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Abstract: The shipping company or the operator determines the mode of operation of a ship. In the
case of container ships, there may be various operating patterns employed to arrive at the destination
within the stipulated time. In addition, depending on the influence of the ocean’s environmental
conditions, the speed and the route can be changed. As the ship’s fuel oil consumption is closely
related to its operational pattern, it is possible to identify the most economical operations by analyzing
the operational patterns of the ships. The operational records of each shipping company are not
usually disclosed, so it is necessary to estimate the operational characteristics from publicly available
data such as the automatic identification system (AIS) data and ocean environment data. In this study,
we developed a visualization program to analyze the AIS data and ocean environmental conditions
together and propose two categories of applications for the operational analysis of container ships
using maritime big data. The first category applications are the past operation analysis by tracking
previous trajectories, and the second category applications are the speed pattern analysis by shipping
companies and shipyards under harsh environmental conditions. Thus, the operational characteristics
of container ships were evaluated using maritime big data.

Keywords: operational analysis; automatic identification system; ocean environmental conditions;
maritime big data; container ship

1. Introduction

In global supply chains, maritime transport has the largest volume of trade. Bell and
Meng [1] emphasized that the maritime transport industry is facing major challenges con-
cerning freight rates, fuel prices, environmental sustainability, etc. These challenges need
to be addressed to ensure greater efficiency. The importance of sustainable development in
liner shipping management is also emphasized by Vejvar et al. [2]. The authors identified
four major research domains in liner shipping management. One of them is shipping
performance. The fuel oil consumption is a factor in evaluating shipping performance. Le
et al. [3] proposed voyage-based statistical fuel consumption models, and Kim et al. [4]
suggested a method to estimate the fuel oil consumption using the AIS data and ocean
environmental data. Additionally, container shipping influences supply chain integration
all over the world [5]; therefore, it is important to analyze container ships’ operations for
sustainable development.

In this study, we present a method to streamline container ships’ operations by an-
alyzing maritime big data, such as automatic identification system (AIS) data and ocean
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environment data. Big data technologies have become very popular in many industries
of late. We applied these technologies to analyze the big size of data. As a result, it was
possible to obtain the operational characteristics of container ships, such as average speed,
waiting time at ports, and the efficiency of voyage compared to other ships. As the charac-
teristics can affect the operational cost directly, it can be used to evaluate the efficiency of
the operation. Therefore, the operational characteristics leveraged from maritime big data
can improve the operations of container ships.

The operational characteristics of container ships are different for each shipping
company or operator. Some operators control the speed of the ship to coincide with the
appointed arrival time at a port. On the other hand, other operators run the ships fast
and prefer to wait near the port to enter. The operational characteristics are closely related
to fuel oil consumption, thus affecting the operational expenditure. Shipping companies
can reduce their cost by analyzing and optimizing the operations. Furthermore, they can
compare their shipping efficiency to that of their competitors’ by comparing operational
characteristics. Generally, shipping companies do not disclose their operational profile,
making it difficult to compare the operational efficiency of different companies. The fuel oil
consumption is the most important factor to estimate the efficiency of the ship. However,
it is difficult to calculate the fuel oil consumption because gathering that information
is expensive [3]. Furthermore, this information is not published in general, even if it is
gathered. Therefore, it is necessary to obtain the operational characteristics from publicly
available data such as the AIS data [6,7]. In addition, the ocean environmental conditions,
for instance, wind, wave, current, significant wave height, etc., can affect the operations.
The size of the AIS and ocean environment data is very large, making it necessary to use
big data technologies. Nowadays, big data technology is developing rapidly, and a lot of
valuable information is obtained by big data analysis. In this study, we combined the two
different big data to analyze the operations of container ships. We present the operational
analysis methodology of container ships by analyzing the maritime big data using big data
technologies. Two categories of the applications are proposed for the operational analysis
of container ships; one is the past operation analysis by tracking previous trajectories, and
the second is the speed pattern analysis by shipping companies and shipbuilders. For a
better understanding of the analysis results, we developed a visualization program for the
AIS data and ocean environment data.

The purpose of this study was to present some applications that can be obtained from
the big data analysis. This study may not include a novel algorithm to obtain the result
but can be considered a practical study to introduce the applications using the public
operational data.

The remainder of the paper is structured as follows. The related work is described
in Section 2. Section 3 presents the maritime big data used for the operational analysis
of container ships, and the big data framework to process the big data. In addition, the
developed visualization program for the analysis was also introduced in Section 3. The
applications of the maritime big data analysis are presented along with the discussion in
Section 4, and the paper is concluded in Section 5.

2. Related Work

Some earlier studies have presented applications using the AIS data. Yang et al. [8]
conducted a review of the AIS data applications. The authors reviewed many AIS data
applications, from simple data collections to vessel performance monitoring. Related to this,
one of the applications was proposed by Jia et al. [9]. The seaborn transport pattern maps
could be generated using the AIS data. The author also proposed the estimation method
of vessel payloads in bulk shipping using the AIS data [10]. Perera et al. [11] proposed a
decision-making system for ship collision avoidance, and the AIS data were used to obtain
the navigational information. Wen et al. [12] suggested a model that evaluated the maritime
traffic flow complexity and proposed that marine traffic could be measured using the AIS
data that are used in most ports to collect information regarding the position, course, and
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speed of each ship. A method for restoring the trajectory of inland waterway ships using
the AIS data was proposed by Sang et al. [13]. The authors proposed a method of cleansing
the AIS data, and a trajectory restoring method using the line, curve, and arc. To predict
the destination and arrival time, Dobrkovic et al. [14] proposed the maritime waypoint
discovery method from the AIS data by using machine learning. Furthermore, the same
authors [15] proposed a maritime pattern extraction method from the AIS data using the
genetic algorithm. Xiao et al. [16] simulated ship traffic behavior using the AIS data. The
authors analyzed the number of passages, speed distribution, average speed, and traffic
density in the waterways. Like other applications of the AIS data analysis, Wu et al. [17]
analyzed waterway transportation in a Southeast Texas waterway to reduce the potential
risk of vessel collisions. Zhang et al. [18] also proposed a method of near-miss collision
detection from the AIS data. The AIS data were also used in Yu et al. [19] to classify vessel
motion patterns in inland waterways. A similar topic was also studied in Wu et al. [20].
More studies using the AIS data were well introduced by Svanberg et al. [21], and the most
recent studies are found in Liu et al. [22], Yan et al. [23], Wu et al. [24], and Yan et al. [25].

Research to estimate the expected weather conditions in the main European coastal
traffic routes was carried out by Vettor and Soares [26]. They used the state-of-the-art ERA-
interim weather database to predict the expected weather conditions for the actual locations
where the ships were most likely to navigate. The weather impact for the container ship
routing was emphasized by Kepaptsoglou et al. [27]. Similarly, in this study, we also used
ocean environment data to analyze the operation of container ships.

Some studies focused on the size of the AIS data. Tsou [28] suggested the online
analysis process and a data warehouse to process the large volume of the AIS data so that
useful information can be obtained. Mao et al. [29] proposed using the AIS database for the
maritime trajectory prediction and data mining. However, these studies did not consider
the current big data technologies such as Hadoop [30] and Spark [31].

In this study, we propose an operational analysis method of container ships by com-
bining the AIS data and ocean environment data. As the size of the data was so huge, it was
necessary to use the latest big data technologies to handle the maritime big data. Some case
studies of the analysis were also proposed to evaluate the applicability of this study. Some
of the most recent studies are compared with this study and summarized in Table 1. This
study presents the data mining method using big data technology and some operational
applications that can be obtained by the AIS data and ocean environment data analysis.

Table 1. Summary of the related works and this study.

Study Input Data Application Algorithm Big Data

Jia et al. [10] (2019) AIS data Bulk ship payloads
estimation Regression No

Kim et al. [4] (2020) AIS data and ocean
environment data

Operational efficiency
estimation Own algorithm Yes

Liu et al. [22] (2020) AIS data Navigable capacity of
waterways estimation K-means clustering No

Yan et al. [23] (2020) AIS data Maritime routes extraction Graph theory No

Wu et al. [24] (2020) AIS data Travel time estimation in
narrow channel Own algorithm No

Yan et al. [25] (2020) AIS data Oil trade analysis Own algorithm No

This study AIS data and ocean
environment data Operation analysis Data mining,

K-mean clustering Yes
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3. Maritime Big Data and the Big Data Handling Framework for Operational Analysis
3.1. Input Data
3.1.1. AIS Data

According to IMO regulations [6,7], all ships are required to carry an automatic
identification system (AIS) that automatically provides information on the ship to other
ships and coastal authorities. AIS sends 27 messages, including all the information on the
ship’s navigation status every few seconds. Among these messages, ‘Message 1′ includes
the navigational information, such as the time, course over ground, speed over ground,
position, and ‘Message 5′ includes the IMO number of the ship, actual draft, departure,
destination, etc. In this study, the analysis was carried out using ‘Messages 1 and 5′. The
target ships were 624 container ships operated by 90 shipping companies. The target period
was one year from January 2017 to December 2017.

3.1.2. Ocean Environment Data

The ocean environmental conditions can affect the ship’s operation. Therefore, it was
necessary to consider the effects of the ocean environment where the ship is sailing. The
ocean environment data can be obtained from the global national climatic data center, such
as the European Centre for Medium-Range Weather Forecast (ECMWF) [32] and National
Oceanic and Atmospheric Administration (NOAA) [33]. The data include the time, latitude,
longitude, 10 m U wind component, V wind component, significant wave height with
wind waves and swell, wave direction, wave period, surface water temperature, current
speed and direction.

3.2. Combining the Maritime Big Data and the Data Handling Framework

The AIS data and ocean environment data can be combined using the time variable.
When a certain time is selected, the longitude and latitude of a ship can be obtained from
the AIS data. Then, it is possible to collect the ocean environmental information from the
ocean environment data using the time and position. As AIS data are saved every few
seconds, the size of this database was very large. The data size for the 624 ships analyzed in
this study was over 43 GB. Furthermore, the data size for the ocean environment data was
much larger. This can differ depending on the resolution of the ocean map and time, but
usually it runs into several terabytes per year. It is difficult to collect only the relevant target
information from such big data using a normal computing system. In this study, we used
the Hortonworks [34] big data framework for the maritime data analysis. Hortonworks
provides the Apache Hadoop [30] based big data framework, including related projects
for big data analysis. Apache Spark [31] is one of the projects used for data mining and
analysis, and Zeppelin [35] is used as a user interface and visualization tool for the analysis.

Figure 1 shows the configuration of the big data framework for operational analysis.
The AIS data, ocean environment data, and ship static data such as dimensions, engine
specifications and the IMO number were saved. The data included some noise; therefore,
cleaning, integration, and reduction processes are necessary as preprocessing. After pre-
processing, the relevant, valuable information was obtained according to the applications.
Subsequently, the information can be visualized using the developed visualization program
described in Section 3.3, or other programs such as Microsoft Excel.
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Figure 1. Configuration of the big data framework for operational analysis.

3.3. Visualization Program for Maritime Data Analysis

It is necessary to check the speed, location, and ocean environmental conditions of the
target ship at a specific time to analyze the ship’s operational characteristics. In particular,
the location of the ship can give rise to different interpretations. If the ship’s speed is
slow near the port area, then it is a normal operation. However, if the ship is operating
in the middle of the ocean at low speed, there might be a problem on board. Therefore, a
visualization tool is necessary to analyze the maritime data. In this study, we developed a
visualization program to analyze the ship’s operation, as shown in Figure 2. This consists of
a map visualization view, tree view, ribbon view, and property view. The map visualization
view shows the trajectory of a ship and the ocean environmental conditions at a certain
position using a heat map. The arrow shows the heading angle, and the wind direction
and strength were presented using a wind barb symbol, as shown in Figure 3. The wind
barb shows the speed and direction using the ‘flag’ on the end. The tree view shows each
voyage of a ship and nodes that are at certain positions during the voyage. Additionally,
each voyage can be individually selected and visualized. In the property view, the AIS
data information, such as time, longitude, latitude, heading angle, speed, wave height, and
wind speed and direction, is shown at the selected node. The ribbon view can load AIS
data and select the visualization methods.

The visualization program was implemented using C# and WPF (Windows Presenta-
tion Foundation) for the graphic user interface, and Microsoft Bing Maps library [36] for
the map and color label visualization. This visualization program was used to show the
voyage information for the applications in Section 4.
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4. Operational Analysis of Container Ships
4.1. Trajectory Tracking and Analysis

The overall process of trajectory tracking and analysis is shown in Figure 4. Generally,
AIS data include information on all ships. Therefore, it is necessary to first collect the data
of the target ship using the big data framework. Thereafter, the details of the voyage can
be obtained by analyzing the ship’s status, such as the underway, at anchor, and mooring.
Each voyage can be shown in the time series of speed and wave height. From the time series
analysis, it is possible to identify any unusual operation if one exists. The voyage data then
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need to be checked as regards to where the ship sailed and what the wave condition was
by using the visualization program proposed in Section 3.3. Finally, we can analyze the
operation of the ship. For instance, the ship in Figure 4 was waiting near the port while
moving at a very low speed (circled area).
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4.1.1. Past Trajectory Tracking of a Container Ship

AIS data contain the positions of ships at a certain time. Therefore, if we track the
position of a ship by time, the past routes can be obtained, and it is possible to analyze
the operations. Figure 5 shows the previous trajectories of a 10,000 TEU container ship. It
departed from Valencia, Spain, and arrived at Duqm, Oman.
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Some of the voyages are shown in a time sequence in Figure 6. The first voyage is
shown in Figure 6a, in which the ship departed from Valencia and arrived in Algeciras.
The average speed was 15.27 knots, and the ship was waiting before entering the port. The
wave height was lower than 1 m. Figure 6b shows the second voyage of the container ship.
The average speed was 15.11 knots, and the wave height was similar to the first voyage.
The ship was waiting near the port (the circled area), and also just before entering the
port. Figure 6c shows the long-distance voyage from Sines to Fort Lauderdale. As the ship
sailed the transatlantic section, it maintained a very high speed. The average speed was
21.37 knots. The wave condition was good, as shown in the graph.
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By analyzing the AIS data and ocean environment data, it was possible to trace the
previous trajectories of the container ship. In addition, the operational history could be
obtained, such as speed, waiting time, and wave condition. Waiting around the ports was
common for all operations. It was impossible to know the stipulated time of arrival, but
evidently, the ship arrived before the scheduled time and had to wait before entering the
ports. Depending on the routes, the average speeds were different. It was found that the
ship sailed at a higher speed on the long-distance route.
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4.1.2. Speed Comparison of a Container Ship for the Same Route

The operating speeds of the same 10,000 TEU container ship in Section 4.1.1 are
analyzed for the same routes in this section. Figure 7 shows the operational analysis of the
container ship from Sines, Portugal to New York, USA. The sailing time was nine days for
all the voyages, but the average speeds were different. Figure 7a shows one voyage for the
sailing period from 2 to 11 January 2017. The average speed was 18.64 knots. Figure 7b
shows another voyage with the same route. The sailing period was 21 to 30 April 2017,
and the average speed was 20.87 knots. One more example of the same route is shown
in Figure 7c from 7 to 16 June 2017. The average speed was 17.7 knots. We can assume
that the voyage distances were similar, as the ship sailed similar routes. In addition, the
wave conditions were good with mostly low wave heights. Although a high wave of
approximately 2.5 m height was found in Figure 7a, it was for a short period. Further
discussion regarding the ship’s speed and wave height will be presented in Section 4.1.3.
By comparing the average speeds during the three voyages, we can deduce that the
energy efficiency of the voyage in Figure 7b was not as good as that in the other voyages.
Normally, higher ship speed means more fuel oil consumption [37]. Furthermore, for the
same sailing period, a higher average speed translates to a longer waiting time near the
port. More information regarding the waiting time, such as mooring or anchoring time,
will be analyzed in greater detail in Section 4.1.4.
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Figure 7. Operational analysis of the 10,000 TEU container ship for the same route from Sines, Portugal to New York, USA.
(a) 2~11 January, 2017 (9 days), average speed 18.64 knots, (b) 21~30 April, 2017 (9 days), average speed 20.87 knots, (c) 7~16
June, 2017 (9 days), average speed 17.7 knots.

In this section, we compared the speed of a container ship for the same route. The
operational pattern may vary depending on the operational status of the port, such as the
density of ships simultaneously waiting to enter the port, the stipulated delivery time, and
ocean environmental conditions. It was found that even if it took the same number of days
for sailing in similar weather conditions, there could be different patterns that affect energy
efficiency. From this analysis, it is possible to arrive at the most energy-efficient operational
patterns. Furthermore, it can be a benchmark for other competitors.
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4.1.3. Operation Comparison among Series Container Ships for the Same Route

The operations of series container ships were compared in this study. As an example,
four 13,000 TEU container sister ships that sailed the same route were selected. By analyzing
their speed and time graph, we obtained the operational patterns of the series container
ships. Figure 8 shows the operational patterns of the series container ships that sailed from
Beilun, China to Mawan, China. When we consider the three voyages taking place in the
same direction as shown in Figure 8a–c, ship 1 had the lowest average speed, whereas
ship 3 had the highest. On the other hand, the sailing time was the longest at three days
for ship 3. The wave heights were not very high during the operations except for a short
period during ship 2′s voyage when they were almost 3 m. From this comparison, it is
clear that ship 3 had the lowest efficiency of operation for the voyage than the others. The
ship’s speed was the highest, but it also took the longest time. This means that not only did
ship 3 wait a long time near the port, but also consumed more fuel due to its high speed as
compared to the other ships.

J. Mar. Sci. Eng. 2021, 9, 438  10 of 21 
 

4.1.3. Operation Comparison Among Series Container Ships for the Same Route 

The operations of series container ships were compared in this study. As an example, 

four 13,000 TEU container sister ships that sailed the same route were selected. By analyz‐

ing their speed and time graph, we obtained the operational patterns of the series con‐

tainer  ships. Figure 8  shows  the operational patterns of  the  series container  ships  that 

sailed from Beilun, China to Mawan, China. When we consider the three voyages taking 

place in the same direction as shown in Figure 8a–c, ship 1 had the lowest average speed, 

whereas ship 3 had the highest. On the other hand, the sailing time was the  longest at 

three days for ship 3. The wave heights were not very high during the operations except 

for a short period during ship 2′s voyage when they were almost 3 m. From this compar‐

ison, it is clear that ship 3 had the lowest efficiency of operation for the voyage than the 

others. The ship’s speed was the highest, but it also took the longest time. This means that 

not only did ship 3 wait a long time near the port, but also consumed more fuel due to its 

high speed as compared to the other ships. 

 

Figure 8. Past operation comparison for the series container ships. (a) Voyage of the ship 1, 27~29 December, 2017 (2 days), 

average speed 17.49 knots, (b) Voyage of the ship 2, 15~17 December, 2017 (2 days), average speed 18.25 knots, (c) Voyage 

of the ship 3, 12~15 November, 2017 (3 days), 18.77 knots, (d) Voyage of the ship 4, 24~28 November, 2017 (4 days), average 

speed 16.54 knots. 

Figure 8. Past operation comparison for the series container ships. (a) Voyage of the ship 1, 27~29 December, 2017 (2 days),
average speed 17.49 knots, (b) Voyage of the ship 2, 15~17 December, 2017 (2 days), average speed 18.25 knots, (c) Voyage of
the ship 3, 12~15 November, 2017 (3 days), 18.77 knots, (d) Voyage of the ship 4, 24~28 November, 2017 (4 days), average
speed 16.54 knots.
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The worst case is seen in Figure 8d for ship 4, which traveled the same route, albeit
in the opposite direction. The voyage took a total of four days, with the lowest average
speed of 16.54 knots. However, there was a substantial waiting period before its arrival into
port. The average speed was just 2 knots lower, and yet the voyage took two days more.
It is clear that the scheduling of the operation was not efficient as compared to the other
ships’ voyages. There are some studies [38–40] related to the port operations to reduce the
waiting time. Generally, it is not easy to calculate the waiting time unless the port provides
the estimated waiting time at the arrival. However, it is possible to estimate the waiting
time if we have enough data to calculate the average waiting time at the port from the AIS
data. Then, it can be possible to optimize the voyage.

It is found that ship 2 encountered the highest wave height of approximately 3 m, and
its speed was reduced. We analyzed the relationship between the ship’s speed and the
wave height for more voyages on the same route, and the result was shown in Figure 9. In
most of the voyages, the waves were not high, but in some cases, the wave heights were
more than 2.5 m. Ship 4 operated in over 2.5 m wave heights four times, and one of the
operating speeds was about 2.4 knots. Further information is required to find the ship’s
status at the operation. More severe weather conditions were not found because normally
ships are not operated under harsh environmental conditions on the route. Additionally,
the wave height below 3 m does not affect the ship’s speed. It can be concluded that the
stipulated time of arrival is a more important factor than the wave height.
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Figure 9. Analysis of the ship’s speed and the wave height.

In this section, we compared the operations of the series container ships for the same
route. Although the ships sailed the same route, the operational patterns were different,
and we could observe whether a particular voyage was more efficient or not by comparing
it to the other voyages. From this analysis, it is possible to estimate the departure date
and average speed when the arrival time is given. For example, ship 4 in Figure 8d could
have operated at a lower speed for four days and saved on fuel oil consumption and
waiting time. We also analyzed the relationship between the ship’s speed and the wave
height. Even though the waves were not very high, no correlation was found. If the wave
height is too large, then the ship departs on a different day or changes its route. It can be
concluded that the more important factors for speed are the stipulated arrival time and the
characteristics of the first officer.
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4.1.4. Mooring or Anchoring Time Analysis around Ports

Mooring or anchoring time analysis is one of the applications that can be obtained
by trajectory tracking. The AIS data include the ship’s status, such as underway using
the engine, at anchor, and mooring. If we find a ship that is anchored or mooring near
the port and calculate the time spent in that status, then the mooring or anchoring time
can be obtained. We selected four 13,000 TEU container ships to analyze the mooring or
anchoring time as an example for analysis. The results are shown in Figure 10.
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(b) Ship 2, mooring period: 19~21 February, 2017 (60 h), (c) Ship 3, mooring period: 7~10 May, 2017 (75 h), (d) Ship 4,
mooring period: 30 January~1 February, 2017 (47 h).

Ship 4 had the shortest mooring time of 46 h, and ship 3 had the longest mooring
time of 75 h. The mooring time can differ depending upon the complexity of the port, but
the mooring time should be taken into consideration for efficient operation. For example,
ship 3 in Figure 10c waited 28 h more than ship 4 in Figure 10d. Furthermore, it was
observed that all the ships chosen for this example waited at least two days before entering
the port.

The mooring time can be obtained by analyzing the trajectory tracking and the ship’s
status from the AIS data. When a ship is positioned near a port, and its status is mooring
or anchoring, it can be assumed that the ship is waiting to enter the port, and the mooring
time can be calculated. It is evident that a shorter mooring time is better for efficient
operation. It is also used to establish the best schedule considering the overall shipping
time and the ship’s speed. By analyzing the mooring time, it is possible to have a more
efficient operation.

4.2. Speed Pattern Analysis of Container Ships by Shipping Companies and Shipbuilders

Shipping companies operate their ships according to their unique governing principles.
Therefore, the operational characteristics can differ from company to company. For example,
if the wave height is high, then the operator may reduce the ship’s speed to achieve lower
fuel oil consumption. Sometimes, the operator may maintain a constant speed in spite of
bad weather conditions in order to meet the stipulated arrival time. From the point of view
of shipyards, it is difficult to know how the ship is operating once the ship is delivered,
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and how the level of the ship’s performance is decreasing during the operation time. In
this study, these operational characteristics regarding the speed on the basis of shipping
companies and shipbuilders were analyzed. A total of 624 ships owned by 90 shipping
companies were chosen for analysis. The analysis period selected was January to December
2017. The wave conditions from the ocean environment data for that period were used.
We selected wave height conditions of 4 m and above to find the operational patterns that
emerge because of the relation between speed and harsh environmental conditions.

To obtain the operational characteristics, we applied the very popular data clustering
method—k-means clustering [41,42]—to maritime big data. The clustering algorithm is
shown in the Appendix A. The overall process of the analysis is shown in Figure 11, and
the proposed algorithm is shown as Algorithm A1. A total of 624 container ships were used
for the analysis in this study. The container ships were classified by three classes, namely:
8600 TEU; 13,000 TEU; and 18,000 TEU classes. These are the exact sizes of the selected
container ships for the analysis. The clustering constraints are the class of the container
ship (size), period, and wave height. The analysis period is one year viz. 2017. The 4 m
and above wave height are selected as the ocean environmental conditions. We selected
these harsh environmental conditions to analyze how the shipping companies operate the
ships, and how fast the ships were operated depending on which shipyard built the ship.
The number of cluster K is given as three so that we can classify the ship’s speed into low,
medium, and high-speed clusters. Among the 624 container ships, the number of clustered
ships that were suitable for the given constraints was 491; out of which 274 were 8600 TEU
class, 143 were 13,000 TEU class, and 74 were 18,000 TEU class container ships. The results
of the analysis will be discussed in the following sections.
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4.2.1. Speed Pattern Analysis by Shipping Companies

The speed patterns of ships operated by different shipping companies can be analyzed
using Algorithm A1. After the clustering, the clustered data can be mapped to the shipping
companies. Then, we can analyze how the shipping companies operated the ships in
certain conditions. The clustering was done by using the given data. If we already know
that the data contain a very small number of ships operated at a certain condition, we can
remove them before the analysis. However, it is very difficult to find such information
from big data.

1. Speed pattern analysis of the 8600 TEU container ships operated by different shipping
companies

The analysis result of the speed pattern by shipping companies for the 8600 TEU
container ships that sailed in 4 m and above wave conditions is shown in Figure 12. As
the number of cluster K was given as three, the result shows that the speed groups are
2.59–13.93 knots; 14.11–17.07 knots; and 17.12–21.6 knots. Thirty-one shipping companies
were found from the result. This means that the 8600 TEU class container ships owned
by 31 companies were operated in 4 m and above wave conditions in 2017. The largest
number of ships owned by a single shipping company that sailed in these wave conditions
was 19 and were owned by shipping company 15. Most of them had medium to high
speeds. The ships that are owned by shipping companies 19, 27, and 28 were operated
at very high speed under harsh environmental conditions. The ships that are owned by
shipping companies 1, 5, 14, 20, and 31 were operated in the middle-speed range. Some
shipping companies with patterns operating at low speeds in a range between 2.59 and
13.93 knots under harsh environmental conditions were found.
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Figure 12. Speed clustering results of the 8600 TEU container ships by shipping companies.

2. Speed pattern analysis of the 13,000 TEU container ships by different shipping com-
panies

The speed pattern clustering result is shown in Figure 13. Fourteen shipping compa-
nies that satisfied the clustering constraints were found. The number of clustering groups
here is also three, but the speed values are higher than those for the 8600 TEU container
ships. This means that the 13,000 TEU container ships were operated at a higher speed than
the 8600 TEU container ships. The ships owned by shipping company D-13 operated at
low and high speeds, and the ships owned by company G-13 operated only at high speeds.
The ships owned by company B-13 operated at middle speed, and many ships of company
J-13 operated at high speeds.
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3. Speed pattern analysis of the 18,000 TEU container ships by shipping companies

The analysis of the speed pattern for 18,000 TEU container ships is shown in Figure 14.
It was found that shipping company C-18 owned the most ships among all. Among the
ships owned by company C-18, most of them operated at high speeds and middle speeds.
The ships owned by company B-18 operated at relatively middle and low speeds, and
the ships owned by company E-18 operated at middle and high speeds under the harsh
environmental conditions.
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From the speed pattern analysis of container ships operated by different shipping
companies, we could perceive how the companies operated the ships under harsh envi-
ronmental conditions. It is well known that if the ship operated at high speed under bad
weather conditions, then the fuel oil consumption was high. Therefore, this analysis can
be used to decide the economic operation. In this study, we only set the wave condition
above 4 m, but for more precise analysis, other constraints should be considered, such as
the scheduled time, route, design speed, how long the bad weather continued, etc.

4.2.2. Speed Pattern Analysis by Shipbuilders

The speed pattern of ships by different shipbuilders can also be analyzed by us-
ing Algorithm A1, and the clustered result can be mapped to the shipbuilders. Then,
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we can evaluate how the ships built by different shipbuilders are operated under the
given conditions.

1. Speed pattern analysis of the 8600 TEU container ships by shipbuilders

From the analysis result in Figure 15, it is observed that shipbuilder g-86 has built
the largest number of 8600 TEU class ships, and most of them were operated in a high-
speed range from 17.12 to 21.6 knots under the given harsh environmental conditions. The
ship’s speed may be affected by the shipping companies’ operational policy, route, weather
conditions, and scheduled time, but it can be said that ships from certain shipbuilders can
deliver high performance.
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2. Speed pattern analysis of the 13,000 TEU container ships by shipbuilders

In the case of the 13,000 TEU class container ships (see Figure 16), shipbuilder c-13
built the largest number of ships, and the ships were quite evenly distributed among the
three speed clusters. It was also identified that the ships from shipbuilder I can deliver
high performance, and the ships from shipbuilder g-13 deliver middle range performance.
However, in this case, the other conditions that were discussed in the 8600 TEU analysis
result should be considered.
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3. Speed pattern analysis of the 18,000 TEU container ships by the shipbuilders

In the case of the 18,000 TEU class container ships (see Figure 17), we find that
shipbuilder a-18 built the largest number of ships. The distributed speed of these ships
ranged from the middle to high. The ships from shipbuilder d-18 also have the same speed
range, but the ships from the shipbuilders b-18 and c-18 have relatively low-speed range.
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In this section, we proposed the speed pattern analysis algorithm analyzed on the
basis of shipping companies and shipbuilders. The operational speed patterns of 8600 TEU,
13,000 TEU, and 18,000 TEU class container ships under harsh environmental conditions
were analyzed. From this analysis, it was possible to estimate which shipping companies
operate their ships fast or slow, and ships built by which shipbuilders are operated at high
or low speed in the given constraints. As discussed earlier, other variables do affect the
ship’s speed, but it was possible to find which ships were fast or slow in the given 4 m
wave height conditions. As it is a relatively harsh wave condition, the ships’ performance
can be assumed. If it is not a harsh environmental condition, it is difficult to compare
the ship’s performance without the fuel consumption information because more fuel
consumption can give higher speed. We can assume that the ships that can operate under
harsh environmental conditions with high speed have a good performance. More precise
and meaningful results can be obtained if other variables are available, for instance, the
scheduled time, route, design speed, how long the bad weather continued, etc. Further
study remains with regard to the analysis of the speed, considering the shipbuilders and
shipping companies simultaneously.

5. Conclusions and Future Work

The method of the operational analysis of container ships from maritime big data
was presented in this study. In this study, maritime data such as the AIS data, ocean
environment data, and ship’s static data were used for the analysis of operations. The main
contribution of this study was that the AIS data and the ocean environment data were
combined, and some applications were proposed by analyzing the combined maritime big
data using the big data framework. A big data framework suited to process the big size
of maritime data was proposed, and the data handling procedure was explained. We also
developed the visualization program essential for analyzing the container ship’s operation.
The program can present the AIS data and ocean environment data simultaneously based
on time. We proposed past trajectory tracking, the speed comparison of different container
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ships for the same route, operation comparison among series ships for the same route, and
mooring or anchoring time analysis as possible trajectory tracking and analysis applica-
tions. Furthermore, the speed pattern analysis by shipping companies and shipbuilders are
performed using the k-means clustering method, and the operational patterns of shipping
companies and the performance of shipbuilders were obtained. The results were obtained
by analyzing the maritime big data. The trajectory tracking and analysis can be used to
estimate the transportation cost because the route, speed, and ocean environmental condi-
tion can be obtained from the maritime big data to calculate the fuel oil consumption [43].
By comparing the operations of container ships, it can be possible to evaluate the efficiency
of transportation and give the insight to identify problems related to the current operations.
For example, if it is found that the ship’s speed is decreasing by the speed pattern analysis
proposed in Section 4.2.1 with the fuel consumption analysis, the hull cleaning [44] or
new build can be considered. If it is found that there is too much waiting time around
the ports by the analysis proposed in Section 4.1.3, the owner can take some solutions to
reduce the waiting time. Additionally, the proposed method is useful to the other owners
or shipbuilders who do not have the operational data of the other ships. The speed pattern
analysis proposed in Section 4.2.2 can be a factor in selecting the best shipbuilding company
that can make efficient ships for owners. Additionally, the shipbuilding companies can
take the technology development to obtain better performance than the other competitors
from the analysis. This study focuses on the methods to evaluate the performance of the
container ships using AIS data. We proposed estimating the performance of the ships using
the public data and how to figure out the operational efficiency, such as the sailing and
waiting patterns. To optimize the speed and waiting times at the port, more and different
types of data such as the ocean environment conditions and fuel oil consumptions for many
years should be collected and analyzed using the proposed methods. The ship owners
and shipbuilders may have different analysis results and can take different actions to the
results accordingly.

In this study, we only used the one-year data to determine the speed patterns of
shipping companies and shipyards. If we selected a target ship and applied the proposed
method to the accumulated maritime big data for many years, the degradation of opera-
tional performance could be detected. The proposed methods demonstrated how to handle
the maritime big data and collect valuable information from the data. It was expected
that this study will help make the operations of container ships more efficient. That is,
ship operators can have better guidelines if the proposed method was used as the addi-
tional indicator to increase the operational efficiency of the ship. However, in fact, the
proposed method can be useful to shipyards, service companies, and others who cannot
obtain private operational data. They can provide suitable services to the owners for better
operational efficiency.

We only used some information in the AIS data for the applications, such as the time,
position, and ship’s status, but there is much more information in the AIS data. For instance,
AIS data include the actual draft data. Through the draft analysis [10], it could be possible
to analyze the world trade volume by container ships. Therefore, more applications using
additional information in AIS data can be developed with further studies. Additionally,
we plan to make an effort to find the mathematical models that exist in data analysis and
to apply this kind of analysis to various problems in the design of ships and offshore
structures [45].
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Appendix A

Algorithm A1. Speed pattern analysis of container ships by shipping companies and
shipbuilders using the K-means clustering.

Data: AIS data of container ships, ocean environment data, and ship static data
Result: Clustering of the speeds by shipping companies or shipbuilders
Initialize:
Select the target ships;
Select the target period;
Select the target ocean environmental condition;
Clustering:
Select the number of clusters K;
Calculate the average speed of each ship for the period;
Initial speed of clusters← Randomly select K distinct data by the average speed of a ship;
while Clusters change do
foreach Average speed of each ship do
Measure the difference between the initial speed of clusters and the given data;
Assign the given data to the nearest cluster;
Calculate the mean speed of each cluster;
Initial speed of clusters←mean speed of clusters;
end
end
Map the clustered speed data to the shipping companies or shipbuilders in the ship static data;
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