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Abstract 
 
Title of Dissertation:  Impacts of digitalization on ship operation 

 

Degree:   Master of Science 

 

Contemporary society is already experiencing the so-called “fourth industrial 

revolution” (Industry 4.0). Industry 4.0 is expressed as “cyber-physical”, and led by 

several cutting-edge technologies, including Artificial Intelligence (AI), Big Data, 

Cloud Computing and Internet of Things (IoT). These technologies have great 

potential to change the way of life in all aspects of society, including shipping. For 

example, Yara, a Norwegian fertilizer manufacturer, and Kongsberg Maritime, a 

Norwegian engineering company, have launched a construction project to build an 

autonomous ship, Yara Birkeland, by using AI, Big Data and IoT techniques. The ship 

is expected to be in service in late 2021. In addition, Elon Musk, an industrialist, and 

his company Space Exploration Technologies (Space X) have constructed autonomous 

and unmanned ships to collect and reuse the exhausted first stage of a rocket. 

Therefore, the shipping industry has also entered the era of Industry 4.0, quite often 

called ‘digitalization’ in the wider literature. Up to now, each underlying technology 

of digitalization in the maritime field, such as autonomous navigation, has been 

researched to a certain level. However, the overall impacts of digitalization have not 

been well analysed. Therefore, this dissertation will evaluate the impacts of 

digitalization on ship operation, especially from the perspective of maritime safety. In 

addition, many states and companies have tried to exploit digitalization, so this 

dissertation will analyse strategies of major shipping countries, shipping companies 

and classification societies in relation to digitalization. Furthermore, this dissertation 

will discuss challenges to progress further with digitalization, and evaluate the actions 

of IMO to surpass the limitations. All these questions will be researched by literature 

review. In summary, two types of vessels may emerge in the future: autonomous ship 

and smart ship. In terms of strategies, States can play a role of legislation, coordination 

among stakeholders, R&D, Maritime Education and Training (MET) and improved 

IMO Instruments Implementation by introducing AI, Big Data and IoT. Shipping 

companies will use digitalization to increase cost efficiency and meet the needs of 

customers. Classification societies are required to accurately assess risks to use digital 

technologies. Limitations which can prevent digitalization are cost, cyber security 

issues, data related issues, such as capacity of telecommunication, human element, 

reliability, social acceptance, and liability and regulatory related issues. IMO will not 

be able to tackle all issues, so governments, classification societies and the shipping 

industry are also required to cope with these issues to make fully use of digitalization.  

 

KEYWORDS: Digitalization, Internet of Things, Cloud Computing, Artificial 

Intelligence, Maritime Autonomous Surface Ship 

 

  



 iv 

 

Table of Contents 
Declaration .......................................................................................................... i 

Acknowledgements ............................................................................................. ii 

Abstract ............................................................................................................. iii 

Table of Contents ............................................................................................... iv 

List of Tables ..................................................................................................... vi 

List of Figures ................................................................................................... vii 

List of Abbreviations ....................................................................................... viii 

Chapter 1 Introduction ....................................................................................... 1 
1.1 Background ......................................................................................................... 1 
1.2 Overview of the impacts of digitalization and actions for digitalization .................. 3 
1.3 Aims and Objectives ............................................................................................. 4 
1.4 Research Questions .............................................................................................. 5 

Note ................................................................................................................................. 5 
1.5 Research Methods ................................................................................................ 5 

i.   How does digitalization affect ship operation? .......................................................... 5 
ii.  Which areas of digitalization are concerned in the strategies developed by 
companies as well as States? .......................................................................................... 6 
iii. What are the limitations in maritime digitalization? .................................................. 6 
iv. How can IMO, States and the maritime industry contribute to digitalization and 
reduce the above limitations? ......................................................................................... 7 

1.6 Expected results ................................................................................................... 7 

Chapter 2 ............................................................................................................ 8 
Chapter 2.1 Literature Review .................................................................................... 8 

2.1.1 Impacts of Digitalization ......................................................................................... 8 
2.1.2 National Strategies for Digitalization of ships ...................................................... 21 
2.1.3 Companies’ Strategies .......................................................................................... 25 

Chapter 3 ........................................................................................................... 28 
3.1 Limitations of digitalization ................................................................................. 28 

3.1.1 Cost ....................................................................................................................... 29 
3.1.2 Cyber Security ....................................................................................................... 31 
3.1.3 Data related issues ............................................................................................... 32 
3.1.4 Human Element in digitalization .......................................................................... 35 
3.1.5 Reliability .............................................................................................................. 39 
3.1.6 Social Acceptance ................................................................................................. 40 
3.1.6 Liability and regulatory related issues .................................................................. 41 

3.2 Actions by IMO to tackle the limitations .............................................................. 45 
3.2.1 Regulatory Scoping Exercise for MASS ................................................................. 45 
3.2.2 Development of Cyber Security Guideline ........................................................... 48 
3.2.3 Facilitation of E-navigation ................................................................................... 49 

3.3 Gap Analysis between the limitations and IMO’s action ....................................... 50 
3.3.1 Cost ....................................................................................................................... 50 
3.3.2 Cyber security ....................................................................................................... 50 



 v 

3.3.3 Data related issues ............................................................................................... 51 
3.3.4 Human Element in digitalization .......................................................................... 52 
3.3.5 Reliability .............................................................................................................. 52 
3.3.6 Social Acceptance ................................................................................................. 52 
3.3.7 Liability and Regulatory related issues ................................................................. 52 

Chapter 4 Summary and Conclusion ................................................................... 53 
4.1 Evolution of shipping by digitalization .................................................................. 53 
4.2 Analysis of National and Companies’ strategies for digitalization .......................... 54 

4.2.1National Strategies ................................................................................................ 54 
4.2.2 Companies’ Strategies .......................................................................................... 55 

4.3 Limitations and possible Solutions ....................................................................... 55 
4.4 IMO’s actions for digitalization ............................................................................ 57 
4.5 Conclusion .......................................................................................................... 57 

References ......................................................................................................... 59 

Appendices ........................................................................................................ 69 
Appendix A: Terminology .......................................................................................... 69 

Digitization..................................................................................................................... 69 
Digitalization .................................................................................................................. 69 
Digital Transformation................................................................................................... 71 
Autonomous ship/vessel and unmanned ship/vessel ................................................... 71 
Maritime Autonomous Surface Ship ............................................................................. 75 
Shore Control Centre ..................................................................................................... 75 
Smart Ship ..................................................................................................................... 75 
Summary ....................................................................................................................... 76 

Appendix B: Overview of national strategies ............................................................. 76 
1. China .......................................................................................................................... 76 
2. Denmark .................................................................................................................... 77 
3. Germany .................................................................................................................... 78 
4. Greece ....................................................................................................................... 80 
5. Japan .......................................................................................................................... 80 
6. Norway ...................................................................................................................... 81 
7. Singapore ................................................................................................................... 82 
8. The Republic of Korea................................................................................................ 83 
9. The United Kingdom .................................................................................................. 83 
10. The United States .................................................................................................... 88 

Appendix C: Major liner shipping companies’ strategy ............................................... 90 
CMA CGM ...................................................................................................................... 90 
Hapag-Lloyd ................................................................................................................... 91 
Ocean Network Express (ONE) ...................................................................................... 91 
Orient Overseas Container Line (OOCL) ........................................................................ 92 
Other companies ........................................................................................................... 92 

Appendix D: Classification Societies’ strategies .......................................................... 92 
American Bureau of Shipping (ABS) .............................................................................. 92 
Nippon Kaiji Kyokai (Class NK) ....................................................................................... 93 
Indian Register (IRClass) ................................................................................................ 93 
Other classification societies ......................................................................................... 94 

 



 vi 

List of Tables 
 

 

Table 1 Roles of Governments for digitalization and their reference in strategies by 

country 

………………………………………………………………………………………23 

Table 2 Roles of companies for digitalization and their reference in strategies by 

country 

………………………………………………………………………………………26 

Table A-1 The specific courses of actions of the UK Government and the UK maritime 

industry 

………………………………………………………………………………………86 

Table A-2 The USCG’s actions for digitalization…………………………………..89 

  



 vii 

List of Figures 
Figure 1 Future shipping (autonomous ship)………………………………………...19 

Figure 2 Future shipping (smart ship)………..............................................................19 

Figure A-1. Stages of the Industrial Revolution and key technologies of Industry 4.0  

………………………………………………………………………………………70 

Figure A-2 Categorisation of future ships……………………………………………72 

Figure A-3 Evolution of ships……………………………………………………….76 

 



 viii 

 

List of Abbreviations 
 

AI Artificial Intelligence 

AIS Automatic Identification Systems 

ASC Autonomous Ship Controller 

ASDS Autonomous Spaceport Drone Ship 

BIMCO Baltic and International Maritime Council 

CLIA Cruise Lines International Association 

COLREGs The International Regulation for Preventing Collosions at 

Sea, 1972 

DMA Danish Maritime Authority 

ECDIS Electronic Chart Display and Information System 

ECR Engine Control Room 

EU European Union 

FAL The Facilitation Committee of IMO 

FMEA Failure Mode and Effect Analysis 

FOC Fleet Operation Centre 

FRAM Functional Resource Analysis Method 

GNSS Global Navigation Satellite System 

GPS Global Positioning System 

HAZOP Hazard and operability 

ICS International Chamber of Shipping 

ICT Information and Communication Technology  

IMO International Maritime Organization 

INS Inertial Navigation System 

INTERCARGO International Association of Dry Cargo Shipowners 

INTERMANAGER International Ship Managers' Association 

INTERTANKO International Association of Independent Tanker Owners 

IoT Internet of Things 



 ix 

ISM Code The International Safety Management Code 

ISPS Code The International Ship and Port Facility Security Code 

IUMI International Union of Marine Insurance 

LEG The Legal Committee of IMO 

LIDAR Light Detection and Ranging 

MASS Maritime Autonomous Surface Ship 

MET Maritime Education and Training 

ML Machine Learning 

MSC The Maritime Safety Committee of IMO 

MUNIN Maritime Unmanned Navigation through Intelligence in 

Networks 

NCSR The sub-committee on Navigation, Communication and 

Search and Rescue of IMO 

OCIMF Oil Companies International Marine Forum 

PHA Preliminary Hazard Analysis  

RADAR Radio Detection and Ranging 

R&D Research and Development 

RSE Regulatory Scoping Exercise for MASS 

SAR Search and Rescue 

SATCOM Satellite Communication 

SCC Shore Control Centre 

SOA Service Oriented Architecture 

SOLAS The International Convention for the Safety of Life at Sea, 

1974 

STCW The International Convention on Standards of Training, 

Certification and Watchkeeping for Seafarers, 1978 

STPA System-Theoretic Process Analysis 

UNCTAD United Nations Conference on Trade and Development 

USCG United States Coast Guard 

VHF Very High Frequency 



 1 

Chapter 1 Introduction 
1.1 Background 
Up to now, the world has been transformed by several stages of the wider industrial 

revolution phenomenon. The first industrial revolution occurred in the 18th and 19th 

centuries, which changed the world from a rural society to a highly industrialized one. 

This revolution was led by steam power and its relevant techniques. The second 

industrial revolution was driven by mass production and electricity. The third 

revolution was computerization, and the introduction of Information Technology (IT) 

has made society more ‘intelligent’ since the middle of the 20th century (Dalaklis & 

Fonseca, 2019). The maritime industry has also been greatly influenced by these 

revolutions. Firstly, the steam engine drove wind power away as the main energy 

source of vessels. Secondly, increasing demand for raw materials due to improvement 

in production has raised the volume of trade, which has vitalized shipping. Thirdly, 

shipbuilding was improved by innovations in the metallurgical field. Finally, the 

introduction of electronics and IT has changed the way of business in the shipping 

industry (Dalaklis et al., 2020).  

 

It is said that society has now entered the fourth stage of the industrial revolution 

(Industry 4.0), and the maritime industry is expected to be greatly influenced by 

disruptive innovations (Dalaklis, 2018; ; Stanić et al., 2018; Cicek et al., 2019; Dalaklis 

& Fonseca, 2019; Sullivan et al., 2019; Aiello et al., 2020; de la Pe˜na Zarzuelo et al., 

2020; Jo et al., 2020). These disruptive technologies include the Internet of Things 

(IoT), Big Data Analysis and Artificial Intelligence (AI). Due to the rapid development 

of these technologies, the conventional paradigms of vessel control might be 

fundamentally changed soon (Dalaklis, 2018; Dalaklis & Fonseca, 2019).  

 

One particular interest for the maritime industry is the example of the Yara Birkeland, 

constructed by the Norwegian agricultural company Yara and the marine engineering 

company Kongsberg Maritime. The Yara Birkeland is the world's first autonomous 

and fully electric container vessel using above cutting-edge technologies (Kongsberg 
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Maritime, 2017). Furthermore, Elon Musk, an entrepreneur, and his company Space 

Exploration Technologies (Space X) have sought to use autonomous and unmanned 

barges to collect cost-efficient reusable rockets. The approach of Elon Musk is to 

collect and reuse the first stages of rockets after launching, and it is expected that the 

cost of launching a reused rocket is $15 million although it costs $50 million to launch 

a new reusable rocket (“How much”, 2021). Under the project, unmanned barges 

called “Autonomous Spaceport Drone Ship (ASDS)” are used to capture the exhausted 

first stage. On 8th April 2016, the first stage succeeded in landing on an ASDS (Nair, 

2016). There are two ASDSs operating, and they can sustain their positions 

autonomously, or by remote control from another support ship. The drone ships are 

towed by tug boats to the targeted area where the first stage is expected to land. Tug 

boats and other supporting ships leave the barges during landing to keep a safe distance 

and observe the landing. After landing, the drone ship with a booster is towed to the 

original port (“Just Read”, n.d.; “Of Course”, n.d.). The latest ship A Shortfall Of 

Gravity (ASOG) is under construction (“A Shortfall”, n.d.). The ship is fully 

autonomous and does not require support by tug boats anymore (Arevalo, 2021). 

 

It becomes obvious that the shipping industry is experiencing intense and on-going 

technological transformation, and all activities in the maritime field will be completely 

transformed in the near future (Ma, 2019) thanks to so-called ‘digitalization’. 

Therefore, this dissertation will focus on the impacts of ‘digitalization’1 

  

 
1 In any case, before elaborating on the potential impacts, definitions of basic words used in this 

dissertation will be summarized in Appendix A. 



 3 

 

1.2 Overview of the impacts of digitalization and actions for digitalization 
The impacts of so-called ‘Digitalization’ on ships have the potential to completely 

change shipping operation. The tasks of seafarers may be transformed into more digital 

ones, such as system management and monitoring of operations, and operational work 

may be decreased (WMU, 2019a). The continuous development of communication 

technology has enabled a collaborative environment among crew, officers ashore and 

“machines”, a term often used to describe “unmanned ships” (Dalaklis, 2020). 

Through these technologies, officers ashore can appropriately understand what is 

happening in the sea in real time, and safety is increased. Regarding changing roles of 

seafarers, Kitada et al. (2019) suggested that traditional maritime leadership by a ship 

master might be changed to non-maritime leadership, and more collaborative 

leadership through coordination between humans and automation may be needed. 

Digitalization in the surrounding field of ships can also influence ship operation, 

resulting in time and money savings. For example, electronic certificates have the 

potential to reduce administrative burdens on stakeholders including crew (IMO, 

2016).  

 

To cope with digitalization, many entities, including companies, international 

organizations, States and  shipping organizations, such as classification societies, have 

already responded. As examples of actions taken by shipping companies, CMA CGM, 

a major liner shipping company, stated in its digital strategy that the company works 

with the world’s biggest tech companies, such as IBM, as well as various start-ups to 

make the most of digitalization (CMA CGM, 2018a). NYK line stated in its mid-term 

management plan that the company will transform the entire supply chain in a more 

sustainable manner by using the latest digital technologies, such as digital twin, 

optimization of routes and autonomous shipping (NYK line, 2018).  

 

Many States, as well as private companies, have developed strategies for digitalization 

to make the most use of the advantages of digitalization. For example, the Ministry of 
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Land, Infrastructure, Transport and Tourism of the Japanese Government (MLIT) has 

released a policy named ‘i-Shipping’ to raise the competitiveness of Japanese 

shipbuilding, and R&D of an autonomous ship is one of the pillars of the policy (MLIT, 

2019). Prior to investment by companies or big projects conducted by States, it is 

important to develop regulations to cope with digitalization proactively for diffusion 

of digitalized ships. For example, the introduction of autonomous ships can create 

some legal and regulatory problems because the current regulatory framework is based 

on safe manning (Kitada et al., 2019; Ma, 2020). The strategic direction of IMO 

includes integration of new and advancing technologies into its regulatory framework 

(IMO, 2017). Under this strategic direction, three committees (MSC, FAL and LEG) 

have conducted a Regulatory Scoping Exercise (RSE) for the use of MASS, and 

member states identified which instruments under the auspices of each committee 

should be amended (IMO, 2020; IMO, 2021a). Additionally, IMO issued interim 

guidelines for MASS trials on June 2019 (IMO, 2019).  

 

1.3 Aims and Objectives 
As highlighted in section 1.2, digitalization has huge impacts on the shipping industry, 

and will revolutionize the industry in the near future. Therefore, many entities 

including companies, States and international organizations, have tried to take in and 

respond to digitalization. In this context, it is important to evaluate how ship operation 

will be conducted in the future, including change of crew’s role, architecture of 

digitalized ships and degree of safety, and how various stakeholders have tried to 

achieve their digitalization goals. In addition to positive impacts, there are many 

limitations which prevent digitalization, such as capacities of telecommunication, data 

availability, and cyber security (Ma, 2020). Therefore, it is also important to reveal 

potential problems. Moreover, the shipping industry cannot make the most of 

digitalization without an appropriate international regulatory framework. On the above 

background, this paper tackled the following four research questions. 
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1.4 Research Questions 
The issues which were addressed in the dissertation are: 

i. How does digitalization affect ship operation? 

ii. Which areas of digitalization are concerned in the strategies developed by 

companies as well as States? 

iii. What are the limitations in maritime digitalization?  

iv. How can IMO, States and the maritime industry contribute to digitalization and 

reduce the above limitations? 

Note 
Among many impacts that digitalization is expected to bring, the increase in maritime 

safety is probably the most important one. Many research papers have pointed out that 

digitalization can substitute or provide support to human operators, so given the fact 

that human error is responsible for more than 70% of accidents, digitalization is 

expected to enhance maritime safety (Lloyd’s Register, 2016; Moræus et al., 2016; 

Ramos et al., 2019; Dalaklis, 2020; Kim et al., 2020; Ma, 2020). Therefore, this 

dissertation focuses on safety of navigation among the benefits of digitalization. 

 

1.5 Research Methods 
This study utilised a literature review as the main tool to investigate the above 

questions.  The details by question are as follows: 

i.   How does digitalization affect ship operation? 
A literature review was conducted to answer this question because it was considered 

that the topic of digitalization of ships has been sufficiently researched. Specifically, 

the author searched the keywords "maritime autonomous" "Maritime 4.0" "Shipping 

4.0" and "shipping digitalization" by using the One Search database of the WMU 

Library site. As a result, 29 available papers were identified. Overly technical papers 

which aim to develop specific technology were excluded. In addition, the author used 

five papers, one book and two presentation materials written or provided by WMU 

professors. 

 



 6 

ii.  Which areas of digitalization are concerned in the strategies developed by 
companies as well as States? 
To answer this, a literature review was used because major shipping companies and 

States tend to publicise actions or strategies for digitalization online. Regarding 

national strategies, this dissertation examined the national maritime strategies of the 

top 10 ship owing nations based on vessel value: China, Denmark, Germany, Greece, 

Japan, Norway, Singapore, the Republic of Korea, the United Kingdom, and the 

United States (SAFETY4SEA, 2020). According to the statistics of ownership of the 

world fleet, ranked by carrying capacity in dead-weight tons provided by UNCTAD 

(UNCTAD, 2020), these countries share 66% of the world fleet. To assess ship owning 

countries, there might be a measure to categorize it based on gross tonnage (top 10 flag 

States). However, some major flag States introduce Flag of Convenience, such as 

Panama, Liberia and the Solomon Islands. These countries are developing countries 

and they may lack the technical capacity to develop new and advancing technologies 

and integrate them into their fleet. Therefore, this dissertation focuses on vessel value 

instead of gross tonnage.  In the case that strategies were not available online (China), 

the author tried to investigate directly with the concerned Government via e-mail. 

However, there was no response from the Chinese Government, so the author analysed 

the course of action of the State by using newspaper articles gathered online. 

 

Regarding company strategies, this dissertation examined the strategies of the top 10 

liner shipping companies and IACS members. In the case that strategies were not 

available online, the author tried to investigate directly with the concerned 

organisations via e-mail, but none of them replied. Therefore, all strategies gathered 

are taken from the relevant websites. 

  

iii. What are the limitations in maritime digitalization? 
This dissertation highlighted challenges of digitalization and puts forward possible 

solutions in papers and materials identified in relation to research question i. 
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iv. How can IMO, States and the maritime industry contribute to digitalization and 
reduce the above limitations? 
To answer this question, the progress of IMO RSE regarding autonomous ships was 

reviewed. In addition, IMO’s action for digitalization, such as development of cyber 

security guidelines and the concept of e-navigation were identified. Furthermore, a 

comparison was conducted between the current status of the development of 

regulations regarding digitalization and identified challenges and solutions to develop 

recommendations to revise existing IMO regulations. 

 

1.6 Expected results 
This study had assumed that the following information could be a result: 

1. Details of digitalized ships from the academic point of view, e.g. collaborative 

work among crew, officers ashore and machine becomes dominant, the 

architecture of digitalized ships differs from current ships, and the degree of 

safety will increase due to digitalization 

2. Inventory of company and State actions toward digitalization of ships 

3. Comparison of actions or strategies among States and companies e.g. States 

will more focus on maritime education and training for digitalization. 

4. Comparison between the concept of digitalized ships from the academic point 

of view and directions in which companies or States want to proceed. e.g. 

company strategies are more innovative than State strategies or academic 

predictions 

5. Potential limitations, such as unemployment, data availability and 

cybersecurity 

6. Recommendations to surpass the limitations and facilitate digitalization, such 

as enhanced cyber security, development of industrial standards for data 

acquisition and training of digital equipment for crew 

 

This information is considered to make a contribution to the body of knowledge since, 

at the time of writing, no existing research has been found that addresses points 2, 3, 4 

and 5 above.  
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Chapter 2 

Chapter 2.1 Literature Review 

2.1.1 Impacts of Digitalization 
In the maritime field, AI is expected to be a critical technology to realizing autonomous 

ships (Dalaklis, 2018; Tsaganos et al., 2020). In addition, AI can realize optimization 

of shipping routes and suggest the best speed and course during one navigation 

(Dalaklis et al., 2021). Furthermore, data collection through IoT technique, broadband 

communication technology and Big Data analysis will also enable remote monitoring 

or control from shore (Lambrou et al., 2019). Ma (2020) explained that although there 

is still much uncollected information including the work of crew, recent technological 

developments, such as voice and image recognition and sensors, have changed the 

situation, which enables increasing data collection and development of IoT. In addition 

to data collection, the author pointed out that communication and storage of data, 

especially cloud computing, are also important for IoT. 

 

In this chapter, the result of the literature review regarding the impacts of AI, IoT and 

Big Data on the digitalization of ships in terms of safety navigation are presented. In 

addition, advanced communication technology is also crucial for IoT and Big Data 

because data should be transferred from the source by communication. Therefore, the 

impact of advanced communication technology is also explained in this chapter. 

 

2.1.1.1 Impacts of AI 

Technical Overview of AI 
AI can be described as the simulation of human intelligence processes by machines.  

AI makes it possible for machines to demonstrate autonomous behaviour, with little or 

no human intervention (Lloyd’s Register, 2016). Tsaganos et al. (2020) defined AI as 

computer systems which are able to learn from data, appropriately recognize patterns-

correlation within the specific data set, and finally decide courses of actions with 

limited human intervention. According to the authors, AI is based on the technique 
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called Machine Learning (ML), and ML is an effective tool for both classification 

and/or regression of non-linear systems. There are two typical types of learning 

methods: supervised learning and unsupervised learning (El-Kahlout & Abu-Naser, 

2020; Tsaganos et al., 2020). Supervised learning is a learning model for computers to 

make predictions on unforeseen input. Supervised learning algorithms use known sets 

of data as input and known output to learn the relationships between input and output 

(El-Kahlout & Abu-Naser, 2020). Supervised learning is further categorized into 

classification algorithm and regression algorithm (Tsaganos et al., 2020). In the case 

of unsupervised learning, on the other hand, there is no known output, so algorithms 

usually try to find patterns  among different inputs (Kwekha-Rashid et al., 2021). ML 

enables processing of huge amounts of structured or unstructured data, contributing to 

realizing cutting-edge technologies such as IoT and image recognition (WMU, 2019b).  

 

There are two ways to use AI. The first way is to support decision making by seafarers 

by providing live, compiled information to the crew on demand. In the second way, 

AI will use compiled information given by the ML technique to make a decision and 

behave in a timely and correct manner, which enables autonomous operations. The 

important thing is that AI itself cannot provide intelligence independently, and other 

techniques such as sensors, data processing and communication, are also indispensable 

for AI to function well. Specifically, sensors provide data collection, which enables AI 

to ‘sense’ the external environment and ‘understand’ the situation, which supports AI 

to develop situational awareness (Lloyd’s register, 2016). 

 

Impacts of AI 
Lambrou et al. (2019) suggested that AI has impacts on shipping in two ways: 

autonomous vessels and smart ships. In the case of autonomous ships, AI will improve 

situational awareness, and it will support many ship tasks, such as detection of anormal 

situations for navigation, maneuvering and collision avoidance. Condition based 

monitoring and maintenance are also some of the major application areas. On the other 

hand, smart ships aim for commercial or operational optimization. In this field, AI will 
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assist many tasks at tactical levels, leading to asset optimization, fleet planning, and 

compliance monitoring related to environmental regulations. At the strategic level, the 

authors mentioned that AI may contribute to market monitoring. Within the above 

impacts, autonomous navigation and monitoring are considered to be safety matters, 

so the following item will elaborate more on the impacts of autonomous ships (impacts 

of monitoring will be discussed in item 2.1.1.2).  

 

Impacts of autonomous ships 
Bastiaansen et al. (2019) explained that the Autonomous Ship Controller (ASC) will 

mainly play a role in autonomous navigation. The system follows a programmed 

trajectory and speed. The system also monitors and surveys the external environment 

by using various sensors, and it can correct minor errors. Chae et al. (2020) illustrated 

that autonomous ships will introduce various kinds of sensors, including GPS, optical 

and infra-red (IR) camera, INS, and LIDAR. 

 

Munim (2019) explained the concept of “vessel platooning” or “vessel train”, where 

several autonomous ships follow a leading manned ship. This concept is supported by 

real-time ship to ship wireless communication technology. Vessel platooning is 

considered to be useful for liner shipping, especially for inland water transport, where 

the route is fixed. According to the author, vessel platooning will contribute to 

reduction of operational cost. 

 

In relation to remote control from shore, Shore Control Centre (SCC) may take work 

which is done onboard conventional ships in the case of autonomous ships. Moræus et 

al. (2016) predicted that SCC will play a role in VTS reporting, VHF communication, 

condition monitoring and maintenance planning for safe navigation. Pietrzykowski 

and Hajduk (2019) also mentioned that the role of SCC will undoubtedly rise. As an 

example, the authors suggested that SCC could provide autonomous ships with optimal 

routes taking into account weather to enhance safety. 

  



 11 

As an application of remote control, Munim (2019) suggested the idea to use 

unmanned autonomous ships in the Northern Sea route to minimize the risk to human 

life in the severe polar climate. Dalaklis (2019) explained that SAR services in the 

Arctic may not be able to meet the increasing needs of the polar route. In order not to 

expose seafarers to harsh conditions in the Arctic under the scarce SAR services, the 

author concluded that remote control could contribute to safe navigation in the Arctic. 

In this case, escorting ice-breakers may be able to play a role in control stations. 

 

Regarding data analysis to operate autonomous ships, Lloyd’s Register (2016) 

suggested that ship systems be redesigned so that ships can operate without seafarers 

onboard. Therefore, maintenance strategy and new maintenance interaction systems 

will be developed, and SCC will equip the user interface of such maintenance systems. 

However, due to the limited capacity of radio and satellite communication, some 

functions related to monitoring and data analysis will be onboard. 

 

2.1.1.2 Impacts of IoT 

Technical Overview of IoT 
IoT refers to a worldwide dynamic network which links uniquely identified physical 

and virtual objects for communication, configuration and actuation (Sullivan et al., 

2020). In other words, it means the extension of internet connection to natural or 

artificial objects identifiable by an IP address (Ma, 2020) or a set of physical objects 

which can access the Internet or other networks, allowing them to communicate with 

human or machines for monitoring or improvement (Lloyd’s Register, 2016). Aiello 

et al. (2020) predict that by 2025, many ship systems and equipment will be connected 

to the Internet, and stakeholders can access them from wherever they are.  

 

From the technical perspective, Lloyd’s Register (2016) and Moræus et al. (2016) 

emphasized the importance of advanced sensor modules to realizing IoT. Sensors, 

actuators, or processors are integrated into technical systems of ships, such as engines, 

propellers, cargo systems, or data fusion systems in the case of ships adopting IoT 

(Lambrou et al., 2019). Moræus et al. (2016) suggested that sensors and sensor data 
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processing will substitute the perception of human navigators, and autonomous ships 

will be equipped with “advanced sensor modules” composed of infrared and visual 

spectrum cameras, radar and AIS to detect objects and decide whether they are 

dangerous or not. WMU (2019b) analysed the case of Yara Birkeland, and mentioned 

that a variety of sensors, such as radar, lidar, AIS, cameras and IR cameras, are 

essential tools to remotely control autonomous vessels. The authors also explained that 

advanced sensors are indispensable to realising auto-docking, which is one of the 

necessary functions of autonomous ships.  

 

Impacts of IoT 
Lloyd’s Register (2016) predicted that sensors will continue to develop, and they will 

be able to provide enough resolution for autonomous navigation in the near future. 

WMU (2019b) predicted that data obtained through AIS, cameras and IR cameras 

would be sent to SCC and the vessels could be controlled by SCC after analysis of the 

data. Similarly, Lloyd’s Register (2016) and Ma (2019) suggested  that data from ships 

will be sent to a cloud or local servers by IoT, and solutions to the current situation 

around the vessel will be created after analysis of the data.  

 

Ma (2020) explained that IoT can increase system reliability because it enables 

continuous monitoring against ship systems and equipment, and machine-learning 

algorithms can analyse the data and detect failures. Moræus et al. (2016) also noted 

that more advanced condition monitoring and remote monitoring of engine room and 

critical equipment will reduce malfunctions and breakdowns during deep sea 

navigation. It also contributes to better maintenance planning. Such monitoring 

systems will integrate multi-level sets of decision support data to reduce bandwidth 

and allow performance tracking. Sullivan et al. (2020) explained that real-time data 

acquisition through IoT will enable the development of a virtual model, and operators, 

engineers and managers can use the model to test and optimise whole systems before 

they make physical changes (digital twin). Wróbel and Weintrit (2020) proposed that 



 13 

autonomous ships could gather the latest hydrographic data in near shore waters and 

straits and at port, contributing to navigational safety.  

 

2.1.1.3 Advanced communication technologies and their impact 
Data transfer technique is also indispensable to realising digitalization of ships because 

it enables support from shore. Up to now, communication between ships and between 

ships and shore has been developed in two ways. The first one is short/medium range 

communications used for ship to near ship/shore communications, and Very High 

Frequency (VHF) and Medium Frequency (MF) communications are mainly used 

(Lloyd’s Register, 2016). It also includes mobile communication (Plass et al., 2014; 

WMU, 2019a). There is no unified definition of the range identified, but the USCG 

has identified the capacity of short-range VHF communication as 5-10 miles (9-19 

km). For longer range than VHF communication, long-range communication, such as 

satellite communications (SATCOM) and High Frequency (HF) communications are 

used (USCG, n.d.). These technologies have realised distress safety systems, electronic 

navigation and voice communications, but these communications are narrowband in 

nature. SATCOM can provide higher data rates than HF (a few kbps) and MF/VHF 

(tens of kbps), but the maritime industry is of the view that it is too expensive to use 

SATCOM (Lloyd’s Register, 2016).  

 

However, technical innovation has changed this situation. Coastal shipping can now 

use the Fourth Generation (4G) of mobile communications networks, which can cover 

about 30 km from shore. In addition, it is expected that SATCOM technology will 

become more advanced and its operational cost will become cheaper through 

innovation in the Ku and Ka bands, high power satellites, multiband access and inter-

satellite communications (Lloyd’s Register, 2016). The Low Earth Orbit (LEO) 

technique, which uses a set of satellites in LEO functioning together as a system and 

provides worldwide or near-worldwide coverage, is also expected to significantly 

decrease communication costs (Aiello et al., 2019). The VHF Data Exchange System 

(VDES) will also raise its throughput and reliability of data services for important ship 
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systems. Development of Wireless Mesh Networking (WMN) is considered to be a 

cheaper alternative to SATCOM. It automatically establishes multiple paths, and ships 

can relay communications to one another on busy shipping lanes (Lloyd’s Register, 

2016). Lambrou et al. (2019) explained that the Fifth Generation (5G) of mobile 

communications also contributes to realizing the “Internet of ships”. 5G is a  high-

speed communication technology, so it is expected to realise autonomous driving 

ashore (Ma, 2020). Lloyd’s Register (2016) explained that 5G can cover 100km off 

the coast if it is appropriately introduced, so it can be a useful communication channel 

for autonomous ships navigating coastal areas. As a result of development of 

communication technologies, autonomous ships can use many different layers of 

networks and connectivity, including the network which deals with information from 

equipment onboard obtained by the IoT technique for monitoring and crew and 

passenger networks for operational and convenience services. 

 

2.1.1.4 Impacts of Big Data 

Technical Overview of Big Data 
Dalaklis et al. (2021) define Big Data as a huge amount of data, and explain how 

dealing with such data has been an issue. Ma (2020) gave the meaning of Big Data as 

finding or discovering any useful pattern, model or answer to a question from a large 

amount of data. The author explained that data is a resource, and people will use 

appropriate methodologies for data processing to obtain final outcomes, i.e. solutions, 

decisions and actions. To analyse huge amounts of data, AI is often used because AI 

is an intelligent computer and AI is able to learn and adapt data processing that 

conventional computing could not. Therefore, AI can automate and improve complex 

data analysis (Surya, 2015).  

 

Impacts of Big Data 
Ma (2020) explained that Big Data (assisted by AI) can contribute to navigational 

safety because Big Data can realise detection of abnormalities and anticipation of 

danger by monitoring data on weather and sea conditions, location of a ship, speed, 

and electronic sea chart data, assess them in real-time and compare them against a 
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certain standard. In addition, monitoring meteorological-ocean data can contribute to 

creating historical data for ships navigating on the same route, and other vessels 

navigating on the route can use the data to decide whether the meteorological 

conditions are good or bad and switch to another route if possible. WMU (2019b) 

suggested that the ASC will use and analyse a large amount of data obtained by IR 

cameras to decide actions based on surrounding conditions of ships. Finally, de la 

Pe˜na Zarzuelo et al. (2020) illustrated that Big Data can influence shipping in two 

ways: optimization of operation (safe and energy efficient operation, and schedule 

management) and better fleet planning (service planning, fleet allocation and 

chartering). 

 

2.1.1.3 Future navigation from an academic point of view 
This section will explain the overall effects driven by AI, IoT (including advanced 

communication) and Big Data. It will discuss the future vision of navigation and, since 

many papers refer to modality of human operators in the future, it will also describe 

the future of work in the maritime field. 

 

Future navigation 
Lloyd’s Register (2016) predicted that vessels will evolve into smart ships that 

integrate AI, advanced sensors and communication technologies with minimal crews 

onboard. Specifically, the author suggested two changes in relation to future vessels: 

(1) from the digital ship to the intelligent ship [Short to Medium Term], and (2) from 

the intelligent ship to the autonomous ship [Medium to Long Term]. The intelligent 

ship uses Big Data acquisition, communication and analysis, and provides intelligent, 

real-time and proactive decisions in the field of design, operation and maintenance of 

ships. Sensors and robotics technology will further substitute for human operators, 

resulting in semi-autonomous ships or fully autonomous ships including remote 

controlled ships. The author concluded that these smart ships will contribute to safe 

navigation by removing human operators from dangerous work and minimizing human 

error.  
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Similarly, WMU (2019b) predicted that there are two ways which ships will evolve: 

autonomous ships and smart ships. The autonomous ship is designed to navigate 

autonomously, with or without seafarers onboard (as defined in Appendix A). 

However, the author explained that the business model of autonomous ships will be 

totally different from conventional ships or smart ships. Smart ships are the result of 

improvements to conventional ships through the adoption of computerized systems, 

increased monitoring of navigational systems and engines, and possible fuel shift. The 

paper calls this improvement ‘digitalization’, and explains that ‘digitalization’ itself is 

not a necessary step for autonomous ships in terms of the business model by evaluating 

the case of Yara Birkeland in Norway. The project aims to substitute cargo transport 

operated by trucks with autonomous container ships between specific places for 

environmental reasons. In addition, higher labor cost in Norway is another reason to 

develop autonomous vessels. Therefore, the project does not replace traditional ships 

operating on the same route, so the capacity of the vessel is limited (3,000 to 4,000 

TEU) as compared with traditional container ships (20,000 TEU). Furthermore, the 

ship is owned by the shipper itself instead of a traditional shipowner. Thus, 

autonomous ships are totally different from smart ships, and cannot easily replace 

traditional shipping routes except for short-range domestic passenger ferries.  

 

Lloyd’s Register (2016) predicted that autonomous navigation will be initiated from 

coastal shipping where costs to employ seafarers occupy a higher percentage of total 

costs as compared with ocean-going vessels. In addition, it is relatively easier to 

establish national laws to  regulate autonomous ships than to create international laws. 

WMU (2019b) also predicted that autonomous ships will start to navigate on short-

range domestic passenger routes. The paper explained that in the future, digitalization 

would accompany fuel change, especially for short-range ferries, from heavy oil to 

battery. Because auto crossing, which is an essential technology of autonomous ships 

and can control the level of acceleration, deceleration, track, speed, and use of fuel 

according to the situation of sea, is more fitted with electrical propulsion ferry, battery-

powered ferries with digitalized equipment, such as auto-docking, are expected to be 
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gradually constructed. Electrical propulsion powered by battery can free crew from 

painful daily maintenance of engines, so it also contributes to reduction of burdens on 

seafarers and seafaring costs. If innovation increases battery power, longer range 

ferries and cruise ships will benefit from autonomous navigation (WMU, 2019b).  

 

In the case of the smart ship, WMU (2019b) predicted that some AI-based technologies 

used for autonomous ships will be also gradually introduced into conventional ships, 

and conventional ships will evolve into smart ships. The author suggested three key 

technologies regarding smart ships. The first one is Dynamic Positioning (DP), which 

enables a ship to adjust its position in accordance with its external environment, such 

as wind, current and wave size. Auto crossing is another key technology. Finally, the 

author suggested auto-docking. The author explained that the first step for smart ships 

will be the introduction of advanced sensor-based monitoring and navigation.  Further 

automation of engine room will follow through enhanced decision-support systems. 

This automation will accompany higher redundancy in engine operating and 

monitoring systems. 

 

Pietrzykowski and Hajduk (2019) envisaged that automation will start with small ships 

in coastal shipping and ocean-going ships with the limited number of crew. In the case 

of coastal shipping, such as small passenger ferries, all stages of operational tasks will 

be conducted by autonomy. In the case of an ocean-going ship, navigation will be 

conducted by autonomy and other tasks will be carried out by crew or operators in 

SCC. 

 

Future of work 
WMU (2019b) pointed out that current paper-based work of seafarers will be 

digitalized, and it will change the officers’ work from the bridge or engine room to a 

computer screen. Dalaklis et al. (2020) introduced the notion of “net-centric” (users 

can get appropriate information whenever and wherever they need it) to shipping 

because currently onboard decision-making has been greatly influenced by dynamic 
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collaboration among different stakeholders, and the net-centric philosophy can 

improve situational awareness and decision-making at sea. Given the fact that the 

shipping industry has entered the era of digitalization and equipment onboard ships 

has been increasingly connected, the maritime industry will gradually adopt net-centric 

concept. Management, human operators and machines will work together, including 

SCC, for the safety and efficiency of shipping. Similarly, Aiello et al. (2020) explained 

that digitalised ships must be relevant to the notion of cyber-physical systems, and 

such systems should be constituted by distributed, decentralised, networked 

heterogeneous and (semi)autonomous components which actively cooperate with each 

other to enhance the value chain of collaborative companies. Lloyd’s Register (2016) 

also predicted that a new relationship between human and machines will arise, 

categorizing three possibilities: (1) work assisted by AI, such as optimized voyage 

planning (2) ‘co-bot’, which means human-machine collaboration e.g. a human-robot 

team to conduct routine maintenance (3) machine manager e.g. a partially manned 

fully autonomous ship. To cope with such changes in the nature of work, the author 

emphasized the importance for crew to re-skill and up-skill. 

 

Lloyd’s Register (2016) projected that roles, organisational structure and 

responsibilities will change from operating at sea to monitoring, managing and 

supervising systems from shore. Kitada et al. (2019) suggested that leadership and 

organized work onboard will dramatically change due to digitalization. Although 

organizational roles of crew are based on organizational ranks and the master has had 

authoritative power and responsibilities up to now, technological innovation will 

increase connectivity between a ship and shore and the master will not be the only 

decision-maker. The authors predicted that increasing digitalization will push the role 

of crew toward monitoring of navigational systems or engines. In this case, leadership 

can be explained as capacity to consult with a manager or expert ashore by proactively 

proposing the best alternative solution for the shipping company. Furthermore, human-

automation or human-human coordination will become more important. Thus, 
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digitalization has the possibility to make the boundary between a ship and shore 

opaque. 

 

Future shipping 
To synthesise the above literature review, the future of shipping will be described in 

Figures 1 and 2: 

 

Figure 1 Future shipping (autonomous ship) 

Source: Created by the Author 
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Figure 2 Future shipping (smart ship) 

Source: Created by the Author 

 

An autonomous ship is totally different from a conventional ship in terms of business 

model and will start from short-range domestic shipping. On the other hand, a smart 

ship is an extension of a conventional ship, and the ship is supported by AI, IoT and 

Big Data. For both cases, much navigational data will be gathered through IoT 

techniques. Data will then be analysed by AI (Big Data Analysis), and AI will provide 

intelligence for navigation and make decisions to control the ship. Some navigational 

data through sensors, such as cameras, will be sent to the SCC along with the intentions 

of AI. When transferring data, advanced communication techniques, such as LEO, will 

be used, and data will be monitored by operators in the SCC. When operators do not 

agree with the decision by AI or AI does not have appropriate solutions to cope with 

the surrounding situation, operators will take over control of the ship. In case of a smart 

ship where seafarers are onboard, AI will propose probable courses of action instead 

of control, and seafarers will make the final decision for navigation.  

 

There are four merits of digitalization for navigational safety. The first one is improved 

situational awareness. Since many sources of information are integrated and analysed 

by AI, an autonomous navigation system can provide accurate situational awareness. 

In addition, there is no problem of fatigue in case of machines, which reduces human 

error. Secondly, through Big Data analysis, autonomous ships can detect abnormal 

situations and predict the possibility of dangerous situations. Finally, through 

continuous monitoring of data, especially for engines, autonomous ships can detect 

any sign of failure. This enables operators to conduct more accurate maintenance from 

regular basis to condition basis, which enhances reliability and decreases malfunction. 

Some navigational data, such as data obtained by sonar, if such equipment is available 

onboard, will be sent to the authority, and the authority can use it to enhance safety at 

sea, by updating hydrographical information, for example. Humans may continue to 

be involved in navigation from shore (in the case of an autonomous ship except for 
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some unmanned autonomous ships, such as ASDS) or onboard (in the case of smart 

ship), and a new type of collaboration between humans or human and machine will 

arise. 

 

2.1.2 National Strategies for Digitalization of ships 
Pietrzykowski and Hajduk (2019) clarified the role of stakeholders in relation to 

autonomous ships. According to the authors, States are required to formalize 

regulations to mitigate operational risks under the principle of “as low as reasonably 

practicable (ALARP)”. The authors also explained that maritime administrations will 

play a role in coordination to balance the aims of other stakeholders by using the 

competence of approvals and supervision, taking into account the economic, 

environmental and social background. In addition, States may conduct R&D projects 

for digitalization as part of science, technology and innovation policy. With respect to 

institutes in charge of R&D of autonomous ships, the authors suggested that such 

entities should develop cognitive functions by creating new technologies.  In line with 

the three roles of Governments for digitalization (legislation, coordination and R&D), 

which Pietrzykowski and Hajduk (2019) described, this dissertation analysed the 

national strategies of the top 10 ship-owing countries(overview of each strategy is 

summarized in Appendix B). 

 

In terms of legislation, four countries (Denmark, Germany, Japan and the UK) 

explained the necessity of establishing appropriate international law, especially for 

autonomous ships, while three countries (Singapore, the UK and the US) referred to 

national legislation for digitalization. Although there is a difference concerning 

whether national law or international law should be established first to realise 

digitalization, this result shows that many countries are eager to establish appropriate 

regulations for digitalization and continue to fulfil the role of Government. Within the 

countries under the scope of this dissertation, Norway and Korea did not mention to 

legislation. However, the project manager for innovation and new technology in the 

Norwegian maritime administration made a presentation about the legislation in 
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Norway for autonomous ships (Medhaug, 2019), so the country may be willing to 

create appropriate regulation for Yara Birkeland. In the case of Korea, the strategy is 

valid for only one year, and given the fact that legislation takes time, the country may 

give up integrating the description of legislation. In addition, the country seems to 

actively participate in the RSE conducted by IMO because the country was one of 

supporting members of review of instruments. Therefore, it can be concluded that all 

countries have tried to establish appropriate regulations governing digitalization 

although there might be differences in priorities. 

 

Regarding coordination among stakeholders, almost all countries referred to 

cooperation with national maritime industries, such as enhancement of the 

entrepreneurial environment (Denmark), joint projects (Germany, Norway and the 

UK) and establishment of data sharing mechanisms (the UK and the US). However, 

there is no description concerning what the authors expected from government, i.e. 

balancing the aims of stakeholders by using the competence of approvals and 

supervision, taking into account the economic, environmental and social background. 

Therefore, there is a concern that governments focus too much on facilitation of digital 

business in the maritime fields (economic impacts), and disregard environmental and 

social impacts. However, the negative environmental impact of digitalization, which 

is the assumption that digitalization will exacerbate environmental issues, is hard to 

imagine because many studies has concluded that digitalization will contribute to 

pollution prevention through modal shift, possible fuel change or optimized operation 

(Moræus et al., 2016; Munim, 2019; WMU, 2019b; Aiello et al., 2020; Ma, 2020; 

Sanchez-Gonzalez et al., 2021). Social impacts of digitalization may still be 

problematic, especially unemployment due to automation. However, given the fact that 

people in developed countries tend not to choose to become seafarers and seafarer 

shortages often exist (WMU, 2019b), the impact of unemployment due to automation 

might be limited, and, as such, Governments may not prioritise this issue. WMU 

(2019b) explained that autonomous ships could create new routes and would not 

replace existing routes, other than domestic short-range passenger ferries. Therefore, 
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it can be concluded that many countries have tried to fulfil their duties to coordinate 

stakeholders, especially from the economic perspective, to progress digitalization. 

 

Regarding R&D, almost all countries (except for Greece) have indicated that they will 

enhance R&D for digitalization, especially autonomous ships, IoT and Big Data. 

Besides the three elements which Pietrzykowski and Hajduk (2019) suggest, five 

countries (Germany, Norway, Singapore, the UK and the US) intend to enhance MET 

for the era of digitalization. Taking into account the fact that the STCW Convention 

requires Flag States to educate and train seafarers, improving MET to integrate digital 

skills is considered to be an important role of governments. Among them, the UK’s 

strategy refers to the necessity to establish an appropriate international framework for 

MET to cope with digitalization. In addition to MET, the USCG’s strategy referred to 

improvement of ship inspection and certification by introducing AI, Big Data and 

cloud computing. It also explained that the USCG will also enhance the capacity of its 

officers to cope with digital technologies, such as AI and cybersecurity. Survey and 

certification are important roles of flag States for maritime safety, so improvement of 

national inspection by introducing new technologies is also a crucial role of 

governments. Although some states may totally rely on Recognized Organizations in 

the field of ship inspection, governments conducting surveys (such as Japan) might be 

required to enhance capacity to cope with digitalization. 

 

In summary, this chapter identified five directions of major maritime administrations 

for digitalization through the review of national strategies: 

1. National and international legislation to cope with digitalization, especially 

autonomous navigation 

2. Coordination among stakeholders 

3. R&D for AI, Big Data and IoT 

4. Improved MET to integrate AI, Big Data and IoT 

5. Improvement of IMO Instruments Implementation by introducing AI, Big Data 

and IoT if necessary 
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Table 1 summarizes which governments refer to which items above; 

 

Table 1 

Roles of Governments for digitalization and their reference in strategies by country 

 

 

All these elements are necessary to raise maritime safety. Firstly, it is necessary to 

establish or revise safety standards to realize digitalization. Secondly, cooperation with 

stakeholders includes joint experiment with autonomous ships and data sharing. An 

experiment with autonomous ships means to evaluate the safety level of autonomous 

ships, and data sharing involves data related to safe navigation, such as hydrographical 

data and meteorological data. Thirdly, digital technologies can contribute to maritime 

safety as described in section 2.1.1.3, so R&D of digital technologies enhances safe 

navigation. Fourthly, personnel should be well familiar with digital technologies in the 

future navigation, so it is necessary, for safe navigation, to train personnel to deal with 

digitalization. Finally, survey, inspection and certification are the essential tools to 

implement IMO instruments and ensure maritime safety, so digitalization in this field 

is relevant to maritime safety. 
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Within the countries, only China did not seem to publicize its strategy. This might be 

because the country is generally lacking the capacity to innovate (Abrami et al., 2014; 

West, 2021), and the country is forced to rely on acquiring new and advancing 

technologies from other developed countries, by various measures including illegal 

ones (Blumenthal & Zhang, 2021; U.S. Embassy in Georgia, n.d.). In the maritime 

field, Chinese hackers attacked Universities in the US to steal maritime technologies 

for military service in 2019 (Volz, 2019).  

 

2.1.3 Companies’ Strategies 
Pietrzykowski and Hajduk (2019) suggested that the maritime industry aims to 

maximize its profits by introducing new technologies. Specifically, shipowners will 

minimize operational costs including crew costs. The authors also explained that 

classification societies will try to minimize the risk of operational errors in a preventive 

manners. In line with the above two roles of companies for digitalization, this 

dissertation analysed companies’ strategies (overview of each strategy is summarized 

in Appendices C and D). 

 

2.1.3.1 Analysis of major shipping companies’ strategies 
In terms of cost, which is the objective of shipping companies for digitalization as 

written by Pietrzykowski and Hajduk (2019), three companies referred to increase in 

cost efficiency (OOCL) by optimizing assets (ONE) and supply chain (Hapag-Lloyd). 

CMA CGM did not explain cost efficiency, but this might be because the strategy 

focuses on the company’s efforts to contribute to sustainable development, and the 

discussion of cost efficiency seems not to match the intention of the strategy. 

According to Wallgren (2018), the chief information officer of the company implies 

that the company is interested in digitalization because it can optimize its supply chain, 

and save money, so the focal point is the same as the other three companies. Other than 

cost efficiency, two companies (CMA CGM and ONE) explained that they will use 

digital technologies to meet the needs of customers, including container tracking, and 

real-time freight estimate. The other two companies also referred to these technologies. 

Only one company (CMA CGM) explained that the company would invest in 
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autonomous navigation. The following Table 2 summarizes which companies refer to 

which items above; 

 

 

Table 2 

Roles of companies for digitalization and their reference in strategies by country 

 

From the above observation, shipping companies may not be interested in radical 

innovation, such as autonomous ships, although it has potential to increase maritime 

safety. Rather, they seem to be keen on using digital technologies to increase cost 

efficiency through optimization of assets and supply chain, and satisfy customers’ 

needs through digitalized services. Although this dissertation cannot analyze the 

strategy of Maersk, the world’s largest shipping company, the CEO of the company 

Soren Skou argued that it would be impossible to operate 400-meter long container 

ships without seafarers onboard at least in his lifetime, and autonomous ships would 

not be a driver of efficiency (Wienberg, 2018). This remark is compatible with the 

assumption that ships will evolve in two ways: autonomous ships and smart ships. 

Since different business models might be required for autonomous ships, major 

shipping companies may not prefer such vessels and they do not prioritize 

development of autonomous ships in their strategies. Rather, autonomous ships will 

be driven by new comers, such as Yara, instead of traditional shipping companies. On 

the other hand, smart ships will fit with traditional shipping companies because they 

will optimize operation onboard and provide useful information, such as location and 

condition of cargo, for shore, which contributes to cost efficiency and meeting 

customers’ needs. Among the benefits of smart ships, optimization of assets, such as 

condition-based maintenance will enhance maritime safety, and this might be a role 

for shipping companies in digitalization in terms of navigational safety. 
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In summary, this chapter identified two directions for major shipping companies for 

digitalization through the review of companies’ strategies: 

1. To increase cost efficiency, such as optimization of assets 

2. To meet the needs of customers, such as container tracking 

However, they seem not to use radical innovation, such as autonomous navigation, to 

attain these objectives due to the difference of business model. Regarding maritime 

safety, these goals are familiar with the concept of smart ship because optimization of 

assets will include condition-based maintenance. Therefore, this chapter concluded 

that existing shipping companies will contribute to maritime safety through realization 

of smart ships. 

 

2.1.3.2 Analysis of classification societies’ strategies 
In terms of risk mitigation function which Pietrzykowski & Hajduk (2019) described, 

all available strategies referred to condition-based maintenance and the digital twin 

concept. As written in item 2.1.1.2, monitoring will increase reliability of equipment 

onboard, contributing to maritime safety. Digital twinning provides accurate 

simulation of ships, which enhances safe navigation. Therefore, it seems that 

classification societies have tried to mitigate risks by using digital technologies. 

However, Chae et al. (2020) pointed out that it is difficult to assess the risks of MASS 

by using only traditional risk assessment measures, such as FMEA, HAZOP and PHA, 

and the authors recommended using the latest methods, such as FRAM and STPA. 

Although none of strategies referred to the introduction of the latest risk assessment 

methods, classification societies will be forced to use or develop appropriate measures 

to evaluate the risks of autonomous ships. In any case, to assess the risk will contribute 

to optimization of use of assets, which matches shipping companies’ intentions to 

optimize their asset management, as analyzed in item 2.1.3.1. Therefore, both entities 

can cooperate with each other to advance digitalization. 
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In addition to the above analysis, certain classification societies seem to be reluctant 

to publicize or reveal their strategies regarding digitalization to outsiders. This 

tendency is also observed among the major shipping companies. It is indicative of the 

fact that classification is globally commercialized and classification societies compete 

with each other. Hence, they are forced to focus on business profit beyond their public 

roles, of which flag States are formally in charge (Silos et al., 2013). This might be a 

reason that some classification societies do not want to publicize their strategies 

regarding digitalization, just like private companies, in terms of business 

confidentiality. 

Chapter 3 
3.1 Limitations of digitalization 
There are many papers which referred to limitations of digitalization. Chae et al. (2020) 

suggested that cyber security, performance and the cost to introduce intelligent systems 

and reliability of them are critical issues to be addressed to realize MASS. In addition, 

Lloyd’s Register (2016) suggested that (1) legal liabilities, (2) socio-technical 

challenges such as inappropriate design, (3) new skills for digitalization and (4) social 

acceptance such as mixed traffic are key challenges. Furthermore, WMU (2019a) 

explained that there are six issues related to automation: (1) economic benefits, (2) 

regulation and governance, (3) technical feasibility, especially secure, reliable and 

robust worldwide data connection with enough bandwidth, (4) social acceptance, (5) 

knowledge and skills, and (6) labor market dynamics (operators who have ocean-going 

experiences will disappear). Moreover, UNCTAD (2020) explained many limitations 

of digitalization, including international regulations, data harmonization and 

cybersecurity. Besides, many papers pointed out specific technical challenges, such as 

telecommunication capacity. Through the literature review, the following major issues 

are identified to realize digitalization of ships: 

 Cost 

 Cyber security 

 Data related issues 

 Human element 
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 Reliability 

 Social acceptance 

 Liability and regulatory related issues 

 

This chapter will provide an overview of the above major challenges and suggest 

possible solutions. 

 

3.1.1 Cost 

Overview of the issue 
An autonomous ship requires high redundancy, which increases construction cost. In 

addition, it requires large sums of money to equip advanced systems on board and 

develop SCC (Moræus et al., 2016). The new building cost of an autonomous ship is 

estimated to be three times as high as a conventional ship of the same size (Munim, 

2019). However, Moræus et al. (2016) conducted a feasibility study on an autonomous 

bulker (MUNIN project) and concluded that the autonomous bulker would be 

economically feasible in some circumstances, and it improves the benefit by US$ 7 

million over 25 years as compared to an ordinary conventional bulker. Taking into 

account the optimized operation realized by an autonomous ship, operational cost can 

be reduced by US$ 1 million per year (Munim, 2019). 

 

There is another scenario which increases the operational costs of an autonomous ship. 

Guerra (2017) explained that under compulsory pilotage, a pilot may refuse to interact 

with unmanned autonomous ships, which requires unmanned autonomous ships to be 

controlled by human operators onboard during departure and arrival. In this case, 

crewing cost and construction cost to equip the bridge will occur, which undermines 

the cost-saving effect. However, the above mentioned MUNIN project was conducted 

under the assumption that crew are onboard during departure and arrival, so this issue 

may be limited under some conditions. Guerra (2017) also suggested other scenarios 

in which the pilot would take over remote control or an operator in SCC would obtain 

a pilot license for the operation area in question. 
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To discuss the problem of cost, it might be better to analyse whether an autonomous 

ship is feasible in terms of its business model. WMU (2019b) analysed Yara Birkeland, 

and pointed out that the current business model of autonomous ships is limited to short 

and local routes in a country that has manufacturing companies that can develop 

innovative solutions for transport systems, such as modal shift. Therefore, the author 

concluded that the business model should be expanded under the consultation of an 

expert. 

 

Similarly, Munim (2019) illustrated that developing an effective business model is one 

of the major constraints to realizing an autonomous ship because it requires expensive 

advanced technology. Therefore, the author explained that justification of higher initial 

investment (three times higher than a conventional ship) is necessary to secure added 

customer benefits. The author recommended that makers of autonomous ships possess 

them and offer them to a shipping company on a pay per use basis. The author also 

recommended that governments provide financial and non-financial incentives to 

makers of autonomous ships and stakeholders to construct autonomous ships and 

develop a value chain. Actually, some states seem to be willing to subsidize 

development of autonomous ships. In the case of Yara Birkeland, about one third of 

the total construction cost is funded by the Norwegian Government (WMU, 2019b). 

 

Possible solution 
In summary, the literature review indicates that in the current conditions, the 

application of autonomous ships is limited with fixed route and shipper in terms of 

economic reasons. Therefore, an appropriate business model which can pay high initial 

costs to introduce autonomous equipment should be developed for the spread of 

autonomous ships. Otherwise, financial support by Government, such as subsidies, 

might be necessary. On the other hand, there is no paper found which refers to the cost 

problem of smart ships. Digitalized equipment used for smart ships is considered to be 
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gradually adopted if the shipowner thinks that it brings economic benefit through 

operational optimization. 

 

3.1.2 Cyber Security 

Overview of the issue 
An autonomous ship may decrease accidents at sea, but it can cause non-navigational 

accidents including cyberattacks (Munim, 2019). Although an autonomous ship is not 

navigating up to now, cyber security is still a big issue in the maritime industry (de la 

Pe˜na Zarzuelo et al., 2020; UNCTAD, 2020). In addition to ships, Pietrzykowski and 

Hajduk (2019) emphasised the importance of cyber security to realize SCC. Therefore, 

if digitalization proceeds further in the maritime industry, the impact may become 

more serious. For example, a cyber-attack against crucial control systems of vessels 

can cause serious consequences such as grounding, collision and environmental 

damage (Chae et al., 2020).  

 

Possible solution 
To mitigate the risk of cyberattacks, de la Pe˜na Zarzuelo et al. (2020) suggested that 

it is important to conduct some measures, such as regular updates of operating systems, 

secure satellite connections, stronger passwords, information sharing, resilience 

exercises and awareness campaigns for employees.  

 

Petković et al. (2019) suggested that blockchain could be a solution for cyberattacks 

against autonomous vessels. The authors explained that unlike traditional distributed 

databases, all nodes on the network communicate with each other and collaborate to 

maintain all data, which eliminates invalid data introduced by a hacker because honest 

nodes will not accept it and fix it in case of blockchain. Due to this mechanism, 

blockchain has successfully blocked cyber-attacks for more than 10 years. Currently, 

several shipping companies have announced that they will introduce blockchain into 

trade procedures, such as bills of lading, but the authors propose that blockchain is also 

useful for control of autonomous ships from SCC. Specifically, blockchain enables 
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control data and critical ship data to be shared, stored and managed by certified users, 

which eliminates threats of hackers tampering with data or stealing critical data.  

 

In summary, it is necessary for the maritime industry to appropriately take measures 

to cope with cyber security for digitalization. Current measures taken by the 

international regulatory framework will be discussed in subsection 3.2.2. In addition, 

to make the industry more cyber-resilient, it is recommended to use blockchain for 

communication between an autonomous ship and shore since operation of an 

autonomous ship requires high level security. Furthermore, it is not well researched 

how cyber-attacks can influence the operation of autonomous and unmanned ships, 

including remotely controlled ships. Therefore, further research is expected in this 

field. 

 

3.1.3 Data related issues 

3.1.3.1 Capacities of Telecommunication 

Overview of the issue 
To control autonomous operation and support real time decision-making, high data 

rates, real-time transmission, high data integrity, high resilience and robustness are 

required for data transmission between shore and ships (Chae et al., 2020). For 

example, data transmission of 3D maps and high-resolution video to assist autonomous 

navigation requires a few Mbps transmission rate (Lloyd’s Register, 2016; Aiello et 

al., 2020; Chae et al., 2020). To realise such real-time, high speed and high-capacity 

data transmission, it costs huge sums of money for ships to use this data rate via 

satellite communication (Aiello et al., 2020). 

 

Possible solution 
Aiello et al. (2020) illustrated that WiMAX technology has been regarded as a feasible 

option for medium to long-range broadband maritime communications. It covers 50-

100km and has data rates of more than 20 Mbps. This technology might be useful for 

domestic shipping or short sea shipping where vessels navigate within 100km from 

shores, but it is insufficient for ocean-going ships in terms of coverage. For ocean-



 33 

going autonomous ships, development of Medium Earth Orbit (MEO) and Low Earth 

Orbit (LEO) may save the cost of satellite communication in the future (Aiello et al., 

2019). 

 

In summary, although high speed, high-capacity telecommunication is a necessary 

element to digitalize ships, it highly depends on innovation in the field of 

telecommunication technology. New satellite technologies, such as MEO and LEO 

may resolve the issue, but it seems to take time to develop a constellation of satellites. 

Therefore, autonomous navigation may be limited to coastal shipping before space 

infrastructure is well developed. To further support diffusion of autonomous ships, 

Governments are required to invest in R&D of new space technologies. Actually, the 

UK Government pledges to assist such R&D to facilitate digitalization in its maritime 

strategy (as shown in Appendix B). 

 

3.1.3.2 Data availability 

Overview of the issue 
Lloyd’s Register (2016) suggested three challenges regarding data availability. Firstly, 

data might be incorrectly gathered and processed, which results in inaccurate or poor 

situational awareness, wrong decisions and incorrect actions taken by autonomous 

ships. Secondly, most navigational sensing systems, such as radar, are designed for 

human operators. Therefore, these systems are too immature to provide intelligence. 

For example, a radar operator should identify and ignore clutter on the radar display 

by manually looking along the bearing and confirming the track. Thus, the AI systems 

should be trained to provide sophisticated intelligence. Thirdly, current sensors may 

not be able to provide enough resolution to satisfy the watchkeeping requirement of 

COLREGs and STCW. 

 

Possible solution 
To develop more integrated, robust and net-centric navigational systems onboard, 

Dalaklis et al. (2020) proposed a top-down engineering method based on system 

theory. In this approach, mission objectives and capacity required to achieve them are 
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firstly identified, avoiding focusing on past solutions or specific equipment. Then, a 

series of interconnected functions are described. By using the functions identified, all 

services, hierarchy and interconnections are also specified. The authors applied this 

notion to ships and explained that the objective of the integrated system is to organize, 

synchronize and coordinate activities of shipping companies, including both ship and 

shore sides, by utilising a net-centric, seamless information exchange architecture to 

create a collaborative environment, which can optimise operations, to improve the 

quality and speed of decision-making and to secure navigational safety. To realise such 

systems, the authors identified four critical services: (1) a navigation and guidance 

service, (2) a ship propulsion, energy and maintenance service, (3) a cargo handling 

and monitoring service, and (4) a logistics and supply service. The authors explained 

that this approach enables seamless integration of information. As an example of the 

navigation and guidance service, navigational data are provided by many sources, 

including GNSS, gyro compasses, laser compasses, and magnetic compasses. Since 

each equipment has its own advantages and disadvantages, data from different sources 

can complement each other to secure robustness and fault tolerance. 

 

3.1.3.2 Data vulnerability 

Overview of the issue 
Up to now, there have been many incidents of hacking or jamming, so digitalization 

may spur this situation. For example, positioning data from GNSS can be jammed or 

hacked, leading to grounding or collision (UNCTAD, 2020). In addition to GNSS, 

Dalaklis and Baldauf (2018) pointed out that AIS has vulnerability because the system 

is based on open-source and open frequencies, which increases the risks of malicious 

transmissions and manipulation by hackers.   

 

Possible Solution 
To tackle this problem, it can be recommended to introduce the net-centric architecture 

described in item 3.1.3.2. Chae and Kim (2020) also proposed that safety sensors used 

for ship critical systems should have at least homogeneous and/or heterogeneous 

redundancy and diagnosis and/or prognosis to secure robustness and fault tolerance. 
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3.1.4 Human Element in digitalization 
Although unmanned autonomous ships have the possibility to reduce human errors, 

human factors are still important elements in the design and operation of such vessels 

because operation of autonomous ships involves SCC operators (Ramos et al., 2019; 

Chae et al., 2020). Ramos et al. (2019) analysed the potential impacts of the human 

element in SCC and concluded that SCC operators can be a final safety barrier for 

avoidance of accidents even if a high level of autonomy is realized. Yoshida et al. 

(2020) showed that poor situational awareness of operators in SCC can be a risk given 

the fact that the main causes of collisions are wrong decision-making and poor lookout 

during navigation. In addition to the problem of SCC, many papers and national 

strategies reviewed in chapter 2 pointed out the importance of MET for digitalization. 

This subsection will analyse the challenges of digitalization from the perspective of 

the human element. 

 

3.1.4.1 System Design for autonomous ships and smart ships 

Overview of the issue 
Regarding operation of unmanned autonomous ships, Pietrzykowski & Hajduk (2019) 

stated that the types of events that should be notified to operators and how they are 

informed (information or warnings) should be clarified. Lloyd’s Register (2016) 

explained that human-machine integration should be carefully taken into consideration 

from the perspective of user-centred design for safe navigation because to interface 

and interact with new technologies is a new way of working for seafarers.  

 

In the case of smart ships, Man et al. (2018) expressed concern that digitalization will 

decrease the number of engineers onboard and, unless appropriate measures are taken, 

the burden on the remaining engineer will increase, causing human error. The authors 

pointed out that equipment in the engine control room (ECR), such as alarming system 

and monitor, is not optimized in terms of ergonomics, which prevents engineers from 

noticing changes in the surrounding environment. As examples, the authors showed 

that there is no integrated overview system which can continuously access all 
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platforms in the ECR and give necessary information to engineers readably. The cause 

of this problem is that the IT service used for integration of equipment depends on 

manufacturers and vendors. In addition, there are almost no international regulations 

or guidelines related to design and operations of ECR (Man et al., 2018).  

 

Possible solution 
Lloyd’s Register (2016) concluded that collaboration among providers of technology, 

seafarers and experts of behavioral scientists is necessary to mitigate the risk of the 

human element. Similarly, to tackle the problem of ECR, Man et al. (2018) 

recommended developing appropriate strategies to govern the information in order to 

truly assist information processing and decision-making, instead of adding another 

digital service. Specifically, given the fact that digitalization involves many 

stakeholders, such as users, service providers, manufacturers and classification 

societies, the authors explained that the introduction of service-oriented architecture 

(SOA) is a possible solution because it can facilitate collaboration between 

stakeholders. In the case of SOA, all business activities are divided by functions called 

‘service’. Then, each service is developed, and an integrator will gather components 

corresponding to each service. If services are standardized in the industry, such 

services will be available on the cloud, and can be easily updated. As a real example, 

the EU has developed the Maritime Connectivity Platform (MCP) by using SOA in 

the e-navigation framework. The authors explained that SOA is beneficial both for 

bridge and ECR. However, the authors explained that it is more useful for ECR 

because there is almost no regulation for design of ECR (high flexibility), and 

operators rely heavily on digital information unlike navigators in the bridge who can 

use visibility outside windows. Therefore, the authors claimed the necessity to regulate 

human-machine relations to tackle the increasing complexities due to digitalization by 

using system thinking such as SOA. 

 

In addition to the architectural point of view, Chae et al. (2020) explained that it is 

important to take into account human elements by using the IMO human element, 
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human reliability assessment and operational risk assessment when designing and 

operating autonomous ships.  

 

In summary, designers of digitalised systems should consider the human element by 

using relevant guidance. In case of unavailability of such guidance, especially for 

ECR, it is effective to introduce SOA in the design process. It is also important to set 

industrial standards of ECR operations so that providers can develop ‘services’. 

 

3.1.4.2 Safety of Navigation by SCC 

Overview of the issue 
It is considered that operators in SCC should develop the same level of situational 

awareness as a human navigator. However, operators in SCC may have limited ship 

sense as compared to a human navigator on board. Yoshida et al. (2020) used expert 

interviews and a navigational simulator and proved that it is difficult for operators in 

SCC to use body balance and grasp pitching, yawing and rolling from visual 

information. The authors explained that navigation experts tend to regard these ship 

senses as essential information sources and use navigational equipment such as ECDIS 

as supplementary information. Therefore, lacking ship senses can create poor 

situational awareness in SCC operators.     

 

Possible solutions 
It might be possible to duplicate the environment of the ship in the SCC with vibration, 

pitching, yawing and rolling by using virtual reality. However, such additional 

information may increase capacity of telecommunication (Yoshida et al., 2020). As 

there is no crucial solution found in the literature, the further research is expected on 

how remote-controlled ships can secure safety with limited information for the SCC.  

 

3.1.4.3 Education and Training  

Overview of the issue 
Lloyd’s Register (2016) suggested that digitalization of ships can create “ironies of 

automation”, which means the more advanced technologies are introduced, the more 
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highly-skilled personnel is needed to manipulate them. Therefore, training for shore-

based operators who monitor and supervise ships is essential for digitalization 

(Pietrzykowski & Hajduk, 2019). 

 

Possible solutions 
Cicek et al. (2019) evaluated future skills for seafarers to cope with Industry 4.0 and 

concluded that increasing digitalization and automation in the maritime industry will 

require different and more innovative competence and expertise. The authors point out 

that abilities of emotional intelligence, negotiation, adapting to cultural differences and 

transferring knowledge are important in addition to IT and technology skills, cognitive 

ability and learning and researching competencies. Technical skills include operations 

monitoring and analysing, troubleshooting, information and data processing and 

programming. In addition, motivation competencies to learn will facilitate quick 

adaptation of crew to technological change. 

 

Jo et al. (2020) also analysed required skills for seafarers in the era of digitalization, 

and concluded that seafarers’ competences should be radically transformed. The 

authors suggested some specific skills for seafarers in the future (e-farer), including 

both hard skills (remote operation, Big Data analysis and cyber security) and soft skills 

(emergency response, stress management and self-management) as well as traditional 

skills. MET should be restructured taking into account such specific skills. 

 

Furthermore, WMU (2019b) explained that autonomous ships require tasks related to 

remote monitoring of bridge, engine and sensor systems, and data analysis, so future 

seafarers should obtain abilities to mix maritime experience with digital skills and 

software engineering. The author specified six competencies for digitalization: Data 

Fluency/Data Analytics, Digital Operation of Physical Entities, Coding/Computer 

Programming, Digital Skills, Software Engineering and Maritime Computer Science. 

The author also suggested that there has been a trend wherein maritime education 

institutions do not integrate cutting-edge technologies into their curricula, so it is 
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recommended that they improve their curricula so that seafarers do not have to learn 

such technologies through on the job training. 

 

In addition to digital skills, Pietrzykowski and Hajduk (2019) emphasised the 

importance of sea-going experience because it is extremely difficult to grasp 

behaviours of ships and make appropriate decisions, especially during storms, without 

gaining experience on training vessels. Kitada et al. (2019) predicted that commercial 

education may be essential skills for seafarers in the case of partially automated ships 

so that seafarers onboard can take over business tasks ashore. 

 

In addition to seafarers, education and training for operators in SCC is also important 

(Munim, 2019; Lloyd’s Register, 2016)). According to Lloyd’s Register (2016), these 

skills include: higher levels of digital and technical competency; ability to cope with 

both physical and cyber affairs; continuous collaboration with robotic and autonomous 

systems; remote and virtual working with shore-based crew including robots, experts 

and other personnel; capacity to cope with cyber hygiene and cyber threats; 

management of fleets from SCC. Up to now, the discussion to set required 

competences for operators in SCC has not been initiated (Yoshida et al., 2020). To set 

such requirements, further research is expected in this area. 

 

3.1.5 Reliability 

Overview of the issue 
Malfunctions in software and hardware can cause more serious consequences for 

autonomous ships than conventional vessels because autonomous ships are composed 

of many digitalized components and one failure in a component propagates in other 

components. Therefore, it is important to raise the reliability of both components of 

autonomous ships (Chae et al., 2020).  

 

Possible solutions 
Possible solutions are introduction of remote diagnosis and development of systems 

which allow ships to return to ports when unmanned autonomous ships cannot be 
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operated in an appropriate manner anymore due to critical errors. In addition, regarding 

collision avoidance, measures to assess safety of ship intelligence have not been 

developed, so further study should be conducted in this area (Chae et al, 2020). 

Furthermore, measures to cope with loss of communication between autonomous ships 

and operators in SCC should also be developed (Pietrzykowski & Hajduk, 2019).  

 

3.1.6 Social Acceptance 

Overview of the issue 
Porathe (2019) suggested that AI may be able to detect the risks of collision several 

hours before a human navigator does, so autonomous ships may behave in different 

manners that a human navigator on another vessel close to the autonomous ships 

cannot understand. WMU (2019b) and Dalaklis (2018) suggested that autonomous 

ships or unmanned remotely controlled ships and traditional manned ships will 

navigate in the same water (mixed traffic), which may undermine safety. Human 

navigators may still continue to try to comply with COLREGs by following their own 

subjectivity. Therefore, if the behaviours of autonomous ships or unmanned remotely 

controlled ships are different from ships controlled by human navigators onboard, it 

may induce accidents. 

 

Possible Solutions 
Porathe (2019) recommended that behaviours of unmanned autonomous ships should 

be predictable. That is, unmanned autonomous ships should always follow COLREGs 

as much as possible. However, this scenario is not always possible because errors of 

AI can occur. Therefore, the author also recommends enabling such vessels to emit a 

unique signal so that AIS or ECDIS in other ships navigated by humans can detect and 

warn of the presence of unmanned autonomous ships. Moreover, the author expressed 

that the intention of behaviours of unmanned autonomous ships should be clearly 

shared with other ships. Therefore, the author also recommended that the voyage plan 

of such vessels should be shared with other conventional ships to make it easier for 

other ships to interpret the intention of manoeuvres of unmanned autonomous ships.   
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3.1.6 Liability and regulatory related issues 
Guerra (2017) argued that technology itself is not a problem to realize autonomous 

ships, but existing legal and operational frameworks, such as law and liability, can be 

an issue. Maritime insurance contracts are subject to seaworthiness. The author 

explained that if there is a deficiency in the software of autonomous ships or if the 

software is susceptible to cyberattacks, the ship is considered to be unseaworthy. 

Therefore, the insured may not be able to take the benefit unless governments and 

international law guarantee that the autonomous technology is safe through research, 

sea trials and legislation. The author also analysed US maritime law and explained the 

need to determine whether an operator in SCC and his/her assistants are regarded as 

seafarers. The author also suggested that if the operator is not classified as a seafarer, 

then a new legal category in lieu of ‘master’ and ‘crew’ should be developed in the 

case of an autonomous ship.  

 

Thus, establishment of appropriate law and liability is crucial for autonomous ships. 

The literature review identified two legal issues: COLREGs and STCW. The following 

subsection will firstly explain the challenges of the two conventions, and later suggest 

the problem of liability. 

 

3.1.6.1 COLREGs 

Overview of the issue 
WMU (2019a) explained that COLREGs includes many subjective requirements, and 

the convention needs to be transformed into a more programmable one. Porathe (2019) 

gave details about the issue. According to the author, the most challenging thing is that 

the Convention is written in a qualitative manner so that it can be applied to as many 

situations as possible, which can be a major obstacle to programming collision 

avoidance functions. For example, Rule 2 of COLREGs permits navigators to deviate 

from the requirements of the convention, if necessary, to avoid accidents. However, 

this regulation does not specify when it is time to neglect for collision avoidance. That 

is, Rule 2 does not describe by when they should follow the Convention in a situation 

that the risk of collision is increasing. Similarly, Rule 15 (Crossing situation), Rule 17 
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(regulation for crossing situation) and Rule 19 (navigation in restricted visibility) also 

contain qualitative descriptions, such as “as soon as it becomes apparent”, “safe speed” 

and “restricted visibility”. Specifically, restricted visibility means visibility of human 

eyes, and can correspond to day-light camera image in the case of an autonomous ship. 

However, an autonomous ship probably relies on AIS, radar and LIDAR instead of 

day-light camera. Although these sensors may be better than human eyes, autonomous 

ships will be forced to equip day-light camera.  

 

Guerra (2017) also explained that Rule 5 requires ships to retain an appropriate lookout 

by using hearing, sight and all other available measures applicable. However, these 

requirements are based on human perspective, and whether AI can recognize objects 

(sight) and detect human speech (sound) remains a problem because these abilities of 

AI are under development. In addition, the author pointed out that when a collision 

occurs due to system errors in AI abilities, courts may decide that the SCC supervising 

the autonomous ship is liable because such errors can be considered to mask the senses 

of AI during the collision, which can be negligence according to Rule 5. In addition to 

Rule 5, the author stated that Rule 9 also contains an ambiguous requirement. Rule 9 

requires a ship navigating in a narrow channel to keep to its starboard side as long as 

practically possible. However, COLREGs does not specify the “narrow channel”. 

 

Other than specific rules, there is also a problem that some vessels have a culture not 

to follow COLREGs (Guerra, 2017; Porathe, 2019). For example, ferries linking 

between Helsingborg (Sweden) and Helsingør (Denmark) have a culture not to keep 

out of the way in almost all situations (Porathe, 2019).  

 

Possible solutions 
Despite the above limitations, Lloyd’s Register (2016) explained that AI is considered 

to be able to recognize and categorize objects at sea, which allows for the correct 

application of the COLREGs (Porathe, 2019). Ma (2020) also explained that AI can 

learn COLREGs and operate a ship in line with the convention thanks to ML. Although 



 43 

AI can understand COLREGs, there is still a problem of conventional ships which do 

not follow COLREGs. In this case, Porathe (2019) pointed out that it is possible to 

refine AI by using AIS data worldwide. Since AIS data include the trajectories of ships 

that do not follow COLREGs, AI can learn from such data and derive an appropriate 

route to avoid such vessels. 

 

In summary, AI seems to be able to operate a ship in line with COLREGs despite the 

ambiguity of COLREGs, but the industry is recommended to demonstrate it by 

simulation or trial. In addition, Rules 15, 17 and 19 of COLREGs should be revised so 

that sensors other than day-light cameras are integrated. 

 

3.1.6.2 STCW 

Overview of the issue 
Article 3 of STCW states that the Convention applies to ships with seafarers on board. 

However, in the case of MASS degrees 2 and 3 of IMO’s definition, there is a 

discussion as to whether operators in SCC should be regarded as ‘seafarers’ or not 

(Chae et al., 2020; Yoshida et al., 2020). Pietrzykowski and Hajduk (2019) explained 

that the degrees 1 and 2 of MASS, which assume the presence of qualified or reduced 

personnel, are compatible with the STCW Convention, but in cases of significant 

reductions of crew or full automation (the degree 3 and 4), the current regulation 

cannot cover such situations.  

 

Possible solution 
It is natural to set new appropriate requirements for operators in SCC. Therefore, the 

maritime industry should start discussions to set such a regulatory framework for the 

training and qualification of such operators (Pietrzykowski & Hajduk, 2019), taking 

into account the prediction of future skills identified in item 3.1.4.3. 
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3.1.6.2 Liability 

Overview of the issue 
The report of the MUNIN project revealed that it is unclear whether the liability of 

masters in conventional vessels is applied to operators of unmanned autonomous ships 

in SCC, and further research should be undertaken (Moræus et al., 2018). Guerra 

(2017) stated that whether liability should be separated among operators in SCC, 

masters, or ship owners continues not to be addressed. The author pointed out that 

because an accident involving an autonomous ship will surely occur in the future, it is 

necessary to develop regulations proactively to decide the range of liability. The author 

further analysed how the negligence (against the duty to avoid collision) would be 

evaluated in the case of an autonomous ship controlled by SCC. The author concluded 

that in the case of collision, the court would probably seek to approach liability from 

the situation of operators in SCC, which are considered to be the master and crew, to 

decide whether the collision could have been prevented by the practice of duty. 

 

Possible solutions 
Guerra (2017) pointed out that the shipping industry can refer to the discussion of 

autonomous vehicles. As an example, Hevelke and Nida-Rümelin (2015) discussed 

who should take responsibility when autonomous vehicles cause accidents. The 

authors concluded that there are two options: the duty to intervene or a responsibility 

of the driver as a form of a “strict liability”. In the first option, the responsibility relies 

on a chance for an average driver to effectively predict and prevent the accident. The 

authors claimed that this approach is useful for the initial stage of diffusion of 

autonomous vehicles. In the second option, the driver will take responsibility under 

the assumption that the driver is responsible only for taking the risk of using the car. 

That is, among millions of citizens using autonomous cars in a nation, the driver shares 

the responsibility with other people who do the same in the country. Although the 

driver does nothing wrong in case of an accident, it is considered that he or she 

participates in a practice which carries risks and costs for others. However, the authors 

suggested that this responsibility should not surpass a responsibility for the general 

risk taken by using the autonomous vehicle, so a tax or a mandatory insurance seems 
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to be the most likely and practical measure. Furthermore, the authors explained that 

given the fact that autonomous driving can increase safety and save lives, the 

responsibility of manufacturers should be limited unless they sell intentionally 

defective vehicles. 

 

In summary, although there are many differences between shipping and automobiles, 

and the future business model of an autonomous ship is unclear, the above reference 

might be useful for the shipping industry to consider the issue. It might be possible to 

substitute the driver and the manufacturer for operators in SCC and system integrators, 

respectively. In any case, it is recommended that the shipping industry initiate a 

discussion of the issue referring to the discussion in the automotive field. 

 

3.2 Actions by IMO to tackle the limitations 

3.2.1 Regulatory Scoping Exercise for MASS 
The 98th session of MSC in 2017 agreed to include a new output concerning a 

"Regulatory scoping exercise for the use of MASS" into the committee’s 2018-2019 

biennial agenda with a target completion year of 2020 (IMO, 2021a). The objective of 

the exercise is to assess the existing IMO instruments to provide basic information to 

consider how operation of autonomous ships will affect them (Hurley, 2021). The 

framework of the exercise was approved at the 100th session in 2018, which described 

a two-step approach. The first stage is regarded as the initial review of IMO 

instruments, and instruments were categorized into the following four items: 

A. Instruments which apply to MASS and prohibit MASS operations; or 

B. Instruments which apply to MASS and do not prohibit MASS operations (no 

further action); or 

C. Instruments which apply to MASS and do not prohibit MASS operations 

(possibly need to be clarified or amended); or 

D. Instruments which do not apply to MASS 

The Intersessional Working Group on MASS (ISWG/MASS) in 2019 completed the 

first step. The second step was to evaluate and decide the most appropriate measures 
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to address MASS operations, taking into account technology, human element and 

operational factors. These measures were categorized into the following four items: 

I. no action needed or to develop interpretations; and/or 

II. to revise existing instruments; and/or 

III. to develop new instruments; or 

IV. none of the above as a result of consideration 

The second step was delayed due to the COVID-19 pandemic, and was finalized at the 

103rd session in May 2021 (IMO, 2021a). 

 

The result of the exercise describes two possible avenues for the future. The first is to 

develop new IMO instruments, such as a “MASS Code” to holistically address the 

many challenges identified under the exercise. The second is to revise all instruments 

separately. To take the second option, possible prioritization to address instruments 

was also written in the result. However, the result implies that the first option is 

preferable because the second option may cause inconsistencies and create potential 

barriers for the application of existing requirements to conventional vessels. The result 

also recommends the development of interim guidelines to operate MASS at an early 

stage (IMO, 2021b). 

 

This dissertation will not elaborate the details of the result of individual instruments 

because there are so many challenges identified, but three common gaps and themes 

were found through the exercise (IMO, 2021b):  

 

(1) Meaning of the term ‘master’, ‘crew’ or ‘responsible person’ 

In many instruments, the meaning of the term ‘master’, ‘crew’ or ‘responsible person’ 

needs to be clarified, especially for MASS degrees three and four, where operators in 

SCC might control the ship. In addition, Each IMO instrument is developed under the 

assumption that master and crew are onboard although some requirements do not 

explain it. To change this precondition may have great influence on the instruments. 

Therefore, due consideration should be given to revising or clarifying such terms. The 
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relevant conventions are SOLAS chapters II-2, III, V, VI, VII and IX, COLREG, 

TONNAGE 1969, 1966 LL Convention and 1988 Protocol, Intact Stability Code, III 

Code, and the STCW Convention and Code. 

 

(2) Remote control station/center 

The functional and operational requirements for SCC need to be developed. The 

relevant conventions are, SOLAS chapters II-1, II-2, III, IV, V and IX, STCW 

Convention and Code, FSS, ISM, 1966 LL Convention and 1988 Protocol, and 

Casualty Investigation Code. 

 

(3) Remote operator designated as seafarer 

It should be considered to regard operators in SCC as seafarers in addition to their 

qualifications, responsibility and the role as operators. The relevant regulations are: 

STCW, STCW-F, SOLAS chapter IX, and ISM Code. 

 

In addition to the above problems, the result explains that the glossary related to MASS, 

such as definition and autonomous level, needs to be clarified or re-considered, taking 

into account lessons learned through the exercise. Based on the above prioritized 

challenges, new outputs for changes in the regulatory framework will be proposed 

(Hurley, 2021; IMO, 2021a). 

 

Following the initiation of the RSE conducted by MSC, FAL and LEG also started the 

same work to review instruments governed by each committee, but the discussion is 

not proceeding well. The discussion of FAL was planned to be initiated at the 44th 

session in June 2021. However, the discussion on RSE was postponed to the next 

session due to time limitation (IMO, 2021c). In the case of LEG, volunteering 

members completed reviews of instruments, but due to time limitation, LEG could not 

finalise the result of the exercise at the 107th session in December 2020 and the 

Committee postponed the discussion to the next session on July 2021 (IMO, 2020). 
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3.2.2 Development of Cyber Security Guideline 
MSC and FAL adopted a voluntary guideline on maritime cyber risk management in 

2017 (IMO, 2017a). The guideline recommends shipowners to integrate cyber risk 

management into existing risk management processes so that it can complement safety 

and security practices under the IMO regulatory framework. (IMO, 2017a, UNCTAD, 

2020). According to the guideline, cyber risk management is composed of the 

following five stages:  

1. Identify: Define each member of personnel’s role and responsibility for cyber 

risk management and identify the systems, assets, data and capabilities which 

pose risks to ship operations when disrupted. 

2. Protect: Conduct risk control procedures and means, and contingency planning 

to protect systems and assets against a cyber incident and secure continuity of 

shipping operations. 

3. Detect: Create and implement activities that are necessary for detection of 

cyber incidents. 

4. Respond: Create and implement plans and activities that enhance resilience 

and restore systems necessary for services or operations impaired by cyber 

incidents. 

5. Recover: Identify means to recover and restore cyber-related systems 

necessary for operations impaired by cyber incidents. (IMO, 2017b) 

Based on the IMO’s guideline, some major shipping organisation, including BIMCO 

and ICS, have developed detailed cyber security guidance for shipping companies 

(BIMCO et al., n.d.). MSC98 decided a resolution that approved safety management 

systems under the ISM Code should take into account cyber risk management in 2017 

(IMO, 2017a). 

 

Cybersecurity is also covered by the International Ship and Port Facility Security 

(ISPS) Code. Specifically, Under Part A, section 8.4 of the Code, shipowners are 

required to conduct ship security assessment, including identification and evaluation 

of important operations onboard, identification of threats to the important operations 
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onboard and its likelihood, and identification of weakness. In addition, under Part B, 

section 8.3 of the Code, the ship security assessment should address radio and 

telecommunication systems, such as computer systems and networks, and other areas 

which can be a risk to personnel, property or operations onboard or within a port 

facility (UNCTAD, 2020). 

 

3.2.3 Facilitation of E-navigation 
Since the 81st session of the MSC, IMO member states have been tackling ‘E-

navigation’, which aims to harmonize data transfer between vessels and facilities 

ashore including VTS for maritime safety, security and marine environmental 

protection (Burmeister et al., 2014; Kitada et al., 2019). The fields of e-navigation 

include navigational systems onboard, vessel traffic data management ashore, and 

communication infrastructure between ships, ship to shore and shore to shore. To 

develop the concept, IMO firstly identified user needs and conducted gap analysis. 

Then, five prioritized e-Navigation solutions were proposed in 2013, and most of them 

are related to improved communications between stakeholders (Burmeister et al, 

2014). Much effort has been made, such as enhanced satellite support, increasing data 

processing capacities with computers and development of FOC. Such systems enable 

operators ashore to monitor and support vessels through enhanced communication 

among shore and vessels. E-navigation is relevant to support for human operators on 

board, and it does not aim to replace them unlike unmanned autonomous ships (Kitada 

et al., 2019). 

 

Burmeister et al. (2014) analysed the MUNIN project and concluded that autonomous 

vessels can contribute to the aim of e-navigation because autonomous ships can 

increase navigational safety although the concept of the MUNIN project is different 

from conventional ships. For example, the autonomous vessel assumed in the MUNIN 

project can integrate a variety of navigational data through various advanced sensor 

modules, which eliminates false data and increases reliability and plausibility. 
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Regarding e-navigation, the sixth session of NCSR approved guidelines on 

standardized mode of operation, s-mode, which describes standardization of user-

friendly design of navigational equipment, including requirements for navigational 

displays, operational measures and functions realized by one-click (IMO, 2019a). The 

eighth session of the sub-committee considered recognition of the Japanese navigation 

satellite system and agreed to regard the system as a world-wide radio navigation 

system. It is the first satellite system used for support for coastal navigation, so it is 

expected to increase navigational safety of coastal shipping and port calling (IMO, 

2021d). 

 

3.3 Gap Analysis between the limitations and IMO’s action  
This section will discuss the gaps between problems identified in section 3.1 and 

IMO’s current actions. 

3.3.1 Cost 
Regarding the issue of cost, it is not IMO’s role to develop an appropriate business 

model for autonomous ships. Article 1 of the Convention on the International Maritime 

Organization, 1948 implies that IMO is just a forum so that member States can discuss 

international conventions for maritime safety, security and marine environmental 

protection. Therefore, it is almost impossible for IMO to subsidize companies. Rather, 

it is recommended for States to support and subsidise such companies that wish to 

construct autonomous ships as Munim (2019) explained. However, none of the 

national strategies reviewed in section 2.1.2 referred to subsidies for shipowners 

although most strategies referred to subsidies for R&D of digitalization. Therefore, it 

is recommended for states to seek to develop appropriate business models with the 

maritime industries, including subsidies. 

 

3.3.2 Cyber security 
As noted in subsection 3.1.2, it is unclear how cyber-incidents can influence the 

operation of autonomous ships and remotely controlled ships, and further research is 

expected in this field. The current guidelines for cyber security developed by IMO are 

mainly for conventional ships because autonomous and unmanned ships did not exist 
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when the guideline was developed. Cybersecurity was identified as one of the issues 

of SOLAS Chapter IX and ISM Code in relation to MASS under the exercise (IMO, 

2021a), so it is recommended to revise the guideline in the future, taking into account 

the results of future research. 

 

3.3.3 Data related issues 

3.3.3.1 Capacities of Telecommunication 
As well as development of business models for autonomous ships, it is difficult for 

IMO to directly accelerate R&D of advanced telecommunication technologies. Such a 

role should be played by nations. The role of IMO in this issue is to discuss and 

approve new communication technologies, just like the eighth session of the NCSR, 

which recognized the Japanese navigation satellite as a world-wide radio navigation 

system upon requests of member States. 

 

3.3.3.2 Data availability 
This problem is not identified under the RSE of IMO. Although IMO seeks to develop 

goal-based standards for MASS, this issue is a little bit technical. Therefore, it is not 

clear whether IMO can create very technical requirements referring to multiplexing 

and use of many types of data sources. Rather, as written in item 2.1.3.2, it might be 

classification societies that evaluate possible risks of autonomous ships, such as data 

availability. Therefore, it is recommended for classification societies to be 

appropriately able to assess the risks of autonomous ships, including data availability. 

 

3.3.3.3 Data vulnerability 
This problem is not identified under the exercise. As well as item 3.3.3.2, the risk of 

data vulnerability is expected to be well assessed by classification societies, instead of 

IMO. 
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3.3.4 Human Element in digitalization 
Human Element in digitalization, especially the problem related to SCC, is well 

identified as a problem under the RSE. Therefore, it is expected that this problem will 

be discussed at IMO in the near future. 

 

3.3.5 Reliability 
This problem is not identified under the exercise. As well as item 3.3.3.2, the risk of 

reliability is expected to be well assessed by classification societies, instead of IMO. 

 

3.3.6 Social Acceptance 
As written in subsection 3.1.6, Porathe (2019) suggested that autonomous ships should 

emit unique signals so that conventional ships can identify the location of autonomous 

ships. The author also pointed out that voyage plans of autonomous ships should be 

shared with conventional ships so that conventional ships can recognize the intended 

actions of autonomous ships. Such measures might be indispensable under mixed 

traffic to mitigate the risk of accidents between autonomous ships and conventional 

ships. In any case, navigational rules of autonomous ships should be compatible with 

traditional maritime safety goals which crew may face for collision avoidance (Hurley, 

2021). Although the problem of mixed traffic is not identified under the exercise, it is 

recommended for member States to discuss this issue at IMO and include such 

measures into the regulatory framework of IMO. 

 

3.3.7 Liability and Regulatory related issues 
The issue of liability might be a commercial one, so there might be no space in which 

IMO can contribute. However, as noted in subsection 3.1.6, the maritime industry 

should prove that autonomous ships are technically safe through legislation, R&D and 

experiments (Guerra, 2017), and IMO can contribute in this field. Regarding 

legislation, further discussion to revise IMO instruments to cope with MASS should 

be undertaken by member States in the near future based on the results of the RSE, 

taking into account the fact that some States already have autonomous ships in short 

service (Hurley, 2021). In addition, although IMO cannot play a role in R&D, many 
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member States are willing to advance R&D of autonomous ships as per item 2.1.2 and 

such States might be able to share their experiences regarding R&D at IMO meetings 

to show that digital technologies are safe enough to diffuse. Regarding the experiment, 

IMO adopted interim guidelines for MASS trials in 2019. The guidelines elaborate 

specific requirements during MASS trials, such as risk management, compliance with 

existing instruments, manning, human element, reporting to relevant authorities and 

cyber risk management (IMO, 2019b). Some experiments are conducted based on this 

guideline. For example, NYK line conducted trials of autonomous navigation under 

the guidelines in 2019 (NYK lines, 2019). In addition to this Japanese experience, 

some States, such as Denmark, Norway and the UK, will conduct such experiments 

based on their national strategies analysed in subsection 2.1.2. To further show the 

safety level of autonomous ships, member States are expected to repeat trials under the 

guidelines. 

 

Chapter 4 Summary and Conclusion 
4.1 Evolution of shipping by digitalization 
Digitalization of ships is a change of way of business by introducing the cutting-edge 

technologies of Industry 4.0, especially AI, Big Data and IoT. Due to digitalization, 

ships may evolve into autonomous ships or smart ships in the future. Autonomous 

ships are considered to require new business models because of the huge costs required 

for initial investment (at least three times high as conventional ships). Therefore, 

autonomous ships may not be a result of improvement of conventional ships, and they 

may not replace existing shipping routes. Smart ships, on the other hand, might be an 

extension of the conventional ships. Smart ships are basically manned, and decision-

making onboard is supported by AI, IoT and Big Data. 

 

In the case of an autonomous ship, much navigational data may be gathered through 

IoT techniques. Then, data will be evaluated by AI (Big Data Analysis), and AI will 

provide intelligence for navigation and make decisions to control the ship. Some 

navigational data through sensors may be sent to SCC, and advanced communication 
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techniques, such as LEO, will be used when transferring data. Data will be monitored 

by operators in SCC, and human operators in SCC may intervene if necessary. 

Ultimately, ships which no longer require human intervention, such as ASDS, may be 

realized. In the case of a smart ship, AI may suggest probable courses of action instead 

of control, and seafarers will make the final decisions for navigation.  

 

There are four ways in which these ships may contribute to maritime safety. The first 

one is to improve situational awareness. Since many sources of information are 

integrated and analysed by AI, autonomous ships may provide accurate situational 

awareness. In addition, human errors are expected to decrease because AI does not feel 

fatigue. Furthermore, autonomous ships may detect abnormal situations and predict 

the possibility of dangerous situations through Big Data analysis. Finally, these ships 

may detect any sign of failure by continuous data monitoring, especially for engines, 

which enables more accurate maintenance and realizes condition-based maintenance. 

Condition-based maintenance will enhance reliability and decrease malfunctions. 

Humans may continue to be involved in navigation, from shore or onboard, and a new 

type of collaboration between humans or human and machine will arise. 

 

4.2 Analysis of National and Companies’ strategies for digitalization 

4.2.1National Strategies 
This dissertation identified the following five directions of major maritime 

administrations for digitalization through the review of national strategies: 

1. National and international legislation to cope with digitalization, especially 

for autonomous navigation 

2. Coordination among stakeholders 

3. R&D for AI, Big Data and IoT 

4. Improved MET to integrate AI, Big Data and IoT 

5. Improvement of IMO Instruments Implementation by introducing AI, Big 

Data and IoT if necessary 
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4.2.2 Companies’ Strategies 
This dissertation identified the following two trends of major shipping companies for 

digitalization through the review of companies’ strategies: 

1. To increase cost efficiency, such as optimization of assets 

2. To meet the needs of customers, such as container tracking 

In relation to maritime safety, these courses of action are familiar with the concept of 

smart ships because optimization of assets may bring condition-based maintenance. 

Therefore, this dissertation concludes that existing shipping companies may contribute 

to maritime safety through smart ships. 

 

Through the review of major classification societies’ strategies, this dissertation 

identified the role of risk mitigation of classification societies for digitalization. 

Actually, all available strategies referred to condition-based maintenance and the 

digital twin concept, which may increase maritime safety through improved reliability 

of equipment onboard. 

 

4.3 Limitations and possible Solutions 
The literature review identified six major issues (cost, cyber security, data related 

issues, human element, reliability, social acceptance, and liability and regulatory 

related issues). 

 

For the issue of cost, appropriate business models which can surpass higher initial costs 

should be developed. Otherwise, financial support by governments, such as subsidies, 

may be necessary. 

 

For the problem of cyber security, the literature review identified that blockchain 

might be useful to prevent cyberattacks. However, it is not well researched how 

cyberattacks can influence the operation of autonomous ships and unmanned ships, so 

further research is needed in this field. 
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For the issues of data, the literature review identified the problems of capacity of 

telecommunication, data availability and data vulnerability. Regarding 

telecommunication, new satellite technologies, such as MEO and LEO may resolve 

the issue. Coastal shipping can also use high-speed and high-capacity 

telecommunication technologies, such as 5G. To further diffuse autonomous ships, 

Governments are required to invest in R&D of new space technologies. Regarding data 

availability and vulnerability, the introduction of top-down engineering method can be 

a solution. That is, because each equipment onboard has its own advantages and 

disadvantages, data from different sources should be integrated and complement each 

other to secure robustness and fault tolerance.  

 

For the issues of the human element, the literature review identified the problems of 

system design for autonomous ships and smart ships, safety navigation in the case of 

remote control, and MET. To tackle the problem of system design, it might be 

necessary to develop autonomous ships and smart ships in line with the notion of SOA. 

Regarding SCC, the literature review could not find any solution for this problem, so 

further research is expected. Regarding MET, many studies predicted future skills for 

seafarers and operators in SCC, such as cybersecurity, big data analysis and 

commercial skills. To set such requirements for future MET, further research is 

expected in this area.  

 

Regarding reliability, the possible solutions identified are introduction of remote 

diagnosis and development of systems which allow ships to return to ports when the 

ships cannot be operated in an appropriate manner anymore due to critical errors. 

However, future studies should be undertaken on collision avoidance, measures to 

assess safety of ship intelligence, and loss of communication between autonomous 

ships and operators in SCC. 

 

Regarding mixed traffic, the possible solutions identified are to design behaviours of 

autonomous ships in line with COLREGs and enable them to emit unique signals so 
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that conventional ships can detect autonomous ships. In addition, the intention of 

behaviours of autonomous ships should be clearly shared with other ships by sharing 

the voyage plans of autonomous vessels with other conventional ships.   

 

Regarding the liability issue, the shipping industry is required to clarify this issue and 

develop appropriate regulations regarding liability, taking into account discussions of 

autonomous vehicles. It is also necessary to develop national and international laws to 

regulate autonomous or unmanned ships. Regarding the issue of regulations, relevant 

international instruments, especially COLREGs and STCW should be updated, taking 

into account the results of RSE. 

 

4.4 IMO’s actions for digitalization 
Up to now, IMO has tried to cope with digitalization by way of RSE, development of 

cyber security guidelines and the concept of e-navigation. RSE well identified basic 

issues regarding digitalization, especially concerning the human element. Many issues, 

including cost, reliability and liability, are not referred to in the exercise, but these 

issues seem to be addressed by other entities, such as governments and classification 

societies. The further action required for IMO is authorization of GNSS using new 

technologies, discussion to mitigate the risk of mixed traffic and information sharing 

about new technologies. In addition, current cybersecurity guidelines may not prevent 

cyberattacks on autonomous and unmanned ships. Therefore, the guidelines should be 

updated according to the latest research. 

 

4.5 Conclusion 
Because digitalization is considered to enhance maritime safety, the above six issues 

should be addressed. To further advance digitalization, this dissertation recommends 

the following actions: 

 

Governments  
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 to cooperate with their maritime industries to develop appropriate business 

models for autonomous ships, including subsidies. 

 to further facilitate R&D for digitalization, especially for space infrastructure 

 to consider future skills for seafarers and operators in SCC, and to set such 

requirements for future MET 

 to cooperate with their maritime industries to seek to establish appropriate 

liability, taking into account discussion of autonomous vehicles. 

 to share and discuss information on the above items at IMO 

 to discuss how to mitigate the risk of mixed traffic at IMO 

Classification societies 

 to develop appropriate risk assessment methods for autonomous ships and 

unmanned ships 

Maritime Industries 

 to introduce advanced design methods, such as SOA, to enhance reliability and 

eliminate data vulnerability 

Research Institutes 

 to research more on the risk of cyberattacks against autonomous or unmanned 

ships, safe navigation by SCC, and future skills for seafarers and operators in 

SCC. 

 

The author believes that the major issues will be addressed in the future according to 

the above recommendations and shipping will make full use of digitalization, for 

enhanced safety and increased efficiency. 

 

 

 



 59 

References 
 

Abrami, M, R., Kirby, C, W., & McFarlan, F, W. (2014, March). Why China Can’t 

Innovate. Harvard Business Review. 

https://hbr.org/2014/03/why-china-cant-innovate 

 

Aiello, G., Giallanza, A., Mascarella, G. (2020). Towards Shipping 4.0. A preliminary 

gap analysis. Procedia Manufacturing, 42, 24-29. 

 

American Bureau of Shipping [ABS]. (2018, June 8). ABS Digital Vision [Video file]. 

https://www.youtube.com/watch?v=2vzZ_tSGXcI&ab_channel=ABS 

 

ABS. (2018). DIGITAL INNOVATION. 

https://ww2.eagle.org/en/innovation-and-technology/digital.html 

 

Aoyama, S. (2021, July 2). News’ hint: Xi Jinping will fall from power [Video file]. 

https://www.youtube.com/watch?v=HxcypFFRsrg 

 

Arevalo, E. (2021, July 9). Elon Musk Shows Off New SpaceX Falcon 9 Autonomous 

Droneship -'A Shortfall Of Gravitas'. TESMANIAN. 

https://www.tesmanian.com/blogs/tesmanian-blog/gravitas 

 

A Shortfall of Gravitas. (n.d.). SPACEXFLEET.com. 

https://spacexfleet.com/a-shortfall-of-gravitas/ 

 

Baldauf, M., Mehdi, A, R., Kitada, M., & Dalaklis, D. (2017, November). Shore 

Control Centres for Marine Autonomous Systems: Exploring Equipment Options 

Marine Autonomy & Technology Showcase [MATS] 2017 [PowerPoint Slides]. 

ResearchGate. 

 

Bastiaansen, H. J. M. H., Lazovik, E.E., den Breejen, E. E., & van den Broek, J. H. 

(2019, October). A Business Process Framework and Operations Map for 

Maritime Autonomous and Unmanned Shipping: MAUSOM. In Journal of 

Physics: Conference Series (Vol. 1357, No. 1, p. 012017). IOP Publishing. 

 

BIMCO, CLIA, ICS, INTERCARGO, INTERMANAGER, INTERTANKO, OCIMF, 

IUMI, & WORLD SHIPPING COUNCIL. (n.d.). The Guidelines on Cyber 

Security onboard Ships Version 4. 

https://www.bimco.org/-/media/bimco/about-us-and-our-

members/publications/ebooks/guidelines-on-cyber-security-onboard-ships-

v4.ashx 

 

Blumenthal, D., & Zhang, L. (2021, June 2). China Is Stealing Our Technology and 

Intellectual Property. Congress Must Stop It.  



 60 

https://www.nationalreview.com/2021/06/china-is-stealing-our-technology-

and-intellectual-property-congress-must-stop-it/ 

 

Burmeister, H. C., Bruhn, W., Rødseth, Ø. J., & Porathe, T. (2014). Autonomous 

unmanned merchant vessel and its contribution towards the e-Navigation 

implementation: The MUNIN perspective. International Journal of e-Navigation 

and Maritime Economy, 1, 1-13. 

 

Chae, C., Kim, M., & Kim, H. (2020, June 30). A Study on Identification of 

Development Status of MASS Technologies and Directions of Improvement. 

Applied Sciences, 10, 4564. 

 

Cicek, K., Akyuz, E., & Celik, M. (2019). Future Skills Requirements Analysis in 

Maritime Industry. Procedia Computer Science, 158, 270-274. 

 

CMA CGM. (2021). 2020 CMA CGM Sustainable Development Report. 

https://www.cmacgm-group.com/api/sites/default/files/2021-

05/2020_CMACGM_CSR_Report_VUK_V30042021_VDEF-

compress%C3%A9_compressed%201.pdf 

 

CMA CGM. (2018a). CMA CGM Group MAGAZINE SUMMER 2018 No.60. 

https://www.cmacgm-group.com/api/sites/default/files/2018-

12/CMACGM_MAGAZINE_60_GB_Print_Def5_light_1.pdf  

 

CMA CGM. (2018b). CMA CGM collaborates with a startup, Shone, to embed 

artificial intelligence on board ships. 

https://www.cma-cgm.com/news/2060/cma-cgm-collaborates-with-a-startup-

shone-to-embed-artificial-intelligence-on-board-ships 

 

Dalaklis, D. (2018, June). Exploring the Issue of Technology Trends in the "Era of 

Digitalisation". [PowerPoint slides]. ResearchGate. 

 

Dalaklis, D., & Fonseca, T. (2019, November). How will automation and digitalisation 

impact the future of work in cargo transport and handling? The ITF/WMU 

Transport 2040 Report. ResearchGate. 

 

Dalaklis, D. (2019). Arctic SAR: Current Infrastructure and Opportunities for 

Maritime Autonomous Surface Ships (MASS) [PowerPoint slides]. 

ResearchGate. 

 

Dalaklis, D., Katsoulis, G., Kitada, M., Schröder-Hinrichs, J. U., & Ölcer, A. I. (2020). 

A “Net-Centric” conduct of navigation and ship management. 

 

Dalaklis, D., & Baldauf, M. (2018). Vulnerabilities of the Automatic Identification 

System in the Era of Maritime Autonomous Surface Ships. 



 61 

Dalaklis, D. (2020). Vessel Optimisation Webinar Week: Unleashing the Power of 

Data to Optimise Vessel Performance [PowerPoint slides]. ResearchGate. 

 

Dalaklis, D., Christodoulou, A., Ölcer, A., Ballini, F., Dalaklis, A., & Lagdami, K. 

(2021). Port of Gothenburg: Implementing a “Smart Port” Strategy. Journal of 

Marine Science and Engineering, 9. 

 

de Andres Gonzalez, O., Koivisto, H., Mustonen, J. M., & Keinänen-Toivola, M. M. 

(2021). Digitalization in Just-In-Time Approach as a Sustainable Solution for 

Maritime Logistics in the Baltic Sea Region. Sustainability, 13(3), 1173. 

 

de la Pe˜na Zarzuelo, I., Freire Soeane, M.J., L´opez Bermúdez, B., (2020). Industry 

4.0 in the port and maritime industry: a literature review. J. Ind. Inf. Integr. 20, 

100173 

 

El-Kahlout, M. I., & Abu-Naser, S. S. (2020). Peach type classification using deep 

learning. International Journal of Academic Engineering Research (IJAER), 

3(12). 

 

Guerra, S. (2017). Ready about, here comes ai: Potential maritime law challenges for 

autonomous shipping. University of San Francisco Maritime Law Journal, 30(2), 

69-90. 

 

Hapag-Lloyd. (2018). Hapag-Lloyd Strategy 2023 - Our journey starts now. 

https://www.hapag-lloyd.com/content/dam/website/downloads/pdf/Hapag-

Lloyd_Strategy_2023_Our_journey_starts_now.pdf 

 

Hapag-Lloyd. (2019, September 2). Hapag-Lloyd. (2018). How Hapag-Lloyd is 

realigning itself for the auto industry. 

https://www.hapag-lloyd.com/en/news-insights/insights/2019/09/how-hapag-

lloyd-is-realigning-itself-for-the-auto-industry.html 

 

Hevelke, A., & Nida-Rümelin, J. (2015). Responsibility for crashes of autonomous 

vehicles: an ethical analysis. Science and engineering ethics, 21(3), 619-630. 

 

Huaxia. (2019, November 19). China issues guideline to further develop intelligent 

shipping. Xinhua News Agency. 

http://www.xinhuanet.com/english/2019-11/19/c_138567369.htm 

 

Hurley, G. (2021, August 11). The Future of MASS is Drawing Closer. 

MARINELINK. 

https://www.marinelink.com/news/489778 

 

Indian Register of Shipping [IRClass]. (2021, May). Indian Register of Shipping 

(IRClass) takes major initiatives on the path to digitalisation. 



 62 

https://www.irclass.org/media-and-publications/news/indian-register-of-

shipping-irclass-takes-major-initiatives-on-the-path-to-digitalisation/ 

 

International Maritime Centre [IMC]. (2017).  International Maritime Centre 2030 

STRATEGIC REVIEW. 

https://www.mpa.gov.sg/web/wcm/connect/www/40af11f1-3ae2-4cc4-8098-

a6c8b6a9e64d/IMC+2030+Strategic+Review+Report.pdf?MOD=AJPERES 

 

IMO. (2016, April 20). FAL.5/Circ.39/Rev.2, GUIDELINES FOR THE USE OF 

ELECTRONIC CERTIFICATES. 

 

IMO. (2017a). MSC-FAL.1/Circ.3, Guidelines on Maritime Cyber Risk Management. 

 

IMO. (2017b).  Resolution MSC.428(98), Maritime Cyber Risk Management in Safety 

Management System. 

 

IMO. (2018). MSC 100/WP.8, Regulatory Scoping Exercise for the Use of Maritime 

Autonomous Surface Ships (MASS): Report of the Working Group. 

 

IMO. (2019a). NCSR 6/23, Report to the Maritime Safety Committee. 

 

IMO. (2019b). MSC.1/Circ.1604, Interim Guidelines for MASS Trials.  

 

IMO. (2020 December 11). LEG 107/18/2, Report of the Legal Committee on the work 

of its 107th session. 

 

IMO. (2021a). MSC 103/21, Regulatory Scoping Exercise for the Use of Maritime 

Autonomous Surface Ships (MASS): Report of the Working Group. 

 

IMO. (2021b). MSC 103/WP.8, Report of the Maritime Safety Committee on its 103rd 

Session. 

 

IMO. (2021c). Report of the Facilitation Committee on its Forty-Fifth Session. 

 

IMO. (2021d). NCSR 8/14/1, Report to the Maritime Safety Committee. 

 

Jo, S., D’agostini, E., & Kang, J. (2020). From Seafarers to E-farers: Maritime 

Cadets’ Perceptions Towards Seafaring Jobs in the Industry 4.0. Sustainability, 

12(19), 8077. 

 

Just Read the Instructions. (n.d.). SPACEXFLEET.com. 

https://spacexfleet.com/just-read-the-instructions 

 

Kim,M., Joung, T, H., Jeong, B., & Park, H, S. (2020, June 14). Autonomous shipping 

and its impact on regulations, technologies, and industries. Journal of 



 63 

International Maritime Safety, Environmental Affairs, and Shipping, 4(2), pp. 

17-25. 

 

Kitada, M., Baldauf, M., Mannov, A., Svendsen, P. A., Baumler, R., Schröder-

Hinrichs, J-W., Dalaklis, D., Fonseca, T., Shi, X., & Lagdami, K. (2019). 

Command of Vessels in the Era of Digitalization. In: Kantola J. I. et al. (Eds.) 

Advances in Human Factors, Business Management and Society (AHFE 2018, 

AISC 783, pp. 339–350, doi: 10.1007/978-3-319-94709-9_32 

 

Kongsberg. (n.d.). Autonomous Ship Project, Key Facts about Yara Birkeland. 

https://www.kongsberg.com/maritime/support/themes/autonomous-ship-

project-key-facts-about-yara-birkeland/ 

 

Kwekha-Rashid, A. S., Abduljabbar, H. N., & Alhayani, B. (2021). Coronavirus 

disease (COVID-19) cases analysis using machine-learning applications. 

Applied Nanoscience, 1-13. 

 

Lambrou, M., Watanabe, D., & Iida, J. (2019). Shipping digitalization management: 

conceptualization, typology and antecedents, Journal of Shipping and Trade, 

4(11). 

 

Lloyd’s Register. (2016). Global Marine Technology Trends 2030. 

http://info.lr.org/l/12702/2015-09-

04/2bxfbc/12702/131118/55046_LR2030_WEB_LR_25mb.pdf 

 

Lloyd’s Register. (2017, February). Design Code for Unmanned Marine Systems. 

https://www.cdinfo.lr.org/information/documents/ShipRight/Design%20and%2

0Construction/Additional%20Design%20Procedures/Design%20Code%20for

%20Unmanned%20Marine%20Systems/Design%20Code%20for%20Unmanne

d%20Marine%20Systems,%20February%202017.pdf 

 

Ma, S. (2020). Economics of maritime business. Routledge. 

 

Man, Y., Lundh, M., & MacKinnon, S. N. (2018). Managing unruly technologies in 

the engine control room: from problem patching to an architectural thinking and 

standardization. WMU Journal of Maritime Affairs, 17(4), 497-519. 

 

Medhaug, S. (2019, May 13). Regulating Autonomous Ships in Norway. 

https://www.sintef.no/globalassets/project/hfc/documents/2019-05-

08_sveindavidmedhaug_regulating-for-autonomous-ships-2-pages.pdf 

 

Moræus, J., MacKinnon, S., Burmeister, H., Wehner, I., Köhler, V., Rødseth, Ø., 

Sigurðsson, S., & Sage-Fuller, B. (2016). Research in maritime autonomous 

systems project Results and technology potentials. 



 64 

Munim, Z. (2019). Autonomous ships: a review, innovative applications and future 

maritime business models. Supply Chain Forum: An International Journal, 

20(4), 266-279. 

 

Nair, W. C. K. K. (2016). Future shock: Space X and its reusable rocket. 

 

Nippon Kaiji Kyokai [Class NK]. (2020a). Class NK Digital Ground Design 2030. 

https://www.classnk.or.jp/hp/ja/activities/techservices/dgd2030/index.html 

*written in Japanese 

 

Nippon Kaiji Kyokai. (2020b). Guidelines for Automated/Autonomous Operations on 

ships (Ver 1.0). 

 

Nippon Kaiji Kyokai. (2021). Guidelines for Digital Smart Ships (Edition 2.0). 

 

NYK line. (2018, March 29). Staying Ahead 2022 with Digitalization and Green. 

https://www.nyk.com/english/profile/pdf/staying_ahead_2022.pdf 

 

NYK line. (2019, September 30). NYK Conducts World’s First Maritime Autonomous 

Surface Ships Trial. 

https://www.nyk.com/english/news/2019/20190930_01.html 

 

Ocean Network Express [ONE]. (2019, December 4). Company information session. 

https://www.nyk.com/ir/news/2019/__icsFiles/afieldfile/2019/12/05/onemeetin

g_jp_1.pdf 

*Written in Japanese 

 

Of Course I Still Love You. (n.d.). SPACEXFLEET.com. 

https://spacexfleet.com/of-course-i-still-love-you 

 

Orient Overseas Container Line [OOCL]. (2021). 2020 Annual Report. 

https://www.ooilgroup.com/financials/interimandannualreports/Documents/202

0/E-Annual%20Report%202020.pdf 

 

Petković, M., Mihanović, V., & Vujović, I. (2019). BLOCKCHAIN SECURITY OF 

AUTONOMOUS MARITIME TRANSPORT, 17(3), 333-337. 

 

Pietrzykowski, Z & Hajduk, J. (2019, December). Operations of Maritime 

Autonomous Surface Ships. the International Journal on Marine Navigation and 

Safety of Sea Transportation, 13(4), 725-733. 

 

Plass, S., Clazzer, F., Bekkadal, F., Ibnyahya, Y., & Manzo, M. (2014). Maritime 

Communications – Identifying Current and Future Satellite Requirements & 

Technologies. 

http://elib.dlr.de/90468/1/ka3_2.pdf 



 65 

Porathe, T. (2019). Maritime Autonomous Surface Ships (MASS) and the COLREGS: 

Do we need quantified rules or is “the ordinary practice of seamen” specific 

enough?. 

 

Poulis, K., Galanakis, G. C., Triantafillou, G. T., & Poulis, E. (2020). Value migration: 

digitalization of shipping as a mechanism of industry dethronement. Journal of 

Shipping and Trade, 5, 1-18. 

 

Ralf, M. (2021, July 12). Elon Musk reveals SpaceX’s newest rocket-recovery drone 

ship. 

https://www.teslarati.com/spacex-elon-musk-third-drone-ship-reveal/ 

 

Ramos, M. A., Utne, I. B., & Mosleh, A. (2019). Collision avoidance on maritime 

autonomous surface ships: Operators’ tasks and human failure events. Safety 

science, 116, 33-44. 

 

SAFETY4SEA. (2020, May 11). Top 10 shipowning nations. 

https://safety4sea.com/top-10-shipowning-nations/ 

 

Sanchez-Gonzalez, P. L., Díaz-Gutiérrez, D., Leo, T. J., & Núñez-Rivas, L. R. (2019). 

Toward digitalization of maritime transport?. Sensors, 19(4), 926. 

 

Si, K. (2019, November 20). China outlines intelligent shipping development plan. 

https://www.seatrade-maritime.com/technology/china-outlines-intelligent-

shipping-development-plan 

 

Silos, J. M., Piniella, F., Monedero, J., & Walliser, J. (2013). The role of the 

Classification Societies in the era of globalization: a case study. Maritime Policy 

& Management, 40(4), 384-400. 

 

SpaceX May Have the Largest Unmanned Merchant Vessel in Operation. (2021, July 

13). The Maritime Executive. 

https://www.maritime-executive.com/article/spacex-may-have-the-largest-

unmanned-merchant-vessel-in-operation 

 

Stanić, V., Hadjina, M., Fafandjel, N., & Matulja, T. (2018). Toward shipbuilding 4.0-

an industry 4.0 changing the face of the shipbuilding industry. Brodogradnja: 

Teorija i praksa brodogradnje i pomorske tehnike, 69(3), 111-128. 

 

Sullivan, B. P., Desai, S., Sole, J., Rossi, M., Ramundo, L., & Terzi, S. (2020). 

Maritime 4.0–opportunities in digitalization and advanced manufacturing for 

vessel development. Procedia Manufacturing, 42, 246-253. 

 



 66 

Surya, L. (2015). An exploratory study of AI and Big Data, and it's future in the United 

States. International Journal of Creative Research Thoughts (IJCRT), ISSN, 

2320-2882. 

 

The Danish Maritime Authority [DMA]. (2017a). Maritime Strategy Team 2016. 

https://www.dma.dk/Vaekst/VaekstBlaaDanmark/Vaekstteamet2016/Sider/def

ault.aspx#:~:text=The%20Maritime%20Strategy%20Team%20is,report%20on

%2021%20April%202017. 

 

The Danish Maritime Authority. (2017b). Maritime Strategy Team – 

recommendations. 

http://www.dma.dk/Documents/Publikationer/UK-Faktaark%20-

%20V%c3%a6kstteamet%20for%20Det%20Bl%c3%a5%20Danmarks%20anb

efalinger.pdf 

 

The Danish Maritime Authority. (2018a). Blue Denmark. 

https://www.dma.dk/Presse/temaer/DetBlaaDanmark/Sider/default.aspx 

 

The Danish Maritime Authority. (2018b). Plan for Growth in Blue Denmark 2018. 

https://www.dma.dk/Documents/Publikationer/DetBlaDanmark_A4%20_Indh

old_UKpdf.pdf 

 

The German Federal Ministry of Economic Affairs and Energy [BMWi]. (2017, 

January 1). Maritime Agenda 2025. 

https://www.bmwi.de/Redaktion/EN/Publikationen/maritime-agenda-

2025.html 

 

The Greek Ministry of Digital Governance. (2021, June). Digital Transformation 

Bible 2020-2025. 

https://digitalstrategy.gov.gr/website/static/website/assets/uploads/digital_strate

gy.pdf 

*Written in Greek 

 

The Japanese Ministry of Land, Infrastructure, Transport and Tourism [MLIT]. 

(2019). White Paper on Land, Infrastructure, Transport and Tourism in Japan, 

2019. 

https://www.mlit.go.jp/common/001325161.pdf 

 

The Japanese Ministry of Land, Infrastructure, Transport and Tourism [MLIT]. 

(2020). Shipbuilding policies to secure stable international maritime 

transportation. 

https://www.mlit.go.jp/maritime/content/001381506.pdf 

*written in Japanese 

 



 67 

The Korean Ministry of Ocean and Fisheries [MOF]. (2021a). VISION Global Marine 

Leader, Korea. 

https://www.mof.go.kr/en/page.do?menuIdx=1472 

 

The Korean Ministry of Ocean and Fisheries. (2021b). MOF’s Work Plan for 2021. 

https://www.mof.go.kr/en/page.do?menuIdx=1503 

 

The Maritime and Port Authority of Singapore [MPA]. (2017, September 22). IMC 

2030 Strategic Review Outlines Vision For Maritime Singapore To Be The 

Global Maritime Hub For Connectivity, Innovation and Talent. 

https://www.mpa.gov.sg/web/portal/home/media-centre/news-

releases/detail/26725b66-91af-47ff-85b4-05db8a1a7c2d 

 

The Media Telegraph. (2019, November 23). China issues guidelines to develop 

intelligent shipping. 

https://www.themeditelegraph.com/en/shipping/2019/11/23/news/china-issues-

guidelines-to-develop-intelligent-shipping-1.38223594 

 

The Nagasaki Shimbun. (2020, December 23). Autonomous ferry Soleil launched at 

Nagasaki Shipyard of Mitsubishi Heavy Industries. Test will be conducted after 

entering service. 

https://nordot.app/714484449284866048 

*Written in Japanese 

 

The Norwegian Ministry of Education and Research. (2018). Long-term plan for 

research and higher education 2019–2028. 

https://www.regjeringen.no/contentassets/9aa4570407c34d4cb3744d7acd6326

54/en-gb/pdfs/stm201820190004000engpdfs.pdf 

 

The Norwegian Ministry of Trade, Industry and Fisheries. (2019, June 3). The 

Norwegian Government's Updated Ocean Strategy. 

https://www.regjeringen.no/globalassets/departementene/nfd/dokumenter/strate

gier/w-0026-e-blue-opportunities_uu.pdf 

 

The United States Coast Guard [USCG]. (2018, October). Maritime Commerce 

Strategic Outlook. 

https://media.defense.gov/2018/Oct/05/2002049100/-1/-

1/1/USCG%20MARITIME%20COMMERCE%20STRATEGIC%20OUTLO

OK-RELEASABLE.PDF 

 

The United States Coast Guard [USCG]. (n.d.). Radio Information for Boaters. 

https://www.navcen.uscg.gov/?pageName=mtBoater 

 

The U.S. Maritime Administration [MARAD]. (2017). Maritime Administration 

Strategic Plan. 



 68 

https://www.maritime.dot.gov/sites/marad.dot.gov/files/docs/resources/3606/m

arad-strategic-plan-2017-2021-20170119-final-signed.pdf 

 

The Department for Transport of the United Kingdom. (2019, January 24). Maritime 

2050: navigating the future. 

https://assets.publishing.service.gov.uk/government/uploads/system/uploads/att

achment_data/file/872194/Maritime_2050_Report.pdf 

 

Tsaganos, G., Nikitakos, N., Dalaklis, D., Ölcer, A. I., & Papachristos, D. (2020). 

Machine learning algorithms in shipping: improving engine fault detection and 

diagnosis via ensemble methods. WMU Journal of Maritime Affairs, 1-22. 

 

United Nations Conference on Trade and Development [UNCTAD]. (2020). Review 

of Maritime Transport 2020. 

https://unctad.org/system/files/official-document/rmt2020_en.pdf 

 

Volz, D. (2019, March 5). Chinese Hackers Target Universities in Pursuit of Maritime 

Military Secrets. 

https://www.wsj.com/articles/chinese-hackers-target-universities-in-pursuit-of-

maritime-military-secrets-11551781800 

 

Wallgren, M. (2018, August). Embracing a New, Digital Era. Sea Technology, 59(8). 

 

Wang, Y. (2020, December 12). Intelligent shipping to power nation. China Daily. 

https://global.chinadaily.com.cn/a/202012/12/WS5fd42c82a31024ad0ba9b6a7.

html 

 

West, J. (2021, May 10). China’s innovation dilemma. 

https://www.lowyinstitute.org/the-interpreter/china-s-innovation-dilemma 

 

Wienberg, C. (2018, February 16). Maersk’s CEO Can't Imagine Self-Sailing Box 

Ships in His Lifetime. Bloomberg. 

https://www.bloomberg.com/news/articles/2018-02-15/maersk-ceo-can-t-

imagine-self-sailing-box-ships-in-his-lifetime 

 

WMU. (2019a). Transport 2040: Automation, Technology, Employment - The Future 

of Work. 

 

WMU. (2019b). Transport 2040: Autonomous ships: A new paradigm for Norwegian 

shipping - Technology and transformation. 

 

Wróbel, K., & Weintrit, A. (2020). With Regard to the Autonomy in Maritime 

Operations–Hydrography and Shipping, Interlinked. TransNav, the 

International Journal on Marine Navigation and Safety of Sea Transportation, 

14(3). 



 69 

Yara. (2020, November). Yara Birkeland status November 2020. 

https://www.yara.com/news-and-media/press-kits/yara-birkeland-press-kit/ 

 

Yoshida, M., Shimizu, E., Sugomori, M., & Umeda, A. (2020). Regulatory 

Requirements on the Competence of Remote Operator in Maritime Autonomous 

Surface Ship: Situation Awareness, Ship Sense and Goal-Based Gap Analysis. 

Applied Sciences, 10(23), 8751. 

 

Appendices 

Appendix A: Terminology 
In this section, this dissertation will give definitions for some basic words.  

Digitization 
Digitisation refers to the process which converts analogue information into digital data 

(Ma, 2020; Dalaklis et al., 2021). 

 

Digitalization 
Focusing on change of way of business, Kitada et al. (2019) defined that digitalization 

is the process for modernization of the shipping industry. On the other hand, WMU 

(2019a) defined digitalization focusing on system components. The author described 

that digitalization is a set of process to apply digital technologies to systems and 

processes, which improves functions of existing systems. WMU (2019b) also 

explained that digitalization is relevant to computerization of systems, possible fuel 

change and enhanced monitoring of navigational systems and engine. Sullivan et al 

(2020) focused on specific technologies relevant to digitalization of ships, and 

explained that digitalization in shipping from the perspective of the new concept 

“Maritime 4.0” (Industry 4.0 in the maritime domain). The key technologies include 

IoT, Robotics, Cloud Computing, Additive Manufacturing (3D Printing), Big Data, 

Intelligent Simulation and Augmented Reality.  

 

Sanchez-Gonzalez et al. (2019) gave detail definition including both business and 

technical aspects. The authors showed that digitalization is to use digital technologies 

for transformation of business model and to suggest new opportunities to add value, 

referring to specific relation to the key technologies of Industry 4.0: Robotics, AI, Big 
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Data, Virtual Reality, IoT, Cloud Computing, Digital Security and 3D Printing. The 

authors also revealed that AI, Big Data and IoT are actively well researched in the field 

of shipping. Similarly, Dalaklis et al. (2021) defines digitalization as change of 

business model and creation of new revenue and business opportunity by using digital 

technologies (Figure A-1).  

 

Figure A-1. Stages of the Industrial Revolution and key technologies of Industry 4.0. 

From “Stages of the Industry Revolution”, by Dalaklis, 2021, p2. 

 

Sullivan et al. (2019) illustrated that technologies of Industry 4.0 can have great 

influence on shipping, including real-time tracking, remote operations, collision 

avoidance, route optimization and surveillance of equipment. 

 

Based on the above information, this paper defines “digitalization in shipping” as a 

change of way of business by introduction of the state-of-the-art technologies of 

Industry 4.0: Robotics, AI, Big Data, Virtual Reality, IoT, Cloud Computing, Digital 

Security and 3D Printing. Specifically, this dissertation will focus on the three 

technologies which are well researched fields in shipping as Sullivan et al. (2019) 

described (AI, Big Data and IoT). The definitions and impacts of AI, Big Data and IoT 

will be given in the item 2.1.1.1, 2.1.1.2 and 2.1.1.4 respectively. 
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Digital Transformation 
Digital Transformation refers to cultural change created by increasing use of digital 

technologies. It focuses on human who adopt the technologies, instead of technologies 

themselves (Dalaklis et al., 2021). 

 

Autonomous ship/vessel and unmanned ship/vessel 
A number of literatures use “autonomous” and “unmanned” ships in the same 

meaning. However, unmanned vessels refer to ships without crew onboard, so these 

ships might be remotely controlled by facilities ashore or other mobile station, such as 

another vessel. An autonomous ship, on the other hand, is a vessel with appropriate 

systems which can manipulate the ship and make decisions on changes in control 

configuration without human intervention. Such decisions are delivered by AI. 

Autonomous ships can be both manned or unmanned and unmanned ships might be 

both autonomous or non-autonomous (Baldauf et al., 2017; Kitada et al., 2019). In 

some exceptional situations, autonomous ships may be controlled by shore. The 

feasibility study of autonomous ships called ‘MUNIN’ in Norway described that 

autonomous ships should be able to be controlled by shore because errors must occur 

during navigation of autonomous ships (Moræus et al., 2016). This implies that remote 

control supports and complements decisions of ASC onboard. 

 

An example of autonomous ship and unmanned ship is Yara Birkeland. The ship is the 

first autonomous container ship in the world, owned by a Norwegian fertilizer make 

Yara (WMU, 2019b). The ship can also be manned and remotely controlled. The 

company revealed in November 2020 that the ship would be delivered soon and several 

test regarding cargo-handling and stability would be conducted (Yara, 2020). In July 

2021, it is reported that several tests were conducting for the ship under the condition 

that crew are onboard (“SpaceX May Have”, 2021). The first operation stage is 

expected to be manned and remotely controlled. Then, it will shift to remotely 

controlled without seafarers onboard (unmanned ship). Finally, autonomous and 

unmanned operation will be introduced (WMU, 2019b). To ensure safety, three remote 

control centres are planned to monitor operations of ships, so human interventions are 
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expected in case of emergency and exceptional situations. The centres also deal with 

condition monitoring and decision support for the vessel (Kongsberg, n.d.). ASOG, 

described in section 1.1, can be also classified into both an autonomous ship and an 

unmanned ship. However, this ship is expected to operate without human intervention 

(Ralph, 2021), so the concept is more advanced than Yara Birkeland. 

 

To summarize the discussion of ‘autonomous’ and ‘unmanned’ ships, it is possible to 

use the venn's diagram to classify all cases into the following seven patterns a to g in 

Figure A-2. 

 

Figure A-2 Categorisation of future ships 

Source: Created by the Author 

 

There are sets of “autonomous ship”, “unmanned ship”, “Ship which can be remotely 

controlled” and “smart ship”. The margin corresponds to a conventional ship. There 

are seven realms of sets (from a to g). Case a implies a ship which navigates 

autonomously with seafarers, but cannot be remotely controlled. Case b is a ship which 

is unmanned, but without an ASC nor remote control. It is difficult to imagine that 
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ships can navigate without seafarers, ASC and remote control, so this type of ships 

may be static, such as a Floating Storage and Offloading unit (FSO). However, this is 

not relevant to digital technologies, so this dissertation will not focus on case b. That 

is, an unmanned ship refers to an autonomous ship without seafarers or a remotely 

controlled ship without seafarers. Case c refers to a remotely controlled ship which 

seafarers are onboard, and this corresponds to the degree two of MASS. Case d is an 

autonomous ship with seafarers onboard which can be remotely controlled. An 

example is a Japanese domestic ferry Soleil. This ferry realizes fully automation from 

undocking to docking and can be remotely controlled by shore. Test will be taken place 

after entering service, and the shipping company revealed that autonomous navigation 

will be used in daily operation if the ship shows high level of safety and efficiency in 

the test (The Nagasaki Shimbun, 2020). Case e means a remotely controlled ship 

without seafarers. Case f is an autonomous and unmanned ship which can be remotely 

controlled. The example is Yara Birkeland. Case g is an autonomous and unmanned 

ship which cannot be remotely controlled (no human intervention). The example is 

ASOG. In the case of Yara Birkeland, the ship is expected to firstly operate at the level 

of c., then try to navigate at the level of e. and finally seek to operate at the level of f. 

(WMU, 2019b). Thus, a ship can be both different levels.  

 

Instead of defining an autonomous ship, the maritime industry and researchers have 

tried to clarify autonomous ships to give autonomous degrees, and many entities have 

tried to describe levels (Kitada et al., 2019; Pietrzykowski & Hajduk, 2019). 

 

IMO uses the term MASS (Maritime Autonomous Surface Ship) to describe advanced 

ships, and IMO gives autonomous level as follows: 

 Degree one: conventional ships which equip automated process and decision 

support systems. 

 Degree two: remotely operated ships which seafarers are onboard. 

 Degree three: remotely operated ships without seafarers onboard. 

 Degree four: Fully autonomous ships (IMO, 2018; WMU, 2019b). 
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Hurley (2021) predicts that remotely controlled ships (Degree two or three) will start 

to navigate by 2030, and by 2035 autonomous ships which can be remotely controlled 

will navigate on high-sea. 

 

Besides, Lloyd’s Register gave seven degrees of autonomous levels (Lloyd’s Register, 

2017; Kitada et al., 2019). However, this clarification is too detailed, so WMU 

developed more simplified scale, taking into account the Lloyd’s Registrs’ levels: 

 Level 0 (no automation): human operators take all decisions and actions, and 

technical systems are passive. [Ships in 1960s to 1980s] 

 Level 1 (partially automated ships): human operators take most decisions and 

actions, and technical systems suggest useful information and possible actions. 

[Today] 

 Level 2 (highly automated ships): human operators take some decisions and 

actions, and technical systems take most decisions and actions. [Soon] 

 Level 3 (highly autonomous ships): human operators can monitor the systems 

and can override, and technical systems take autonomously all decisions and 

actions. [In the near future] 

 Level 4 (fully autonomous ships): human operators can only intervene if the 

system decides to do so, and technical systems take autonomously all 

decisions and actions [After 10 to 20 years] (Kitada et al, 2019). 

 

Similar to WMU’s definition, Munim (2019) explains the four key automation options: 

(1) conventional ships which equip automated decision support system, e.g. collision 

avoidance system (2) ships which are periodically fully automated depending on 

conditions (3) fully autonomous ships which facilitate crew in some areas, such as 

ports (4) fully autonomous ships which do not facilitate crew anymore. In case of the 

option two and three, the ships may be controlled by SCC.  
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Maritime Autonomous Surface Ship 
MASS is a term produced by IMO to conduct regulatory scoping exercise (Baldauf et 

al., 2017; Kitada et al., 2019). 

 

Shore Control Centre 
In case of autonomous ships, assistance from shore will be enhanced, including remote 

control. Moræus et al. (2016) and Ramos et al (2019) described that fully autonomous 

ships without human intervention are not feasible because the required ship systems 

become very complex to realize it, and this is why control from shore is indispensable 

for autonomous ships. Such a control centre is called “Shore Control Centre (SCC)” 

or “Remote Control Centre (RCC)”. The term RCC is used by the RSE of IMO, and 

SCC tends to be used in commercial activities or academic papers, and this dissertation 

will use SCC to describe such centres. 

  

Yoshida et al. (2020) explained that most MASS requires SCC as a back-up function, 

and operators in SCC will play an ultimate role for safety in case of errors of 

autonomous navigational systems. Bastiaansen et al. (2019) explained that SCC can 

completely override ASC onboard and take over control when operators see that ASC 

may not able to avoid an accident or a critical error occurs. The author also suggested 

that SCC can play a role in not only remote monitoring and surveillance but also 

coordinator of information sharing of logistics. Ramos et al. (2019) also showed the 

two scenarios which operators of SCC should take over the control: (1) the ASC does 

not have any solution for surrounding situations; (2) the operator who monitors the 

ship does not agree with the course of action suggested by the ASC. At the level 4 

autonomous ships of WMU’s scale, the only above (1) may apply because the 

autonomous ship itself decide to give up control at the level in this case. 

 

Smart Ship 
A smart ship refers to one which adopts computerized systems, increased monitoring 

of navigational systems and engine, and possible fuel shift, resulting from continuous 

improvement of a conventional ship (WMU, 2019b). Such advanced systems may 
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include AI, advanced sensors and communication technologies (Lloyd’s Register, 

2016; WMU, 2019a). A smart ship is usually manned, but the number of crew is 

limited due to automation. Digital systems on board are expected to improve working 

conditions of seafarers (WMU, 2019b). 

 

Summary 
Digitalization (utilization of AI, Big Data and IoT in the maritime field) may transform 

work at sea. Thanks to these new and advancing technologies, new seven types of 

ships which are classified into Figure A-2, are expected to be realized in the near 

future. However, this classification is complicated, so this dissertation is of the view 

that digitalization may create smart ships and autonomous ships as discussed in item 

2.1.1.3 (Figure A-3). 

 

Figure A-3 Evolution of ships 

Source: Created by the Author 

 

Autonomous ships may require a certain level of human intervention. This intervention 

may be done by seafarers onboard in the case of manned autonomous ship or remote 

control in the case of unmanned autonomous ship. The most advanced autonomous 

ship may not require human intervention (Fully autonomous ship), such as ASDS. 

 

Appendix B: Overview of national strategies 

1. China 
In 2019, seven Chinese ministries, including the Ministry of Transport and the 

National Development and Reform Commission, the Ministry of Science and 
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Technology, the Ministry of Education, the Ministry of Industry and Information 

Technology and the Ministry of Finance, jointly issued the guideline to further develop 

intelligent shipping (Huaxia, 2019; Si, 2019; The Media Telegraph, 2019; Wang, 

2020). The author could not find the English source of the guideline, but some news 

media, including the Chinese official press Xinhua News Agency, revealed its digest 

(Huaxia, 2019). The aim of the plan is to enhance the integration of cutting-edge 

technology, such as AI, with the shipping industry to make the industry more 

intelligent (Si, 2019). The plan emphasises to integrate new and advancing 

technologies into the shipping industry, and aims to make China the centre of world 

shipping development and innovation by facilitating several key technologies by 2025. 

In addition, the plan describes that the shipping industry in China will seek to new 

business models regarding enough intelligence and a high-standard intelligent 

shipping system by 2050 (Huaxia, 2019; Si, 2019). The plan highlights 10 major tasks, 

such as improvement of the information and intelligence of shipping and port 

infrastructure, promotion of intelligent shipping technologies, and enhancement of 

technological innovation and cultivation of talent (Huaxia, 2019; Si, 2019; The Media 

Telegraph, 2019). The plan recommends local governments to well create such 

environment, establish pilot projects and promote cooperation to realize intelligent 

shipping (Huaxia, 2019). 

 

2. Denmark 
In May 2016, the Danish Maritime Authority (DMA) established the Maritime 

Strategy Team composed of senior officers of the DMA, shipping companies, ship 

machinery companies, port authority and trade union. The team developed eleven 

recommendations for DMA, and they were integrated into the national strategy for 

growth in Blue Denmark issued in January 2018 (DMA, 2017a; DMA, 2017b; DMA, 

2018a). The strategy is constituted by four pillars: (1) a power hub for digitisation; (2) 

a power hub with attractive framework conditions; (3) a power hub of knowledge and 

know-how; (4) a power hub with a global outlook and attractiveness (DMA, 2018b). 
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Among these pillars, the former three pillars are specifically relevant to digitalization 

of ships.  

 

Regarding the first pillar, the strategy aims to make Denmark a world laboratory of 

testing digital and autonomous technologies by using Danish unique marine geography 

towards 2025. Specifically, the Danish Government will tackle challenges of maritime 

cyber security, such as improvement of maritime ICT infrastructure under the EU and 

IMO regulatory framework. Furthermore, the Danish Government pledges to enhance 

the use of maritime data, such as publication of data, to facilitate maritime business 

and innovation. Moreover, the Danish Government will seek to cooperate with the 

maritime industry to enhance the entrepreneurial environment (DMA, 2018b).  

 

Regarding the second pillar, the strategy explains that the Danish Government will 

investigate rules and legislation in many fields so that implementation of international 

regulation will not impose undue barriers which can undermine competitiveness of 

Danish companies, particularly in the field of digitalization (DMA, 2018b). 

 

The third pillar emphasises on MET and R&D required for the future. Regarding MET, 

the Danish Government will provide appropriate training programme, taking into 

account recent technological development, to meet the needs of maritime industry 

(DMA, 2018). The strategy did not refer to details of “technological development”, 

but digital technologies are considered to be included into this term. Regarding R&D, 

the Danish Government pledged to invest DKK 237m in such R&D of new 

technologies, including digitalization (DMA, 2018b). 

 

3. Germany 
The German Government published “Maritime Agenda 2025” in 2017 to make the 

maritime industry in the country a global hub. The strategy suggests nine courses of 

actions for the German Government, as well as measures to implement the strategy.  
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Within the nine actions, the pillar “Maritime 4.0 – use the opportunities of 

digitalization” describes the German Government’s actions for digitalization in the 

maritime field. The pillar firstly explains situation of digitalization of ships, and later 

suggests the German Government’s action until 2025. As analysis for digitalization, 

the pillar emphasises on the importance of data analysis, assessment and management, 

which can transform merchant shipping and port management, such as weather routing 

and just-in-time arrival. The pillar also emphasises on development and diffusion of 

cutting-edge communication technology such as 5G to cope with large amount of data 

transmission from machinery and equipment. To make the most use of 5G, the Federal 

Ministry of Transport and Digital Infrastructure (BMVI) has established the platform 

“5G Initiative”, which includes “The Dialogue Forum 5G” in charge of providing the 

maritime industry with opportunity to present 5G requirements. Furthermore, it 

explains that digitalization of ships requires new safety and security standard such as 

approval and certification of ship systems, equipment and digital network on board, so 

it is important to integrate German view on digital technologies into international 

regulations of IMO, ISO and IEC. Lastly, the pillar suggests the importance of MET 

to deal with rapid digitalization. As German Government’s action, the Government 

pledges to facilitate R&D through maritime funding programmes and targeted funding 

of collaborative projects, especially inter-discipline projects. The German Government 

further pledges to enhace collaboration among entire value chain, and create new 

international standards regarding digitalization through collaborative mechanism 

among German industry players. Finally, the German Government will improve MET 

of qualified employees taking into account digitalization.  

 

After the specific Government’s actions, the strategy elaborates 10 measures to 

effectively implement the Maritime Agenda 2025. Within the measures, the third item 

“Promoting research, development and innovation on the sustainable use of the sea” 

suggests several funding projects for digitalization of ships. Firstly, R&D regarding 

Industry 4.0 and Big Data will be conducted under the Federal Government maritime 

funding programmes. Secondly, R&D on autonomous shipping, navigation tools for 
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efficient routing, by using satellite data transmission, will be conducted under the 

Maritime Safety Programme. Other than that, the item six “Maritime Safety” describes 

that the Federal Government will facilitate e-Navigation (BMWi, 2017). 

 

4. Greece 
The Greek strategy for digitalization in the maritime field focuses on procedures. To 

further raise the attractiveness of Greek flag, the Greek Government pledges to 

develop modern information system to minimize and speed up administrative 

procedures such as ship registration, recruitment of seafarers, certification related to 

ships. To attain the goal, the ministry of shipping and island policy has launched 

several projects (The Greek Ministry of Digital Governance, 2021). 

 

5. Japan 
In Japan, there are several strategies which are dealing with about digitalization of 

ships. Among them, the document called “Shipbuilding policies to secure stable 

international maritime transport” developed by the experts committee in the Japanese 

maritime industry and authorized by the minister of Ministry of Land, Infrastructure, 

Transport and Tourism (MLIT) is the most detailed. Therefore, this dissertation 

heavily relies on this document. 

 

The document suggests several recommendations for the Japanese Government. 

Regarding digitalization. Firstly, it recommends the Japanese Government to 

introduce “DX shipbuilders”, which uses digital twin technologies and streamline total 

lifecycle cost of ships from design, operation to maintenance. In addition, the Ministry 

has developed the roadmap to realise the phase II autonomous ship in 2025, which can 

support navigators by remote control or proposal of decision by AI, so the document 

recommends the Japanese Government to further enhance tests of autonomous systems 

and development of necessary regulations at IMO. Furthermore, the document 

analyses that digitalization will enhance the power of ship machinery companies called 

“system integrator”, such as Wärtsilä and Kongsberg, which can integrate ship systems 

and equipment on board by software and network. Therefore, the document requests 
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the Japanese Government to develop Japanese system integrator by standardization, 

facilitation of R&D and enhancement of education for technicians (MLIT, 2020). 

 

6. Norway 
In 2019, The Norwegian Ministry of Trade, Industry and Fisheries issued the ocean 

strategy called “Blue Opportunities”. The strategy is composed of six chapters: (1) 

Future-oriented ocean industries; (2) Education, skills and the labour market; (3) 

Research, technology and innovation; (4) Sound management and a predictable 

framework; (5) Clean and healthy oceans; and (6) International cooperation and ocean 

diplomacy (The Norwegian Ministry of Trade, Industry and Fisheries, 2019).  

 

Regarding digitalization, Chapter 1 (Future-oriented ocean industries) emphasizes on 

the importance of new and advancing technologies, such as digitalization, autonomous 

technology and Big Data, in the maritime industry in Norway. For example, highly 

developed satellite communication can enhance the industry, and the Norwegian 

parliament gave Space Norway AS a conditional pledge of equity so that the company 

can create stable and broadband satellite communication system covering the high 

north. The project will be started when its profitability is determined to be clear (The 

Norwegian Ministry of Trade, Industry and Fisheries, 2019).  

 

Chapter 2 (Education, skills and the labour market) explains that specialty on robotics, 

autonomous system, IoT, Big Data and AI will become more and more important, and 

it is possible for ocean industries to create a synergy effect. Therefore, the Norwegian 

Government will enhance digital skills in the industry by improving ocean-related 

education programmes (The Norwegian Ministry of Trade, Industry and Fisheries, 

2019).  

 

Chapter 3 (Research, technology and innovation) describes the actions taken by 

Norwegian government regarding R&D, such as establishment of test beds for 

experiments of autonomous ships in Trondheimsfjorden, Storfjorden and Oslofjorden. 
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The chapter also mentions that “The long-term plan for research and higher education 

2019-2028” adopted by the Ministry of Education and Research describes the 

prioritized fields of R&D in Norway, and the plan suggests “seas and oceans” as one 

prioritized area (The Norwegian Ministry of Education and Research, 2018; The 

Norwegian Ministry of Trade, Industry and Fisheries, 2019). After the five chapters, 

the strategy suggests future priorities of Norwegian Government. Regarding 

digitalization, the Government will continue to support the establishment of research 

infrastructure including test facilities. The Norwegian Government will also support 

R&D and continue to prioritize autonomous operation and digitalization in the ocean 

industries (The Norwegian Ministry of Trade, Industry and Fisheries, 2019). 

 

7. Singapore 
In Singapore, the International Maritime Centre, founded by the Maritime and Port 

Authority (MPA) of the Singapore Government, made a strategic review report to 

MPA, aiming that Singapore will continue to be the centre of global maritime hub, 

innovation and talent (MPA, 2017).  

 

Regarding digitalization, the report recommends MPA to facilitate the maritime 

industry in Singapore to enhance commercial and technical abilities, especially in the 

area of Big Data and risk mitigation including cyber risk management. In addition, it 

recommends to enhance collaboration between the maritime industry and pertinent 

communities in the area of digital solutions to facilitate cross-border cargo, financial, 

and information flows. To enable such pilot trials, the report recommends not to apply 

existing regulations to such projects (regulatory sandboxes). Furthermore, the report 

describes that Singapore can develop close relationships between local research and 

education institutes and other leading maritime clusters to collaborate in the field of 

digitalization, autonomous systems and Big Data. Regarding Big Data, the reports 

recommend the Government to develop data-sharing system between the maritime 

industry and research and education institutes. To attain the goal, the report 

recommends the Governments to create research bases and collaborations, such as 
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joint research projects including start-ups and scale-ups, in order to make the country 

“Living Hub” in the world maritime industry. Regarding maritime education and 

training, the reports recommend to integrate emerging skills, such as automation skills, 

data analytics and cyber security skills into seafarer education and training (IMC, 

2017). 

 

8. The Republic of Korea 
Ministry of Ocean and Fisheries (MOF) of the Republic of Korea has developed its 

maritime strategy to make the country global marine leader (MOF, 2021a). Under the 

strategy, MOF has created detailed annual work plan. The MOF’s Work Plan for 2021, 

issued in January 2021, explains that ensuring digital transformation in the maritime 

and fisheries fields and promoting the growth of innovative industries are some of the 

prioritized areas of the ministry. Under the plan, the ministry pledges to develop key 

technologies for MASS. In addition, the Korean Government will enhance maritime 

safety by digital technologies and seek to create a Big Data platform in the maritime 

and fishery fields. Furthermore, the Korean Government will continue to support 

ventures and start-ups (MOF, 2021b). 

 

9. The United Kingdom 
In January 2019, the Department for Transport of the United Kingdom issued 

“Maritime 2050: navigating the future”, representing the vision and ambitions of the 

Government for the future of the British maritime industry. The strategy is composed 

of seven topics: (1) competitive advantage of the UK; (2) technology; (3) people; (4) 

environment; (5) trade; (6) infrastructure; and (7) Security and resilience. Each topic 

has its own sub-topics and each sub-topic has vision in 2050 and course of actions for 

short-term (1-5 years), medium-term (5-15 years) and long-term (15 years or over). 

This dissertation will explain the overview of the topics, sub-topics and visions related 

to digitalization, and summarize the course of action by the UK government and the 

UK maritime industry in Table A-1. 
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Regarding digitalization, the sub-topic ‘safety’ in the first topic “UK competitive 

advantages” explains that overreliance on new technologies, such as GNSS, can 

weaken traditional seafaring skills such as navigation and seamanship, which has been 

one reason for many accidents. Therefore, the UK Government will review the regimes 

of maritime education, training and certification taking into account the realities of 

roles on modern ships as a medium-term action while retaining a basis in orthodox 

skills and enhancing successive improvement.  

 

The second topic ‘technology’ is deeply related to digitalization. As the vision in 2050, 

the strategy mentions that autonomy and smart shipping will make the maritime sector 

safer, cleaner and more efficient. In addition, Big Data analysis and digitalization, and 

more resilient communications will enhance connectivity between ships and ports, 

which will improve business decisions. Furthermore, AI will ensure effective 

management of huge amount of data, which will save costs and make logistics and 

supply chains more efficient. Moreover, distributed manufacturing, such as 3D 

printing, will have great influence on design of ships and ports. The topic has four sub-

topics: (i) future of shipping; (ii) smart ports; (iii) digitalization; and (iv) 

communication, navigation, and exploration, and each sub-topic has its 

recommendations. Among the sub-topics, ‘future of shipping’,’digitalization’ and (i), 

(iii), (iv) are relevant to digitalization of ships. 

 

The first sub-topic ‘future of shipping’ aspires that the UK will be a global leader in 

the field of ship design, shipbuilding, integration, and utilization of autonomy and 

other cutting-edge technologies on board ships. The sub-topic also puts forward the 

nation that the UK will lead the development of international regulatory frameworks 

regarding new technologies so that UK companies will be able to enjoy benefits by 

exporting, using, and commercializing innovative technologies such as autonomous 

navigation. To attain this vision, the strategy also refers to enhancement of maritime 

cyber-security. The Government pledges in the sub-topic to subsidize the maritime 

industry for £1 million to develop innovative laboratories.  
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The third sub-topic ‘digitalization’ aims to make the UK maritime sector ‘digital by 

default’ by adopting accessible, user-friendly and secured processes. It also aims to 

realize paperless maritime governance and e-registration of the UK flagged vessels as 

well as electronification of seafarer certification of skill and competence. Furthermore, 

it aims to realize real-time open data sharing among all stakeholders in the supply 

chain to make it more efficient and cost-saving e.g. optimization of routes. To attain 

the above visions, the Government pledges to facilitate the sharing and publication of 

as much data as possible to make fully use of the benefits of open data, such as cost 

and efficiency, in conjunction with the maritime industry. In addition, the Government 

will support integration of cutting-edge digital technologies into the industry to 

generate, use and analyse data. Furthermore, the Government will proceed 

electronification of certification of seafarers and registration of ships by 2030.  

 

The fourth sub-topic ’communication, navigation, and exploration’ aims to make the 

UK ships more connected by adopting next-generation of communication technologies 

such as resilient and high-bandwidth satellite communication covering worldwide. In 

addition, it also aims that navigational data gathered by the above communication 

systems will be used for safe navigation of autonomous ships around the world, which 

makes the UK continue to be a global leader in the field of hydrography. To attain this 

vision, the Government pledges to develop standards regarding data and 

communication technologies which can maximize bandwidth and resilience between 

ships and shore. In addition, the Government pledges to facilitate innovative satellite 

communication technologies, such as CubeSat (small and light satellite) which ensures 

worldwide coverage for new trade routes such as arctic. Furthermore, the Government 

will continue to retain the UK’s strong position in the area of geospatial data and 

hydrography in conjunction with pertinent national institutes, the industry and 

academia to create data requirements and commercialise data regarding navigational 

safety for autonomous ships. Moreover, the Government will map the EEZ of the 

country for autonomous ships by establishment of national data collection programme 



 86 

which can supplement existing geographical data with new data shared by vessels 

including autonomous ships, offshore platforms.  

 

Within the third topic ‘People’, the first sub-topic “Maritime skills and promotion” is 

deeply related to digitalization. The vision in the sub-topic explains that new skills 

regarding IT, digital and new technology will be required in the future, so highly 

qualified seafarers who can create and manage autonomous and technological systems 

are needed. Therefore, the Government and the industry have tried to attract people 

who specialize in Science Technology Engineering and Mathematics (STEM) to 

secure enough workforce in the maritime field.  

 

The second sub-topic “Considering the human in the face of technological change” is 

also related to digitalization. The sub-topic explains the necessity to reform the current 

retraining system to cope with emerging technologies. The sub-topic also describes 

that carrier path of seafarers should be more clarified so that experts of new 

technologies can join the maritime workforce.  

 

Within the topic ‘security’, the sub-topic “Cyber – security of technology” describes 

that due to increasing automation and communication, systems will be susceptible to 

attacks by state and non-state players for financial, disruptive and violent results. (The 

Department for Transport of the United Kingdom, 2019). 

 

Table A-1 

The specific courses of actions by the UK Government and the UK maritime industry 

Topic: UK's competitive advantage 

 Sub-topic: Though leadership 

   [Short-term action] 

 facilitate maritime innovation 

Topic: Technology 

 Sub-topic: Future of shipping 

   [Short-term action] 

 launch three flagship projects to show technological proofs and demonstrate 

smart shipping 

   [Medium-term actions] 
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 develop a national legal framework for autonomous ships to lure 

international business and allow testing in the UK’s waters 

 show leadership to contribute into the international regulatory framework 

for autonomous ships 

   [long-term action] 

 cooperate with the industey to establish multi-modal autonomous freight 

movement at UK ports. 

Sub topic: Digitalization 

   [Short-term action] 

 assess the benefits of new technologies and roles of the Government in 

facilitating development of these technologies and use in conjunction with 

the maritime industry. 

   [Medium-term actions] 

 attain full paperless governance of the industry, especially the fully 

digitalized UK ship registry by 2025. 

 regulate and make standards the use of data to introduce data related 

technologies such as blockchain with transparent, competitive and efficient 

manners. 

   [Long-term action] 

 make efforts to establish international standards related to digital 

technologies to secure interoperability 

Sub-topic: Considering the human in the face of technological change 

   [Short-term actions] 

 conduct a study on the impact of ‘Future Navigation’ to assess what 

information the maritime industry wants and the capabilities of the State to 

provide it as a short-term action 

 create sea chart of seabed in the EEZ waters for autonomous ships 

   [Medium-term action] 

 develop close relation with the UK space industry and integrate the capacity 

of R&D on satellite of the space industry into the maritime sector 

   [Long-term action] 

 understand the wat to manage sustainably manage ocean, benefits from the 

world ocean environment and create technology and soft skill so that the UK 

will be the top-runner of charting the world seabed. 

Topic: People 

 Sub-topic: Maritime skills and promotion 

   [Short-term actions] 

 revise regulations to use new technologies, such as virtual reality for 

maritime education and training 

 establish the Maritime Skills Commission, which is composed of experts of 

leading maritime skills to review maritime skills needed on a 5-yearly cycle 

   [Medium-term action] 

 create leading-edge training programme to maximize the use of future 

technologies including virtual reality 

   [Long-term action] 

 lead the discussion at IMO and ILO to review the international regulatory 

framework of MET 

Sub-topic: Considering the human in the face of technological change 
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   [Short-term action] 

 establish the internet connectivity working group to assess internet 

connectivity at sea for social care and continuous education in conjunction 

with the industry and academia 

   [Medium-term action] 

 the Maritime Skills Commission will consider how to make sure develop 

professional development plans are integrated into training programmes to 

make the carrier path more transparent in conjunction with maritime training 

institutes. 

Topic: Security 

 Sub-topic: Cyber – security of technology 

   [Short-term actions] 

 develop a model to which can support the industry because not all companies 

have enough resources to employ experts of cyber security 

 evaluate cyber threats through the National Cyber Security Centre to warn, 

inform and advice of cyber threats for the industry 

   [Medium-term actions] 

 play a leading role in developing regulations for the security of autonomous 

ships and connected systems 

 provide warning and advice regarding cyber threats of autonomous ships 

and connected systems for the industry 

 

10. The United States 
In the US, the U.S. Maritime Administration (MARAD) and the United States Coast 

Guard are in charge of shipping. The former is engaged in shipping policy, and the 

latter is involved in maritime administration, such as ship inspection, MET, and 

qualification of seafarers. Each organization has its own strategy. MARAD has 

developed “Maritime Administration Strategic Plan” in 2017 with the targeted 

completion year in 2021. The strategy is composed of mission, vision, five strategic 

goals and their individual objectives. Regarding digitalization, the vision hoists “an 

innovative, competitive U.S. maritime system”. The strategic goal 5 (Maritime 

Innovation) gives details about innovation in the vision. The goal 5 is composed of 

five objectives. The objective 5.1 describes that the organization will increase benefit 

of maritime/intermodal transportation by using existing Intelligent Transportation 

System technologies. The objective 5.2 suggests the use of cargo tracking, and the 

objective 5.4 explains facilitation of R&D for advancing technologies including 

automation (MARAD, 2017).  
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When compared with MARAD, USCG has developed more detailed strategy 

“Maritime Commerce Strategic Outlook”. The strategy firstly analyses the situation of 

shipping in the US, and suggests the following three courses of actions: Facilitating 

Lawful Trade and Travel on Secure Waterways (Line of Effort 1); Modernizing Aids 

to Navigation and Mariner Information Systems (Line of Effort 2); and Transforming 

Workforce Capacity and Partnerships (Line of Effort 3). There are several objectives 

under each line of effort, and the specific USCG’s actions are written under the 

objectives (USCG, 2018). The specific actions of USCG related to digitalization are 

summarized in Table A-2.  

 

As well as the three lines of effort, USCG develops some additional overarching 

concepts to make sure long-term success. One of the concepts named “Situational 

Awareness” explains that USCG will give useful information for maritime operations 

in real-time. Such information sharing system will be developed taking into account 

technological trends, and, stakeholders can make better decisions by using the system 

(USCG, 2018). 

 

Table A-2 

The USCG’s actions for digitalization 

Line of Effort 1: Facilitating Lawful Trade and Travel on Secure Waterways 

 Objective 1; Mitigate Risk to Critical Infrastructure 

   enhance security related to information technology in the maritime domain 

including vessels, referring to recognized industrial cybersecurity standards. 

 Objective 3: Enhance Unity of Effort in the MTS 

   empower and encourage the Area Maritime Security Committees (AMSCs) to 

continuously try to focus on the identification, prevention, mitigation, 

response, resiliency, and recovery efforts on high consequence risks to the 

national maritime transportation system to cope with cybersecurity, with a view 

to develop cyber information sharing for the shipping industry 

Line of Effort 2: Modernizing Aids to Navigation and Mariner Information Systems 

 Objective 1: Improve the Nation’s Waterways 

   transform the waterways in the US into the most technologically advanced 

network in the world by making USCG workforce able to meet the needs of 

new and advancing technologies including autonomous navigation 

 facilitate the use of electronic sea charts (paperless bridge) as long as they are 

accurate, reliable and cyber-resilient 

 Objective 2: Optimize Maritime Planning 
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   improve the information sharing system between interagency entities and the 

maritime industry to evaluate emerging technologies including autonomous 

navigation and robotic ships. 

 Objective 3: Recapitalize Aging Assets  

   invest in data infrastructure, such as storage and processing capabilities, to 

utilize increasing maritime data. 

 Objective 4: Streamline and Update Information Systems 

   conduct R&D for modernization of information systems to enhance the safe, 

secure and sustainable information flow of commerce. The goal of the system 

is to use data for risk-based decision-making by using different public and 

private data source. 

 reform its regulatory framework from the rule-based system to goal-based one 

to integrate new and advancing technologies including electronic and 

autonomous systems 

 collaborate with interagency partners in the field of IT solutions to improve 

surveillance, intelligence, and reconnaissance, intelligence analysis, and 

screening/identity management. 

Line of Effort 3: Transforming Workforce Capacity and Partnerships 

 Objective 2: Sharpen High-Tech and Adaptive Service Competencies 

   optimize the utilization of new technology, such as cloud computing, Big Data 

analysis, and AI to improve the quality of ship inspection. 

 reform maritime education and training in the US to cope with emerging 

technologies, such as autonomous system, AI, Big Data and cybersecurity. 

 facilitate collaboration among industry, academia and the government in the 

field of emerging technologies 

 Objective 3: Advance the Prevention and Response Operations Workforce  

   train its officers so that they have enough skills and expertise in cybersecurity 

 enhance its employees’ skill to cope with emerging technologies by internships, 

continuing education and field studies. 

 make efforts to remove cultural and legal barriers which may prevent the use 

of leading-edge technology for mission execution in Prevention and Response. 

 

Appendix C: Major liner shipping companies’ strategy 

CMA CGM 
CMA CGM has published sustainability strategy, and the company refers to 

digitalization within the strategy. The company categorizes actions for sustainable 

development into three pillars: (1) Acting for People; (2) Acting for Planet; and (3) 

Acting for Responsible Trade, and digitalization is referred in the first and third pillars.  

 

In the first pillar (People), the company pledges to introduce new digital platform for 

education and training for employees, such as virtual reality. In the third pillar 

(Responsible Trade, and digitalization), the company pledges to pay more attention to 
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and grasp customers’ needs by technological innovation, digital transformation and 

environmentally friendly innovation. As specific courses of actions, the company 

plans to support start-ups (CMA CGM, 2021). The company has also announced to 

collaborate with Shone, an IT company in San Francisco, in order to introduce AI into 

cargo ships and realize autonomous navigation (CMA CGM, 2018b). 

 

Hapag-Lloyd 
Hapag-Lloyd has developed “Hapag-Lloyd Strategy 2023 - Our journey starts now.” 

since 2018. Within the strategy, the company pledges to further invest in digitalization 

because the company wants to simplify shipping and optimize the whole supply chain 

(Hapag-Lloyd, 2018). 

 

The company does not mention the detail of the action for digitalization any more in 

the strategy, but the company gives detail on the company’s website. It shows that the 

company will focus heavily on container trackers. With regard to autonomous 

shipping, the company states that there is no telling about the impacts of autonomous 

shipping, taking into account the fact that such technology is not widely used today 

although autonomous shipping has potential to reduce accidents and spare parts. 

Regarding Big Data, the company is discussing how to use and analyze data with 

customers in order to optimize the supply chain so that the customers can enjoy further 

monitor their goods by Big Data analysis (Hapag-Lloyd, 2019). 

 

Ocean Network Express (ONE) 
ONE revealed its policies for digitalization in the company’s explanatory material for 

investors. It mentions that the objective of digitalization is to provide services which 

can meet the needs of customers by Big Data analysis and digitalization. The company 

explains that there are three domains of digitalization: channel, operation and assets. 

The former two domains are relevant to e-commerce, such as real-time freight estimate 

and automation of repetitive tasks e.g. booking. The digitalization of assets is 

optimization of the use of assets, such as operative analysis by using data from ships. 

Besides, ONE will establish joint research projects to gather all stakeholders of the 
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supply chain on the one platform. Furthermore, ONE will standardize data and 

interface, cybersecurity, IoT container and blockchain technology (ONE, 2019). 

 

Orient Overseas Container Line (OOCL) 
OOCL describes its future vision for digitalization in the annual report. It explains that 

the company will enhance its ability to use AI to increase cost efficiency and to make 

the traffic network more visible. OOCL has established IQAX, a tech company, to 

enhance digitalization of ships and develop harmonized international trade 

environment. The company aims to drive digital transformation in the maritime 

industry by close collaboration with stakeholders in supply chain, such as forwarders, 

carriers, terminals and financial institutions, so OOCL expects IQAX to be a 

collaborative centre of innovation among stakeholders (OOCL, 2021). 

 

Other companies 
Yang Ming and MSC replied that their strategies are confidential and cannot provide 

them for outsiders. There were no responses from other companies (COSCO, 

Evergreen, HMM and Maersk). 

 

Appendix D: Classification Societies’ strategies 

American Bureau of Shipping (ABS) 
ABS has released its digital vision on its website under the notion that the fourth 

industrial innovation (digitalization and connectivity) is transforming the maritime 

industry through sensors, data and autonomous systems. According to the strategy, the 

goal of digitalization for ABS is to support clients to make better decisions through 

digital transformation driven by data and obtain better business outcome. Specifically, 

ABS will use its data scientists and advanced data analysis, global cloud-based 

platform, digital twins and connectivity tools which can acquire data from ship sensors 

to provide automation, predictive maintenance, asset performance and cyber security. 

In addition, through machine learning and AI, data scientists of ABS are developing 

models which support failure prediction, pinpoint issues and identification of areas of 

risks. Furthermore, ABS will work with clients to offer condition-based class and 
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optimize supply chain logistics, fleet management and workforce productivity with 

software and business intelligence tools (ABS, 2018). 

 

Nippon Kaiji Kyokai (Class NK) 
Class NK has published “Class NK Digital Ground Design 2030” to cope with 

digitalization in 2020. The objective of the strategy is to support sustainable 

development of the maritime industry by creating appropriate business environment 

and facilitating collaboration among stakeholders. The strategy is composed of three 

functional pillars and two bases (development of ‘domain × IT’ personnel; and 

collection of data/knowledge).  

 

The first functional pillar (fair and transparent certification) includes enhancement of 

transparency by electronic certificates. The second functional pillar (development of 

advanced business environment) is relevant to diffusion of IoT and maritime cyber 

security. The third functional pillar (advanced survey and inspection) includes remote 

inspection, inspection by image recognition technique, condition-based inspection and 

digital-twin (ClassNK, 2020a). Based on the strategy, the organization has launched 

evaluation service called “Innovation Endorsement (IE)” for ships which integrate 

digital technology, such as autonomous navigating system (ClassNK, 2021). Besides, 

the organization has released guidelines for automated/autonomous operation on ships 

in 2020 to certify autonomous vessels (ClassNK, 2020b). 

 

Indian Register (IRClass) 
IRClass has launched “IRClass Digital” initiative in May 2021 to develop a world 

class digital framework. The strategy is composed of four important pillars: (1) 

technology, (2) people, (3) process, and (4) open innovation. To proceed the strategy, 

the organization established a new team, focusing on connected ship and smart 

infrastructure, online information and access management, smart emergency response 

system, automated immersive design simulation and validation, use of Digital Twin 

concept, and real-time condition-based monitoring. The organization plans to offer 

remote-controlled ships, remote monitoring, optimization of performance and voyage, 
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remote maintenance support, condition monitoring, predictive maintenance and 

improvement of other services (IRClass, 2021). 

 

Other classification societies 
DMV and Lloyd’s Register replied that the organizations do not have strategy which 

can be shared outside the organization. According to an officer of DNV, the very rough 

overview of the strategy is as follows: 

 position DNV as a thought leader in Digital Assurance 

 develop capabilities for digital assurance 

 explore and develop capabilities for AI and emerging technologies 

There were no replies from other classification societies (BV, CCS, RINA and RS). 
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