands its global terminal
network, Yilport has made a
strategic decision to standardise
IT systems across its facilities wherever
possible.
The process, said Yilport CEO Sean
Pierce, starts with the back-end systems,
including email, the CRM system, mobile phones and document management.
These have been completed and it is
now working on other corporate systems like HR.
On the operational side, Yilport has
standardised on Navis N4 as its core
TOS and APS Technology for OCR,
gate and crane process automation.

Yilport believes standardisation will play a
key role in its success as it embarks on
becoming a global port operator

Pierce, who has a background in the
TOS industry including nine years with
Tideworks, said Yilport has decided not
to have a competitive process for picking
a TOS each time the need arises.
At the same time, other terminal operators are going in the other direction.
DP World will implement CyberLogitec’s OPUS TOS at Jebel Ali’s T3, despite T1 and T2 using Navis, for example.

Pierce is not concerned that Yilport
could end up captive to Navis, with little leverage on the cost of its core operating software. The TOS industry, he
said, is now at a “mature” stage. Setting
up a terminal on N4 is largely a process
of configuring the software, rather than
customising it.
The TOS does not cover everything
and there are areas where Yilport wants

Yilport will manage the IT systems at its terminals from a support centre in Gemlik
specific functionality, such as the screens
on the RDT terminals in vehicles, and
others where it might use a Navis module, choose another off-the-shelf supplier or develop something itself.
Standardisation does not mean every
terminal needs to be exactly the same.
Rather, it is about having a consistent
framework so IT infrastructure can be
managed and supported centrally, in-
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cluding different applications where appropriate.
One area where Yilport has decided
not to go for an off-the-shelf application
is general cargo management, as it was
unable to find software that met its requirements out-of-the box. There were
vendors that could customise an existing
system, said Pierce, but this would probably take longer and cost more than inhouse development.

Middle ground

Yilport has developed its own middleware layer for exchanging messages between the TOS and other applications.
This puts it in control of integrating
with the core TOS application and managing external communications, such as
EDI with shipping lines.
In-house middleware also makes it
easier for Yilport to bring in other vendors. Some of Yilport’s terminals will
require a rail planning system and it is
currently evaluating Navis, Tideworks’
Intermodal Pro and another option, all
of which would message with N4 to
some extent. It plans to take the same
approach with optimisation applications.
On the equipment side, its own middleware means Yilport can integrate any
crane control and PDS system with the
TOS itself. It makes it easier to purchase
systems like container weighing sensors
from an equipment supplier and use the
data generated productively. Rather than
relying on the vendor to supply an application to make the data useful, or have
an established relationship with Navis,
Yilport only needs the vendor to provide a message to its middleware.

Central management

LINKING GLOBAL EXPERTISE TO THE WHEELS OF INDUSTRY
On every continent, in the most demanding
applications, our specialist cable solutions sit at the
heart of significant international projects; supporting the work of major customers and the development of economies, with high-performing, durable
and safe technology.
Prysmian crane cables are used in almost any major
port in the world. Customers in Europe, Asia, Africa,
Australia and the Americas have been relying on
this high quality product for many years. Compliance

with most of the worldwide standards is ensured,
such as the well-known DIN VDE standard, but also
to IEC, MSHA and all major national standards and,
for certain types, also to AS (Australia) and UL (USA)
standards.
Our crane cables have been designed to assure
considerable reliability and maximum performance
even under extremely severe conditions.
This results a shorter downtime of the crane and lower maintenance costs, as well as guaranteeing the
best value for money across the marketplace.

www.prysmiangroup.com
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Yilport is now building an operations
and support centre in Gemlik where it
will manage all operations and systems
centrally, as well as doing data mining
and reporting across the whole operations.
Pierce said this is a lot simpler when
terminals are running standard applications. The service centre will deliver
support up to and including Level/Tier
3, which means it needs personnel that
can undertake projects like connecting a
new piece of handling equipment to its
middleware system and taking a facility
live with a new TOS.
Yilport now has 10 software developers in-house and plans to increase that to
20. The capability of the in-house team,
he added, is such that it was able to implement Navis N4 at its Gemport terminal by itself last year. “We literally got
the software off-the-shelf, configured it,
set up the EDI and rolled it out with no
help from Navis Professional Services,”
Pierce said. “The following week we set
a record for the number of services we
handled. We are a lot more capable than
we thought.”
The centre will also support Yilport’s
non-container facilities. One of these
has 85 liquid storage tanks fitted with
control and monitoring systems from
Emerson. All the motor functions will
be monitored and supported remotely.

Driving standardisation

Pierce said Yilport wants all its terminals
run on its standard applications to “the
fullest extent possible”. Where it takes
up a concession at a terminal running
another TOS, it will look to install N4
within two to three years.
This is something other terminal operators have found difficult, particularly
where the existing system is heavily integrated with Customs. Yilport believes
this should not prevent standardisation.
Reasons for not changing a TOS, Pierce
said, are mostly HR related.Where there
are unique requirements, they typically
relate to import cargo clearances and
documentation, and are nothing that
cannot be overcome by working with
Customs and other agencies if need be.
Having a standardised, centralised
system means Yilport can replicate best
practice much more easily. Dual cycling,
for example, is something it has put a lot
of focus on. “We have worked out how
to do it and it is a critical part of the operation in Turkish terminals, but others
don’t do it at all, or barely,” said Pierce.
“We can carry this over from our centralised IT structure.” �
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M2M knocking
E

ye For Transport (eft) has
produced a new white paper titled Visibility, Speed
and Agility How M2M is Redefining the Supply Chain and Transportation for the telecoms giant
AT&T.
Machine-to-machine
communication (M2M), or the
“Internet of Things”, eft concluded, is about to revolutionise
container tracking and supply
chain monitoring.
The consultancy firm found
that timeliness of information is
the biggest supply chain challenge today, even for companies
that have “visibility technologies”
in place.The uptake of M2M will
be driven by shippers demanding
better information.

Get connected

Over a quarter of companies
with visibility technology today, eft found, are already using
M2M, as will a third of companies taking their first steps in the
visibility space, and nearly half of
all companies planning further
systems. “The use of M2M technologies for operational visibility
will be nearly doubling in the
next couple of years,” it said.
The white paper should be
read in the context that it has
been prepared for AT&T to lay
the groundwork for promoting
its M2M services and, therefore,
is trying to convince the market
that M2M for supply chain management is a mature product.
“This technology trend has
now reached a point where deploying a compelling, automated
solution to monitor goods in
transit is easy. The challenge of
receiving timely information in a
number of areas – not just location, but humidity, temperature,
security – can now be solved
through the adoption of a fully
automated M2M solution,” said
eft.

Reality gap

That assertion is worth testing,
and a source at one shipping line
currently trialling several systems

consultants and large telecoms
companies believe the transport
industry is poised for widespread
adoption of M2M technology
said its experience has been different. Satellite coverage at sea
and integrating of the full range
of sensors to monitor reefer cargo, including shock sensors and
controlled atmosphere parameters still have some way to go,
he said.
Getting to a mature market is
taking longer than some thought.
Swedish Consultancy Berg Insight recently issued its third
report on the trailer and cargo
tracking market, which showed
that intermodal container tracking is not growing as fast as it had
earlier predicted.
For its latest report, Berg has
consolidated trailer and cargo
container tracking into one market. It found there were 1.5M
units fitted with a real-time
tracking solution at the end of
2013. Of this number, 80% were
trailers and swap bodies.
The number of intermodal
containers installed with tracking
devices was 190,000 at the end of
2013, compared with 137,000 at
the end of 2012. Berg has scaled
back its earlier CAGR forecasts
of 66.9% and 49.1% in the tracking market made in 2012 and
2013, respectively, and now forecasts 22.3% growth over the next
four years. This would take the
number of tracked units (trailers
and containers) to 4.1M by 2018.

with the system it is installing on
Maersk’s reefer fleet.
Berg sees the reefer market as
a proving ground for container
tracking. “Acceptance of remote
tracking solutions is first established in specific use cases such
as high-value, time-critical or refrigerated goods,” it said. It is believed that this process is well underway, but it is not being helped
by the secrecy surrounding Maersk’s project, which also indicates
how commercially important the
project is to the carrier.
The dry box tracking market
is a more difficult proposition,
due to the diversity of container
owners – lines, leasing compa-

nies and shippers. Some tracking
suppliers have tried to negotiate
agreements with major container
manufacturers to have tracking
devices installed on new con-

tainers, but so far without success.
One container manufacturer told WorldCargo News that
none of these suppliers really
understand the realities of box

building. He said there is no
advantage to his customer, the
container owner, in installing
a tracking device for as little as
US$50. �

WAM and Xirgo go public
WAM Technologies has announced a formal partnership
with wireless M2M modem
supplier Xirgo Technologies.
The deal brings together one of
the few players in the industry
that has interfaces to the reefer
controllers on over 90% of the
existing reefer container fleet
(WAM) with a modem supplier
for GPS positioning and M2M
communication over a cellular
network.
This is the piece of the puzzle
that most of the big M2M service providers, and many container system tracking suppliers,
are lacking. Without a partner
that knows how to “talk” to the
reefer controller, the benefits of
two-way M2M communication

cannot be realised. Many of the
reefer monitoring systems on the
market rely on an external sensor
to monitor atmospheric conditions inside the reefer, but cannot
manipulate the reefer controller
remotely.
Shawn Aleman, managing partner at Xirgo, said WAM was the
ideal partner to be its M2M modem to the reefer tracking market
because it is “a proven customer
and a frontrunner in its field of
cold chain and intermodal transport asset management”.
A statement from WAM referred to existing “collaboration” between the parties to
supply “hundreds of thousands
of M2M devices for remote
monitoring and control of re-

frigerated shipping containers”.
Though Maersk Line has still
not announced it, it is widely
known that the WAM/Xirgo
device is being rolled out across
its reefer fleet, with AT&T as
the cellular service provider.
Xirgo will now be the sole developer and provider of M2M
hardware used in WAM’s
M2Connect suite of cloudbased transport asset management solutions for reefer and
dry boxes, gensets, chassis and
other intermodal assets.A system
for dry boxes is a new product
WAM is working on now. It will
leverage “energy harvesting” and
Xirgo’s proprietary Adaptive
Power Management Algorithm
for maximising battery life. �

Reefers first

While the number of tracked
containers has not grown exponentially, 190,000 is still a significant number. Berg noted that
Orbcomm is the largest provider
of intermodal container tracking solutions, with an installed
base of 21,000 units at the end
of 2013. This, however, has likely
already been surpassed by AT&T,

A good Gui iDEA
CyberLogitec was recently selected as a finalist for an IDEA
design award for the Vehicle
Mounted Terminal (VMT)
Graphical User Interface (GUI)
of its Eagle Eye vehicle telemetry and position detection system (PDS) that uses RFID and
GPS sensors.
Eagle Eye is designed to
support sending and receiving
messages between the TOS and
manned equipment in terminals, including semi-automated
facilities. The CyberLogitec UI
is a graphical interface designed
for easy, intuitive understanding of work orders and other
instructions.
While other suppliers are
delivering PDS as a complete

system, with their own VMT
display unit, CyberLogitec has
designed its VMT app to be installed in any device that meets
the operating requirements.
These include IP65 protection
class, support for the Windows
7 or Android operating systems
and CPU with an Intel Atom
Fineview Processor N450
(1.66GHz).
CyberLogitec has developed
different versions or Eagle Eye
for RTGs and ITVs (terminal
tractors). DP World is using
Eagle Eye with ITVs at its new
Jebel Ali T3 facility, while King
Abdullah Port in Saudi Arabia
is using the ITV and RTG applications. Both terminals use
CyberLogitec’s OPUS TOS. �

Hardware and VMT for the RTG version of CyberLogitec’s Eagle Eye
system

Automating container terminals.
Safer, greener and more productive.

Container terminals are dynamic entities where the speed is high and large cranes
work side by side with people and vehicles in motion. Bigger calls accelerate the
speed of operations further and terminals need capacity and systems that in just
a few minutes can be ready for full production. Intelligent automation moves more
JVU[HPULYZWLYOV\Y¶MYVTZOPW[VNH[L0[PUJYLHZLZ[OL[LYTPUHS»ZLULYN`LѝJPLUJ`
and eliminates inefficient processes and bottlenecks at critical transfer points. With
Intelligent automation all gates and cranes can be operated comfortably from a
central control room which makes terminals safer and the working environment
more ergonomic. Find out more at www.abb.com/cranes.

TOC Europe 2014
London, 24-26 June 2014
Stand F42
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port development

Getting big ship ready
T

he Port of New York/
New Jersey (NY/NJ) is
at a very interesting point
now that Global has opened its
semi-automated container terminal in New Jersey. Global features Automated Stacking Cranes
(ASCs) operated by remote control and promises to deliver a step
change in terminal productivity.

Global Container terminals has brought automation
to the port of new York/new Jersey, but other
terminals have different plans
The question for others is will
they follow?
NY/NJ has always been an
expensive place to call for ship-

ping lines. One carrier representative acknowledged that lines
generally try and avoid calling
at the weekend because over-

COVERING ALL COASTS
Providing stevedoring & terminal operations
in more than 42 U.S. ports and 80 locations

time charges are so high. In a
2013 study on the Virginia Port
Authority’s competitiveness, the
state of Virginia’s Joint Legislative Audit and Review Commission noted that “only the ports of
NY/NJ were identified as having
higher prices” than Virginia.
The port is, however, the largest
container port on the East Coast
by some margin. The New York
market and its immediate hinterland are enormously important
to shippers and cargo wants to
go where the market is. Everyone knows the port has some
labour peculiarities that make
the cost of doing business high,
but it is hard to trump location.
That solid footing has the Port
Authority predicting a steady
3-4% growth in container volume over the next 10 years and
the port expects to keep its position as number one on the US
East Coast for the foreseeable
future. Being able to see work in
progress on raising the Bayonne
Bridge, while the Panama Canal expansion has been delayed
have helped reassure the shipping
community that the port will not
get left behind.

larger tonnage

Baltimore
Baton Rouge
Bayonne
Beaumont
Boston
Brunswick
Camden
Charleston
Concord, CA
Coos Bay
Corpus Christi
Crockett
Davisville

Freeport
Galveston
Gulfport
Houston
Jacksonville
Long Beach
Longview
Los Angeles
Miami
New Orleans
New York
Newark
Norfolk

PortsAmerica.com

Oakland
Olympia
Philadelphia
Port Arthur
Port Canaveral
Port Everglades
Port Hueneme
Portland, ME
Providence

San Diego
Savannah
Seattle
Sunny Point
Tacoma
Tampa
Vancouver, WA
Wilmington, DE
Wilmington, NC

Bigger vessels are, however, on
the way and, like anywhere else,
there is concern about how terminals will handle them. APM
Terminals Port Elizabeth Terminal recently ranked most productive in the Americas region with
88.5 moves per berth hour. Well
ahead of many others, but still
some way off what lines are claiming is required for bigger ships.
The layout, equipment and
systems at Global Container
Terminals’ New Jersey terminal
expansion have been designed
to deliver sustained productivity
of 40 crane moves per hour on
a 12,000 to 13,000 TEU vessel.
This is quite a step up from average performance today.
Global will also have a cost
advantage from semi-automated
operations. Its cost structure is

CRANE CONTROL SYSTEMS

Visit us at TOC Americas Stand C-30 | www.nidec-avtron.com/ccs
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New cranes from ZPMC had to be delivered in two pieces to fit under the
Bayonne Bridge
unknown, but people with experience of automated terminals
say US$20 to US$30 per container can be expected typically.
Elsewhere – notably Taiwan, Busan and the Australian ports – the
arrival of one automated terminal has seen others follow.
There does not, however, appear to be an immediate rush
towards automation at other facilities. Maher Terminals had previously announced plans to implement ASCs, but this was put
on hold when the recession hit
and investment fund RREEF has
been trying for some time to find
a buyer for the terminal. APM
Terminals might have automation plans, but it is understood
major capital projects are on hold
until all the financial aspects of
the transfer to a new ownership
structure are complete. Earlier
this year APM Terminals sold a
50% stake in its Port Elizabeth
terminal to Canadian asset management company Brookfield.

Sticking with drivers

On the Newark side of the port
complex, Port Newark Container Terminal (PNCT) has a
plan to be big ship ready without
automating any equipment. The
general consensus among carrier
representatives polled by WorldCargo News at the Global expansion opening ceremony was that
NY/NJ can expect to see ships
of around 12,000 TEU once the
Panama Canal expansion and

Bayonne Bridge projects are
completed.
This represents a sizeable increase on what terminals handle now. PNCT, a joint venture
between Ports America and TIL
that is operated by Ports America,
today handles 9,200 TEU vessels.
But these are not fully loaded
and squeeze under the Bayonne
Bridge with just inches to spare.
CEO Jim Pelliccio said ships
of 12,000 to 13,000 TEU calling
without an air draught restriction
will require twice as many lifts
per call – from 3,000 to 6,000
moves. This creates a challenge
for both the terminal and shippers because “everything is coming at you at a different pace”,
Pelliccio said, and the wider industry, not just the container terminals, need to think how they
will respond.

total revamp

At the terminal, PNCT’s response is a US$500M expansion,
equipment and systems replacement project. It recently took
delivery of three new ZPMC
cranes with a 22-row outreach
and a lift height of 144ft, sufficient for a nine-high deck stow
(with high cubes). These will
give the terminal nine cranes on
three berths over 1,463m of quay.
Berth 55 is being renovated
and extended and will then be
equipped with three additional
cranes, giving the terminal 12
cranes on four berths in total. In

Global talks decoupling
As well as the Global terminal
in New Jersey, Global Container Terminals (GCT) operates the two largest terminals in
Vancouver (Deltaport and Vanterm). There has been speculation GCT might roll out the
same automated system as New
Jersey in Canada, but president
Stephen Edwards said this is
not currently on the agenda.
At Deltaport and Vanterm
the main focus is expanding
the capacity of the rail yard.
Rail container dwell times have
been coming down through
better coordinated planning
with railroads. GCT now needs
to look at the capacity of the
on-dock rail system, at Deltaport in particular.
What has grabbed the attention of GCT’s Canadian
management is the decoupling
aspect of the New Jersey terminal that the low-height straddle
carriers enable. “It really helps
production and would be great
to replicate elsewhere,” said
Edwards. Importantly it gives
the terminal a “defined” vessel product and a defined yard
product, though this does come
with a loss of some flexibility.
When Deltaport was first
developed, it was notable for
its use of the multi-trailer concept, but this did not ultimately
prove as efficient as expected.
Eric Waltz, president of GCT
subsidiary TSI (which runs

Vanterm and Deltaport), said
it is now considering a cassette system, together with
new RMGs with cantilevers.
This would enable decoupling
under the rail cranes at lower
cost than low-height straddle
carriers.
Vanterm is different again.
The size of the berth is the main
constraint and this means that
there is no pressing need for
an automated yard, said Waltz.
One of the issues that arose
during the recent (and ongoing) truck driver disruptions
at Vancouver was the lack of
a night shift to handle road
trucks. GCT has added a second gate shift, but to fund it has
imposed a C$50 fee for access
during peak periods, while calling 4.30pm to 1am is free.
It is now implementing
an appointment system with
one-hour windows, but Waltz
warned that this is not going to
suddenly make drayage operations profitable. The reality, he
said, is there are 2,000 trucks
chasing 3,000 gate moves per
day. “It is not possible for everyone to get four turns per day,”
he added.
Spreading the gate moves
over a longer working day will
mean the terminals will drop
from handling 200 gate moves
an hour to 150, which lowers
the asset utilisation for the terminal operator significantly. �

September 2014

port development
the yard, PNCT has the luxury of being
able to expand by gradually acquiring
adjacent properties. An additional area is
being paved now, and eventually the terminal footprint will grow from around
250 acres to 300.
Total capacity is being increased from
600,000 lifts to 900,000, and will eventually reach 1.4M. In TEU terms, the
terminal will ultimately be a 2.4M to
2.5M TEU facility.
Having land to expand, said Pelliccio,
is one of PNCT’s big advantages and the
main reason why it does not need to
move from a straddle carrier operation
to a yard gantry system at the moment. It
can handle a doubling of call size without having to move to a higher stacking
operation.
The more subtle part of the big vessel challenge is balancing terminals’ operational and commercial aspects. There
is a lot of talk about terminals needing
berth productivity of up to 300 moves
an hour but the reality, said Pelliccio, is
that NY/NJ is a relatively high cost port.
“We can’t just go as fast as the equipment will allow as this is an expensive
place to operate,” he said.

terminal at peak periods, rather than on
public roads.
PNCT’s upgrade process will also include a PDS system for the straddle carriers. It is currently reviewing this and it is
possible it could include a collision avoidance system. The terminal will also make
use of the WhereNet RFID tags fitted
to all road trucks as part of a port-wide
initiative to improve its internal processes.
One big project that has still not been
decided is whether and at what stage
the terminal will transition from Navis
SPARCS 3.7 and Express. Pelliccio said
PNCT is “developing a vision” for its
TOS and related systems. IT decisions
also have to be seen in the context of
Ports America’s overall vision for its terminals and how N4 fits into its goals.
While all the pieces have to fit together, one of the lessons from other

terminals, said Pelliccio, is not to try
and install them all at once. While this
sounds simple, the timing and the order
in which to implement systems is actually quite complex and PNCT is working this through now.

thinking wider

Pelliccio is very pleased with the pace at
which PNCT is upgrading and increasing capacity. This year it will have the
berth, yard and rail capacity to handle
900,000 lifts, while at the same time increasing efficiency.
The terminal is, however, only part of
the picture when it comes to demands of
larger container vessels.“We’ve got our bit
right, but everyone has a stake in it, and we
are only 20% of the picture,” said Pelliccio.
Effectively doubling the number of
containers per call is going to put pres-

sure on the rest of the supply chain to
extend operating hours to match the
ports, sooner rather than later. It is not
realistic now for every shipper to get a
peak hour appointment on the day the
vessel arrives, and that situation only gets
worse with bigger calls.
PNCT is trying to take the lead here
by looking harder at the actual cargo
it is handling. “We are looking now at
what is inside the containers. That is
the key – our performance depends on
what is in the box,” said Pelliccio. Not
all reefer cargo, for example, is perishable
commodities and terminals need to find
ways of working with shippers and motor carriers to better identify and move
priority boxes first. �
PNCT has new custom designed RTGs for
the expanded intermodal exchange

Crane gangs

Like virtually every other US port, labour
is allocated according to a gang system,
and gangs are based around supporting a
quay crane. Details of how many cranes
shipping lines are willing to pay for remain a confidential contractual matter,
but it is notable that PNCT is planning
for 12 cranes over four berths. NY/NJ is
not likely to see vessels being operated
with six or more cranes at a time until
shipping lines find a way to make that
part of the business a lot more profitable.
In the yard, PNCT is sharpening its
focus on efficiency and the rail exchange.
It has a new truck overpass directly from
the terminal yard to an expanded rail
terminal that now has 5,000ft of track,
and serves both CSX and NS. The overpass will take 600 truck moves a day off
the public road, simplify the gate process
and improve terminal efficiency.
The rail upgrade, said Pelliccio, is
one of the more significant parts of the
whole terminal redevelopment. Intermodal cargo is the major growth area
and rail cargo is the most contestable,
with all ports focused on it.With a direct
link, PNCT effectively has on-dock rail
and it has added three RTGs to increase
train handling productivity.
Rail is a key area where the Newark
terminals have an advantage over Global
in New Jersey and NYCT in New York.
It is easier, said Pelliccio, for trains to get
in and out of the Newark area as they
do not have to cross a bridge across the
harbour. With around 80% of the port’s
container business being handled there,
the Newark terminals are in a prime position to compete for inland as well as
local cargo.

no.1 berth

The rail extension also changes the importance of the berth area in the corner
of the facility (where the end of the quay
meets land at 90 degrees). This is always
the most difficult place to berth a vessel and, like many terminals, PNCT has
used it as a parking place for obsolete
cranes – two are there now.
With the new overpass in place, this
area is now prime real estate. The speed
with which priority containers can be
placed on a train after the vessel arrives
is becoming increasingly important.
Berthing a vessel in the “corner” would
reduce the drayage journey to the intermodal yard, and the drayage time. PNCT
plans to improve this part of the berth so
it can accept newer, heavier cranes. The
two older cranes will be sold for scrap
when an opportunity arises.
On the truck gate side, PNCT’s current system is in need of replacement. It
received a significant boost this month in
the form of a US$14.8M TIGER grant
towards the US$52.8M cost of a new
gate complex. This includes demolition
of existing warehouses and the installation of OCR and “Weigh in motion”
equipment. The current traffic flow has
areas of two-way traffic and various intersections that will be eliminated, improving safety, while expanding the yard
area will allow trucks to queue inside the
September 2014
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Central America blues

L

ast year was a difficult one
for ports in Central America and the Caribbean Basin,
with volumes lacklustre and the
main transhipment hubs posting
sharp declines in their throughputs (also see pages 39-40).
At the region’s two largest relay ports, Colon – Manzanillo
International Terminal (MIT),
Colon Container Terminal and
Cristobal – and Balboa, volumes
fell by 4.6% and 3.5%, respectively, while elsewhere in the area,
Cartagena on Colombia’s Atlantic coast suffered a decline of
9.9% and Kingston a fall of 8.2%.
However, it is thought this
situation will prove to be only a
temporary blip as the newly expanded Panama Canal is expected to lead to significant changes
in liner shipping patterns and
supply chains in this region and
act as a catalyst for investment in
the maritime and logistics sectors.
With much larger ships transiting the region, large-scale
container terminals under de-

despite recent volume declines, a
series of container terminal developments are underway in Central
America and the Caribbean
velopment and liner companies extending their reach
into new markets, a greater
use of relay hubs is envisaged.
Caucedo (-6.1%) in the Dominican Republic and Mexico’s
Lázaro Cárdenas (-15.4%) –
which in recent years has been
handling a lot more transit cargo
to/from the US – also posted
significant drops in their box volumes last year.
Moving in the opposite direction were Freeport Bahamas, where volumes surged by
24.8% to 1.5M TEU, Mexico’s
leading Atlantic coast port Veracruz, which was up just under
8% to 867,000 TEU and Santo
Tomas de Castilla (Guatemala),
which registered a rise of 6.6%

Free parking.
Cleaner air.

Better Together.

to almost 500,000 TEU. The biggest gain was registered by Costa
Rica’s west coast port of Puerto
Caldera. Its traffic soared 246% to
638,000 TEU.
Interestingly, Havana, Cuba’s
leading port, posted a 10% rise
in volumes to 268,000 TEU in
2013, but this year could see a
decline, given the opening of the
first phase of the PSA-managed
Port Mariel. The dedicated container handling complex opened
in January 2014 with 700m of
wharf, with another 1,700m
planned. Current handling capacity is about 800,000 TEU a year.

Growing pains

Despite the region’s generally
disappointing performance, sev-

eral ports have ambitious expansion programmes in place or
planned.
Kingston is a prime example
of this. The Jamaican Port Authority (Jamport) firmly believes
that with the right investment its
largest cargo handling complex is
well positioned to resurrect itself
as a leading Caribbean maritime
hub.
Back in the late 1980s and
1990s, Kingston was one of only
a few transhipment centres in the
Caribbean, with carriers such as
Zim and Maersk Line making
extensive use of the port.
Jamport also wants to add
value to the island’s traditional
maritime and port businesses by
encouraging the private sector
to invest in logistics services and
light assembly activities. It sees
these types of ventures as providing the port and its community
with more hinterland cargo, a
greater opportunity to develop as
a regional distribution hub and a
reason why more ocean carriers
should call.
In Kingston, two main container terminal operators are
active, Kingston Wharves Ltd

The Port of Long Beach is all for growing our business,
but also striving to be socially responsible. So we’re
attracting more cargo with a “free parking” dockage
waiver and payments for more on-dock rail shipments –
but linking gains to air quality improvements. The way
we see it, these are investments in a better quality of life.
And the right thing to do.

www.POLB.com
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ICTSI-owned Contecon Manzanillo welcomed its first vessel, the 5,500
Teu maersk kalamata, in the summer of 2013, deploying two of its four
super post-Panamax gantry cranes to service the ship
(KWL) and Kingston Container
Terminal (KCT). Both groups
have significant expansion plans
in place.

doubling up

KWL, which is the smaller of the
two companies, is investing approximately US$70M in refurbishing its facilities and doubling
its handling capacity to 1M TEU
a year.
It is a phased programme,
comprising:
� Phase one – the demolition of
several existing warehouses and
sheds, relocation of various container yards and the closure of
Third Street. In their place will
be constructed a new logistics
complex that has more space for
value-added distributive activities. New STS gantry cranes will
also be purchased.
� Phase two – aimed at handling
larger post-Panamax vessels, it
involves extending the berth by
50ft, dredging the depth alongside
to 15m and erecting new cranes.
� Phase three – expanding the
container and vehicle transhipment operations to drive cargo
throughput.
Currently, KWL’s facilities
have a throughput capacity of approximately 500,000 TEU. This
appears ample for its present traffic levels of 295,000 to 300,000
TEU a year.
KCT also has plenty of space
with current traffic volumes of
1.7M to 1.9M TEU comfortably
within its annual design capacity of 2.5M TEU. But Jamport
is pushing ahead with its ambitious plan to expand the facility’s
capacity to at least 3.2M TEU a
year and will ultimately dredge
the harbour to 15.5m so that it
is capable of servicing the new
generation of ships that will transit the Panama Canal.
The various plans are linked
to the privatisation of KCT with
one of PSA International, DP
World and Terminal Link in the
final running for the 30-year
concession to manage the facility.
Meanwhile, the Jamaican Government has nominated China
Harbour Engineering Co to develop a new transhipment port,
logistics and freight distribution
centre on Goat islands in the Portland Bight area of the old port.
It will comprise a cluster development with the Government
also planning to offer incentive
schemes comparable to those offered in logistic centres, such as
Dubai. Government officials believe that by encouraging companies to outsource parts of their
production to Jamaica through
“first class port facilities”, the
country can be fully-integrated
into the global supply chain.
Within Panama’s Colon container handling complex, MIT
did post growth last year with its
volumes up almost 7% to 2.2M
TEU. It is, therefore, planning to
raise its capacity from a current
level of 2.5M TEU to 4M TEU

and has plans to invest in automatic stacking cranes.
It is not only transhipment
ports that are being expanded.
Last year, Manila-based International Container Terminal Services Inc opened the first phase
of a second dedicated terminal
at Mexico’s west coast port of
Manzanillo. Its current 400,000
TEU a year handling capacity
will eventually be raised to 2M
TEU once phases two and three
have been completed.
At
neighbouring
Lázaro
Cárdenas, APM Terminals is
building a new integrated marine
terminal and on-dock rail complex with the capacity to handle in excess of 4M TEU a year.
Costing an estimated US$900M,
the first phase, with capacity of
1.2M TEU a year, is scheduled to
come on stream in 2015.
Also in Mexico, a new port is
being built to relieve pressure on
Veracruz. The deepsea complex
will triple the capacity of the existing port and allow much larger
vessels to call.
Elsewhere, some of the more
interesting developments surround the building of new ports
and maritime service centres at
either end of the planned new
pan-isthmus Nicaragua Canal.
Like Balboa and Colon in Panama, these facilities will probably
be designed with long quays and
large storage yards to handle relay traffic and feature substantial
warehousing/logistics areas to
support value-added distribution
and re-export activities.

modernisation

In Honduras, Guatemala and
Costa Rica, the onus is on expanding and designing modern
facilities to handle the countries’
gateway cargo more effectively.
In the former country, ICTSI has
a 30-year build-operate-transfer
contract for a new container terminal with 1,100m of quay and
a 400m general cargo berth at
Puerto Cortes. At least 12 STS
cranes will be installed at the
1.8M TEU capacity facility.
In Guatemala, Spain’s Grup
TCB is investing approximately
€200m in a two-phase building
programme that will see a new
container terminal capable of
handling 700,000 containers a
year developed at Puerto Quetzal
on the Pacific Coast (see news,
page 11)
Meanwhile in Costa Rica,
APMT is ploughing about
US$1B into a 2M TEU facility
that will transform the way that
the country’s banana and pineapples are exported, with reefer
containers taking the place of
pallets and specialised reefer ship
services.
The next few years will see a
sea change in the way cargo is
handled in Central America and
while there might be cargo traffic
disappointments along the way,
overall growth prospects for the
container sector remain bullish. �
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latin stumbling blocks
T

he growth in container handling
activity at ports in Latin America
has slowed over the past three
years. Total volumes for the region’s top
30 ports edged up less than 2% yearon-year in 2013 to reach nearly 46.6M
TEU (see table).This was well below the
global average increase of about 5% last
year and significantly down on the 6%
and 14% rises recorded by the region in
2012 and 2011, respectively.
So, does this trend reflect a fundamental weakness in Latin America’s economic development? And does it signify
a future that will see the region, which is
home to more than 620M people, play a
reduced role in global trade?
The short answer is probably not, as
Latin America comprises such a diverse
mix of political regimes, cultures, economies and geographical territories, all of
which are at different stages of their economic, urbanisation and industrialisation
development cycles, but where positive
factors still outnumber the negatives.

developments underway at latin American
ports promise to overcome long-standing
criticisms about inadequate facilities
While the past decade has seen a pickup in the participation of the private sector in Latin American port and terminal
developments, the contracting processes
have often been unclear and negotiations difficult and time-consuming. As
a result, several schemes have been cancelled and/or deferred and interested
parties often left frustrated and reluctant
to pursue other projects.

Currently, the Brazilian Government
is moving ahead with its latest and
highly ambitious BRL54B (US$22.5B)
port modernisation, privatisation and
terminal concession programme. TenDespite severe strike action last year, box volumes at Argentina’s ports surged 9.8%, while
the country’s leading port, Buenos Aires (pictured), increased by 7.7%

From manual to automated. From mechanical to digital.
From pioneer to innovator. From 1 local to 29 international terminals.

Inefficiencies

From local to global port operator.

There’s no
stopping us
now.

But overall, the region is characterised
by inadequate infrastructure, particularly
in the freight transport sector where
there is poor integration between the
modes and little to speak of when it
comes to value-added logistics and distribution chains. This means operational
inefficiency and higher costs for cargo
owners and service providers alike. It is
also responsible for curtailing economic
progress and limiting Latin America’s
import and export flows.
These issues were highlighted by
Christian Moller Laursen, vice-president and chief financial officer of APM
Terminals, when he addressed the Trade
Americas & Connect Americas Expo: Building the Americas conference in Miami
recently. “Economic and population
growth rate projections for Latin America have not been matched by the port
and transportation infrastructure investment needed to accommodate the increased logistics and trade demands this
economic growth will require over the
next decade,” he told delegates.
“The latest United Nations projections see a near 11% growth in Latin
America’s population to 690M by 2025,
nearly 200M more than the current
combined population of the European
Union countries.
“Take Brazil, Latin America’s largest
economy, it handled only 8.6M TEU in
2013, approximately the same number
as the port of Antwerp, the third busiest
container port in Europe. Such an underperformance will only become more
acute without a new and invigorated
strategy to address and promote necessary infrastructure investment.”

low scoring

Citing the World Economic Forum’s
latest (2014) assessment on port infrastructure, he said that facilities in the
main economies of the region scored
very low in the survey, with Brazil,
Colombia and Argentina positioned in
131st, 110th and 99th place, respectively. Ports in 148 countries were assessed
for the survey.
Clearly, huge amounts of capital are
needed to modernise and expand these
nations’ ports and logistics networks,
with Laursen stressing that the cost of
providing this much needed infrastructure would require significant amounts
of foreign direct investment.
The executive argued that the development of master plans covering ports,
as well as the roads and rail connections
needed to link the ports efficiently with
main population centres, were critically
important to avoid bottlenecks occurring in the future.
He added: “Successful strategies to
promote investment and partnerships
with the private sector will become
significantly more important to address these port and transportation
infrastructure opportunities, with realistic and practical concession terms an
increasingly crucial component of this
process.”
September 2014

. .

.. . .. . .
..
. . .
.
.
.

.

.

ASIA-PACIFIC Philippines: Manila Subic Batangas Davao Gen. Santos City Misamis Oriental
Tagum City Indonesia: Jakarta Makassar Muara, Brunei Darussalam Karachi, Pakistan
Okinawa, Japan Yantai, China Melbourne, Australia
AMERICAS Portland, Oregon, USA Manzanillo, Mexico Puerto Cortes, Honduras Guayaquil,
Ecuador Pernambuco, Brazil Buenaventura, Colombia La Plata, Argentina
EUROPE & MIDDLE EAST Gdynia, Poland Batumi, Georgia Rijeka, Croatia Umm Qasr, Iraq
AFRICA Toamasina, Madagascar Lagos, Nigeria Matadi, DR Congo

.

.

.

www.ictsi.com

39

port development
ders have started for up to 160
concessions for both greenfield
projects and for terminals whose
existing operating contracts are
expiring.
Moreover, the Brazilian Association of Port Terminals, a body
which represents the majority
of companies engaged in the
country’s port cargo handling
sector, has committed itself to
a huge investment programme,
subject to further Government
reforms.
Brazil is still in desperate need
of modern ports and additional
cargo handling capacity, plus it
needs to take decisive steps to reduce congestion at existing ports,
especially at Santos.
Elsewhere, Chile, Ecuador and
Peru are moving forward on a
number of projects, with both local and international companies
showing strong interest in the
tendering process.
Of the main international
terminal operating companies,
APM Terminals, Grup TCB, DP
World, Hutchison Port Holdings,
ICTSI and PSA International
have been the most successful in
pursuing and concluding deals in
Latin America.
Several of these are currently
also in the midst of bringing
new projects to fruition. These
include:
� APM Terminals – at Lázaro Cárdenas in Mexico, Callao North Port (major renewal
project) and Port Moin (Costa
Rica).
� Grup TCB – in Guatemala.
� DP World – continuing expansion of Santos.
� ICTSI – at Puerto Cortes,
Honduras.
Despite China-based terminal
operators such as Cosco Pacific,

China Merchants Holdings International and Shanghai International Port Group having aggressive overseas expansion plans
focused on emerging markets, to
date they are poorly represented
in this region.

Blame game

Returning to the data published
for 80 ports across the region by
the United Nations’ Economic
Commission for Latin America
and the Caribbean (ECLAC) and
the area’s slowing growth trajectory, several factors were responsible, including:
� Sharp declines in traffic at several of the large Central America and Caribbean transhipment
hubs.
� Difficulties in some of the region’s main markets, particularly
the euro zone.
� Removal of fiscal stimuli by
global banks.
� Local events, such as strikes –
Chile and Argentina have been
the worst affected countries.
� Political uncertainty and civil
unrest, the latter of which had a
significant impact on the ports of
Lázaro Cárdenas in Mexico and
Puerto Cabello,Venezuela.
� Poor growth in international
trade to/from the region.
Within the region, the worst
performances were generally
registered by ports within and
bordering the Caribbean basin
(also see page 38), notably Colombia (-6.9%), Jamaica (-8.2%),
Venezuela (-8.2%), Panama
(-4.3%) and the Dominican Republic (-22%).
Nonetheless, ECLAC said that
box volumes at most ports had
returned to their pre-financial
crisis state and that there were
many cases in which double-

digit increases had been posted
in 2013 (see table).

resilient south

Generally speaking, ports in
South America proved resilient
last year. Brazil benefited from
rising imports associated with its
hosting of the FIFA World Cup
in 2014 and the Olympic Games
in 2016, with construction materials, building fittings, equipment
and giftware associated with
these events boosting inbound
traffic levels. Collectively, Brazil’s
box throughput rose 6.2% last
year.
But there were contrasting
performances in the country.
While Itapoa (+72%) and Chibatao (+32.6%) registered very
strong gains, Sao Francisco do
Sul (-37.2%), Vitoria (-30.6%)
and Rio de Janeiro (-18.3%) suffered some of the biggest losses
in the region.
Elsewhere, Argentina’s container traffic surged by 9.8%,
Uruguay’s by 9.7% and Chile’s
by 6%, despite some disruption
due to strikes. In Ecuador and
Peru, respectively, their ports
processed 3.9% and close to 2%
more cargo last year than they
did in 2012.
Interestingly, in Chile, the biggest gains were recorded by the
country’s smaller ports. Arica,
which is located in the north of
the country and also serves as a
main gateway for landlocked Bolivia, posted a 12.2% rise in volumes last year to 204,174 TEU.
Puerto de Coronel (+135%) and
San Antonio (11.9%) also recorded good results.
ECLAC referred to each port’s
“successful project implementation and commercial management teams” as being responsible

The long-term growth prospects for Peru’s port of Callao are sound, with APM Terminals developing a facility in the
north harbour and DP World investing in the south harbour

Leading container ports in Latin America (2011-13)
Rank
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30

Port
Colón
Santos
Balboa
Manzanillo
Cartagena
Callao
Buenos Aires
Kingston
Guayaquil
Freeport
San Juan
San Antonio
Caucedo
Limón-Moin
Lázaro Cárdenas
Valparaíso
Veracruz
Buenaventura
Montevideo
Puerto Cabello
Paranaguá
Navegantes
Rio Grande
Altamira
Puerto Cortes
Manaus
La Guaira
Santo Tomas
de Castilla
Itapoá
San Vicente
Top 30 Total
Top 30 Share
Grand Total

Country
Panama
Brazil
Panama
Mexico
Colombia
Peru
Argentina
Jamaica
Ecuador
Bahamas
Puerto Rico
Chile
Dominican
Republic
Costa Rica
Mexico
Chile
Mexico
Colombia
Uruguay
Venezuela
Brazil
Brazil
Brazil
Mexico
Honduras
Brazil
Venezuela
Guatemala

2011
3,371,714
2,985,922
3,232,265
1,762,508
1,853,342
1,616,165
1,851,687
1,756,832
1,405,762
1,116,000
1,484,595
928,432
993,561

2012
3,518,672
2,961,426
3,304,599
1,992,176
2,205,948
1,817,663
1,656,428
1,855,425
1,448,687
1,202,000
1,423,192
1,069,271
1,153,787

2013
3,356,060
3,221,348
3,187,387
2,136,157
1,987,864
1,856,020
1,784,800
1,703,949
1,517,910
1,500,000
1,423,192
1,196,844
1,083,208

2013/12 change
-4.6%
8.8%
-3.5%
7.2%
-9.9%
2.1%
7.7%
-8.2%
4.8%
24.8%
0.0%
11.9%
-6.1%

901,330
953,497
973,012
729,622
748,305
861,164
721,500
681,678
581,493
618,039
547,612
576,752
481,000
467,300
494,908

1,045,215
1,242,777
942,647
806,047
850,385
753,889
845,917
743,830
618,434
611,133
578,685
573,322
460,982
542,710
468,734

1,053,734
1,051,183
910,780
866,966
851,101
826,962
766,813
730,723
673,139
626,095
597,760
571,408
559,052
502,418
499,761

0.8%
-15.4%
-3.4%
7.6%
0.1%
9.7%
-9.4%
-1.8%
8.8%
2.4%
3.3%
-0.3%
21.3%
-7.4%
6.6%

Brazil
Chile
–
–
–

39,544
425,967
35,161,508
81.8%
43,003,607

270,415
585,280
37,549,676
82.4%
45,561,008

465,323
453,174
37,961,131
82.7%
45,900,231

72.1%
-22.6%
1.1%
–
0.8%

Notes: All figures in TEU unless otherwise specified. Source: ECLAC and WorldCargo News

for their solid growth performances.

ecuador committed

The Ecuadorian Government is
also committed to improving its
port industry, with reports suggesting that a major new deepsea cargo handling complex is
planned. Currently, about 75%
of the country’s cargo is routed
through Guayaquil, with the
ICTSI-managed Contecon container and multipurpose facility
handling a significant slice of the
cargo.
In 2013, Guayaquil’s box
volumes exceeded 1.5M TEU
and were up almost 5% on the
previous year. The port easily
maintained its status as the second largest box port on South
America’s Pacific coast and narrowed the gap between it and
Callao where volumes crept up
just 2.1% (see table).
Callao’s long-term growth
prospects are sound. Two of the
world’s leading international terminal operators, APM Terminals
and DP World, are actively investing in the north and south
harbours of the port, respectively,

and these improvements will
expand the port’s cargo handling capacity considerably. A
throughput as high as 4M TEU is
projected in calendar year 2018,
which, if achieved, would represent a more than doubling of its
current traffic base of 1.9M TEU.

muelle norte

APMT took over operational
control of the North Terminal
in 2011 and has a 30-year operating concession for the facility.
The company is investing about
US$750M in its project to develop a modern general purpose
cargo handling complex capable
of processing containers, breakbulk and ro-ro cargo, as well as
cruise passengers. On completion, Callao’s modernised North
Terminal will have the capacity
to handle 2.9M TEU per year
and 15 Mtpa of non-containerised cargo.
To support its investment programme in the facility, APMT
this year sold a 29% stake of its
equity in APMT Callao to Terminal Investments Limited (TIL),
which is owned by MSC and
Global Infrastructure Partners.
The other shareholder in the
terminal operating venture is the
local company Unimar Group,
which holds a 20% stake.
MSC is the largest customer of
the terminal and the equity involvement should secure its business on a long-term basis, while
giving the carrier a say in the way
the operation is maintained.
“We are always looking for
new ways to develop synergies
and create partnerships which
benefit our customers. And in
that spirit, we are very pleased
to welcome TIL to APM Terminals Callao,” said Joe Nicklaus
Nielsen, CEO of APMT’s Latin
America activities.

partners again

This co-operation between
APMT and TIL is their second in
South America, as both companies are shareholders in the 1.2M
TEU-capacity Brasil Terminal
Portuário (BTP) facility in Santos, which was officially opened
in late 2013.
BTP has 1,108m of quay with
a draught alongside of 15m,
which allows three 9,200 TEU
capacity vessels to be accommodated simultaneously. Eight super
post-Panamax STS cranes and
26 RTGs are at the centre of the
cargo handling operations.
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One of the most significant
design aspects of BTP is the creation of a dedicated parking area
for trucks. This will help to prevent the city’s already congested
roads from becoming even more
crowded. It will also help the
city’s environment by cutting
emissions.
For many years, infrastructure
at Santos has struggled, with
highway congestion and a lack of
adequate stacking and storage areas for containers, a major problem at the port. Despite beneficial cargo owners suffering from
extended transit times and rising
costs from using Santos, the port’s
range of freight handling and
processing facilities and its fastgrowing hinterland mean that
traffic has continued to expand.

Access all areas

Issues with the port’s access
channels are also being addressed,
despite recent setbacks in the
dredging process, with Tiago
Barros, port infrastructure secretary of the Secretariat of Ports,
committed to increasing the
depth of access in all parts of the
port complex.
“There are plenty [of state]
resources for dredging and if we
have to make contributions to
CODESP, the port Santos Port
Authority, we will do so,” he said.
“The goal of the Federal Government is to sign the contract,
initiate studies for the executive
project and start dredging in early 2015.”
It is widely anticipated that
Santos will regain its premier
ranking in Latin America very
soon, with the new capacity being brought on stream at BTP
and by DP World and its partners
at Empresa Brasileira de Terminais Portuários (Embraport), together with the planned dredging and landside improvement
programmes.
It could even take place this
year as the port’s box throughput
in the first seven months of the
year rose by 8.5% to 2M TEU,
with the July volume of 326,614
TEU 11% ahead of the corresponding period of 2013. An
8% rise is projected for 2014 as
a whole, giving Santos an end of
year result of 3.48M TEU.
Latin America’s growth story
will continue but there will be
hiccups along the way. In the
ports and freight transport sectors, many obstacles will need to
be removed. �
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Swedish ports consolidate to survive

W

ith some 82 ports serving
Sweden’s 3,220 km coastline,
it is widely acknowledged
that this is too many ports for the volume of imports and exports, which are
now far more concentrated on specific
gateway ports. During the first quarter
of this year (the latest data available) just
over 130 Mt was handled, including 36.4
Mt of liquid bulk.
Of the overall containerised import/
export volumes, some 1.46M TEU were
handled, with unitised traffic rising to
3.5M “units”, if ro-ro traffic is also included.
The country’s many ports were originally established to serve local industries,
particularly forestry, at a time when the
inland infrastructure was inadequate.
This has changed and local industries
have disappeared or consolidated but the
ports remain.

Mergers may benefit some Scandinavian
ports, but international and domestic
terminal operators are eyeing chances to
consolidate cargo flows at key hubs
Port of Halland last year, which was followed in July this year by the cross-border venture between the Swedish port
of Umeå and the Finnish port of Vaasa,
located opposite each other across the
northern Gulf of Bothnia.
If this joint venture, to be known as
Kvarkenhamnar AB, is successful and
the currency, language and cultural

differences can be overcome, it could
tempt neighbouring ports, such as Kokkola, north of Vaasa, as well as Luleå and
Oulu, to enter into a similar arrangement.
Luleå, which last year handled 8 Mt of
mainly dry bulk, is looking to outsource
the operation of its main Victoria port
and is evaluating suitable prospects prior

Stockholm’s Container Terminal Frihamnen, operated by Hutchison, anticipates reaching a
record 50,000 TEU this year, although this is still modest for a country’s capital city

Local control

The majority of the ports are owned
by the local municipalities, with some
exerting greater control than others. As
such, there is no question of closure, but
any losses are highlighted in local government expenditure and, accordingly,
are subject to political pressure.
Investment can also be difficult to justify in the face of demands of towns’ voters, even if it means that the construction
of a quay with appropriate cranes, for
instance, could attract new traffic flows.
There are also increasing demands to
comply with new safety and environmental issues, with this cost felt more
keenly by smaller ports than larger ones
that generate greater revenues.
A scheme that the Scandinavian ports,
and particularly the Swedish ones, are
increasingly employing is to consolidate
the management of two adjacent ports
operated by different municipalities
and operate them under one port authority.
A combined single port authority
makes it possible for smaller harbours to
achieve economies of scales, streamline
administrative works, coordinate marketing and development activities, more
effectively work together concerning
environmental issues, as well as specialising each port to cut unnecessary double investments, to increase both ports’
competitiveness. However, this may not
be without difficulties in some cases, as
deeply embedded competitiveness must
be overcome.

A bridge too far

The first major consolidation was between the Swedish port of Malmö and
Danish port of Copenhagen in 2001,
ostensibly to take advantage of the fixed
link between the two ports, although in
terms of rationalisation this has not, as
yet, delivered the expected results.
Copenhagen is short of space and the
port was occupying valuable real estate.
Malmö had large areas of land suitable
for port uses, which was being developed
with the aid of generous state subsidies.
Originally, the merger foresaw the
closure of Copenhagen’s relatively small
container terminal, with the land to be
redeveloped and a new cruise ship terminal constructed. All Copenhagen’s
containers would be handled at Malmö’s
new container terminal and trucked
to Denmark over the Øresund Bridge.
Unfortunately
Copenhagen-Malmö
Port (CMP) failed to negotiate favourable terms for this traffic and the status
quo remains, with containers handled on
both sides of the strait.
Last year, Malmö handled 19,915
TEU, which was less than the far smaller
Södertälje port, south of Stockholm,
which recorded 20,500 TEU, handled
by two mobile cranes. This was half the
previous year’s throughput due to the
decision by MSC to transfer its Swedish
west coast calls to Stockholm.

Smaller ports

Subsequent port mergers have been less
ambitious and undertaken by smaller
ports, where the benefits are more immediate. Halmstad and Varberg, for instance merged to form the joint venture
September 2014
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to tender with the aim of a new operator
taking control by January 2016.

Split roles

The new Kvarkenhamnar JV, to be
headquartered in Umeå, will take over
port management from the Swedish and
Finnish local governments from 1 January 2015. Kvarkenhamnar AB will be
owned 50:50 by the previous municipal
owners, which will contribute with approximately €1.65M apiece to the share
capital.
The ports’ current staff will be employed in the new company. Kvarkenhamnar’s board of directors will be
equally split between Umeå and Vaasa. If
the board’s president comes from Sweden, the company’s CEO will be from
Finland, and vice versa. The new entity
will focus on port authority functions

and complementary roles such as warehousing and passenger services, as the
Wasaline ferry company, providing a ropax service between the two ports, was
established by the two municipalities.
This venture is believed to have encouraged the ports towards greater cooperation.

Pooling ports

The latest venture is between two Swedish ports, Åhus and Ystad, which have
reached a strategic cooperation agreement in order to strengthen their position in the southern province of Skåne, a
hinterland shared by other Swedish ports
such as Helsingborg, CMP and Gothenburg.
The two ports had previously changed
their status from a division of the local municipalities to a private company

owned by the port. They also integrated the activities of their stevedoring
companies, which also came under the
city councils’ workforce, to form Åhus
Hamn & Stuveri AB and Ystad Hamn
Logistik AB.
They will pool resources in areas
such as IT systems, procurement, environmental issues, competence development (so as to avoid duplication) and
crisis management. They will also seek
to market their facilities jointly in the
wider Baltic region and a new trade
brand will be announced next year.
However, they will not seek an outright
merger on the lines of CMP or Kvarkenhamnar.
Björn Boström and Frederik Åsare,
the CEOs of Ystad and Åhus port, respectively, stated jointly: “We believe it
will benefit both customers and stake-

holders for our port companies to collaborate. We have many similarities and
complement each other in a way that
will enable us to deliver better customer
value and contribute to efficient and
environmentally friendly transport and
logistics in Skåne.
Åhus handles container feeder services with Hamburg and the UK and
also (un)loads block train connections
with Gothenburg and Helsingborg.
Ystad is Sweden’s most important link
with Poland, with four daily ro-pax and
two daily rail-pax connections operated
by Polferries and Unity Line. In 2013
Ystad handled 3.24 Mt and Åhus 0.63
Mt.

Liquid assets

Åhus is the home of Absolut Vodka,
which distils around 100M litres a year.

Our Experience – Your Advantage
Grenaa Havn

Norske Skog

Mälarhamnar

Port of Kokkola

While none of this is shipped through
the port, the export traffic generates considerable empty container repositioning
to the port. Much of the export flow is
handled through Gothenburg, which is
connected to Åhus by daily block trains
which move around 150,000 litres a
week. Most of this is destined for the
US market and carried by ACL, while
Maersk caters for the growing Chinese
market.
Around 30% of Swedish imports
and exports pass through the port of
Gothenburg so fluctuations in the
economy are quickly reflected in
variations of specific freight flows.
Ro-ro traffic, for instance, which accounts for a large proportion of sea
freight in northern Europe, rose by 3%
during the first half of 2014. The highest
increases were for trade with Germany
(9%), UK (8%) and Belgium (8%). In
total, 286,000 ro-ro units were shipped
during the period.
This was due to organic growth,
mainly for DFDS, as no new ro-ro lines
have been attracted to the port, where
DFDS holds a near monopoly, with the
exception of Stora Enso traffic.
Magnus Kårestedt, Port of Gothenburg CEO, noted: “European freight
has risen steadily for the past year or so,
thanks to the recovery in the economy.
We have recently seen signs of a slowdown in growth in Europe, although this
has yet to be replicated in our volumes.”
However, during the first six months
of the year, container traffic fell by 9%,
with exports falling more than imports.
In total, 424,000 TEU were shipped via
Gothenburg during the period, down
from 463,000 TEU in the corresponding period last year.
“This could be an indication that
Swedish trade with rapidly expanding
economies in other parts of the world is
not growing at the same rate as previously,” Kårestedt continued.

Barometric pressure
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The port of Gothenburg handles almost
60% of all containers shipped to or from
Sweden.
Gothenburg’s ability to act as a barometer for the country’s economy is
due to the fact that the port serves as a
gateway to Sweden’s import and export
flows, and does not, like other Swedish
ports, have an immediate and defined
hinterland.
One of the reasons why Gothenburg
is able to cover most of Sweden, plus
Oslo and its environs, is the volume of
rail traffic serving the port, with 25 rail
shuttles daily carrying around 48% of
Gothenburg’s import/export containers
last year.The south of the country is well
covered with terminals, with the furthest
north being the port of Sundsvall.
It is not considered necessary to develop any more northern terminals, except possibly Umeå, as the majority of
rail traffic moving from this region is
forestry products and paper, which are
carried in special boxcars. Any additional
container wagons are normally coupled
to these block trains.

Land grab

CCH AB
+46 304 67 06 87
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On the west coast, Stockholm has not
been immune from port mergers. However, in this case, it was more a gathering of its satellite ports of Kapellskär and
Nynäshamn under the umbrella of Ports
of Stockholm, to enable it to move some
of the port’s activities from the centre of
the city and free up valuable residential
land.
Ports of Stockholm’s biggest operational cash flow is generated by cruise
and ferry traffic, coupled with earnings
from its land bank, which its owners,
the City of Stockholm, would like to
capitalise on. Stockholm is currently
upgrading its Kapellskär ferry terminal, some 90 km north of the city, at a
cost of SEK745M (US$103.3M). Work
started a year ago, for completion by
mid-2016.
At the same time, the reconstruction
of the Värtahamen ferry port and cruise
terminal in central Stockholm is underway. This is one of the Swedish infrastructure projects proposed by the European Union’s Trans-European Transport
Network (TEN-T) for funding. In total,
the project at Värtahamen is understood
September 2014
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to have received €14.05M towards the
total cost of this project of SEK2.6B.

Ro-ro boost

Work started last year on the rebuilding of Värtahamen and will take three
years to complete, to allow operations
to move onto the newly constructed
85,000 m2 Värta Pier, where there will
also be a new passenger terminal.
MacGregor has secured the contract
to supply seven hydraulically operated
linkspans to Ports of Stockholm, ordered
as part of the Värtahamen and Kapellskär
upgrading projects.
Five linkspans will be installed in
Värtahamen and two in Kapellskär. The
contract contains a number of options
for further units intended for other sites
within the port.
The design of the linkspans is based
on, and developed from, linkspans produced for the Norwegian ports of
Risavika, Kristiansand, Langesund and
Larvik, as well as the Moroccan port
of Tangier. Deliveries will take place in
2015 and 2016.

to the Arlanda Airport, we have the best
possible potential for a successful operation.”

Wishful thinking?

GCT has been contracted to staff and
equip the terminal with two widespan
cantilevered Liebherr RMGs, forklift
trucks, terminal tractors, reach stackers
and IT systems. There will be four 650m
railway tracks, with the rail terminal and
stacking/interchange yard occupying a
total area of 80,000 m2.
The widespan RMGs will be shipped
to the nearest port, Skutskar, ironically
only 15 km south of Gävle, and delivered by road partially erect in August
2015.
However, the plan to ship containers
south 150 km from GCT to Rosersberg
may be a little ambitious as it could be

more cost-effective to rail containers to/
from Gothenburg, which will not necessitate feeder vessels passing from Stockholm to Gävle.
GCT was originally established with
a view to serving Stockholm, which is
possibly why the terminal was equipped
with two widespan Liebherr STS cranes
when the terminal’s owner, the City of
Gävle, considered it might be more appropriate to use the cheaper option of
mobile harbour cranes in the first phase.
The city has now managed to draw
a line under this investment with the
sale of GCT to Yilport. This should inject a more internationally experienced
management outlook into the terminal.
Possibly more important from Yilport’s
perspective, though, it will give it an
opening into what potentially could be
the biggest inland port in Sweden. �

Since taking over Gothenburg’s container terminal, APM Terminals, in conjunction with the
port authority, has invested in new handling equipment and improving the terminal surface for
four-high stacking

Prolonged berth

The port of Stockholm also has the twoberth Nynäshamn ferry terminal, located
in the same area as the Norvik container
terminal project, which itself will have
two freight ro-ro/ro-pax berths. The
container terminal has finally secured
environmental approval, after protracted
court cases, and work is now scheduled
to get underway later this year.
Following a record 37% throughput
increase last year, mainly as a result of
MSC moving from Södertälje to Stockholm’s Frihamnen container terminal,
growth has continued, albeit more modestly. To the end of August, container
volumes increased 8% compared with
the same period last year.
As well as MSC, Teamlines, Unifeeder
and CMA CGM operate weekly services to and from the Frihamnen terminal.
“We are very pleased by the strong
support shown by our customers and
the fact that more and more goods
are arriving in Stockholm by sea,”
said Henrik Widerståhl, deputy managing director of Ports of Stockholm.
“We believe that the Container Terminal Frihamnen will handle more than
50,000 TEU in 2014.”
This, however, is relatively modest
for a major capital city situated on the
coast and there are some doubts over
whether the new container terminal at
Norvikudden will be able to justify its
cost of SEK3.2B, other than freeing up
valuable land in the city centre.
The Norvik project will provide a
three-berth facility on 60-ha of land, of
which 44-ha will be employed in the
first phase. The construction will require
the backfill of approximately 1M m3 of
rock, which will mainly be sourced from
digging the rail cutting to give access to
the terminal from the nearby main rail
line 4 km away and also from the construction of the adjacent logistics park.

www.ttsgroup.com

Inland port

One of the reasons why some critics of
the project cast doubts on its commercial viability is the construction of a major inland intermodal terminal at Rosersberg, adjacent to Stockholm’s main
airport, Arlanda, and 34 km north of the
city centre.
“In the near future, the Stockholm
Nord terminal will be the most important in the country,” said Jan Persson,
president of Kilenkrysset, the company
that is developing and marketing the site.
“In the long-term, this will be a boost
for the entire region and this is saying
a lot considering it is already one of
the country’s most popular areas. This
growth will occur north of Stockholm.”
Gävle Container Terminal (GCT) secured the container yard management
contract at Stockholm Nord, where it
is planned that “a significant portion of
imports to and exports from the capital
region will be handled”, according to
GCT’s CEO Stig Wåhlstedt.
“Import containers to Stockholm/
Mälardalen will be transported by
ship to GCT and then by rail to Stockholm Nord,” he explained. “With a
uniquely attractive position on the East
Coast Line and the E4 motorway, close
September 2014
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Samskip warning on emissions rules

F

rom 1 January 2015, new
limits come into force on
the sulphur content permissible for use in ships’ fuel
within the Special Environmental
Control Areas (SECAs) defined
for the Baltic and North seas.
Ships passing through SECAs will
have to use fuels with a sulphur
content reduced by a factor of 10,
from 1% to 0.1%, with the objective of cutting sulphur emissions
by 90%.
The European Commission
(EC) has accepted that there
might be a concern regarding fuel
availability. While the price differential between fuel with sulphur
content of 3% and 1% is said to be
5% to 10%, the EC expects price
increases “of about 70%” when
the limit is cut to 0.1% . Drewry
Shipping Consultants has suggested the restrictions could cost
US$120 extra per TEU.
However, EC policy guidance reassures: “As the amount
of fuel used in SECAs is only a
few percent of the total amount,
this is likely to be a temporary
problem and the situation is not
significantly different to previous
changes in marine fuel sulphur
requirements.”
Diederick Blom, chief operating officer of specialist operator Samskip Multimodal, which
currently operates nine ships and
participates in a number of vessel
sharing agreements through the
SECAs in question, disagrees with
this assessment of the impact of
the new regulations.

Blinkered politicians

“Europe’s politicians do not realise what might be coming as a
result of their decisions. And this
is an industry-wide rather than a
Samskip issue,” said Blom.
To meet the coming restrictions, owners are faced with three
options: they could select Marine
Gas Oil (MGO), whose sulphur
content is acceptable; they could
make a more radical switch to liquefied natural gas (LNG); or they
could continue with Heavy Fuel
Oil (HFO), but invest in mitigating “equivalent abatement technology”.
Blom warned: “The work to
shift cargo away from road and
onto shortsea corridors could be
undone or undermined by the
new legislation and that is a highly undesirable outcome.”
Samskip Multimodal is committed to environmentally sustainable transport solutions and
therefore the principles of the
new emissions restrictions should
align with its aspirations. However, after detailed study, the company is not satisfied that any of the
three fuelling options are effective.

No LNG retrofits

Blom said the company would
countenance investing in LNG
as a marine fuel onboard a newly
built vessel. However, it does not
have immediate newbuilding

New rules on ships’ emissions will
leave owners with a set of future
fuel-burning options, each of which
poses issues for shortsea shipping*
plans and has discounted retrofitting LNG technology onboard its
existing vessels.
“The figures just do not add
up when it comes to retrofitting LNG-burning systems,” said
Blom. “The same is true for the
inland barges we have interests in
along Europe’s waterways. Rotterdam, as our home port, has
done a lot to make LNG as a fuel
available for inland barge operations, but the fact is that this only
makes sense for newbuilds.”
Makers of exhaust gas scrubbers continue to offer the enticing prospect of a market where
plentiful HFO can still be burned,
if owners invest in the after-burn
technology permitted by both
IMO and the EC, under the
“equivalence” principle. Blom remains sceptical.
He pointed out that the IMO
has yet to finalise its position on
the sulphur content of the “wash
water” that open loop type (seawater) scrubbers dump into the
sea after taking it out of the exhaust fumes. “This is still unresolved and it is not clear whether
the rules from local authorities
will be more restrictive than those
formulated at IMO,” he said.

US public funding

Supported in part by public funding in the US, large-scale cruise
ship operators have avoided the
wash water issue by opting for
closed loop exhaust gas scrubbers,
which work using fresh water
with the addition of an alkaline
chemical.
However, Blom is not convinced that the technology is
sufficiently mature to trigger investment by Samskip. “We are
well informed about the way this
technology has developed and are
in constant dialogue with the suppliers,” he said. “At this time, we
are reasonably sure that closed
loop scrubbers are not yet developed enough to invest in. We do
have this option under consideration, but we expect further improvements in the performance of
scrubbers and cost efficiency.”
He added that the European
politicians who are so enthusiastic about restricting fuel sulphur
content should bring greater clarity to the availability of subsidies
to support scrubber installation,
given the technical risk owners
are being expected to bear.
At a pan-European level, available subsidies for “equivalent
abatement technologies” are a
component of the Marco Polo
II programme, although available
funds have not been quantified.
This funding programme also
bundles this commitment to-

gether with offering to subsidise
low sulphur fuels and vessels using
shoreside electricity.

Action by EU states

In the meantime, individual EU
states have taken more definite
action. In its 2013 budget, for
example, the Finnish Ministry of
Transport and Communications
set aside €30M to support scrubber installation onboard existing
vessels. It announced state aid of
€19M to six shipping companies
in September covering 22 vessels.
According to Finnish Government estimates, Finnish vessels
have the potential to save €62M
to €85M per year using scrubbers,
whereas the additional cost of
switching fuel would be around
€64M.
Short of similar risk-bearing
commitments from other European administrations, Blom is not
persuaded. Part of this conviction
stems from Europe’s shortsea realities – a real world that appears
to have bypassed the politicians.
“Samskip operates five owned
and four chartered-in vessels, and
all of these will be affected by
the new rules,” said Blom. “Such
a mix is not uncommon among
Europe’s shortsea specialists, and
different considerations apply. We
understand that installing a scrubber could cost €3M to €3.5M
per ship when engine power
is taken into account [excludes
costs of off-hire time]. In general,
while we could consider this for
an owned vessel if the technology satisfied our requirements, we
could not make such a commitment for a chartered-in ship.”
If the foregoing appears to
place
Samskip
Multimodal
among a band of “wait and see”
owners likely to choose MGO
as an interim measure, Blom sees
more profound drawbacks with
this option that could act to the
detriment of wider European
transport policy.
“We are not sufficiently reassured that enough MGO will
be available to satisfy the poten-

tial market and that could leave
those who want to comply unable to do so,” he said. “How
would authorities respond to this
situation? No guidance has been
forthcoming.”
With just three months to go
before the rules go live, a further
complication centres on enforcement. The Trident Alliance – a
new platform for ship operators
to devise solutions to enforce the
legislation – includes some of the
world’s biggest carriers such as
Maersk Group and Wallenius Wilhelmsen Logistics, and they met at
the end of May in Copenhagen
to discuss sulphur emissions. The
grouping said lack of proper enforcement would make it viable
to not invest in new technology
or to refrain from using more expensive bunker oil altogether.

Level playing field

“Operators want clarity and a level playing field,” observed Blom.
“At the moment, technical, commercial and enforcement issues
are tied up together in knots.
“What we know already is that
resources that are in high demand appreciate in price. While
the leading MGO suppliers say
they expect to be able to meet
demand in terms of quantity,
they cannot predict the impact
on price. Best estimates covering
the North Sea and Baltic suggest
up to €3B could be added to the
fuel bill if the majority switch to
MGO. Someone is going to have
to pay for that and the sum is large
enough to have an impact in the
economies where it applies.
“Multimodal is our game,”
continued Blom. “In contrast to
other European ports, even those
in North Europe, more than half
of the unitised traffic passing
through Rotterdam moves by either inland barge or rail.”
Just ahead of a major handling
upgrade going live at Samskip
Multimodal’s dedicated rail service hub at Duisburg on the Rhine,
Blom commented: “European
transport policy has been built
around the target that at least one
third of freight moving distances
of over 300 km within the EU
would be moving by modes other
than road by 2030.”
He added: “Our pan-European
multimodal network has been
built over a number of years. Each

Samskip Multimodal operates nine ships and participates in a number of vessel
sharing agreements through the European Special Environmental Control Areas
investment in new services and
equipment, each collaboration
with rail service providers and
each terminal commitment has
been planned as part of the strategic case for taking freight off
Europe’s roads and underscoring
Samskip Multimodal’s superiority
in terms of planned logistics.
“As a multimodal operator
we are able to offer our clients a
number of alternatives for moving
cargo from A to B, but we believe

that punishing the cost base of
ships – the most environmentally
friendly transport option available
– cannot have been the intention
behind the EU fuel emissions restrictions. Regrettably, we believe
it may be the most tangible consequence.” �
* This article was contributed by
Samskip Multimodal. The views and
opinions expressed are not necessarily
shared by WorldCargo News.
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Samskip has discounted retrofitting LNG technology on its existing ships, but
would consider LNG as a marine fuel for newly built vessels, though it has no
immediate newbuilding plans
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Menlo aims for Asian growth
Desmond Chan is managing director for South Asia of the USheadquartered supply chain solutions provider Menlo Worldwide
Logistics and he is determined to
build mass in his region.
The industry veteran, who
previously had spells working at
APL, PIL and Fedex before joining Menlo, believes that South
Asia – which in Menlo’s terms
encompasses the Indian SubContinent, the ASEAN trading
bloc and Australia – offers immense investment opportunities.
In an exclusive interview with
WorldCargo News, Chan explained: “The past four years or
so have seen more European and
US-based retailers set up shop in
Asia and their sales have picked
up quickly. In order to support
this growing demand for their
products they need good next
day delivery services and they
need additional warehouses in
which to store their goods. This
is where we come in.”
The executive is enthusiastic

Menlo Worldwide Logistics wants to grow in South
Asia by entering new markets, strengthening existing
territories and adding new business sectors
about the region’s growth potential. He cited the increasing middle class and its spending power
and the twin trends of industrialisation and urbanisation as
providing long-term support to
investors in the transport, storage
and logistics sectors.
Chan also senses that a rising
number of companies with manufacturing and assembly plants in
China are looking at other locations for this activity. This is because costs in the country, and in
particular salaries, have increased.
In addition, GDP has slowed in
China and will continue to do so
as its economy matures.
“Several manufacturers that
are still producing in China are
only doing this for goods being
consumed in China and there
are many others looking outside.

This is good news for our business in South Asia,” said Chan.

Indonesian delays

He is particularly keen to develop
new opportunities in Indonesia,
despite a slowing in the Southeast Asian country’s economic
growth this year and its generally
poor transport infrastructure.
Chan was critical of both Jakarta’s international airport and
marine cargo handling facilities.
He explained that it still takes an
average of 20 days for a container
to clear the port.
Chan wants to have complete
control over any operation Menlo sets up in Indonesia and he is
in discussions with the authorities regarding this possibility.
“We started the process four
years ago and while the regula-

tions are still changing we have
the licence to set up our own operation”, he said. “I hope we can
have something in place by the
end of 2014.”
In terms of a physical presence,
the executive told WorldCargo
News that a site on the outskirts
of Jakarta would be developed
and a warehouse of between
100,000 and 200,000 ft2 built
and operated.
A presence in Indonesia would
add to its current portfolio,
which encompasses logistics operations in India, Thailand, Malaysia, Singapore and Australia.
While Menlo South Asia’s activities are focused on offering
storage, distribution and valueadded logistics services to the hitech, automotive and consumer
goods sectors, Chan is extending

Menlo South Asia is keen to develop opportunities in Indonesia, but managing
director Desmond Chan is highly critical of the fact that it takes an average of
20 days for a container to clear the port of Jakarta
the company’s reach.
Over the past 12 months, the
food and beverage sector has
been expanded, with Menlo securing a contract with Starbucks
in Thailand.
“We needed a reliable partner
in Thailand that could analyse
our specific needs and execute
a plan to reduce costs, further
streamline our operations and
improve service tracking,” explained Ravee Purananda, senior
manager of supply chain operations at Starbucks.
“Menlo is providing us with a
comprehensive logistics solution
designed to meet those needs,
and we look forward to further
developing our presence in Thailand with their support.”
Chan said: “We are responsible for the warehousing, inventory management and transport
to store of the company’s frozen,
chilled and ambient products.
We work out of a new 7,635
m2 capacity warehouse in Bangkok, which is dedicated to their
needs.”

Eagle-eyed

Elsewhere in the ASEAN bloc,
Chan said that Menlo was
watching “very closely” multinational companies’ and retailers’
strategies in Vietnam, Cambodia
and Myanmar, with a view to following when the time was right.
In terms of existing markets,
the executive alluded to robust
growth in India since the company entered the world’s second
most populous country in 1998.
Currently, the logistics company operates out of more than 15
sites and its activities are concentrated on domestic storage and
distribution activities with about
80% of its business generated by
the automotive sector.
The past two years have seen
India’s economic growth slow
to just over 4% a year, compared
with between 8% and 10% per
annum for much of the prior
decade. However, the recent
election of Prime Minister Narendra Modi and his Union Government’s accelerated reform and
liberalisation programmes have
boosted the country’s prospects.
In addition, the new administration believes the development
of more efficient transport and
distribution systems are crucial
to sustainable economic development and social integration.
This gives Chan further cause for
optimism.
The Menlo executive is hopeful that Indian Government plans
to abolish the nation’s inter-state
tax system with a nationwide
goods and services tax (GST)
could radically reshape the
country’s supply chain sector.
“A customer of ours operates
out of 40 warehouses across India in order to avoid this tax and
there would be no need to do
this if GST was introduced,” he
argued.
“This provides investment
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opportunities for us and our
customers and we are planning
to develop much bigger warehouses as these would allow
more efficient supply chains to
be organised.”
Menlo also continues to add
capacity at its Singaporean operations. In May 2014, it concluded a long-term lease agreement with real estate partner
Mapletree Logistics Trust for a
new 50,000 m2 warehouse and
freight distribution centre in the
Mapletree Benoi Logistics Hub.
The new Benoi facility features specialised areas for the
company’s all-important spirits
and beverages customers where
products can be stored at a range
of temperatures. Menlo’s customers in this sector include the
Pernod Ricard group, Asia Pacific Breweries and Bacardi.
“This expansion highlights
our commitment to investing in
the growing market for distribution services in Singapore and
the country’s continuing prominence as a strategic logistics hub
for Asia given its huge shipping
and airline connectivity,” stressed
Chan.
“The demand for our services in the spirits, beverages,
automotive, industrial, consumer
electronics and apparel sectors
continues to expand as more and
more of our customers use Singapore as their regional gateway.
Singapore is the best location
to store, process and distribute
these goods and our new facility means we can do this faster
and even more efficiently than
before.”
He praised the progressive and
transparent regulatory environment that prevails in Singapore.
“Take Singapore Customs and
initiatives such as the Secure
Trade Partnership programme,”
he said. “While offering protection to Singapore, it encourages
free and open trade and gives us
the confidence to invest.”

Malaysian hub

In Malaysia, Menlo has opened
an additional 101,231 ft2 of multi-user storage space in Selangor,
which is less than 20 km from
Malaysia’s largest container handling complex at Port Klang and
within 50 km of Kuala Lumpur’s
international airport.
This new facility, which was
commissioned in January 2014,
provides customers with a full
complement of warehousing,
logistics and transport management and supply chain services.
Stuttgart-based engineering and
electronics company Bosch occupies a dedicated section of the
new facility.
Chan is making steady progress in expanding Menlo’s Asian
footprint. He will be helped in
the future by the maturing and
changing demographic, social
and economic developments
that are taking shape in the
region. q
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automotive logistics

take the high road
T

ransporting vehicles and components associated with the automobile and truck manufacturing sectors is of great importance to the
global shipping industry. Volumes appear
to be on a sustained growth curve once
again, following the severe downturn in
trade caused by the financial and economic crises of 2008-09.
The global trade in vehicles has picked
up since the crisis of 2009 and in 2013 an
estimated 21M cars were shipped. A 5%
rise in volumes is expected in 2014.
Nowhere has the growth picture been
clearer than in the US where sales of cars,
vans and trucks in the first half of 2014
were up 6.7% on the same period of
2013. Since the nadir of 2008 when sales
slumped to below 7M units a year, purchases have more than doubled. In 2014,
total sales are expected to reach at least
16M units, which is back to the levels of
2006 and not that far short of the record
18M vehicles sold in 2004.

Driving the us

Recent growth has been supported by:
� Rising levels of employment – in May
2014, US payrolls exceeded the pre-recession peak of December 2007.
� Easy credit for purchasing vehicles.
� Falling fuel prices.
� Increasing need to replace aging vehicles – the average age of cars on the road
in the US has increased to 11 years old as
drivers have held on to their vehicles for
longer periods of time.
As US domestic sales have picked up, so
have imports with approximately 3M vehicles currently being imported into the
US annually.This represents a steady pickup on the recent low point posted in 2009.

the united states exemplifies the current
trend in vehicle sales growth, with imports
from mexico profoundly affecting the
automotive supply chain
building new factories and/or expanding
existing ones with major projects, including:
� Nissan’s US$2B second plant in Aguascalientes – the first phase opened in November 2013 and when completed, the
Japanese car company will have an annual

production capacity of 850,000 vehicles.
� Honda has commissioned a new factory
in Celaya, Guanajuato, with a design output for 200,000 units a year, along with
plants for building engines and transmission systems.
� Mazda group opened a new 140,000

Tri-level rail wagons offer an effective means of transporting cars from Mexico to the US, but
there are growing concerns over the availability of rail equipment and track capacity

light & quick
for heavy-weights

us production

Domestic production is also high, as is the
number of vehicles being manufactured
in the US for export. Since mid-2011,
outbound volumes have exceeded 1M
units, driven in large part by the demand
for US-built vehicles from growing middle class populations in emerging markets
of the Middle East and Asia. It is a trend
that is forecast to continue as US output
is dominated by light trucks, utility vehicles and luxury sedans.
In the US market, analysts expect a
16M-plus unit sales level to be maintained, depending on the Federal Reserve’s future interest rate policy.This will
also support higher imports, boosting
port cargo volumes and ro-ro/car-carrying vessel activity.
But the countries from which the US
sources its vehicles are changing. While
Japan, South Korea, Germany and the
UK remain important markets, it is the
growth in imports from Mexico that is
having some of the most profound effects
on automotive supply chains and logistics
distribution patterns in North America.
Partly, this is related to the ongoing
investment strategies of German and
Japanese-domiciled manufacturers that
are expanding their production capacity
across North America and supplying the
NAFTA market from these plants. In addition, their exports from these factories
are rising and overall imports to the region are declining.

mexico sits pretty

Mexico’s advantages as a manufacturing
centre include its proximity to the still
largest car market in the world, which
means more reliable transit times, generally lower shipping costs and, for buyers, a
more stable currency exchange rate, given
Mexico’s free trade agreement with the
US. In addition, the country has a highly
cost-effective labour resource and one that
is skilled in the engineering professions.
The number of vehicles exported from
Mexico to the US has soared in the past
decade, rising from 566,200 in 2004 to
a total that is expected to exceed 1.2M
units this year. The cars are moved by
truck, train and ship. Combined with
the movement of spare parts and components, the value of trade reached over
US$100B last year.
Moreover, several manufacturers are
September 2014
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Sea-going services to ship vehicles from Mexico to the US are set to increase,
with Jacksonville’s Talleyrand Terminal one of the beneficiaries, from where they
can be transported onwards by rail
capacity factory near Salamanca.
� Kia, headquartered in South
Korea, is investing US$1B in
an assembly plant in Pesquería,
Monterrey. The 300,000 capacity
factory will open in H1 2016.
� Audi plans to develop a factory
to produce its Q5 sports utility
vehicle at San José, Chiapa. It is
scheduled to commence operations in 2016 and have the capacity to produce at least 150,000
units a year.
It is also thought that BMW

and Hyundai are among other
car companies studying an assembly/manufacturing presence
in Mexico.

Positive effects

The investment strategies of the
OEMs are encouraging more
vehicle parts and components
suppliers to establish factories in
Mexico and this is having a positive impact on the country’s container and cross-border rail and
trailer volumes.

In addition, there is evidence
to suggest that manufacturers are
looking at integrating production
between their various plants in
North America, while putting in
place more efficient supply chains
to distribute both the finished vehicles and the components needed to assemble them.
These various developments
have led several commentators
and companies engaged in Mexico’s auto logistics businesses to
project very bullish output figures
for the country’s vehicle assembly
industry, with between 4M and
5M units being produced annually by 2020.
Speaking at this year’s Finished
Vehicle Logistics North America
conference, held in May in Costa
Mesa, California, Sergio Gutierrez, head of Mexico at Wallenius
Wilhelmsen Logistics (WWL) Vehicle Services Americas, said: “In
Mexico, vehicle production is expected to grow from 3M units in
2013 to 4.9M units by 2018, with
87% projected to be exported.
“Rail-based vehicle exports
from Mexico to the US and Canada are expected to increase from
1.67M units in 2013 to 2.8M

by 2018, while ocean volumes,
which moves globally, including
to Latin America and Europe, will
increase in the same period from
830,000 vehicles to 1.41M.”

Drawbacks

This growth projection raises serious questions about Mexico’s
infrastructure and the capacity of
its ports, inland distribution centres/warehouses and rail yards to
handle the increasing cargo flows.
For US traffic, the majority of
which moves by rail, there are
the added problems of delays at
border crossing points, such as
Laredo, Eagle Pass and El Paso,
engine crew changes and security
inspections.
“There are significant port
capacity strains, particularly at
Veracruz which handles nearly
80% of port-based exports from
Mexico,” said Gutierrez. “Going
forward, more investment will be
needed in Mexican ports outside
of Veracruz.”
To some extent this is happening, while Veracruz itself has a plan
to relocate the port and build a
deeper complex with more than
triple the cargo handling capac-

ity of the existing complex. SSA
Mexico, which is one of the largest operators of marine terminals
in the country, is extremely active
with a new multipurpose cargo,
container and automotive facility scheduled to open in Tuxpan
in early 2015 and a large-scale
ro-ro terminal being developed
in Lázaro Cárdenas on the Pacific
seaboard of the country. Last year,
SSA Marine commenced vehicle
processing activities at the port.

Railway woes

Meanwhile, concerns over the
availability of rail equipment and
track capacity are growing.
“There are a lot of unanswered
questions on things like Mexico,”
said Scott Goodwin, senior manager for transportation at Volkswagen Group of America. “The network has changed dramatically
and I don’t think we [the industry] have enough railcars.”
Despite these concerns, the
Mexican Government is pumping more funds into its transport
infrastructure. The railroads are
investing too, with Ferromex
expanding its capacity by adding
new services and equipment. This
year has seen the railroad acquire
an additional 950 multi-level
wagons, which are used for the
car business, effectively raising its
fleet by 50%.
Nonetheless, several manufacturers, including Honda, Mazda,
Nissan, Volkswagen, Ford and
Chrysler Fiat, are either using
or investigating other transport
modes for their US exports, including the use of shortsea shipping services. Rail is used for most
of their shipments, with Nissan
using this mode for all of its Mexican traffic destined for Canada
and over 70% of shipments to the
US, but the company does use
ships and this will increase.

shipping links

CAR LOADING RAMPS
For un- and uploading to the railway
with integrated buffer stop
service for both levels at the same time

Currently, regular services out of
Veracruz to Jacksonville, Baltimore and Newark are being used
by the group, as they are by Ford,
which is making more use of the
maritime network to supplement
its rail-based services.
Meanwhile, Chrysler Fiat has
fixed several car carrying ships on
a spot basis this year to haul vehicles from the Mexican port of
Altamira to Baltimore.
As a result of the rising demand
for shipping options between
Mexico and the US, Mitsui OSK
Lines (MOL), Hoegh Autoliners
and WWL have all been expanding their operations and scheduling more port calls in the two
countries.
However, while Hoegh Autoliners and WWL have improved
their services as part of their
longer haul transatlantic loops, the
Japanese carrier has gone a stage
further and commenced dedicated services from both the Pacific
and Atlantic coasts of Mexico.
The services which are provided by MOL group companies,
Nissan Motor Car Carrier Co
Ltd and World Logistics Service
(USA), offer weekly connections
between Lázaro Cárdenas and
San Diego, Richmond, Portland,
Tacoma and New Westminster
(Canada), and between Veracruz
and Jacksonville, Brunswick, Baltimore, Port Newark and Davisville,
respectively.Vessels in the 3,000 to
5,000 unit range are employed.
Consequently, the more extensive use of shipping services cannot be ruled out in the future if
landside congestion issues and
railways’ schedule reliability deteriorates.

security matters
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There is also the issue of security,
as theft is a major problem, particularly on the highways and from
truck parking lots. The incidents

of cargo damage and vandalism
are also very high compared with
western standards.
Generally speaking, vehicle
sales in North America are expected to increase as a consequence of manufacturers focusing on innovative telematics and
new technologies in their vehicles
which improves fuel consumption, safety and makes them more
comfortable to drive.
However, not all of the trends
are positive. Young people in the
US are buying fewer cars and
many are not learning to drive,
while older people tend to drive
less and, therefore, do not need to
replace their vehicles as often.
On this basis, for the next few
years, US vehicle sales are expected to remain stagnant in the
15M to 16M unit range. As a
consequence, a higher proportion
of US production is likely to be
exported. In the case of Mexico,
it is expected that exports to
non-US and Canadian markets
will gather pace, with South and
Central America offering significant growth opportunities for its
manufacturers. �

Ports can
be value
drivers

Ports are likely to become more
important to automotive manufacturers in the future, serving as value-added inspection,
processing and repair facilities.
“The role of ports should
not to be to push metal, but
to deliver quality,” stressed
Jim Goldsmith in a presentation at the recent Import Export
North America conference held
in Baltimore. “We believe the
installation of accessories and
other post-production work
that can be undertaken by dealers can be done faster, more
effectively and with cheaper
labour at ports. In addition,
this work can be added to
the sales price of the vehicle.”
Recently, BMW transferred
its car import facility in the
port of Baltimore to a larger facility in the Dundalk terminal
complex and extended its cooperation with Wallenius Wilhelmsen Logistics (WWL) to
handle and process its vehicles.
BMW’s new vehicle distribution centre serves 96 dealers
within the company’s central
and eastern regions of the
US and is expected to process
166,000 imported BMW and
Mini branded cars each year.
James White, executive director of the Maryland Port
Administration, which owns
the port of Baltimore, said:
“BMW is one of the world’s
top auto manufacturers and
WWL is second to none as a
global shipping and logistics
company. As the top auto handling port in the nation, we
look forward to watching this
relationship grow and succeed.”
Baltimore is keen to capitalise on its strength in the automotive sector and is currently
reclaiming 52-ha of open water adjacent to its Masonville
terminal, which is leased to
Mercedes Benz.
Baltimore is the leading automotive port in the US and
handled a record 749,100 cars
in 2013, up 16% on the previous year.
Mercedes Benz, India’s Tatacontrolled Jaguar Land Rover
Group and Japanese manufacturers are moving in a similar
direction and this will present
investment opportunities for
ports and logistics entities. �
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Better times for ro-ro operators

L

eading ro-ro operator Stena provided a mixed picture of the market in its recent 2013 annual review. “The recent market slowdown has
eased,” the company said. “The ro-pax
segment is showing signs of improvement. Charter rates have rebounded, and
the company is seeing a balance between
supply and demand.”
The ro-ro market, on the other hand,
is not yet improving, according to the
firm. “Cargo volumes are keeping pace
with economic conditions in general,” it
said. “On the supply side, a large number
of modern vessels were ordered during
the years 2005 to 2007. When they were
delivered, the economy was in considerably worse shape, which pushed smaller
and older vessels aside and has led to
scrapping of a large number of ro-ro vessels in the last two to three years.”
The ro-pax segment is actually now
benefiting from a drop in speculative
newbuilding caused by uncertainty over
the European Sulphur Directive. “Stricter rules on sulphur emissions will be
introduced in so-called Sulphur Emission Control Areas (SECA) in 2015,” it
continued. “At this point in time, there
is uncertainty which technical solutions
should be used for new vessels. Examples
include operating on methanol, LNG or
treating emissions with scrubbers. Stena
continuously evaluates all these alternatives.”

The market is showing signs of recovery,
but vessel owners remain deeply concerned
about the European Sulphur Directive
scrubbers on another 10 ships that are
compatible with such systems is also being considered by DFDS.
Not all shipping companies have the
opportunity to make the major investment that is required for a scrubber system. In addition, only about half of all
ships are suitable for having scrubbers
fitted. Nils Smedegaard, CEO of DFDS,
noted: “In reality this is only a solution
for new ships.”

Smedegaard is urging regulators
to come up with transitional measures for existing vessels. “We must act
quickly to find solutions and, preferably, transition rules for the many
ships that are not suitable for scrubber installation, possibly through temporary exemptions, if shipping companies contribute to investments in
solutions where possible,” he argued.
DFDS also wants to see a “safe sys-

MacGregor’s conversion team is familiar with
the Stena Line ferry dieppe seaways, originally altering it in 2008
tem” for enforcing the sulphur rules.
“Otherwise, it would be irresponsible
for shipping companies to make such

large investments for the benefit of the
environment and infrastructure in Europe,” added Smedegaard.
The company also has the option to
relocate some vessels to southern Europe, where the regulations come into
effect only from 2020. It currently has
one route in the Mediterranean, operating between Marseilles and Tunis
(Rades), which was acquired under
the agreement with Louis Dreyfus Armateurs (LDA) two years ago and saw
DFDS take over much of LDA’s Channel services.

russian restrictions

EU and other trade sanctions being imposed on Russia are of growing concern.
In May, DFDS reorganised its Russian
services in response to a meat import
ban, which resulted in a steep decline
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Acid test

How long the uncertainty will last is unclear, but the Baltic/North Sea market is
set for far-reaching changes, caused both
by Emission Control Area (ECA) legislation and the political imposition of sanctions on the Russian market.
The EU Mediterranean coastline is,
inexplicably, not affected by the ECA
regulations, possibly due to intense political lobbying. Neither is the Irish Sea
covered, which for lines already operating this route will be a convenient service to which to transfer non-compliant
ships, such as the ex-ms dieppe seaways,
which was previously on the English
Channel crossing but originally constructed as superfast x for the ill-fated
Scotland-Zeebrugge service.
Cargotec-owned MacGregor recently
announced a contract with Stena North
Sea Lines to convert the 29,800gt ropax ferry dieppe seaways for its new
route between Dublin and Holyhead in
Ireland. MacGregor’s ro-ro conversion
team is no stranger to the vessel, which
will be renamed stena superfast x, having altered it in 2008 to suit operations
across the English Channel. It will now
be returned to the vessel’s original design.
The Baltic Sea ro-ro operators have
essentially two choices to meet the ECA
regulations – either invest upfront in
technology or burn 0.1% sulphur content fuel and accept higher bunkering
bills in the longer term.
Stringent NOx emission levels are
also to come into force 1 January 2016
for ships operating in ECA zones. However, this requirement is only applicable
for newbuildings laid down from this
date and will effectively require Tier III
main and generator engines.
Low sulphur marine gas oil (MGO),
mandatory after 1 January next year,
does not meet this requirement, whereas
scrubbers and LNG firing will.While attention has been focused on LNG, this is
only practical for newbuildings. For existing vessels, scrubbers are being touted
as the solution, but there is still uncertainty over their cost and the extent to
which they will be implemented.
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Clean Sox

DFDS installed a prototype exhaust gas
scrubber, dubbed PureSOX, on ficaria
seaways in 2009. This was based on a
system developed by Alfa Laval’s in conjunction with Aalborg Industries, and
subsequently acquired by Alfa Laval and
diesel engine manufacturer MAN.
Trials were successful and three ships
were subsequently fitted, followed by
eight more this year, representing a total
investment of €100M.The installation of
September 2014
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new tonnage for BC ferries
The Polish Shipyard Gdansk Remontowa Shipbuilding has won
an order from Canada for the
construction of three new dualfuel ferries.The customer is British Columbia Ferry Services (BC
Ferries) and the contract is worth
around C$165M. The ro-pax
ferries will be designed and built
of reefer traffic and reduced its
Germany-Russia service from
two vessels to a one-ship operation.This was compensated for in
June by opening a new route for
unaccompanied trailers between
Travemünde and Klaipeda, but
this has now been stopped due to
further sanctions that have seen
all fresh produce imports to Russia shut down.
DFDS noted: “The current
trade dispute between the EU
and Russia is significantly impacting the route’s freight volumes.
Route operations will therefore
be suspended and customers will
instead be offered capacity on the

by the Polish yard and, with a
length of 105m, have capacity for
600 passengers and 145 vehicles.
BC Ferries operates a fleet of
35 vessels on 25 routes to 47 terminals on Canada’s West Coast.
The delivery of the first vessel is
scheduled for August 2016 followed by the second in October
Kiel-Klaipeda route. The route’s
single ro-ro freight ship will be
deployed elsewhere in DFDS’s
route network.” However, with
sanctions starting to take effect,
the Kiel-Klaipeda service looks
under threat as the majority of
trailers handled are for the Russian market.

finnish turnaround

During H1 2014, Finnlines,
a subsidiary of the Grimaldi
group, carried 1.2 Mt of freight,
up 11.6% in comparison to
previous the year. The company also carried 39,000 new
cars in addition to passenger

2016 and the third in February
2017. Two newbuildings will replace two older ferries from BC’s
fleet and the third will augment
peak and shoulder seasons.
The new dual fuel ferries can
be operated with either LNG or
diesel. LNG is some 50% cheaper, according to BC Ferries. �
cars, a rise of 30% year-on-year.
Emanuele Grimaldi, president
and CEO of Finnlines, commented: “The second quarter result for the period was €14.7M,
which is the best quarter ever
in eight years. The January-June
result improved by €25M compared to 2013 and it is the best
January-June result for eight
years as well. The prudent actions taken in turning Finnlines
into such strong performance
have continued – i.e. optimisation of vessels, routes and trade
flows, reduction of interest bearing debt through improved cash
flow generation, cutting of the

overcapacity through the sale of
certain vessels, which enabled
better optimisation of existing tonnage, efficient cost controlling and cost cutting, etc.”
To secure its future, Grimaldi
emphasised that Finnlines must
keep taking steps to drive costs
down. “We have to analyse every
line, every vessel, every function
and every cost item, whether
there is room for further lowering of costs and therefore room
for further improvement,” he said.
With regard to emissions
regulations, Grimaldi added that
Finnlines is “well prepared for
the year 2015’s sulphur directive,
with its capital expenditure programmes, which puts our fleet
in the Baltic in the most competitive position.” Last month
the company signed a contract
for the installation of exhaust gas
scrubbers for the four Star-class
ro-pax vessels. The installations
will be completed by the end of
2014 and in early 2015.
Looking at vessels and services,
Finnlines is focusing on doing
more with less. In the first quarter of this year, the last of six roro newbuildings, finnwave, en-
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DFDS’s optima seaways is equipped with an exhaust scrubber
tered service. Last year Finnlines
sold europalink and transeuropa to the Grimaldi Group for
€86M and €27M, respectively,
while translubeca was sold to a
third party for €11.6M.
One of the main service
changes is the increased frequency to Rostock. In Q3 2013,
Finnlines started a twice-weekly
service from Aarhus to Rostock
and has since increased the frequency of its Rostock and Finland service to three times a
week. Other changes include a
daily ro-pax service for the Åland
Islands between Kapellskär and
Naantaliand, plus a new service
between the UK and Poland.

Short and deep

Grimaldi is unique in that it operates both shortsea and deepsea
ro-ro vessels. Excluding dedicated vehicle carriers, the deepsea
ro-ro market, of which Grimaldi
is one of the dominant participants, is now picking up.
The group has invested heavily in a newbuilding programme,
both for Grimaldi Lines and its
subsidiary ACL, ordering tonnage as part of a 17-ship fleet
renewal/upgrade
programme.
With no need to comply with
low sulphur bunkers for its Mediterranean services, Grimaldi will
use the experience of Finnlines
to plan future modifications for
these ships.
However, the ACL newbuildings will have to comply with
SECA regulations, both for its
US East Coast ports and also for
the European and Scandinavian
calls, with the exception of Liverpool, which falls outside of the
SECA zone, as do all UK West
Coast ports.
ACL’s new G4 vessels will be
the larger, faster and more efficient than their predecessors.
They will have a container capacity of 3,800 TEU plus 28,900
m2 for rolling cargoes, plus a car
capacity of 1,307 vehicles. Speed
will be increased by 10%, yet fuel
consumption per TEU will be
reduced by 50%. All five vessels
will be delivered in 2015, with
the first due at the end of January
2015. The cost is put at around
$90M apiece.

Transatlantic

Nordana is also bringing in
newbuildings to its fleet which

will replace current tonnage in
its ro-ro service. While the existing tonnage, including veteran multipurpose vessels such
a skodsborg, skanderborg, and
schackenborg, is in the process
of being phased out, the first of a
new generation of vessels entered
service in June.
wedellsborg
marked the
beginning of the vessel renewal process, followed by williamsborg, (ex-beachy head),
which joined the fleet in July,
commencing service in Italy.
This latter British-flagged
vessel – part of the ARK naval
support group which are chartered out for commercial duties
when not required for military
transport – earlier provided the
start-up line North Sea RoRo
with its first ship, operating between Gothenburg and Killingholm, UK. This was in direct
competition to DFDS, which
acquired the company and
transferred beachy head to its
Mediterranean service.
A third vessel, wilhelmsborg,
is scheduled to join the service in
Q1 2015, to complete the company’s tonnage renewal on its
Mediterranean-Americas service.
The three-vessel service will increase capacity on this route by
about 30% overall, and enable
Nordana to maintain a fixed-day
three-weekly schedule.

Bargain buys

Stena RoRo is in acquisition
mode, having purchased four
vessels in 2013. Two of them,
stena alegra and stena egeria,
were acquired after they had
been laid up for an extended
period and they have since been
refurbished. The alegra was deployed under charter in New
Zealand, while egeria completed its refurbishment in China.
Other acquisitions include
two additional ro-pax vessels, trinacria and partenope,
which were chartered back to
the seller, TTT Lines of Italy,
in an en-bloc deal that was reported by Bloomberg to be worth
€48m.
Meanwhile stena baltica has
been renamed snav adriatico
and was delivered at the beginning of the year to operate
between Italy and Croatia on a
six-year bareboat charter with a
final purchase obligation. �

DfDS in the market
Last year, DFDS made a bid for
private equity-controlled ferry
company Scandlines, which
operates routes from Denmark
to Sweden and Germany. It had
been ready to pay more than
€1B, but owners, 3i Group and
Allianz Capital Partners, turned
down its offer.
DFDS is said to be still on
the acquisitions trail and was
reportedly interested in acquiring Turkish operator UN-RoRo. However, it backed out
as it considered the price of
around $900M for the 13-ship
operation set by its owners, US
private equity firm KKR, to be
too high.
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KKR is believed to have acquired the company, which was
formed by truck operators to
bypass the Balkans during its
unrest and link Istanbul directly
with Europe via Trieste, for
around $1B in 2007.
KKR instead will sell UN
Ro-Ro to Turkish investment
companies Esas Holding and
Actera Partners following approval by the Turkish competition authority. Terms have not
been disclosed but Bloomberg
reported a source as saying that
the two Turkish companies have
agreed to pay €700M ($935M)
for UN Ro-Ro, €50M more
than its net debt. �
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Electric atmosphere for FlTs
Performance and capacity have
reached the point where e-FLTs
challenge ic-trucks in medium lift
applications.
Linde has been progressively renewing
its battery electric FLT (e-FLT) offer. Last
year it launched the new 1.2-2t E12Evo
and E20Evo three and four wheel trucks,
and earlier this year it launched the new
E60 and E80 series, comprising four 6t-8t
models, including an 8t-900 load centre
model.
The new machines are driven by two
11-kW three-phase AC traction motors
integrated into the front axle, which are
equipped as standard with maintenancefree wet disc brakes with energy recovery.

Two extremely quiet 21-kW three-phase
AC lift motors move the lift mast at lifting
speeds of up to 0.46 m/sec and lowering
speeds of up to 0.56 m/sec.
Thanks to the dual-motor frontwheel drive, says Linde, the truck is
easy to manoeuvre and turns within a
turning radius of just 3m at a length of
around 3.5m.

Slimline mast

The mast has a “slimline” profile to ensure
that drivers have a good view ahead and
the cab is the same as the corresponding
ic-engine series of Linde trucks.
Vehicle speed and lifting/working hydraulics are controlled with dual-pedal

control and Linde Load Control – the
same ergonomics concept used for all
Linde FLTs. Linde Curve Assist is also
available to drivers as standard. This system reduces the speed of the truck in
bends depending on the steering angle.
The driver’s display includes an accurate indicator of remaining charge, so
the driver can plan for the next battery
replacement and avoid damaging the
batteries through “deep discharge”. The
Linde BlueSpot feature that warns against
approaching trucks is available as special
equipment and the trucks can also be fitted with the Linde Connect “black box”
system that monitors all activities on a
truck or fleet-wide basis.

Kalmar claims its new ‘G’ series e-trucks
have a payback of just two years
For the time being these “heavy” etrucks are fitted with lead-acid batteries,
but Linde has started to use lithium-ion
batteries at the “small” end, starting with
86-Ah batteries in the new 1.6t-2t T16/
T20 pedestrian pallet trucks. Li-ion tech-

nology presents the most opportunities
in the short term, says Linde, and could
boost the market for e-powered industrial trucks. They have an extremely
high volumetric energy density, meaning
twice the amount of useful energy can
be stored in the same battery tray. A Liion e-truck could operate for two shifts
whereas a lead acid battery is typically
limited to one. During operation, the
voltage is delivered evenly until just before discharge, charging takes much less
time (90 mins for the T16/T20, with 60%
charge reached in 30 mins) and the batteries can handle more charging cycles.

The ‘g’ men

Kalmar launched its latest ‘G’ series 5-9t
ECG50-90 electric FLTs at CeMAT
in Hannover in May. Quiet and free of
emissions, the new machines are touted
as perfect for indoor use and for handling
sensitive goods such as food, beverages
and paper products. One 9t model can
be rated at 8t at 1100mm load centre.
The new models feature several energy-saving driving modes, and together
with the changes made to the electrical
and hydraulic systems, up to 15% lower
energy consumption can be reached
compared to Kalmar’s previous e-trucks.
According to Kalmar, calculations show
that it is possible to reduce operating
costs by up to 75% every year through
energy savings alone compared to an
equivalent diesel ic truck.

Two-year payback

The Global Leader…
From pulp to paper to port, Cascade provides solutions for every step of the way.
Clamps and innovative damage reduction products for all your material handling needs.

North America • South America • Europe • Asia Pacific
Cascade Corporation
www.cascorp.com
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The purchase price is somewhat higher
– up to 50% more – but Kalmar claims
that the breakeven point for a G series
e-FLT is just two years. As some ‘F’ series
FLTs are still in service after 10-12 years,
proving the e-trucks’ durability, this
looks like a good deal. “Combined with
savings from fewer and shorter standstills,
faster maintenance and longer service
life, this makes the truck a very attractive
investment,” said Kalmar.
Features include eco-drive mode, a
shorter wheelbase, better driver ergonomics – the trucks are fitted with Kalmar’s latest EGO cabin – LED lights allround and a blue safety light. This blue
light shines on the floor metres in front
of and behind the truck and is an important safety feature with a near silent
machine.
Another safety and driver comfort
feature is an optionally available rotating seat when driving involves a lot of
reversing. Activated by simply pushing a
button, it gives the driver a clear view
when driving backwards and protects
neck and shoulders against RSI.

Better visibility

Hyster has redeveloped the mast on its
2t-3.5t ic and electric FLTs with the aim
of providing drivers with maximum fork
visibility, resulting in faster cycle times
and greater productivity.
Hyster says it has optimised the 180
deg panoramic field of vision by enlarging the window through the mast, increasing the distance between the channels by 50% or more, and repositioning
the chains and hose routings.
The new 3-stage FFL and 2-stage
LFL mast designs include changes to the
structure that increase rigidity and improved hydraulic hose routings that extend hose life, further reducing the total
cost of truck ownership, with the benefit
of less downtime.
The new masts are available on all
four series, from the H2.0-3.5FT ICE
and J2.2-3.5XN electrics on pneumatic profile tyres, to the more specialised
S2.0-3.5FT and E2.2-3.5XN compact
cushion tyre series.

Faster lowering

Mast lowering speeds have also increased
with these changes. According to Hyster, tests have shown that it is possible
to handle two extra loads per hour per
truck. Across a fleet, this can lead to significant productivity improvements.
To make mixed load applications even
more efficient, Hyster has also released
new side-shift fork positioner carriage
options for the new masts. This provides
better residual capacity than carriagemounted attachments, while also making it quick and easy to reposition the
forks without getting off the truck. �
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Following the paper trail
B

olzoni Group has announced that its Finnish
affiliate, Auramo Oy, has
moved to a new headquarters
and production facility in the industrial area of Järvenpää, 40 km
north of Helsinki.
Built on an area of 5,500 m2,
the factory is dedicated to manufacturing an extensive range of
forest handling attachments. Bolzoni said the plant is state-of-theart, with skilled personnel and advanced production technologies
and machinery, including plasma
cutting, welding robot and CNCmachining, and follows the lean
manufacturing method based on
the “pull” system.

in the paper

Traditionally known for its expertise in paper handling equipment, Bolzoni Auramo holds the
leading position in the European
FLT attachments market, based
on close operation with the paper
industry worldwide.
“Over the years, Auramo Oy
has developed a special philosophy for the paper handling cycle,
with solutions for every phase
from production to end user,” said
Lars Petersson, president of Auramo Oy.
Roberto
Scotti,
Bolzoni
Group’s CEO, added: “Our new
Auramo plant will improve our
efficiency, lead time and production quality, enhancing our ability
to provide customers with a wide
range of high quality products,
allowing us to better satisfy the
market requirements.”

acquisition trail

Bolzoni acquired Auramo in 2001,
to become Europe’s biggest and,
after Cascade Corp, the world’s
second biggest FLT attachments
specialist. Further growth was
accomplished with the takeover
of Brudi Attachments in the US
in 2002, and then again in 2006
with the agreement to buy Hans
H Meyer GmbH and keep the
Meyer brand.
It has taken time to integrate
the Meyer sales and distribution
network in various countries
into Bolzoni Auramo, to provide
customers with a “single source”.
The latest reorganisation is in
Portugal, where both brands will
be distributed by Bolzoni Portugal Lda, a company formed by
Joaquim Mafra, Luis Silva and
Bolzoni SpA, with facilities in
Palmela. Earlier this year, Hans H
Meyer GmbH and Bolzoni Auramo GmbH joined their sales and
service organisations in Germany,
Switzerland and Austria.
In Germany there are two
service and workshop centres:

investments and equipment models
show there is plenty of life in the
forestry products handling sector
Salzgitter in the north, where the
customer training centre is also
located, and Korschenbroich in
the west. A new spare parts centre is planned for the latter part of
this year.

Upgrade

Bolzoni Auramo group recently
upgraded a number of clamps
and other attachments. These include the LA-4 paper roll clamp
for high volume handling of 2-4
rolls weighing 5,000-10,000 kg
in total and with 1,300-1,800mm
diameters, and the even bigger
LA-6 for handling 2-8 rolls with a
total capacity from 7,500-12,000
kg.
The company has also launched
a new B-W bale clamp for waste
paper, in capacities from 1,6004,200 Kg at 600mm load centre.
This features a very rigid frame
structure with a single piece double “T” profile. A front shield plate
on the clamp body protects cylinders and hydraulics.
The arm is welded directly to
the sliding profile with reinforced
elbow to provide strength and rigidity, even though the arms have
a thin profile to allow tight and
efficient bale stacking and damage-free knifing. Round steel rods
inside the arms provide greater
friction and better gripping, while
replaceable wear bars welded under the frame and the arms provide additional wear protection.

roll diameter. This follows the
earlier launch of the bigger 22H
and 24H models. It features the
latest H series pad alignment system with dual springs, holding the
contact pads in the correct alignment. It is provided with 360deg
rotation and a 180deg stop group
is available to ensure pad alignment with the roll. A wide variety
of rubber, PU and other pad surfaces is available, the pivot bushings are lubrication-free and the
pads are protected against wear
and tear.
The 13H is available with Cascade’s popular HFC (hydraulic
force control) system to ensure
that the correct pressure is applied.
Traditional mechanical 3-position
relief valves are usually not properly utilised or left in the “high”
setting, while HFC automatically
adjusts the pressure to the mass
of the roll by continually sensing the hydraulic pressure necessary to lift the load. There is no
need for the driver to change his
working methods. HFC is a low
maintenance system as it does not
require an accumulator.

41g and 5g

While the 13H is designed for
newspaper publishers, printers
and warehouses handling small
and medium sized rolls, in a new
development, Cascade has an-

nounced the release of the 41G
and 50G sliding arm paper roll
clamps. These are new Class IV,
4.1t and 5t clamps designed for
handling one, two or four paper
rolls at once, increasing productivity for stevedores and other “upstream” handlers.
What differentiates the clamp
from the pivot arm style clamp is
the constant thickness of the arm
when clamping on different sized
rolls. The design, said Cascade,
is ideal for cross-docking, ports,
general warehousing, stevedoring
and trailer loading, and other applications where tight stacking is
needed.
To optimise clamp capacity,
Cascade is offering high and lowpressure cylinder sizes to improve
compatibility with FLTs.This will
allow the user to have the fastest
clamp speed possible for the capacity of clamp being used.
The clamps share many components with the G-Series bale
clamps, such as valves, anchors
and mountings. The split arm
system allows rolls with up to a
3-inch difference in diameter to
be handled simultaneously, while
the thin arm profile enables damage-free handling when knifing
between tightly stacked rolls. The
hydraulic circuit provides overclamping protection, sideshift
pressure relief and accessibility for
servicing. A 3t version will be released shortly.

Hyster E4-5.5XN e-FLT handling paper roll
toughness and hence the robustness required by the equipment.
Waste material recycling for paper
manufacturing is right at the top,
followed by pulp and paper mills.
At the lower end of the scale
are the converting facilities, as
the equipment operates largely in
clean indoor conditions. Here improved performance and capacity
has “opened the door” for clean
and quiet battery-electric trucks.
Hyster claims that its new

E4-5.5XN e-FLT series (4.5-5t
capacity at 600mm LC) offers
the same tough qualities as an
ic-FLT for intensive work. “The
acceleration, speed control and
load lift capability provided by
the new Hyster E4.0-5.5XN series matches the renowned high
performance standards offered by
Hyster IC trucks,” stated Matthew Allen, engineering manager
for counterbalance product, Europe at NMHG. �

rankings

Hyster has ranked operating environments according to their

Cascade’s new 50G sliding arm paper roll clamp can handle up to four rolls

Tough going

The forestry products industry is
an intense working environment
often running 24/7, so avoiding
equipment downtime is a key requirement. In terms of total value
the most important end product
is the paper roll, which is highly
susceptible to damage as it can
be moved, stored and transloaded
10-14 times in the supply chain.
On the other hand, the speed
and precision of modern printing
presses requires near perfect form.
Out-of-roundness due to
overclamping pressure leads to
rejection as does edge or tearing
damage due to underclamping.
Cascade and Bolzoni Auramo
have put much effort into designs
and systems to ensure that the
clamp is operated at the correct
pressure for the mass and size of
the roll(s).
Amongst Cascade’s newest
products is the 13H clamp for
small to medium size rolls, with
a capacity of 3,200 lbs at 42-in

Saga, Masterbulk deal
In July, Saga Forest Carriers Intl
AS (Saga) and Westfal-Larsen
Shipping AS (Westfal-Larsen)
entered into an agreement to
form a joint shipping pool operation.
The pool will be managed
by Saga Welco AS and will
combine the open hatch fleets
of Saga Shipholding (Norway)
AS, Masterbulk Pte Ltd (Westfal-Larsen) and Attic Forest AS
(Hesnes Group) with a modern
fleet consisting of 52 open hatch
vessels and two newbuildings to
be delivered in 2017. Saga, part
of NYK, is contributing 29 vessels, Masterbulk 20 and Attic
three.
Saga Welco is owned by Saga
Shipholding and Masterbulk
on a 50:50 basis. Subject to

September 2014

regulatory approvals, operations
should start at the beginning of
October. The head office will
be located at Tenvik/Tønsberg,
Norway and the senior management is made up of Lars Traaseth of Saga as CEO/president
and Einar Didriksen of WestfalLarsen as COO.
“The commitment from
Westfal-Larsen and Saga to establish Saga Welco will strengthen our ability to meet the future
demands from existing and new
customers,” said Traaseth.
“The international wood
pulp industry is a key focus area
for the Saga Welco Pool,” added
Didriksen. “The new partnership will significantly boost our
joint capacity to service the international forestry industry. �
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Kalmar tops the ton
A

tentative inquiry by a
German steel mill for a
100t steel handler made
just over a year ago led to the development of what Kalmar claims
is the world’s most powerful reach
stacker, with applications beyond
steel making.
The order was placed by the
Evertz Group for operation at the
Salzgitter Flachstahl mill for handling hot and cold 50t steel slabs.
The design and build project
for the Kalmar DRG65092A5XS reach stacker was completed at Cargotec-owned Kalmar’s Lidhult plant in Sweden in
just 12 months. Kalmar was able
to revert to an earlier design of an
8m wheelbase ContChamp from
the time when the company was
controlled by Partek Corporation.
However, this machine was
only available in the DRD range
and was subsequently dropped
from mainstream production
when that line evolved to the
DRF range, which was subse-

when the lift pressure is removed,
allows the actuating cylinders to
withdraw the jacks and fold them
away.

Barging in

Kalmar has built its most powerful
reach stacker yet, achieving a new
lifting record of 103t
quently upgraded to the current
DRG “Super Gloria” product.

Small for its size

The new DRG1000 reach stacker
has a wheelbase of 9.25m, over
double that of the DRG 450
range. While this can restrict manoeuvrability, with a turning circle of 12.5m, it gives a weight to
payload factor of approximately
1:1. Tare weight is between 100t
and 110t, depending on the configuration and specification.
This compares to nearly 2:1 for
the DRG450-65C5X intermodal
reach stacker, which has a machine weight of 83.5t for a maximum lift capacity of 45t.
The new heavyweight reach
stacker in its industrial variant is
available either as a lift hook ver-

sion, designated the Z version, or
equipped with a Bromma TC-65
tool carrier attachment, known as
the A-range.
The DRG1000-92 ZXS
“hook” machine is rated at 100t
at 2,000mm load centre and 47t at
6,000m. The lift height is a maximum of 13m while maximum
outreach is 11m.
It was this version Kalmar
employed this month to claim
a record lift of 103t, which was
lifted, without jacks, and moved
slowly. The feat was performed
using a BA-186B(100) hook device, with a 100t SWL, designed
and manufactured especially for
this model of reach stacker by
Madrid-based Tec Container.
As the record-setting machine
will be employed in the Salzgit-

For static lifting, the reach stacker is
equipped with hydraulically operated
front stability jacks

The DRG1000 is fitted with
21.00x35 tyres from Continental’s
CraneMaster range

ter mill, it will be equipped with
a tool carrier for the steel handling attachments. It is consequently rated at 65t at 4,000mm
load centre, lifted with no jacks
for travelling with the load, or 65t
at 5,000mm with the jacks down
in static mode. Lift height is increased to 15m over the Z-variant, although outreach is the same.
This machine is designed to
handle hot 50t steel slabs measuring 2.7m x 12m x 350mm using

a Bonhof hydraulic slab grab. For
handling 50t cold steel slabs, the
attachment can be changed to a
Woko electro-magnet attachment.
The magnet is powered by an
onboard 25 kW Kubota diesel
genset mounted adjacent to the
boom pivot support arms, with a
battery pack for backup power, as
required by safety regulations.
Special features for the Evertz
machine include a fire extinguishing system and an elevating cab
that can be raised/lowered when
the truck is travelling.

driving ahead

The drive train comprises a Tier
4 Volvo 10.8 litre TAD-1172-VE,
developing 285 kW with a maximum torque of 1,936 Nm. This
drives a ZF SWG-311 fully automatic gearbox incorporating five
forward and three reverse gears,
coupled to a Kessler D111 drive
axle.
The highest capacity DRG450
reach stacker, in contrast, uses a
Volvo TAD1360VE (256 kW and
1,745 Nm), ZF SWG0261 and
Kessler D102 drive axle.
An efficient load sensing hydraulic system enables the DRG
to double the lift capacity with a
relatively modest 80 kW power
increase. However, the transmission is significantly upgraded,
and the Kessler D111 drive axle
is “good for 250t”, according to
Kalmar engineers.

Bigger tyres

Timars Port Equipment – Reliable, Efficient & Safe
Two good examples of Timars exceptional solutions. Do not hesitate to contact us for
more examples, like the new fully automatic offset frame.

Meet us at
TOC Americas
Booth A8

The DRG450 machine, in
65C5XS intermodal guise, is shod
with 18.00x33 tyres all round.
But the DRG1000 takes this a
stage further with 21.00x35 tyres
supplied by Continental from its
CraneMaster range, in place of
the normal ContainerMaster designed for reach stacker use.
This size tyres were also used
on the ContChamp DRD45080S4XS 8m wheelbase reach
stacker but have not subsequently
been included in the specification of any other “standard” reach
stacker.
For static lifting, the machine is
equipped with front stability jacks.
While hydraulically operated,
these are not locked in place by
the hydraulic system and therefore no shock loads are transmitted back from the pads to the oil
pipes/hoses.
Instead, the jacks are locked
mechanically with a twin fulcrum
“parallelogram” motion, which

While a 100t capacity is not a requirement for most container terminals, the DRG1000 could provide an effective barge handling
machine. Accordingly, Kalmar
is promoting it for this role as a
DRG450-92 S6HC variant, not
in terms of capacity, but outreach.
This provides the machine with
the ability to handle the fourth
row of containers, taking into
account the stand-back position
from the quay edge, fenders, hatch
walkway and coamings. This is
claimed to be the only machine
capable of four-wide handling
and potentially opens up a new
market by encroaching on mobile
crane handling.
This capability comes at a cost.
Kalmar casually mentioned that
the 100t reach stacker was “twice
the size at twice the price”.
Kalmar’s previous barge handlers have been able to handle 30t
at two to three-wide whereas the
larger machine can manage 40t at
three-wide or 27t at four-wide,
with jacks down. At the same
time, it can also stack five-high/
four-deep in the yard mode.
When fitted with a Bromma
toplift incorporating folding
overheight legs with twistlocks
for the negative lift, the machine
is capable of 45t-45t-40t-27t lifts
in the first to fourth row with
jacks down, while for yard handling, this capacity corresponds
to 45t-45t-45t-34t in rows one
to four, again with jacks down at
five-high.

Made in Sweden

This first DRG1000 was built at
the Lidhult plant in Sweden, despite the fact reach stacker manufacturing has been transferred to
Cargotec’s multi-assembly unit
(MAU) facility in Poland. When
this was undertaken, there was
widespread concern that the
manufacture of mast trucks would
follow and the Lidhult plant
would close.
Lidhult was Kalmar’s main
manufacturing base for FLTs and
reach stackers even prior to its
absorption by Valmet/Sisu and is
now the only main plant that has
not been closed and its activities
transferred outside Finland and
Sweden.
After evaluation of the alternatives, Cargotec has decided to
retain all mast truck manufacture
in Lidhult, which currently outputs around 24 machines a week
or 1,000 a year.This output covers
mast trucks from 5t to 9t in the
“light” category, including electric
trucks, 9-18t medium and 18-52t
heavy, including dedicated empty
container handler machines.
This wide range of products
requires considerable production
planning and flexibility, which
is not necessary for standardised
reach stacker manufacturing. This
is possibly something that Kalmar’s Polish plant could have difficulty incorporating into a busy
production line. �

With a 9.25m wheelbase Kalmar’s biggest reach stacker can handle 100t loads
in industrial applications or barges stowed four containers wide

TIMARS OHA-FRAME

Fully automatic overheight frame for safe and
efficient handling of flatracks and open top
containers. Can be used with all spreaders. Highly
appreciated by operators all over the world.

TIMARS C-LIFT & GRAVITY CENTRELIZER

A smart and efficient semi-automatic spreader with
the unique Centrelizer unit for handling unevenly
loaded containers.

Visit our website for more information.
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Busy times for spreader makers
N

etherlands-based
spreader
maker Stinis produced around
250 spreaders at its Rotterdam
works last year, a record that proprietor
Kees Stinis is not keen on repeating. He
considers that, with the plant working at
maximum capacity, jobs could be rushed
and delivery schedules suffer. This was
not actually the case, but a second year
at this pace might turn out differently.
The company has, accordingly, decided to extend its Malaysian factory
to take the pressure off the Rotterdam
plant. The €7M investment programme
includes €2M for new land and €5M for
the buildings and machinery, including
a telescopic spreader test rig and 20t capacity overhead cranes.
The Malaysian plant will continue to
manufacture the Autotwist fixed single
rope spreader. This continues to provide
Stinis with a steady revenue stream, with
around 200 to 250 units produced every
year.

Activity levels are up, although the recent
downturn in new crane orders will affect
the sector in the next six to 12 months
mma is satisfied that it has solved the
flipper gather and holding torque problem and clearly LBCT is convinced.
One also has to bear in mind the intense “green” pressure on the LBCT
Middle Harbor procurement and it will
be, in effect, an all-electric terminal.
In most cases, spreader design is evolutionary rather than revolutionary. As

part of its ongoing spreader development Stinis has modified the twistlock
position reporting system.
Previously the sensors were external
to the twistlock, but now a high density
plastic collar, which fits around the top
of the twistlock, incorporates two embedded sensors that detect the “open”
and “locked” position and provide a

more positive signal to the control system and indicator lights than previously.
A new concept such as “tandem” or
twin 40/45 lift pushes the boundaries
much further. Twin 20 has been with us
for around 30 years, but most containers
in major East-West trades are 40/45fts.
In Stinis’s case, the spreaders employed in
tandem operations are essentially “standard” Long-Twin 20-40/45 telescopic
designs with a special headblock.
One of the limitations of tandem
hoists, Stinis considers, is the crane reeving configuration and crane capacity required. The tandem hoist ZPMC cranes

at Antwerp Gateway, for example, have a
total hoist rope length of some 3,000m,
while the similar size Kalmar cranes at
the terminal equipped with Stinis SplitHeadblock require half this amount of
rope.
A capacity of at least 100t on the ropes
should be specified, which leaves very
little margin if two 30t loaded 40/45ft
containers are lifted, as actual twistlock
capacity is 60t, with 10t required for the
Stinis Split-Headblock and 15t apiece
for the spreaders.
To reduce dead weight, Stinis has
developed a fixed 40ft spreader which
weighs around 6t. The end beams can be
extended to gather 45fts with the flippers.
If, say, this was one spreader under
a Split-Headblock, the weight on the

Two-way traffic

The Malaysian plant also supplies some
sub components to the Rotterdam facility, which essentially assembles, tests
and commissions telescopic spreaders,
as well as undertaking all R&D. Some
components are welded and fabricated
in Malaysia for the Rotterdam plant, using German steel shipped out to Stinis
specifications.
However, much of the welding, fabrication and machining is carried out in
northern Europe. The company points
out that the balance between shipping
costs and labour rates makes this twoway traffic viable as long as it can be
containerised.
It is also planned to undertake the
manufacturing of telescopic spreaders at
the expanded Malaysian plant. It is envisaged that it will produce around 25
units in its first year, a figure that will
probably increase in line with experience. The telescopic spreaders will be
yard crane units, as all STS crane spreader production will stay in Holland.
STS spreaders, Stinis regards, are crucial to a terminal’s productivity and have
an immediate effect on ship operations
if a unit fails.Yard crane spreaders, on the
other hand, are less visible and failure
can normally be rapidly compensated.
The Stinis yard crane spreader is based
on its straddle carrier version, which
now challenges Bromma as the main
spreader in this market. Bromma is the
exclusive supplier for affiliate Kalmar’s
straddle carriers, while Terex (Noell)
standardises on Stinis spreaders, as does
Konecranes, although both are open to
alternatives if specified. Liebherr has no
preference, but was required to fit Stinis
spreaders to the seven machines it supplied recently to ECT in Rotterdam.

Electric challenges

Yard crane spreaders generally represent
a simpler design challenge than waterside spreaders, particularly with regard
to full electric operation. The problem,
Stinis notes, with regard to fully electric
waterside spreaders, is flipper actuation.
One of the company’s fundamental
design parameters has always been extremely powerful flipper movement able
to align a container and spreader rapidly.
The degree of force Stinis requires is relatively simple to apply with a hydraulic
cylinder, but presents a technical challenge when operated through an electric
actuator.
Considerable design work has gone
into the actuator, particularly teeth size,
profile and number, as well as the material employed. Even case-hardened steel,
for instance, was found to wear rapidly.
An expensive material solution has
subsequently been found to work satisfactorily over long periods. However,
long-term motor reliability coupled
with cost are issues that necessitate further development work.
Stinis’s view makes the case of Long
Beach Container Terminal (LBCT) all
the more interesting, as it will be the first
really big rollout of Bromma all-electric
STS45Es. As previously discussed, BroSeptember 2014
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ropes would be cut from 40t to
31t (10t + 6t + 15t).The company
attributes the idea to APM Terminals, which has found that in tandem lift mode, invariably 40ft or
45ft containers are handled.

Flipped out

ELME in a box
ELME® releases a new concept – a box with all the
genuine spare parts you need to your ELME spreader
model 817. One order and one shipment is all you
need to make your 5 000 hour service. It ensures low
downtime and is more economical than buying all
parts individually and you will have all parts in place.
Sounds good?
Make sure to keep your spreader in good condition by regularly service checkups!

www.elme.com
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Flipper positioning is a problem
when handling 45ft containers
with a fixed 40ft spreader frame
as, while the two side flippers
are not affected, the end flippers cannot be used to gather
45ft containers. To overcome
this difficulty, the end flipper is
mounted on a telescopic beam,
which extends 2.5ft to connect
with the end of a 45ft container
with the twistlocks still in the
40ft position housed in the fixed
frame. The extending arms, diagonally opposite at each end, are
therefore not subject to vertical
loading and can be of a relatively
lightweight construction and actuation.
Reducing weight by using
high tensile steel is another option, but Stinis does not consider
this is a good idea, due to welding problems. Also, it considers
that the properties of high tensile steel, once it has undergone a
welding repair, can revert to that
of conventional mild steels and,
having a reduced thickness, can
result in further crack stress.
Stinis does not disclose orders
in detail, but it is known to have
received an order for 10 SplitHeadblocks for ZPMC cranes
for Evergreen Taiwan and more
than 20 Long-Twins as replacement spreaders for cranes at DP
World’s T1 Jebel Ali. Split-Headblocks with Long-Twins are also
being fitted to the cranes at Rotterdam World Gateway (RWG)
whereas the STS cranes at T3
Jebel Ali are being fitted with the
RAM SingFlex system.
RAM SingFlex was also installed on the quay cranes at London Gateway, but it is not clear
how far their operation has been
“ramped up.”
So far Bromma has supplied
one Tandem to APM Terminals
for the automated STS cranes at
Maasvlakte II and the order for
eight more has been confirmed.
However, the terminal is running
two to three months late and it
has not yet been possible to test
the Tandem. In any case, for an
initial period APMT MVII will
use single Bromma STS45s, not
Tandems, on the waterside hoist,
so it is not clear when the other
Tandems will be delivered.
Bromma is also considering a
relatively light Tandem spreader
configuration with fixed 40ft
spreaders with two 2.5ft telescoping arms for the flippers
to gather 45ft containers. Like
Stinis, the reasoning is that most

Stinis spreaders on Kuenz ASCs at APM Terminals Maasvlakte II
side-by-side lifts concern 40/45ft
containers, so the extra mass and
complication of separating centre
twin 20s adds little benefit.
In the first eight months of
this year, Bromma’s order intake
was 35% ahead of the same period in 2013 and its Ipoh plant
in Malaysia has been quite full. In
2013, Bromma estimates it had a
>50% share of the STS and yard
crane spreader market. It is strong
in all parts of the world, but a notable feature of this year (up to
end of August) is an almost 75%
share of the South America market, which it ascribes to product
quality and reputation, backed by
good local service and support,
which is coordinated from the
regional office in Miami.

MHCs excluded

None of Bromma’s regional
market share estimates include
mobile harbour crane spreaders
ordered by OEMs, because Bromma generally does not know
the projects, although they include replacement MHC spreaders ordered by the operator.
For the record, spreader orders not already reported this
year include eight YTS45s for
SCCT in Port Said; 10 YSX45Es
for Kalibaru in Indonesia; five
STS45s for SPRC and Contecar in Colombia; five STS45s
for TPS Valparaíso; two STS45s
and seven YSX40Es for Puerto
Central, San Antonio; and five
YSX40Es for Super Terminais,
Brazil. Clearly South American
operators are gearing up for New
Panamax ships, and they may be
creating overcapacity.
The YTS45s for SCCT are
interesting as they are separating
centre twin 20s – not normally
specified on a yard crane – and
the actuation is electro-hydraulic
rather than fully-electric (‘E’ suffix). Vikram Raman, Bromma’s
VP for sales and service, states
that >90% of Bromma’s yard
crane spreader sales are now allelectric.
Port Equipment Manufacturers Association data for 20052011 indicates that the ratio of
new equipment is 2.8 yard cranes

Testing times for Stinis
After feedback from one client
that its Long Twin 20 telescopic waterside spreader vibrated
under load when extending,
Stinis has modified its test rig
for the Long Twin extending
system. The test rig was developed in-house prior to the
extending Long Twin design
and was only capable of static
testing.
Spreaders are tested at
150% SWL prior to leaving
the factory in the presence of
a Lloyd’s surveyor. The 45ft
spreader with a deeper main
beam is tested to 200t.
While the test can impose
full load conditions on the
Long Twin spreader in the 40ft
“closed” position and also the
“open” position, it could not
do so under extension during
the 1.6m movement between

the two positions.
Stinis redesigned the rig to
test this motion under full load.
This required some innovative
engineering involving the use
of “skirted” integrated air cushion pads to carry the weight
during longitudinal movement.
This in turn required new 75
kW air compressors to supply
the necessary air volumes at
around 4-bar.
These also supply air pads
that support one side of the
Split-Headblock unit during
fabrication. It is therefore possible to extend the hydraulic
scissor arms to separate the two
sides with the anchored side
– i.e. without the air cushion
floats – able to “push” the other
side out to its extended position without the use of a complicated crane frame. q

to one STS crane. Taking this
and the fact that, on average, 11
spreaders are ordered for every
10 yard cranes and four spreaders
for every three STS cranes, the
yard crane spreader to STS crane
spreader ratio is 1.9:1. However,
explains Lars Meurling, Bromma’s VP for marketing and business development, in Bromma’s
case the ratio is 1.3:1, which
backs up the fact that Bromma’s
order mix has for the past 12 to
18 months included a relatively
high share of orders for STS
crane replacement spreaders.
Typically, says Meurling, STS
crane spreaders are replaced
every 10 to 12 years, while RTG
spreaders last at least 15 and
maybe 20 years. At the moment,
Bromma is dealing with new
spreaders for STS cranes typically ordered in the 2003-2005
period.
As STS crane orders reached
an unprecedented peak in 2006,
there is more of this business to
come, particularly in the China/
Asia-Pacific area and this partly explains why Bromma has
opened a new global headquarters in Singapore (see news, page
2), although global sales and marketing and R&D will remain in
Stockholm.
At the moment, orders in China for new STS cranes are running at a very low level, but with
high forecast CAGRs in container traffic, this situation cannot last. Utilisation rates are running at an unsupportable 90-95%
whereas for maximum efficiency
the rate should be no more than
75-80%.

Tailor-made

VDL Containersystemen specialises in highly tailored spreaders and combi-attachments and
its customer base includes combi
rail and trimodal terminals across
Europe. In the past two to three
months, VDL has booked three
spreaders from Dutch-Belgian
inland shipping company BCTN.
One will go to BCTN Venray, as a replacement for a VDL
(then Smits) spreader supplied
in 2001; another one to BCTN
Nijmegen for a new crane; and
the third for the new inland
terminal Containertransferium
Alblasserdam, where a new
Kocks Bargeserver will be commissioned next January.
This is an important order as
Alblasserdam is a strategic development aimed at relieving the
Rotterdam port motorway (A15)
of 180,000 truck trips per year.
Another Kocks Bargeserver is
in build for BCTN Meerhout,
which has yet to place its spreader order. Other new business has
come from Kocks recently, in
connection with new cranes for
Duisburg and Gdynia.
Meanwhile, Combi Terminal
Twente, in which BCTN has a
share, has ordered a VDL spreader
for a terminal to be developed
in Almelo. The spreader will go
into service in late 2014 on a
second-hand crane that Twente
has acquired from Germany’s
Teichmann Krane. In addition,
a spreader has been ordered
for another second-hand crane
September 2014
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acquired from Teichmann for a new
Dutch inland shipping terminal, being
developed by Exmijro BV in Doesburg
(east of Arnhem) on a dead arm of the
river IJssel.
These five spreaders are all interchangeable and can be used on the
cranes in each terminal. They have 2030-40-45ft stops, six electric flippers and
are equipped with VDL’s damping system – a shock-absorbing/noise reduction system consisting of push dampers
installed in the twistlock end-beams.
Container height differences of up to
6ins can be accommodated.
Elsewhere, two piggyback spreaders
have been supplied to German crane
maker Tobies Kran- und Förderanlagen
for new RMGs it has supplied to Neuss
Düsseldorf, and two more full “Deutsche
Bahn spec” piggyback spreaders have
gone to Tobies for a new crane it is supplying to Köln.
Other recent business includes three
spreaders supplied to Italgru for mobile harbour crane projects, while four
MHC spreaders have been supplied to
Star Reefers, which carries one spreader
on each of four ships.

Germany's Brosa weighs in
Germany’s Brosa AG has now installed
over 1,000 load cells in container
spreaders as part of a container weighing system.
For a container weighing system,
the Brosa load cell is mounted around
the top of the twistlock shank. A collar
type assembly has the advantage of being detachable, so it can be inspected
and re-used after a twistlock change.
The unit is built for over 2M cycles, which is well beyond the typical
replacement interval of 200,000 cycles
for a twistlock.

Each load cell is designed for a nominal load of 0-15t, but has a SWL of 55t
and breaking load of 65t. It transforms
the “stretching” of the twistlock during
lifting into a compression force that is
measured in the load cells. Its patented
tripod design allows a very accurate
measurement even when the load on
the twistlock is uneven.
Another big advantage, says Brosa,
is that the sensors have an integrated
amplifier that is pre-calibrated during manufacturing. There is no need,
therefore, for on-site recalibration of

individual load cells to commission the
system.
Brosa now has a sizeable reference
list in container cranes. The biggest installation so far is at DP World’s London Gateway terminals where Brosa
load cells are installed on 51 spreaders.
DP World also has 32 spreaders with
the system at its Brisbane terminal.
Other customers include TraPac in
Los Angeles with 28, Contecon
Guayaquil and Yilport with 12 each
and Terminal de Conteineres de
Paranaguá SA with 11. q

The Brosa force sensor is installed around the
twistlock shaft

Earls in the running

Earls Spreaders of Vancouver BC has
been named along with Bromma, RAM
and Stinis as one of the “preferred”
spreaders in the specifications for two
new cranes for the Port of Tampa Bay.
Tampa received just one bid for this project, from ZPMC, with which it is now
negotiating a final contract.
Principal Bruce Coatta said Earls has
not sold a new spreader to Tampa, but
the port has had very good service from
two used units it bought from another
terminal around the time it acquired
three used Paceco cranes from APM
Terminal’s Port Newark, New Jersey
terminal in 2005.
Coatta was initially concerned about
a new customer getting its first experience of Earls spreaders on units that
were being retired after 10 years of very
heavy service. However, the spreaders
have held up well and are still in service
at Tampa, and the port has been sufficiently impressed to recommend Earls as
one of the potential suppliers for its new
crane project.
The process by which the crane OEM
selects a spreader, and the amount of
control the port has over that process,
is always somewhat opaque. Unless directed otherwise the OEM will typically
take the lowest price option. ZPMC, of
course, supplies its own spreaders, and
for this project the port has asked the
Chinese firm to list any cost deduction
for any cheaper spreader it recommends
in place of one from the preferred list.
Building its product in Canada, Earls
is more of a boutique than a volume
supplier that can compete on price. This
has long been the case but the company
is now in its 60th year, with the fourth
generation of the Coatta family now involved, and it continues to sell spreaders.
Though a philosophy of keeping the
design current while focusing on quality,
performance and reliability has served
the company well, Coatta acknowledged
it is getting harder to get terminals to focus on the cost of downtime and maintenance and not just purchase price.
Even where a spreader costs significantly more upfront, that cost can be
quickly paid back in a busy terminal
by reducing downtime and unscheduled maintenance by just one outage
per month. The challenge Earls faces, he
said, is getting those costs documented
and fed into the purchasing decision
process. q
VDL’s shock/noise damping system comprises push dampers installed in the twistlock
end-beams

Multifunctionality
is our nature

The Stinis Split-Headblock® is a multifunctional and highly ﬂexible
system that replaces the conventional headblock. It can be connected
to a single or to two separate spreaders, thereby handling various
combinations of 20’, 40’ and 45’ containers simultaneously.
Switching from single to dual spreader operation (and vice versa)
takes approximately 2 ½ minutes and is achieved without the
intervention of ground staff. With the Stinis Split-Headblock® you will
increase the ﬂexibility, and thereby productivity, of your operations.
Call us to learn more about this multifunctional design.

®

Stinis Split-Headblock
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Elme still competitive at 40

T

his year marks the 40th
anniversary since Elme
first started manufacturing container spreaders, having
been formally established in December 1973. Based in a rural
environment between Malmo
and Stockholm in a village better known as the home of IKEA,
there are no obvious links to the
world of container handling.
However, the region is a
“breeding ground” for heavy
mast trucks, with now defunct
manufacturers such as Ljungby
Truck, Silverdalens, ASEA, LMV
evolving to form companies such
as SMV (now Konecranes Lifttrucks), Kalmar and Svetruck, all
located within a 75 km radius.
Founded by Gosta Karlsson,
who still owns the company and
maintains a very hands-on approach, the business has grown
from a small manufacturer of
simple spreaders for mast trucks
to handle empty containers to
become a multi-million dollar
organisation outputting around
1,000 to 1,200 spreaders a year.

Core concept

Elme has stayed on top by keeping
production in-house
semble their products from outsourced fabrications.
A nearby mast truck manufacturer, for instance, sources its cast
iron counterweights from China,
where costs must be significantly
lower to outweigh the expense of
shipping these heavy items.
Karlsson comes from a background of mast truck manufacturing and log handling, on
which the development of the
region’s truck manufacturing was
based. However, he took a significant gamble on a new, related
but untried, market of container
handling at a time when most
containers were 20ft and handled
through the fork pockets on the
base of a 20ft container.
But, of course, 40ft containers do not have fork pockets, so a
top lift design picking up through
twistlocks engaging the corner

castings had to be developed. Top
lift spreaders, despite their greater
complexity and weight, proved a
more productive and safer method of holding a container, even
though the spreader was normally
carried by the fork tines, and still
is on some designs without an integrated carriage.

groundbreaking

The company had a relatively
slow start, as could be expected
developing and introducing a new
concept, moving from its original
site to its present location in 1983
when it had five full-time employees. That year, however, marked a
turning point with the establishment of Elme International in
Holland under Bob Lensink.
By 1992 it had grown to 22
employees and consolidated its
site at Almhult, which by 2001

Two completely different spreader types – a telescopic on the reach stacker and
an empty container end frame with patented side clamps, both produced by Elme

Elme focuses predominantly on
the mobile truck sector, both for
mast trucks and reach stackers,
with as much as possible of the
manufacturing retained in-house.
Sub-contracting is employed only
when the plant does not have
sufficient capacity to produce all
components. Indeed, the plant
can produce a complete spreader
internally, requiring only small
standardised components to be
bought in.
This concept, once common,
is now almost unique in Northern Europe, where most cargo
handling plant manufacturers as-

Elme has stayed competitive by investing in technology, such as its automated
CNC machine, which can run 24/7
encompassed a workshop of
14,000 m2. Output exceeded
1,000 spreaders for the first time
in 2007, while it peaked in 2008
at over 1,300 spreaders.
The global economic crisis
caused a subsequent sudden drop,
but output has since started to
recover. In 2011, production was
within 20 units of the record and
this year the production forecast is
for over 1,200 units again.
Though the market has recovered, new orders today, Karlsson
notes, tend to be focussed more
on the replacement market.There
is a trend towards refinement of
existing designs, coupled with
bringing the manufacturing costs
down. It would be possible to
lower attachment weight through
the use of high tensile steels, but
Karlsson notes that “weight goes
down, cost comes up”. Instead,
he points out that it could be
more cost-effective to reduce the
weight of the boom tip and rotator to increase tare.

Spreading out

The current production and office facilities cover 18,000 m2 of a
74,000 m2 site owned by the company, of which some 30,000 m2 is
undeveloped and earmarked for
potential expansion. The next ex-

tension phase will cover 6,000 m2.
The welding plant is relatively
new, equipped with robotic welding machines that not only can
work 24/7 but achieve a high
level of accuracy, consistency and
quality.
Even so, with some eight welding robots, the line struggles
sometimes to keep up with demand and it is estimated that 10%
of welding has to be outsourced
for capacity reasons.
The next investment will be a
new paint shop and shotblasting
booth, as the old facility is fast
approaching the end of its viable
working life. Some 75% to 80% of
production is now treated, primed
and painted in-house, although
Elme would like to increase this
level. A new paint shop is also
required to meet environmental
regulations when the capacity is
increased, which will also involve
a new paint type. Elme is not saying what this will be, other than
“it won’t be water-based”.
The firm employs a three-stage
paint finish with primer, intermediate and top coat.While Karlsson
states that a lot of attention is paid
to paint, he concedes that “the best
paint finish in the world will not
prevent rust if it is scratched off ”.
There was some speculation

that Elme was up for sale, which
Karlsson dismisses as rumours
not based on fact, and possibly
malicious. He points out he has
no reason to sell as it is a family business that makes a steady
return on investment, although
profit margins, he notes, are small.
There also appears to be a sense
of loyalty towards his workforce.
New owners may want to change
his commitment to in-house
manufacturing and this does not
hold much appeal. “We are a big
manufacturer of spreaders, but still
a small manufacturer where nothing is special but nothing is standard,” he notes.

Family firms

Elme makes an interesting comparison with Stinis. Both are successful family-owned businesses
that, somewhat unusually in the
spreader business, have never been
sold or bankrupted. In the main
they do not compete – Stinis
focuses on crane (rope) spreaders, which command a higher
price but require greater labour
content and manufacturing costs.
It is estimated both companies
have a similar turnover, despite
Elme’s 1,000+ unit output compared to 300 telescopic spreaders
produced by Stinis.
Elme does include a yard crane
spreader design in its product
range, but this is not as widely
marketed as its mobile truck units.
Straddle carriers offers some potential but over 40% of this market is unavailable as Kalmar will fit
only affiliate Bromma’s spreaders,
leaving Noell/Terex, Konecranes
and Liebherr, where Stinis has a
significant share.
Elme does supply one straddle
carrier manufacturer that standardises on its design, Mobicon,
but this is a low throughput machine and does not compete in
the mainstream market. �

PREMIUM USED CONTAINER REACH STACKERS

WWW.FSH.EU
CVS- F479

SANY - RSC4531
Capacity:
45 t
Year:
2007
Hours:
12.957
ID:
1078

SANY - SRSC45C
Capacity:
Year:
Hours:
ID:

Capacity:
year:
Hours:
ID:

45 t
2012
165
1117

CVS-F377pb
45 t
2010
5535
1120

TEREX

Capacity:
42 t
Year:
2003
Hours:
13.823
ID:
1002

KALMAR- DFR100-54SX6
Capacity:
45 t
Year:
2008
Hours:
18.467
ID:
1146

SMV- Konecranes SC4531 CB5
Capacity:
year:
hours:
ID:

45 t
2006
9100
1155

+0049 2173 895620

Capacity:
10 t
Year:
2009
Hours:
14.000
ID:
1130

FSH Flurförderfahrzeuge
Service & Handels GmbH
Ernst-Tellering-Str. 32 A
D-40764 Langenfeld
Tel:
0049 2173 89562 0
Fax: 0049 2173 89562 99
info@fsh.eu | www.fsh.eu

MORE MACHINES AND INFORMATION-WWW.FSH.EU
58

PLEASE RETURN TO: WCN PUBLISHING (SUBSCRIPTIONS),
WCN PUBLISHING, THE COACH HOUSE, 24 BRIDGE STREET,
LEATHERHEAD, SURREY, KT22 8BX, UK
TELEPHONE +44 (0)1372 37 55 11 FAX: +44 (0) 1372 37 01 11
WEB: www.worldcargonews.com

September 2014

CARGO HANDLING

Weighing up the evidence
A

t TOC CSC Europe in
London in June, a stimulating workshop looked
at Safety along the maritime logistics chain. The session considered
the amendments to SOLAS
concerning the mandatory supply of the verified gross mass of
containers and the impact of the
introduction of the IMO/ILO/
UN-ECE Code of Practice for
packing cargo transport units.
The former has been approved by the IMO Maritime
Safety Committee (MSC) and
is expected to be implemented
by July 2016. The latter was approved without amendment by
the UN-ECE Inland Transport
Committee in February this year
and has now been approved by
the IMO’s MSC, leaving just approval by the ILO in November
this year before it comes into
force.

Correct packing

The workshop considered both
of these subjects and agreed that
while mandatory weighing of
containers was an important step
forward, it is correct and proper
packing and securing that will
have the greatest effect on reducing the risk of accident.
ETS Consulting research
has analysed actual data from
containers being lifted by handling equipment fitted with the
LASSTEC twistlock load sensing and operational safety system. Now owned by Conductix
Wampfler, this system is designed
to measure the load in each
twistlock of single and twinlift
spreaders. Each sensor measures
the load of a twistlock, and the
data is sent into a central data
processing unit and collected for
analysis.
Initially the LASSTEC system
was designed to detect snagging
of containers when lifting from
trailers or from cells. Sensors in
each twistlock spindle detect
the supported weight and compute the position of the centre of
gravity. If the container remains
attached to a twistlock on the
trailer or stack, the system will
identify the abnormality of the
load and alert the operator, who
can then stop the system and return the load to the ground.

Useful by-product

A by-product of this detection
system is that once the container is known to be free from the
trailer or cell guides, it is possible
to weigh the container to provide a gross mass and the position
of the combined centre of gravity of the container and cargo.
The ETS research has followed two lines of investigation,
the first looking at the measured
gross mass and the second at the
container’s centre of gravity.
Over the past four years, over
300,000 records have been analysed, with 125,000 container
lifts measured in 2010 and 2011
and a further 250,000 in 2013
and 2014. In these two time
frames, there is a substantial difference in the profile of the mass
distribution.
* This article was written by Bill
Brassington, principal of UKbased ETS Consulting.The views
and opinions expressed are not
necessarily shared by WorldCargo
News. A former general manager of
technical and engineering services
with GE Seaco Services, and before
that maintenance manager at P&O
Containers, Bill Brassington served
as Rapporteur for the IMO/ILO/
UN-ECE Cargo Transport Unit
(CTU) Packing Code Panel of
Experts and was recently appointed
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Number of vehicles

Four years of research by ETS Consulting, based on
data from actual box lifts, has provided analysis of
containers’ gross mass and their centre of gravity*
A major proportion of the
containers lifted are either empty
or are nearly empty. It is not possible at this stage of the research
to ascertain the type of container
lifted or whether the container
was actually in tare condition
or with a very small cargo mass.
All average values consider all
the containers lifted empty and
packed.
Records of lifts have been taken from a number of ports across
the world, but data included in
one data set may not be in the
other, so it is not possible to
confirm that the findings of this
research are consistent across the
entire maritime logistics chain.
The 2011/2012 data set analysed 124,391 container lifts,
which produced an average gross
mass (AGM) for 20ft containers
of 17,391 kg, while that of 40ft
containers was only marginally lower at 17,235 kg. Without
knowing the type of container
lifted it is not possible to ascertain
when a container is overloaded –
i.e. a gross mass exceeding the
maximum value shown on the
Safety Approval Plate†. However,
within this data set there were
466 20ft containers and 328
40ft containers with a gross mass
greater than 40,000 kg.
Further studies carried out in
2013 and 2014 analysed a further 205,000 container lifts and
showed that the AGM of the
20ft container had fallen slightly
to 17,208 kg while that of the
40ft had increased to 18,080 kg.
Analysing the heaviest containers, the number of containers
measured at more than 40,000
kg was found to be 53 for 20ft
containers (0.06% of all 20ft lifts)
and 1,041 40ft containers (0.90%
of all 40ft lifts).
Research carried out in the
UK on road vehicle gross mass
using a weigh-in-motion system
(Targeted roadside enforcement using
WIM and ANPR, Malcolm Jones,
VOSA) found that 1.5% of all vehicles passing through the system
were found to exceed the rated
gross vehicle mass (see Figure 1).
From the data provided, it is not
possible to differentiate between
vehicle types. However, a significant proportion of heavy goods
vehicles in the UK carry containers and it can be taken that
the percentage of overweight
road vehicles can be applied to
container trucks.
Assuming that a significant
number of the containers lifted
with a gross mass of greater than
32,000 kg is also overloaded, then
it is possible that the number of
containers packed and transported with a gross mass exceeding
the maximum permitted is in the
order of 1-1.5% equating to a
possible 4M overloaded containers moving each year.
The IMO’s amendments to
the SOLAS code requiring shippers to provide a verified gross
deputy chairman of the ICHCA
ISP Technical Panel. (bill.brasington@ets-consulting.org.uk)
20ft dry containers have a
maximum gross mass of 30,480
or 32,500 kg, 40ft dry containers
32,500 or 34,000 kg, while reefers
have a maximum gross mass of
34,000 kg and tank and some bulk
containers have a maximum gross
mass of up to 38t. Flatrack containers have the highest maximum gross
mass of up to 50t.

†

mass to the vessel’s master before
it is loaded aboard should start
to eliminate the number of containers moved in an overloaded
condition.

Dilemma

However, where the container
is weighed at or near a terminal,
any overloaded containers present those involved in its movement with a dilemma – what to
do with the container. Movement on the road may exceed
axle loads, while the master may
decide that it cannot be loaded
for onwards transport. This problem needs to be further examined, but it does reiterate the
responsibility of the packer to
provide an accurate and verified
gross mass before the container
departs the packing location.
In the two data sets analysed,
the AGM of 40ft containers has
increased 4.9% in two years, and
further analysis of one port, (Port
2) in particular has shown a significantly faster rate of change. In
the three years 2012-2014, the
annual AGM has seen a significant change, increasing to 21.07t
for all 40ft containers.

amended to increase the test value
so that the superimposed load
could increase to 213,360 kg.
When considering the majority of containers, what is the effect of containers with an AGM
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Figure 1: HGV overload weekly profile compared with traffic flow
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On the rack

Consideration now needs to
turn to the largest vessels currently in service and the IMO’s
amendment to the International
Convention for Safe Containers
(CSC), 1972 as amended. In an
effort to identify those containers that have a reduced stacking
and/or racking strength, the latest amendment to CSC (Annex
I Regulation 1, paragraph 3, 2014
Edition) requires that all containers with a stacking value less than
192,000 kg are marked as required
by ISO 6346 (ISO 6346:2012,
Freight containers – Coding, identification and marking. See paragraph
6.2.2.1 and table E1).
A value of 192,000 kg was selected as the minimum strength
for stacking capability as the majority of containers in service at
the time had been built to this
standard. However ISO 1496 was
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FOR SALE:
Used Liebherr Mobile Harbour Crane
Type LHM 150, four rope
Built: 2003
Lifting capacity: 40t
Equipment: Motor hook
Working hours: 8,300
Condition: Very good
working condition
For immediate delivery from Europe
For this and other second-hand port equipment,
please visit: www.bendezu.com
Calle Camino Padre Cura, No 15, Bloque Oasis II, 1°C, 29680 Malaga, Spain
Contact Mr. Andres Bendezu
Tl. +34 952 805 716 Mb +34 679 449 189
E-mail: info@bendezu.com
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CARGO HANDLING
of 21t? Consider some of the largest
vessels in service with stacks eight-high
and taller. The superimposed load on
the bottom container in the eight-high
stacks if loaded with 40ft containers
from the subject Port 2 would have a
mass of 147,119 kg. Increase the stack
height to 10-high (nine containers over
one) and the superimposed mass increases to 189,153 kg. Ship planners can
avoid such occurrences, but only if they
are aware of the actual mass of the containers being loaded.
We must also consider the effect of
overloaded containers when carried on
such vessels. It is unlikely that many shippers will declare the actual gross mass,
especially those in excess of 40t, declaring a much lower value. This deliberate
misdeclaration and further smaller inac-

curacies when declaring the gross mass
in stacks can have catastrophic results.
While the data for Port 2 may provide
an extreme value for the AGM, it is also
clear that worldwide the AGM of containers is growing and as stacking heights
increase in these larger vessels, planners
are under increasing pressure to ensure
a safe and secure plan. The importance
of the recent changes to SOLAS requiring the provision of a verified gross mass
cannot be underestimated in assisting
them with this work.

Container eccentricity

The second aspect of the research has
considered the effect of poor load distribution when packing containers. ISO
3874 (Series 1 freight containers - handling
and securing) states that “the cargo shall

Figure 2: many observers believe this ISO
3784 diagram shows the industry standard
for maximum eccentric allowed
be distributed throughout the container
to ensure that the centre of gravity is
kept as central and as low as possible”. It
continues to describe an example where
60% of the cargo mass is distributed in
50% of the container length that produced an eccentric loading of 5%. Figure
2 shows a diagram from ISO 3784 used

to illustrate the example – it has been
taken by many involved in the supply
chain as the industry standard for maximum eccentricity allowed.
In the ETS research, any container
with an eccentricity in either or both
of the longitudinal or lateral direction
is recorded as a single record. It is also
important to understand the extent of
the eccentricity as many handling and
transport modes are able to accommodate different values and so the research
has considered four bands (>5%, >10%,
>15% and >20%). Both 20ft and 40ft
containers have a high incidence of
eccentricity between 5% and 10%, although the values drop off significantly
above 10%.
There is a number of records where
there is significant eccentricity in both

FREE
EXHIBITION &
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INTERMODAL ASIA
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Shanghai World Expo
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Figure 3: Eccentricity graph for a 40ft container is shown below the load distribution
diagram
the longitudinal and lateral direction.
These containers contribute the greatest
risk to those in the supply chain.
What effect does eccentric loading
have on the container and, more importantly, on the transport? Let us consider
the effect that it can have on road trailers. Figure 3 shows the eccentricity graph
for a 40ft container below the load distribution diagram (LDD) for a typical 40ft container trailer. To ensure that
axle loads are not exceeded, the centre
of gravity needs to be below the green
line in the LDD. The two vertical purple broken lines show the extremes of
eccentricity longitudinally and the red
vertical broken line shows the maximum
eccentricity for a container with a gross
of 25t.
All of the points between the red
and left hand broken lines are overloading the drive axles of the tractor unit,
thus reducing the force on the steering
wheels.
Figure 4 shows the position of a number of pallets inside a 40ft container that
was involved in a railway derailment
near Reading, UK in 2012 (Freight train
derailment at Reading West Junction, 28
January 2012, RAIB, UK). The investigators found that the “offset loading on
wagon 24, specifically the lateral offset of
the payload... significantly reduced the
load on the front right hand wheel of
wagon 24”. This was sufficient to derail
the wagon as it passed over points at the
junction.

Twistlock sensing

ASIA’S CONTAINER
SHIPPING EVENT

BRINGING ASIA’S CONTAINER SHIPPING
& LOGISTICS INDUSTRY TOGETHER

This data was collected using the
LASSTEC system as described above.
The CPU converts the signals into forces for each loaded spindle and plots a
calculated centre of gravity for the container.
The system can be fitted to all types
of container handling devices that pick
containers from the top corner fittings.
Currently data is received from STS
cranes, RMGs, RTGs and reach stackers.
Installing the system on STS crane
spreaders allows receiving ports to confirm that the gross mass of containers
and the degree of eccentricity are within
the limits set by any national regulations.
However, handling equipment that picks
containers from, or places them onto,
road vehicles and rail wagons within the
terminal premises provide the greatest
degree of safety by ensuring that any
container is safe to move onwards.

Figure 4: the position of a number of pallets
inside a 40ft container that was involved in a
derailment in the UK in 2012
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To ﬁnd out more information, contact Sophie Ahmed on
sophie.ahmed@informa.com or tel: + 44 (0) 207 017 5112
Follow us on
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The use of measuring systems such as
LASSTEC fitted in container handling
and transport equipment has shown that
it can quickly and simply identify containers that present a risk to those involved in the supply chain and members
of the general public. Packers and road
hauliers may well benefit from including similar systems at their premises or
in their vehicles.
ETS Consulting will continue its research into the safety in the supply chain
through more detailed examination
of gross mass and eccentric loading by
widening its geographical coverage and
gathering greater detail into the containers measured. q
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Tank makers maintaining growth
A

rebound in tank container demand since 2010 has seen manufacturers report steady progress
in recent years, although overcapacity
still seems to dog the market as far as
volume producers are concerned.
On the other hand, niche markets for
special tanks are enjoying even better
times, as factors such as booming offshore oil and gas exploration create a
need for highly engineered tanks to perform almost unique tasks.
Today, the shale energy bonanza in
the US has encouraged a renaissance at
American refineries, which benefit both
from cheaper feedstock and cheaper energy. This in turn is stimulating demand
for tank container movements of chemicals in the US.
Probably the most comprehensive research into the number of tank containers manufactured in any one year is now
wrapped up in the Annual Fleet Survey
conducted by the International Tank
Container Organisation (ITCO). Based
on detailed research of operators, leasing
companies and other owners, the survey offers a qualified estimate of around
394,000 tank containers currently in
operation worldwide, representing an
increase of 12% over 2013. Of this global fleet, some 70% are in use by dedicated operators and logistics companies,
while the remaining 30% are operated
by chemical producers and other cargo
shippers, together with rail organisations,
shipping lines, oil companies and military/governmental authorities.
Growth in the tank container industry is reflected by the number of new
containers built, this year’s survey noted.
Figures provided by 18 manufacturers,
collectively accounting for the vast majority of global production, amounted
to a record 42,620 new tank containers produced in 2013 with an estimated
value of about US$900m (see accompanying table).
This figure also includes an estimate
of 1,000 containers built by other manufacturers worldwide that make tanks for
domestic and regional markets, usually
in addition to their core business of road
tankers and process vessels.
The previous year’s survey counted
total annual production of 39,700 in
2012, so the 2013 figure represents an
increase of 12% year-on-year.

Tank container manufacturers are still reporting healthy
increases in orders, particularly for special and niche units
after four or five years of solid growth.
CIMC Enric has spent much of the
past decade diversifying to lessen its dependence on tank containers. The energy equipment business, which includes
tanks and trailers for LNG, LPG and natural gas, now accounts for about 54% of
group turnover. Tank containers fall under chemical equipment, and this division today contributes 31% of turnover.
In 2012, the company also acquired

assets from the Ziemann Group, one of
the world’s largest makers of turnkey
breweries, representing further diversification into the liquid food equipment
market.
The investment in equipment for
LNG storage and transport is in line
with China’s efforts to move towards
lower carbon energy. The annual report
stated: “The [Chinese Government’s]
Twelfth Five-Year Plan offers appropri-

ate encouragement and support for related industries in future. Therefore, the
demand for natural gas equipment will
also increase fairly rapidly.”
But tank containers will still form an
important part of the company’s portfolio for the foreseeable future, not least
because of potential demand in its home
country. The Chinese Government is
encouraging chemical shippers to upgrade their transport equipment and

During the past 12 months, WEW has provided 50 TEAL tanks for transporting triethylaluminium
CIMC Enric believes that the “low-end
mode of transport” – which in China
generally means ancient road tankers or
drums carried on ordinary truck trailers – is expected to be gradually replaced
by standard tank containers. Market

Major players

Comparing this year’s ITCO survey
with the previous year, the six largest
manufacturers all recorded higher production in 2013 than in 2012.
Not surprisingly, China dominates the
global picture. Of the estimated 42,260
tanks built last year, more than 32,000
were built in China, and of these more
than 20,000 were built by China International Marine Containers (CIMC),
through its affiliate CIMC Enric Holdings Ltd.
The latter was formed in 2009 as
the umbrella company for the former
tank manufacturing activities of CIMC.
CIMC Enric is now listed separately on
the Hong Kong Stock Exchange, with
CIMC as the controlling shareholder. In
March 2013, CIMC Enric was included
in the Hang Seng Composite Index and
in March this year was selected as a constituent of the FTSE Hong Kong Index,
such is the company’s size and standing
today.
The world’s predominant manufacturer did not respond to requests for further
information about its annual production.
But comparing the ITCO surveys suggests that 2013 production was up by
about 10% at 20,300 units. This alone
represents remarkable growth, given that
in 2010 the company reported production of just 9,000 tanks.
CIMC Enric’s annual report stated
that demand for tank containers was
better than expected in 2013. But it still
sees the general chemical equipment
market as suffering from overcapacity
and stiff competition, which in turn creates uncertainties for tank container demand. Consequently, the group expects
demand to be somewhat lower in 2014
September 2014
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NT Tank expects its production to top 6,000 units this year

penetration for standard tanks is
only around 8% in China, and
so represents significant potential
growth.
Another major Chinese manufacturer NT Tank, based in
Nantong, Jiangsu province, built
more than 5,000 units in 2013.
However, sales manager Helen
Zhu said production this year is
expected to top 6,000 units. In
fact, if the market can maintain
the “current steady demand”,
NT Tank hopes to maintain this
level of manufacturing for the
following two to three years.

Tank Management
Software
Improve the Efﬁciency of
Your Tank Fleet to Reduce
Costs and Improve Proﬁts
Operating Software
Quotations
Orders
Documentation
Planning Tool
Purchase Invoices
Sales Invoices
Financial/Proﬁt Control
Maintenance & Repairs
Customer & Vendor Tariffs
EDI
Agent Access
Enquiries & Reports
Business Discovery

Leasing Software
Work Orders
Billing
Contract Management
On-Hire & Off-Hire
Enquiries & Fleet Management
Investor Reporting
EDI
Maintenance & Repairs
Fleet Cost Management
Sales Orders
Business Discovery
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In addition to conventional
ISO tanks, NT Tank is also seeing
healthy demand for baffle tanks,
electrically heated units, reefer,
swap, lined, gas, bitumen and offshore tanks, as well as small-sized
pressurised and non-pressurised
IBCs.The demand for tanks with
linings is showing particularly
strong demand, she reported.
In general, according to Zhu,
this year NT Tank is seeing
greater purchases by leasing companies compared with operators,
and demand in emerging market
countries is still growing, albeit
a bit slower than in recent years.
Currently capacity is sufficient to
meet demand out of the company’s one factory in Nantong. It is
still operating with one shift, but
Zhu said NT Tank is planning to
move to two shifts.
South Africa’s Welfit Oddy remains by far the largest manufacturer outside China. Production
lines at its Port Elizabeth plant
were reportedly working at maximum capacity in 2013. Output
for the year was around 6,000
units, marginally up on the 5,900
produced in 2012.
A healthy order book at the
start of 2014 has meant that fairly
healthy production levels have
been maintained. While standard
tanks still account for over 60%
of production, specials represented 32% of output in 2013 and
this looks set to climb.

Specialised tanks

Although a relatively small part
of the overall market, demand
for special and custom units is
generally outperforming that for
standard tanks.
WEW Westerwälder Eisenwerk, based in Weitefeld, Germany, has a long tradition of innovating and supplying special tank
containers and a significant part
of the company’s output is commissioned by the German Army.
As such, WEW said it does not
experience the same peaks and
troughs as suppliers of “lower
cost commodity units”, a spokesman said. He added: “The company has delivered a consistent
number of units during the past
12 months compared with the
previous year, and as we move
into other markets we expect to
see some growth, as these areas
are mostly interested in complete
solutions, for example, telemetry.”
WEW, which this year celebrates its 75th anniversary, is currently delivering a range of high-

ly specialised units for particular
uses. Although mostly built on
the standard 20ft ISO platform,
the company has had orders for
units ranging in capacity from
850 to 51,000 litres.
“We are seeing orders from
across all our areas, including
oil and gas, speciality chemicals,
hazardous liquid materials, emergency services and defence,” the
spokesman continued.
All orders are executed from
WEW’s sole production facility at Weitefeld which operates
on a single shift, a situation that
has not changed over the past 12
months.
The company reports growing
interest in lead-lined tanks for
particular liquid transport needs.
During the past 12 months, it has
provided 50 units to transport
aluminium alkyl (triethylaluminium - also known as TEAL),
a colourless, highly volatile liquid
that is highly pyrophoric, igniting
immediately on exposure to air.
WEW also introduced an
8,350 litre lead-lined bromine
tank based on a standard ISO
footprint that can be transported
throughout the supply chain.The
design uses a patented welded
tank frame connection, which
ensures that the stresses are evenly distributed across the tank.
Another beneficiary of the demand for special units, notably
from the offshore oil and gas industry, is Ireland-based Suretank.
Operating across three production sites – in China, Thailand
and Ireland – Suretank has had
to produce solutions, rather than
pure “tanks”, to meet complex
industry needs. For example, earlier this year it supplied a range
of special tanks to engineering
group Halliburton for an offshore
operation. The tanks include
a lined acid transport unit for
full strength hydrochloric acid,
custom-designed dual compartment and lined mixing tanks, and
large brine and gel mixing tanks,
which had specific requirements
for attaching laboratories to their
top decks.
Recently, Suretank launched
what it claims is the world’s first
“heated mud” container. Used
for the transport and disposal of
drill cuttings in the offshore industry, the new container was
developed in partnership with
Norwegian company Onsite
Treatment Technologies (OTT).
In general, the company reports a steady market over the
past 12 months, with production
in 2014 likely to be the same as
last year. Suretank cites T11 tanks
for chemicals, T14 acid transport,
and T75 cryogenic nitrogen tanks
among its current orders. There
has also been significant demand
for 20ft and 40ft LNG units. The
company also noted increased
demand for designs with additional safety features, such as re-

mote access to limit the need to
work at heights above 1.8m.
In April this year, a new name
in European tank manufacturing
came into being, albeit to take
over the assets of another that
had gone out of business. Spanish
manufacturer EbroTank finally
closed its doors, following its insolvency in 2012. However, all
technology, machinery, customer
base and order book, were purchased by a new company Multitank, SL, which will continue
to build tanks with the former
EbroTank personnel.
Multitank is now part of Eurocontainer Group, another Spanish company that manufactures
various kinds of special container,
such as bitumen boxes, 45ft flatracks and open tops. However,
the group previously did not
have ISO tanks in its portfolio
and so acquiring the assets of the
EbroTank, through Multitank, is
seen as a good fit.
EbroTank’s former owner and
managing director Jon Echegaray
is now managing director of the
new Multitank operation, which
is based at a new and larger site
in Zaragoza.

Losing weight

A potential concern express by
some industry players was a tendency for some customers to
demand tanks with minimum
thickness shells to make them as
light as possible. Taylor Minster
Leasing told WorldCargo News
earlier this year that the industry
could come to regret this in 10 to
15 years, as although tanks might
be historically cheap to build today – and so longevity may be
of lesser concern – there could
come a time, quite possibly within the next 12 months, when
stainless steel prices will escalate,
and so the economic benefit will
be lost when it comes to replacing tanks that have had to be retired early.
NT Tank’s Helen Zhu said
some customers have asked for
thinner shells, “but not many”.
Rather, she sees rising stainless
steel prices on their own as a
major industry challenge, compounded by other raw material
prices also moving upwards and
increasing labour costs. Meanwhile, strong competition inevitably means tighter margins for
everyone.
For the moment, special tank
makers are not under the same
pressure, even though they have
to maintain tight control over
costs. But WEW, for example,
reports no perceived trend to reduce the robustness of its tanks.
If anything, the tendency is for
more demanding specifications
to ensure even greater strength.
A similar picture is reported by
Suretank which said its clients
are requesting “more robust and
longer lasting designs”. ❑

Tank containers manufactured in 2013
Manufacturer
CIMC Group Ltd
Welfit Oddy (Buhold)
Nantong Tank NTT
Singamas
CXIC Group
Van Hool Bv
Jiangxi (Kingtank)
MCC Tiangong
WEW
UBH International Ltd
Chart Ferox AS
GLI International
Gascon
Wessington Cryogenic
Cryovat Rootselaar Group
Changzhou Chemical
M1 Engineering
ZZTC Suretank
Other manufacturers
Total

HQ
China
South Africa
China
China
China
Belgium
China
China
Germany
UK
Czech Republic
France
South Africa
UK
Netherlands
China
UK
China
Worldwide

Total
20,300
6,000
5,020
3,520
2,220
1,420
500
500
500
450
200
200
180
160
150
100
100
100
1,000
42,620

Source: ITCO Tank Container Fleet Survey 2014
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For all your

cargo handling needs
ZPMC offers you the widest range of container
and bulk handling equipment solutions

Shanghai Zhenhua Heavy Industries Co., Ltd (ZPMC) is a
famous heavy-duty equipment manufacturer which has a fine
track record of supplying first-class Ship-to-Shore Container
Cranes, RTGs, RMGs, Portal Cranes and Bulk Equipment for
turnkey Bulk Terminal operations.
ZPMC also uses its port-machinery production capabilities and
expertise, adapting it for the production of Mining Equipment
and supply of components.
ZPMC now offers a full range of automated solutions, for both
new and existing equipment. Our range includes automated
stacking cranes, retrofit automated control options for RMGs
and RTGs and a full turnkey automated yard system with
ZPMC’s own AGVs and Equipment Control System.
3470 Pudong Nan Lu, Shanghai 200125, P.R. China

Tel: +86 21 58396666 | Fax: +86 21 58399555 | Email: mail@zpmc.com | www.zpmc.com
Shanghai Zhenhua Heavy Industries Co., Ltd

AKANSEL moves with ATT® FULL ELEC
Faster, Safer & Cleaner
AKANSEL, a port & logistics operator from Turkey,
has chosen the innovative ATT® technology
for its port operations and equips itself with 40 ATT® vehicles
and with POWERPACK®FULL ELEC, their associated motor system.

[ SELECTED POWER ]

www.gaussin.com
GAUSSIN MANUGISTIQUE® is specialized in the audit of handling processes, and the development of wheeled handling systems used to install and transport
heavy, bulky or fragile loads. With more than 50,000 vehicles worldwide, GAUSSIN MANUGISTIQUE® boasts a strong reputation in four markets with strong
potential: Energy, Transportation, Environment and Raw Materials.
GAUSSIN MANUGISTIQUE® is listed on the Nyse Alternext since 16 June 2010; GAUSSIN shares are listed since 20 July 2012 on the E2 listing (public market) since
obtaining AMF Visa n°12-360 on 17/07/12 for the Prospectus, available free of charge on www.gaussin.com.
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70400 HÉRICOURT FRANCE
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